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COUNCIL ACTIVITIES 

1961 MERCHANT MARINE COUNCIL AGENDA 

THE MERCHANT MARINE COUNCIL will hold a Public Hearing on Monday 
March 27, 1961, commencing a t 9:30 a.m., in the Departmental Auditorium, 
between 12th and 14th Streets on Constitution Avenue, N.W., Washington, D.C. 
for the purpose of receiving comments, views, and data on the nrnnnoor 

changes to the vessel inspection rules and regulations as set forth 
I to XII, inclusive, of the Merchant Marine Council Public Hearing 
CG-249, dated March 27, 1961. This Agenda contains the changes proposet..,o 
and for certain items the present and proposed regulations are set forth in 
comparison form, together with the reasons for the changes where necessary. 

Copies of the Merchant Marine Council Public Hearing Agenda CCG- 249) 
are mailed to persons and organizations who have expressed a continued in
terest in the subjects under consideration and have requested that copies be 
furnished to them. Copies of this Agenda will be furnished, upon r equest to 
the Commandant <CMC), U.S. Coast Guard, Washington 25, D.C., as long as 
they are available. After the supply of extra copies is exhausted, copies will 
be available for reading purposes only in Room 4104, Coast Guard Headquar
ters, or at the offices of the various Coast Guard District Commanders. 

Comments on the proposed r egulations are invited. Each person who 
desires to submit written comments, views or suggestions in connection with 
the proposed regulations as set forth in the Agenda should submit them so 
that they will be received prior to March 20, 1961 by the Commandant CCMC). 
U.S. Coast Guard Headquarters, Washington 25, D.C. Comments, views or 
suggestions may be presented orally or in writing at the Public Hearing before 
the Merchant Marine Council on March 27, 1961. If it is believed a comment. 
view, or suggestion clarifies or improves a proposed regulation or amendment. 
it is changed accordingly and, after adoption by the Commandant, the revised 
regulation is published in the Federal Register. 

(Continued on page 12 
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OCEAN VESSELS IN THE ST. LAWRENCE SEAWAY 

Many of the problems encountered 
by oceangoing vessels in the St. Law
rence Seaway a re being solved as their 
personnel gain experience in the use 
of this extraordinary water highway. 
In the last two seasons ocean vessels 
have had problems, some of which 
now have been solved. 

VOYAGE OF THE OCEAN EVELYN 

During the 1960 season Captain 
Preede sailed as an observer aboard 
the SS Keystone State and the SS 
Ocean Evelyn. The Ocean Evelyn, 
a 522-foot C-4, was the largest sea
going vessel ever to dock in the port 
of Toledo. The ship came through 
the Seaway without incident except 
~or some problems in transiting the 
Weiland Canal. The Master claimed 
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By Captain A. Preede 

that in the Canal area the limit of 
9 miles per hour, plus a 25-mile-per
hour wind, made maneuvering tricky. 
The vessel carried eight wooden 
fenders for the transit, but by the 
time the vessel was through the first 
three locks, the fenders were prac
tically destroyed. 

SS KEYSTONE STATE 

During the voyage of the Keystone 
State the Master and pilot felt it was 
advisable to steam directly into the 
locks even though given a green light 
by the control station. In every case 
the vessel was landed at the approach 
wall and then moved on up to the 
lock entrance, keeping a line on the 
dock a ll the time. At certain angles 

of approach the landing boom could 
not be used to put line handlers on 
the dock. 

In one instance the ship's winches 
were not powerful enough to heave 
the vessel against the wind, and the 
windlass and capstan could not han
dle the lines rapidly enough for the 
vessel to be moved along the wall 
and into the locks under the prevail
ing conditions. 

Captain Preede's report and recom
mendations were the result of these 
experiences. They are printed here 
through the courtesy of States Marine 
Lines in the hope that other vessels 
may have the benefit of the informa
tion contained in such records. The 
opinions expressed by Captain Preede 
are his own. EP. 
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SEAWAY PASSAGE 

One of the greatest dangers in 
making the Seaway passage is the 
possibility of errors of judgment re
sulting from fatigue. Assuming the 
vessel starts from Montreal and 
makes an uninterrupted passage to 
Toledo, the Master is on the bridge 
in pilotage waters for over sixty hours. 
The balance of the deck gang, both 
officers and men, put in extremely 
long hours as all hands are at their 
stations during the passage through 
the Locks. While the men are able 
to get some rest between the Locks 
and during the passage through th e 
Lakes, the Master gets none. Having 
the Chief Officer relieve him is no 
solution, as his presence on the bow 
is very important when the line han
dlers are put over on the dock. It 
is suggested that an Aide be placed 
aboard any vessels making this run 
so the Master can get some rest dur
ing the passage. The Aide should 
be a Master with experience in this 
type vessel , and he should be author
ized to relieve the Master and accept 
full responsibility for portions of the 
run. Whether this should be done 
on a six-and-six basis, or whether 
the relief should be made only on the 
long stretches between the Locks 
must be decided on by the Office. 

CREW MEMBERS AS LINE HANDLERS 

The use of crew members as line 
handlers is very dangerous. Aside 
from the obvious danger to life and 
limb due to the method of putting the 
man on the dock there is the addi
tional danger of accidents to the men 
on board the ship. With the double 
handicap of long hours and reduced 
complement occasioned by the loss 
of the men on the dock, accidents 
are much more likely to occur. It has 
been suggested by the AMMI that the 

ABOUT THE AUTHOR 
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Seaway Authority provide line han
dlers at the Approach Walls as well 
as on the Lock itself. If this is not 
done, it might well be a good invest
ment to send line handlers on by car 
from lock to lock to take the vessel's 
lines. It is doubtful if this would cost 
much more than the present method, 
for during the round trip the im
mediate cost-two line handlers, at 
Two Dollars each at each lock-re
sults in a total cost of One Hundred 
Twenty Dollars. 

NYLON MOORING LINES 

An accident that happened on the 
Keystone State emphasizes one of 
the dangers of using nylon mooring 
lines. At one of the Locks, while pro
ceeding along the approach wall to
ward the locks, the eye of the spring 
line (nylon) slipped off the bolla rd on 
the dock and snapped back all the way 
to the fo 'csle head, where the eye 
struck one of the seamen on the head. 
The man was knocked u nconscious, 
but quickly recovered ; he was sent 
below to rest and returned to duty 
for his next scheduled watch. This 
accident could have been far more 
serious. 

The immediate causes of the acci
dent were: 

(a) The shape of the ballard
round, with no "ears" 

VALUE OF ELECTRIC MEGAPHONE 

The electric megaphones 
the Keystone State for the 
amply proved their value during 
run. While the more expensive 
aphone which was used on the 

-

was superior to the others, all 
megaphones were quite satisfactortleaas 
and it is doubtful if t he increasE 
of the expensive type could be 
fied by the results. It is suggeste4of 
that two electric megaphones 
whatever type the office approves 
placed on any C-4 making the 
and three megaphones are 
give orders to the men at the winchn.lnenor 
on deck, to the bow and stern, and 
the men on the dock. 

> The uses of nylon lines present 
unique to nyl on's physical properties. 
Is part icularly t rue uudet• condi 
cond uct!,,e t o heaYy s train such as ' 
underway with headway while moving 
maneuvering i nto locks . Knowledge 
nylon's properties and care In its 
should eliminate such casualt ie! 
"Handli ng Nyl on Lines," Proceedi ngs 
Merchant M arine Comtci!, December 
pages 240-241. 

MONICA SMITH, small oceangoing vessel fltted with rubbing bars for Seaway transit. 
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-";\et-makin SHIP'S WINCHES 

on the lin The ship's winches are not sa~isfac 
~ - th t :ory substitutes for tenswn wmches 
--0~ e m:n in this run. They do not I;ta~e suffl
~e ~liard. cient power to heave the ship m , t hey 

:::e accident wa work too slowly to be used in this case. 
of the line.' Consideration should be given to 

equipping any vessels that are to 
make this run regularly with ten sion 

supplie winches. 
the passag FAIRLEADS 

during th Present information is that by the 
th b Il!-~g end of this navigation season all ships 

e n g ill be equipped with PORT COL
~11 of th BORNE type fairleads. These fair

satlsfactor leads are said to cost about $1,000.00 
:.::tcreased cos each, and the AMMI is protesting any 

could be justi requirement such as t his in the case 
suggeste of vessels using the Seaway on an oc-

II!~egapho:nes casional basis. It is probable that 
they will be required by the authori
ties of all vessels on regular runs to 
this area and th ey are definitely su
perior to the closed chocks on our 

w"'""'""' It is obvious in some instances 
the angle at which the wires lead 

causes strain to both wires and 
chocks- and in fact one wire was 
broken during the passage as a result 
of this. The wire parted at the 
chock, indicating that the cause was 
a poor lead. (A secondary factor was 
the nature of the winches used; when 
the current is shut off the cargo 
winches the magnetic brake is en
gaged, and if a sudden strain comes 
on the wire it may part. This is not 
the case with a tension winch. While 
experienced seamen can keep a strain 
on the wire with the cargo winches, 
it is very likely that resistors will burn 
out after a period of continuous use 
in this manner.) 

RUBBING BARS 

As will be seen in the picture of a 
vessel the Monica Smith, 

vessels are being fitted with 
rubbing bars to protect the hull dur
ing passage through the locks. These 
bars are only effective along the sides 
of the vessel-they do very little good 
at the bow and stern. On the Iaker 
T. R. W ilson th e rubbing bars are 
carried around the bow. This is ef
fective due to the diffe1~ence in con
struction of the bows of these ships. 
The Keystone State was provided 
with thirty additional portable fend
ers and the increased n umbers should 
be placed on all ships in future. 

In the various opinions expressed 
prior to the passage of the Ocean 
Evelyn through the Seaway consider
able damage was anticipated to the 
ships. While strong cross winds will 
undoubtedly make approaches to the 
locks dangerous, in many ways, t h ese 
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SHIP'S LIN~ tender landing on lock wall at St. Lam bert Lock. 

vessels are far better adapted to the 
run than are smaller, shorter vessels. 
The length of the vessel prevents her 
twisting in the locks and th us avoids 
damage to the propeller. 

RECOMMENDATIONS 

The use of tug boats even if avail
a ble would be impracticable as there 
is no room for them to maneuver. It 

is suggested that line handlers be sta
tioned on the docks in the approaches 
to the locks on both sides of the chan
nel. This would facilitate getting the 
vessel's lines ashore and prevent the 
ship being blown across the channel 
when the winds set her off. Under 
present conditions if the wind is blow
ing a vessel off the waiting wall side, 

(Continued on page 12 ) 
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A REVIEW OF MERCHANT MARINE LICENSING PROGRAMS 

ON THE NIGIIT of July 25, 1956, the 
Swedish passenger liner Stockholm 
and the pride of the Italian Merchant 
Marine, the SS Andrea Doria, were in
volved in collision. Many lives were 
lost and m an y persons were injured. 
The Andr ea Doria sank the next day, 
and the cost of repairing the Stock
holm was estima ted at $1,000,000. 

On March 1, 1959, the SS Constitu
tion, one of our finest American Flag 
passenger vessels, and the Norwegian 
motor tanker J alanta were involved 
in collision while navigating in fog. 
The Jalanta was nearly cut in half. 
Fortunately, no lives were lost. 

Again in 1959, on March 26, while 
navigating in fog, another fine Ameri
can passenger vessel, the SS Santa 
Rosa, and the American tanker Val
chem were involved in collision. Four 
members of the crew of the V alchem 
were lost and several other p eople 
were injured. 

These recent, spectacular collisions 
involved top passenger liners which 
are built and operated under the most 
stringent safety standards, manned 
by able an d well trained officers and 
crew and equipped with the latest 
navigational devices. The investiga
tion in each of these casualties re
vealed no material failure prior to the 
collision; hence one can conclude only 
that the primary cause in each was 
personnel failure. 

STUDY OF MARINE CASUALTIES 

Recently the Coast Guard con
cluded. an extensive study of marine 
casualties. This study included two 
of the three I have mentioned as well 
as 197 others involving vessels of all 
types. The study is statistical and 
factual and does not in itself draw 
conclusions. It does show clearly, 
however, that (1) the number of col
lisions due to mechanical breakdown 
is insignificant when compared with 
those due to personnel failures, a.nd 
(2) that in each case of personnel 
failure there is a violation of t h e Rules 
of the Road. Other factors may be 
present such as radar fault, but this 
in no way detracts from Lhe fact that 
there is a violation of the Rules of 
the Road in practically every casualty. 

Recognition that the majority of 
collisions result from personnel fail
ure in som e form tends to focus atten
tion on licensing standards and quite 
properly raises a question as to their 
adequacy. · 
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By Captain Roderick Y. Edwards, USCG 

LICENSING FUNCTION 

The licensing function in this coun
try origin ated with the Act of 1852 
which concerned itself with the safety 
of life of passengers on board vessels 
.propelled wholly or in part by steam. 
The language of the Act speaks of a 
person's eligibility for a license in 
terms of his character, h abits of life, 
and knowledge and experience. 

The scope of the licensing program 
has been greatly broadened since 
1852. From the examining and li
censing of only a few steamboat men, 
the program, by Congressional direc
tion, has grown to include the crews 
of practically everything that floats 
and carries passengers or freight. 
Similarly, the scope of the requisite 
knowledge h as been broadened by 
technical development in the opera
tion and management of all types of 
vessels. 

STANDARDS OF A PARTICU LAR TRADE 

The establishment of stan dards for 
licensed officers has in the past fol
lowed the advances and broadening of 
the industry. The standards have 
been traditionally general in nature 
and designed to be minimal. There 
has been no attempt to establish 
standards · for a particular trade or 
other pecUliar needs of a specialized 
operation. Generally speaking, they 
have followed the concept that per
sons meeting them should be able to 
carry out th e navigating and operat
ing responsibilities normally accru
ing to the grade for which the person 
is licensed. The additional training 
and knowledge required by a specific 
type of vessel or trade has been con
sidered to be in the province of the 
industry. 

We require each candidate for a 
deck license to answer questions in 
the operation of all vessels and upon 
successful completion of t h e exam
ination he is licensed to serve on all 
vessels. At the same time we rec
ognize that a person wh ose service 
has been exclusively in freight vessels 
does not by passin g the examination 
become the most highly qualified 
tank vessel officer. Similarly, a per
son whose whole experience has been 
on deck in a tanker does not become 
by passing an examination the most 
h ighly qualified passenger ship officer. 

NO SUBSTITUTE FOR EXPERIENCE 

In providing avenues by which a 
person can m eet the established 

standards the Coast Guard and its • t4 
predecessor agencies have held to the 
following principle. A competent 
Merchant Marine Officer is the prod
uct of actual sea experience and 
trainin g. There can be several com
binations of experience and training, 
but one without the other is not ~ 
enough. Further, although training ~ 
can be acquired formally or in some
instances on the job there is no sub
stitute for actual operating sea ex
perience. Proof that we are wedded 
to this principle is present in the re
quirements for candidates in all 
grades, and the examination ques
tions themselves reflect it. 

To sum up we believe that seamen 
are made at sea under actual operat
ing conditions but that the needs of 
the industry today r equire supple
mentary training in some form. To 
illustrate this point, our regulations 
call for a person to have 3 years' sea 
experience before he can sit for a 
Third Mate's or Third Assistant Engi
neer's license, but if the person 
undergone an extensive and special
ized trainin g program designed for 
the development of Merchant Maline• 
officers the r equired sea time is les
sened. However, in the belief that 
th ere is no substitute for experience 
under actual operating conditions in 
positions of greater responsibility, we 
require such service experience for all 
higher grades. 

SIMULATION OF EMERGENCIES 

It would be desirable if all the ques
tions asked a candidate were specifi
cally directed to all the problems 
might be called up to solve in 
course of his employment. It 
been suggested that our examining 
procedure is deficient because candi
dates are not required to give evidence 
of their competency under the worst 
possible conditions. The phrase 
"worst possible conditions" probably 
h as a different meaning to each of us. 
To me it could mean command of a 
fully loaded passenger vessel which 
was afi re and in a sinking condition 
in the vicinity of I celand in midwin
ter. To complicate thirLgs all boats 
had been lost in heavy weather and 
the radio had been in operable for sev
eral days. To simulate such a condi
tion would certainly pose a problem 
and even if appropriate questions 
could be developed the correct an-
swers would certainly be debatable. 
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We certainly hope that no shipmas
:cr will ever be confronted with a sit

u· tion such as the one I have just 
ntioned. In any event we believe 

~t the attention of the candidate 
should be focused on disaster preven
:::on measures rather than corrective 
:::neasures after the fact. However, 
~ concept does not reject the desir
ability of simulation of emergencies 
:11 the testing of candidates. 

The task of maintaining the ques
-:ions current and consonant with the 
needs of the industry cannot be ap
proached ligh tly. The jettisoning of 
questions on practice and procedures, 
..-hich have been present in Marine 
transportation for many years, with
out first giving considerable thought 
to the adequacy of the replacement is 
certainly ill advised. 

MULTIPlE CHOICE ANSWER 

Our present program calls for the 
elimination of dead wood either in the 
questions themselves or the method 
and procedures employed. Recently, 
we eliminated several complete sub
jects which in themselves were noth
ing more than mental gymnastics and 
which were already present in other 
forms that have meaning. We are at 
present converting the questions from 
the traditional narrative type to the 
multiple-choice answer type. At first 
the conversion rwill be limited to those 
subjects which readily lend them-
selves to such conversion, but ulti
mately we hope to extend it to all but 
the mathematical subjects . Addi
tionally, and I am sure this will please 

many of you who know what is in
volved in passing one of these exam
inations, we no longer require a can
didate to write the question as well 
as the answer. 

RECENT PROGRAMS 

Two new programs looking to the 
continued proficiency of deck officers 
have been developed. The first con
cerns radar competency. That deck 
officers navigating radar equipped 
ships should be qualified in the use 
of radar is indisputable. The recom
mendations of the 1960 International 
Conference for Safety of Life at 
Sea speak forcibly on the subject of 
radar competency. To the end that 
all American radar equipped vessels 
of over 300 gross tons, navigating on 
ocean, coastwise, · or Great Lakes 
routes are manned by officers qualified 
in the use of radar , a new regulation 
has been adopted. This regulation, set 
forth in 46 CFR 157.20-32, appeared 
in the Federal Register and becomes 
effective on all such vessels certifi
cated after 1 May 1962. 

RADAR COMPETENCY 

A large number of deck officers have 
on their own volition become qualified 
and presently have evidence of the 
fact either in the form of a letter 
from the Coast Guard or a certificate 
of graduation from an approved 
school. In addition all persons that 
h ave raised their licenses or who h ave 
been originally licensed since 1 Jan
uary 1959 qualified themselves. In 

ABOUT THE AUTHOR 
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spite of this assurance that a good 
number of officers were radar quali
fied it was deemed advisable to set the 
effective date of this new regulation 
sometime in the future so that all in
terested parties could be given ade~ 
quate notice. 

This regulation will not require 
masters to prove their competency in 
radar who obtained their licenses be
fore 1 January 1959 and who have 
no intention of sailing on radar 
equipped ships. Neither will it re
quire Mates to qualify wh() never in
tend to raise their licenses in grade 
or sail on radar equipped vessels. It 
will, however, insure that officers who 
do sail on certain radar equipped 
ships will h ave to take the necessary 
steps to qualify themselves. The 
qualification procedure is quite sim
ple. The Maritime Administration 
Schools at New York, San Francisco, 
and New Orleans have been approved 
by the commandant, and certificates 
of graduation are accepted as proof 
of qualification. The course of study 
takes one week of full time attend
ance. Alternatively, officers may, if 
they desire, train themselves and take 
our examination. This examination 
concerns itself solely wit h the naviga
tional and operational· aspects of 
radar and does not concern itself 
with higher technical maintenance 
problems. 

RUlES OF THE ROAD 

The other significant licensing pro
gram with which we are presently 
concerned is that looking to the con
tinued proficiency of licensed deck 
officers in the application of the Rules 
of the Road. As I have indicated 
before, present casualty studies have 
proved conclusively that in practically 
every collision there iS a failure to 
observe the Rules of the Road. Sup
plementing this we find a disturbing 
number of failures in this subject on 
the part of those persons seekin g 
either to raise their licenses or extend 
their scope. In all honesty we do not 
believe that all deck officers involved 
in collision willfully violate the Rules 
nor do we believe that all these officers 
are unfamiliar with them. However, 
that there are elements of both seems 
to be the only reasonable conclusion. 

That a deck officer should have 
complete mastery of the proper ap
plication of the Rules of the Road is 
a well established fact and in keeping 
therewith a new regulation was 
adopted. This new regulation will re
quire that each officer applying for 
renewal of his license demonstrate his 
knowledge of the application of the 
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Rules of the Road. This demonstra
tion is not an examination in the sense 
of the word. It is educational in 
principle and will be so applied. The 
licensed deck officer applying for re
newal of his license will merely be 
r equired to execute ·a statement signi
fying that he has read the applicable 
Rules within the 3 months next pre
ceding the date of application for 
renewal and will be required to give 
answers to a limited number of multi
ple-choice type questions concern
ing specific situations. In answeling 
these questions the applicant will h ave 

available to him the Rules of the Road 
and, further, the questions will show 
which Rules apply. Properly admin
istered this procedure will take a very 
short period of time and, we believe 
and fervently hope, will bring forcibly 
to the attention of all concerned the 
essence of the Rules. This new pro
cedure will extend only to those per
sons who are actively engaged in their 
profession either at sea or in positions 
ashore a nd will not affect in any way 
those persons who have swallowed the 
anchor and are presently not asso
ciated with the industry. As has 

always been the case, these 
persons will be required to pass 
examination in the Rules. 

You can be assured that your 
ments, criticisms, and recommenda-1 
tions are earnestly solicited and are 
all times gratefully received. I t 
only through a reasonable exchangf:1 • passing 
of ideas between those in industry p!.ants :.::: 
both management and labor, and th · is: 
Coast Guard that we can ever be sur a Th!'ee 
that our standards, methods, and pro ' b · F?U!' 
cedures a re properly designed an Cc Ftre 
carried out in the interest of ~afohr Cd , Six 

RENEWAL OF DECK OFFICERS, LICENSES t

t·,.: RULES OF THE ROAD EXERCISE 

The procedure whereby deck officers actually engaged in their profession will 
renew their licenses was explained in the November issue of the PROCEEDINGS and 
in Navigation and Vessel Inspection Circular 7-60. The multiple-choice-type ques
tions, which are to be answered as a demonstration of the deck officers' knowledge of 
the Rules of the Road, will be r eprinted here until all of the questions contained in 
the exercise have been used. 

INTERNATIONAL RULES OF THE ROAD 

6. The day signal of a basket is dis-
played by: 

(a) Dredges 
(b) Trawlers 
(c) Cable layers 
(d) Boats tending divers 

(See Rnle 9) 

7. A sailin g vessel of 20 tons or up
ward under way makes her fog signal 
on a : 

<a> Bell 
(b) Gong 
<c> Whist le 
<d > Foghorn 

(;See Rule 15) 

8. In a narrow channel, power-
driven vessels shall whenever possible: 

(a) Stay in the middle 
(b) Keep to the left 
(c) Keep to the right 

(See Rule 25) 

~(!)~~ 
UAU •s" "c" IIDU 

9. Which of the circles sketched 
has a white sector showing the arc of 
visibility of a stern light? 

(See Rule 10 ) 

---111. l + 

10. On each of the vessels towed at 
night, as sketched, you should see, 
looking from abeam: 

<a> A green light 

8 

(b) A r ed light 
(c) A masthead light 
(d) A forward white light 

(See Rule 5) 

INLAND RULES OF THE ROAD 

6. Rowing boats under sail or oars 
must show: 

(a) Side lights 
(b) Mast lights 
(c) Stern light 
(d) A white light in time of pre

vent collision 
(See Artlce 7) 

7. In fog, an anchored vessel must 
ring the bell every: 

(a) Minute for five seconds 
<b> Two minutes for five seconds 
(c) Three minutes for ten sec-

onds 
(See Article 15) 

8. Risk of collision can best be 
determined by: 

(a ) Checking the distance of an 
·approaching vessel 

<b> Carefully watching the com
pass bearing of an approaching vessel 

(c) Watching the other vessel for 
any signals he may give 

(d) Observing the range of the 
approaching vessel's masts or mast 
lights 

(See Preliminary to Steering and Sailing 
Rules) 
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these latte t A vessel signifies intention to 
to pass an...- a dredge by blowing: 

a> One short blast 

vessel m ust 

best be 

b> Two short blasts 
c) Three short blasts 
d> One long blast 

(See Pilot Rule 80.26) 

(See Pilot Rule 80.27) 

GREAT LAKES RULES OF THE ROAD 

6. If you were in charge of naviga
n of "B," you should: 

(a ) Go under stern of "A" 
<b> Back down on engines 
(c ) Stop 
(d ) Hold course and speed 

(See Rule 20) 

7. When collision cannot be avoided 
br "A" alone, "B" must: 

(a) Cross under "A" 's stern 
(b) Stop 
<c> Back down 
(d) T ake such action as will aid 

;o avert collision 
(See Rule 27) 

8. If in overtaking another vessel 
&S sketched, you occasiona-lly saw her 
mast lights and green side lights: 

January J 96 J 

(a) The other vessel must keep 
clear of you 

(b) You and the other vessel 
share equally t h e resp onsibility for 
keeping clear 

<c> You should assume that it is 
your duty to keep clear 

(See Rule 22 and Pilot Rule 90.8) 

9. The Rule of Special Circum
stances would apply in all but one of 
the following cases. To which one 
would it not apply? 

<a> When meeting several vessels 
at one time 

(b) When m eet ing a tug with tow 
bound downstream in a heayy current 

(c) When m eeting a vessel un
a ble to man euver in accordance with 
the Rules 

(d) When meeting a vessel end 
on or nearly end on 

10. I n the situation sketched, one 
distinct blast by "B" means: 

(a) I am directing my course to 
starboard 

(b) I intend to hold course and 
speed and cross yow· bow 

(c) I intend to go u nder your 
stern 

(d) You sh ould direct your course 
to starboard 

(See Pilot Rule 90.10) 

WESTERN RIVERS RULES OF THE ROAD 

6. In fog, an anchored vessel must 
ring the bell every: 

(a) Minute for five seconds 
(b) Two minutes for three 

seconds 
(c ) Three minutes for ten seconds 
(d ) Four minutes for five seconds 

(See Rule Numbered 15) 

7. Risk of collision can best be de
termined by: 

(a ) Checking the distance of an 
approaching vessel 

(b) Carefully watching the bear
ing of an approaching vessel 

(c) watching the other vessel 
for any signals he may give 

(d) Observin g the range of the 
approaching vessels' masts or mast 
lights 
(See Preliminary to Steer ing and Sa iling 

Rules) 

8. A vessel intending to pass a 
dredge first blows: 

(a) One distinct blast 
(b) Three distinct blasts 
(c) Four short and rapid blasts 
(d ) One long blast 

(See Western Rivers Pilot Rule 95.60) 

9. Passin g within 200 feet of float
ing plants in channels, maximum 
speed is: 

(a) Three miles per hour 
(b) Four miles per hour 
( c > F ive miles per how· 
<d> Six miles p er how· 

(See Western Rivers Pilot Rule 95.61 ) 

10. If you were in cha rge of navi
gation of "A," you sh ould: 

~--
"A" "s" 

(a ) Blow one distinct blast and 
turn right 

(b) Blow two distinct blasts an d 
tw·n left 

(c) Hold course and speed, let
ting "B" take avoiding action 

(d) Blow four short and r apid 
blasts 

(See Itule Numbered 18) 

WANTED: ACCIDENT CASE 
HISTORIES 

The National Safety Council re
quests assistance in setting up a file 
consisting of a wide variety of acci
dent case histories. The accident re
ports will be classified by agency in 
accordance with the American Stan d
ards Association method (American 
Recommended Practice jar Compiling 
Industrial Accident Causes, Z16.2 
Code). 

The Council will record disabling 
injury accidents caused by agencies of 
the major groups, particularly ma
chines of all types. 

For this project the Cou ncil is not 
interested in recordin g accidents 
caused by tripping, and falls on the 
same level, or strains caused by lift 
in g or unusual positions, etc. 

A "fancy" write-up is n ot required. 
J ust tell in your own words how the 
accident occurred, what caused it, 
and the method used to prevent 
recurrence. 

Mail them to Industrial Depart
ment, National Safety Council, 425 
N. Michigan Ave., Chicago 11, TIL 

Send them at your convenience, 
one at a time or by bunch; on a cur
rent basis, or dig into your files. 
Names of companies, individuals, and 
location will be kept confidential. 
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IMPROVEMENTS in the navigation 
lights of ships and boats have long 
been a desire of the mariner. It was 
a matter of concern at the recent 
SOLAS Conference. A number of na
tions, including the United States, 
sought agreement on minimum objec
t ive standards of candlepower and 

A significant number o f inquiries 
have been received by the Coast Guard 
from manufacturers and other inte r
ested parties a ski ng how the recent 
SOLAS Conven tion wi ll affect new de
velopments designed to improve the 
safet y of navigation. 

The summary record o f the com
m ittee which a cted upo n the matter of 
lights at the SOLAS Confe re nce con
tains the fo llowing: 

In a dopting the following text for 
insertion in Rule 28, the Committee 
understood that it would have the ef
fect of forbidding the use of other 
visual sig nals a ssociated with sound 
signals p rovided their character w a s 
not such a s to constitute a b rea ch o f 
Rule l lb l:-

ldJ All w histle signals provided 
in Rule 28 (a) and lbl ma y b e 
f urther indica ted by a visual signal 
consisting of a whi te light so con~ 
structed and located as to be 
visible a iJ around the horiz:on, of 
the same range of visib ility char
acte ristics as those lig hts re quired 
by Kule 2(aJ (il and !iii, and so 
devised that it will operate simul
taneously a nd in conjunction with 
the whistle sounding mechanism, 
and remain ignited and visible 
d uring the same period as the 
sound signa l. 

CDR N. L. Fendig, USCG, discusses 
some of the a spects and pro blems in
volved in the efficie ncy a nd improve
ments of navigation ligh ts in t he fol
lowing article. The possible use of 
automobile t ype headlig hts, flashing 
running lights and the like raises many 
questions. At present there does no t 
appear to be sufficien t information 
a vailable to justify a ny co nclusions as 
to their desirability o r a cceptability. 

A "Rules of the Roa d Panel" of the 
Me rchant Marine Counci l w a s re
cently established. It is expected that 
this new panel will study such prob
le ms a s described in this a rticle. ED. 

color which could make more specific 
the requirements of the Internation al 
Regulations for the Prevention of Col
lisions at Sea. That such standards 
were not adopted by the SOLAS Con
ference at the 1960 session in London 
may be attributed to the views of those 
nations which have many vessels still 
fitted only with oil lamps. However, 

10 

NAVIGATION LIGHTS 
By CDR N. l. Fe ndig, USCG 

THE POSSIBLE USE of automobile hea d lights, flashing running 
questions. AI p resent there does not appear to be sufficient 
a ny conclus ions a s to their desirabili ty or acceptability. 

a recommendation was adopted look
ing toward improvements in naviga
tion lights reading as follows : 

Efficiency of Navigation Lights 
The Conference, recognizing that 

(i) the efficiency of the International 
Regulations for Preventing Collisions at 
Sea during the hours of darkness In all 
conditions when the Steering and Sailing 
Rules apply is dependent upon the ability 
of a mariner to see and to recognize, at a 
sufficien t range to take appropriate action, 
the red, green, and white lights prescribed 
in those Regulations, and 

( ii) while not regarding the mini
mum ranges of visibility as defined In 
those Rules as being Inadequate, Its free
dom to increase those minimum ranges 
and thereby to provide an additional 
margin of safety to t a ke account of the 
increased speeds of vessels is necessarily 
limited by the need to specify ranges 
capable of achievement by oil lamps suit
able for installation on vessels 
recommends t hat the Organization, con
sulting as necessary with the Interna
tion a l Standards Organization and the In
ternational Civil Aviation organization 
and seeking such other advice as may be 
appropriate, should collate information 
concerning transmissivity and chromatic
ity as they affect ships' navigation lights 
and if necessary initiate further studies 
on an international basis. 

A recent ar ticle 1 raised a number 
in teresting questions on present 
ing requirements. It also 
that some of th ese current 
have not been adequately 
and the reasons for them n ot 
plained. One such regulation is 
CFR 113.55- 20 which requires 
sidelight screens be painted 
glossy black paint. The reasons 
painting the screens in this manner 
are best expressed in the Paint and 
Color Manual of the U.S. Coast Guard 
which reads as follows: 

In order to contain the refiected light 
from running light screens within the 
limits allowed by the Rules of the Road 
light refiection from the forward part 
of the screen must be kept to a m inimum 
The geometry of light screens and the lo
cation of the light sources are such that 
only light emitted by specular refiection 
lies within the prescribed limits whereas 
light emitted by diffuse refiection from 
the forward part of the screen exceeds 
the prescribed limits. 

Therefore, a paint providing high spec· 
ular refiection and low diffuse refiection 

1 41Na"igation Lights Can Be Le~al," by 
Capta in E. P. P erry, USN (Ret.). Y •·oceed· 
i11gs of the Unitel~ States Nava~ Inst-itt•te for 
.June 1960. 
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~ be used. A high gloss black 
-=e: performs this function best and 
--.;::. ~erefore be used on running light 
-=s. 

::::!:.e same article 2 suggested the 
-.e of neon type lamps as a means 

....:.:niting the arc of visibility of 
a:e:ights. While this suggestion is 

a:nly constructive, improvement 
·c. well be attained in the bright-

2SS of such lights as well as in the 
~tion of their boundaries. 

7:::e presently used incandescent 
::..=1ent lamps are fitted with colored 
.e:.ses to control the color of emitted 

Such lenses reduce the effec-
: ca.ndlepower of the light. When 

.:k lenses with dense colors are em
::-ed, the amount of light trans

"I:.:.::ed is estimated to be only about 
- :: 'C for the red side light and less 
:..::.:m half of this small percent for 
:.::.e green side light. 

Gaseous discharge neon lights can 
x manufactured to provide a source 
: :ed light. A mixture of argon and 

-- n will produce green light. It 
:mld be unnecessary to interpose 

co:ored screens, and the lamp would 
enit its full candlepower using a 
- :mdrical reflector on the vertical 
...::art of light. Fresnel lenses used 
v::h incandescent lamps would be 
'::!:Ilecessary. Investigations are cur
::sitly being conducted to ascertain 
_; such systems offer any significant 
.C. vantages over the incandescent fila
=ent lamps now in use, giving due 
::onsideration to all the various tech
::.:ca.l factors that may be involved. 

The basic pattern of navigational 
...:.ghts has in some degree been ques
::.oned by the small boat industry 
-hich does not have the same attach
:nent to the traditional system that 
:he deep sea sailor has acquired over 
:nany years. In some instances, small 
:x>ats have installed lighting quite 
£milar to that used on automobiles, 

addition to the required lights of 
Rules of the Road. 

Parabolic reflectors directing light 
.straight forward as on cars give a 
:airly good indication of heading, 
especially when a slight haze de
:ines the beam from the headlights. 
Where horizontal distance between 
!leadlights is standard, ability to dis
cern proximity of a vessel may be 
enhanced. Our modern small boat 
.;ailors, accustomed to the ubiquitous 
:notorcar, find such a lighting system 
:amiliar. They also benefit from the 
:mproved illumination of the water 
ahead of the small boat which may 
have to thread its way through nar
~w channels, other boats, and even 
swimmers. It must be noted that 
such lights are subject to the same 

2 Op. cit. 
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criticism as searchlights because of 
their tendency to blind other vessels. 
Such installations are also criticized 
for their divergence from long ac
cepted patterns. 

Repeated suggestions have been 
made urging the use of flashing navi
gational lights for vessels similar to 
those employed on aircraft. Such de
vices might show some advantages 
on the open sea. Lights of this char
acter would create difficulty for a 
passing ·vessel attempting to dis
tinguish them from a flashing buoy 
or other navigational aid. The limita
tions of vessels fitted only with oil 
lamps would present another obstacle 
to such a scheme. 

It may well be that an openminded 
investigation of lighting systems 
would reveal our present scheme as 
best, but it is at least worthy of specu
lation that there may be some merit 
in some of these proposals for very 
basic changes. In its 1960 report the 
Maritime Research Advisory Commit
tee of the National Academy of 
Sciences discussed the question as 
follows: 

Project 24: Navigation Lights 
Discussion: The entire question of navi

gation lights should be reviewed because 
of higher speed of vessels and the current 
availa]?ility of stronger and more efficient 
lights. One part of the marine problem 
stems from the lack of precision in de
fining light requirements, although mini
mum standards are now being recom
mended for adoption at the 1960 Safety 
of Life at Sea Conference. In addition 
to identity, color, a nd placement, there 
a re other factors importantly affecting 
t he visual detection of lights. This 
points to a requirement for design 
changes which should take into account 
a basic reexamination of the optical sys
tem; exploration of the possibilities of 
standardization of size; s tudy of shapes; 
and consideration of d ifferent types of 
light systems. 

In the action which it suggested, 
the Committee recommended the en
couragement of research and engi
neering studies to determine naviga
tion light specifications for use by 
manufacturers and Coast Guard in
spection standards. A need for spe
cific studies was pointed out with 
respect to the following: 

a. Use of running lights. 
b . Specification of color in red 

and green running lights. 
c. Placement of r unning lights. 
d. Effectiveness of flashing run

ning lights. 
e. Evaluation of a turn indicator. 
f. Synchronizing whistle and 

light signals. 
The SOLAS Conference adopted a 

recommendation seeking uniformity 
as far as practicable in the Rules of 
the Road. While no one questions 
the desirability of common standards, 

these were not intended nor should 
they serve to impede continued 
thought and research directed at im
proving safety of navigation. Cer
t ainly as long as the Regulations for 
the Prevention of Collisions at Sea 
are based on relative bearings and 
headings of vessels, the most accurate 
and clearly visible indications of these 
factors are desirable. 

SEAMAN RESCUED 

Captain Kenneth Le Sieur, a sur
veyor for the National Cargo Bureau, 
snatched a young seaman by the hair 
and saved him from drowning in the 
Mississippi River, according to reports 
in the New Orleans. press. · 

The seaman, whose identity was not 
available, fell into the river from a 
ship service launch while boarding his 
vessel in midstream. According to a 
passenger in the launch, Mr. L. J . 
Lamy, manager of Kerr Steamship 
Company's tanker department, the 
seaman "grabbed the companionway 
with one hand and was holding a 
package with the other hand. Then 
a wave arose and started to separate 
the two craft. 

"We yelled to him to let go, but 
he didn't. Then he dropped into the 
river. Captain Le Sieur handed his 
watch and wallet to a bystander and 
dove in. Within several minutes the 
Captain made the rescue, and two 
lifejackets and a line went out to the 
pair. After he was back aboard, the 
young seaman could hardly talk. All 
he could do was to hug the Captain." 

Captain LeSieur was congratulated 
for h is heroism by the New Orleans 
Steamship Association. 

RADAR-TELEVISION AID TO 
NAVIGATION 

A proposed aid to navigation sys
tem wherein a boat operator will be 
able to utilize a shore based harbor 
radar display, which is received on a 
standard TV set, is presently being in
vestigated. Tests are being made to 
determine a method of converting the 
radar display to a TV picture with 
the best possible fidelity in reproduc
tion. When the quality and usability 
of the TV picture are determined sat
isfactory, it is planned that the pic
ture will be broadcast for full scale 
evaluation. 

11 



SEAWAY 

<Continued trom page 5) 

it is extremely dangerous to land one 
of the crew men on the dock. In the 
first place with a breeze of any 
strength the vessel would have to have 
considerable headway on her to hold 
the bow up into the wind and get it 
close enough to the dock for the man 
to land. At this speed there is every 
likelihood that the man would be in
jured when he struck the dock. 

Secondly, assuming the man does 
arrive on the dock safely by the time 
he gets clear of the bosun's chair and 
gets to his feet and runs to where the 
heaving line is and pulls the line 
ashore, the vessel may be past the 
point where the line could save her 
and the dock from damage. 

It seems to me that this would be 
the most important single factor 
which could be done to improve navi
gation through these locks. Certainly 
the cost of even one line handler when 
divided between the number of ships 
passing through these locks in a day's 
time would be a very worthwhile in
vestment. 

LADDER OR CRUTCHES 

How many times have we taken it 
upon ourselves to complete some 
minor chore and in doing so follow 
the line of least resistance? Often
times our thoughts travel no farther 
than to get the situation well in hand 
regardless of the possible hazards in
volved. The inevitable is ever pres
ent, and such was the case of this 
heedless electrician. 

The setting took place on the boat 
deck of a cargo vessel which was com
pleting its biennial inspection. Offi
cers of this vessel had maintained 
safety regulations, and had carried 
out an efficient safety program of in
struction ; yet all this was obviously 
wasted in the case at hand. 

The electrician was directed by 
the Chief Engineer to replace the 
covering plates of the lifeboat cutoff 
switches. With a twenty gallon gar
bage can close at hand, he chose it 
to stand on rather than a step ladder 
which was within twenty feet of 
the davit. 

The results are apparent; the gar
bage can overturned spilling him to 
the deck. He suffered a broken leg, 
hospital care, and a place on a new 
shipping list. 

Had this man made use of the 
proper means, namely a ladder, which 
was available and conveniently close 
by, he could still be employed aboard 
his vessel. 
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COUNCIL ACTIVITIES 
(Continued from page 2) 

In order to insure consideration of comments and facilitate checking 
recording, it is essential that each comment be submitted on a separate 
CG-3287, showing the section number, the proposed change, the 
basis, and the name, business firm or organization (if any), and t 
of the submitter. A small quantity of Form CG-3287 is attached to 
of the Agenda. Additional copies of this form may be obtained 
from the Commandant (CMC), or from any Coast Guard District ~_;omma.naJ 
or it may be reproduced by typewriter or otherwise. 

Each item in the Agenda has been given a general title, intended to enco 
pass the specific proposals presented. It is urged that each item be 
completly because the application of proposals to specific employment or 
of vessels may be found in more than one item. For example, Item 
contains proposals applicable only to tank vessels, but Items I, II, V, VIII, 
X, and XI also contain proposals affecting tank vessels. 

The items in the Agenda are: 
Item 
No 

I. SHIPBOARD CARGO GEAR 
Cargo and misce llaneous vessels 
Tank vessels 
Passenger vessels 

II. POWER-OPERATED INDUSTRIAL TRUCKS 
Use on tank vessels 
Use on cargo vessels 
Use on passenger vessels 
Use in handling dangerous cargoes 

Ill. DANGEROUS CARGOES 

Title 

List of explosives and other dange rous articles and combustible liquids 
Railroad vehicles, hig hway vehicles, vans or portable containers loaded 

explosives or other dangerous articles and transported on board ocean vessels 
Cargo handling and stowage devices, U.S. Coast Guard container specifications 
Inflammable solids and oxidizing materials [nitro carbo n itrate) 
Corrosive liquids [titanium sulfate) 
Compressed gases [stowage) 
Poisonous articles [motor fuel anti-knock compound) 
Hazardous articles [baled cotton, vehicles with fuel tanks containing gasoline 

s olid caustic potash) 
IV. MARINE ENGINEERING 

Construction 
Unfired pressure vessels 
Piping systems and appurtenances 
Bilge and ballast piping 
Bilge and ballast systems in wood vessels 
Pumps and discharges 
Arc welding, gas welding, and bra zing 
Main and auxiliary machinery 
Gas turbine installations 
Steering apparatus 
Nuclear vessels 
Repairs to boilers, unfired pressure vessels and appurtenances 
Installations, tests, inspections, markings, a nd officia l forms 
Safety and relie f valves; construction and installation 
Non-pressure vessel tanks for refrigerated anhydrous ammonia 
Notice of casualty and voyage records of a nuclear vessel 

V. ELECTRICAL ENGINEERING 
Effective date of changes to regulations 
Reference publications 
Electrical systems; general requirements 
Emergency lighting and power system 
Communication a nd alarm systems and equipment 
Electrical equipment on tank vessels 
Electrical equipment on passenger and cargo vessels 
Electrically-operated whistles or sirens 
Specifications for fire-protective systems 

VI. BULK GRAIN CARGOES 
Feeders, b ins, and bulkheads 
Loading and stowage requirements 
Vessels s hifting ports 
Equivalents 

VII. TANK VESSELS 
Fire-fighting equipment 
-Inspection of fire -fighting equipment 
Lamp and paint rooms and similar compartme nts 
Repairs or alterations to fire-fighting equipment 
Markings 
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FIRE-FIGHTING EQUIPMENT OF FIRE PREVENTION 
Structural fire protection for passenger vessels 
Structural fire protection for cargo vessels 
Specifications for interior finishes for merchant vessels 
Steam smothering systems 
Fire and boat drills 
Smoke detecting system for passenger vessels 

liFESAVING APPLIANCES 
Life preservers and wood floats for passenger vessels 
Weight testing of lifeboat installations on tank and cargo vessels 
Buoyant cushion specifications 
Inflatable life rafts specifications 
Rescue boat specifications 

I_ CONSTRUCTION AND INSPECTION 
Passenger vessels: construction, arrangement, subdivision and stability 
Cargo vessels: stability 
Watertight sliding doors land door ~ontrols), specification 
Gas freeing, inspections and testing required when making alterations, repairs, 

etc. involving hot work 
Factory inspections for dock coverings, bulkhead panels and incombustible materials 
Drydocking of cargo and passenger vessels 

l . MANNING OF VESSELS 
Pilot house watch for tank and cargo vessels 
Minimum manning standards for certain special service vessels 
Officers for uninspected vessels 

XII. RULES OF THE ROAD 
Boundary lines of inland waters-Pacific Coast 

TWO TALES OF WOE 

The Military Sea Transportation 
5<o~ce has drills which simulate real 
~ergencies. Steering casualty drills 
.&..-e always conducted in broad open 
er,>anses of water away from the 
s::_:pping lanes. 

In one such drill, the Damage Con
=nl Instructor, who was conducting 
..-:e drill, cut off the power to the 
--dder angle indicator on the bridge. 
:-.:::.e Master was the only one on the 
:;:ctge who was aware that the ship 
T3S answering her helm. The Mate 
:::istook . the rudder angle indicator 
!3.ilure for a steering power failure 
o d ordered the steering casualty 

into action. They rushed to the 
engine room, secured the 

to the steering motor, started 
..-:> hook up the hand steering aft, and 
=antically searched for indications 
:.: the trouble. Meanwhile the ship 
::::ade lazy circles in the sea. The 
Yaster put an end to all of this by 
;:dering power back on the steering 
~gine. He then took the helm him
;elf and waited for the red-faced Mate 
~ return to the bridge. 

Years ago, a somewhat similar hap
;Jening put a tanker on the beach in 
::1le Williamette River. The engineers 
•ere working on the IC generator 
• hich supplies juice to the rudder 
mgle indicator, the engine room tele
p-aph, and the hand electric steering 
;ear, as well as to other controls. 

When they were finished, they 
s;:.arted up the generator and shut the 
Jther one down, but they neglected to 
:;>Ut the first generator on the line. 
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The ship was being steered by the 
hydraulic telemotor control and was 
unaffected by all this until the Quar
termaster glanced at the rudder angle 
indicator and found it hard over in 
the off position. He concluded that 
h e h ad no helm and sang out to that 
effect. Actually, the steering gear 
was working perfectly. The Master 
put the steering gear in hand electric 
and had the bypass opened on the 
telemotor. Right then things started 
happening. The ship headed f.or the 
shore. The current was off the en
gineroom telegraph. The buzzer 
which is supposed to ring when cur
rent goes off the telegraph wasn't 
working. Precious seconds were lost 
getting the engineroom on the phone. 
They finally got her going astern, and 
the Mate dropped both anchors, but 
to no avail. She piled up on the 
beach, high and dry. Fortunately, 
the beach was soft, and, after lighter
ing her cargo off, they were able to 
pull her free with tugs. Miraculously, 
the ship was not damaged. Subse
quently, orders were sent to the ships 
that they were not to make routine 
repairs to critical operating machin
ery involving switchovers when the 
ship was in narrow waters. These 
orders still stand. Another lesson 
obvious from above is that failure of 
the rudder angle indicator does not 
necessarily mean that the ship can
not be steered. 
Cour t esy S afety Bulleti» of Co!i fo•·»ia 

Shipping Co. 

TAKE NOTHING FOR 
GRANTED 

Close cooperation is an absolute ne
cessity in any organization. This is 
especially true of a vessel, particularly 
in dry dock, where the greater needs 
for safety are required by the unusual 
circumstances. These facts have 
been highlighted in a marine safe 
practices pamphlet of the PMA's Ac
cident Prevention Bureau which un
derscores the following casualties: 

". . . Chief Engineer reported that 
while vessel was in shipyard an acci
dent occurred which could have had 
serious results. The shipyard people 
had removed the feed stop va lve body 
and had it laying on the first grating. 
With shipyard men working there, 
and passing back and forth, even
tually it was pushed or in some way 
caused to fall off onto the floor plates. 
Fortunately, it did not strike anyone 
directly, but did hit two shipyard men 
on the bounce, resulting in slight lac
erations. A direct hit could well have 
been fatal. The Master suggested 
that the lesson to be learned from 
this occurrence was that the valve 
should not have been left laying on 
the grating in an exposed position
it should have been lashed securely to 
the grating-personnel should not 
have been permitted to work beneath 
the men working overhead." 

" In another case, a man in a ship
yard was burning the overhead from 
a stage board, one end of which was 
secured in an open porthole. Sparks 
bounced off the boar d through the 
por t and set fire to a settee in a state
room. Everything in the room was 
destroyed." 

"On a Liberty ship, two shipyard 
employees were killed and three were 
badly burned in an accident which 
took place in the shaft alley. The 
workmen were in the process of re
placing a section of the steam line to 
the steering engine and the section 
was being lifted into place by a ma
chinist, with two helpers assisting. 
Two pipefitters were nearby. Just at 
that time the ship's Chief Engineer 
opened the valve which controlled 
steam to this line. He had been told 
to check the rudder steering by the 
Port Engineer. Two hours before, the 
pipefitter leaderman had reported to 
the Chief Engineer that the s team 
line was still out, but nevertheless, 
without checking, the Chief Engineer 
opened the valve, apparently wide be
cause hot water and steam shot out of 
the pipe without warning. It would 
have been a simple matter to ascer
tain the status of this line before 
opening the valve." 

Never take anything for granted
and that goes double in the shipyard. 
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UNITED STATES COAST GUARD 

A .OORESS REPLY TO: 

COM M A ND A NT 
U.S. COAST G U A R D 

HEADQUART E R S 

WASHI N GTON 2.5 , D. C. 

MVI 
22 August 1960 

Commandant's Action 
on 

Marine Board of Investigation; explosion and fire on board the SS Amoco Virginia, 
tank barges H. T. Co. No. 40 and 46 and Gissel1601 and 2001, Houston Ship Chan
nel, 8 November 1959 with loss of life 

The record of the Marine Board of Investigation con
vened to investigate subject casualty, together with its 
Findings of Fact, Conclusions and Recommendations has 
been reviewed. 

At about 0025, 8 November 1959, while the SS Amoco 
Virginia was loading at the Hess terminal, Houston, 
Texas, fire occmTed on the surface of the water in the 
Houston Sh ip Channel and moved toward the vessel and 
to two barges alongside. Three or more explosions fol
lowed involving Numbers 5 and 6 cargo tanks on the 
Amoco Virginia and after rake compartment of the tank 
barge H. T. Co. No. 40. Fire spread over a major portion 
of the vessel an d to Hess Terminal dock facilities. Six 
crew members including the master died of burns and one 
died of smoke inhalation. Eighteen crew members were 
treated for injm·ies. One fireman from the Houston Fire 
Department drowned in gasoline as a result of falling in to 
Number 6 port wing tank. In addition to the damage to 
shore facilities the damage to vessels involved was in 
excess of $2,000,000. 

The SS Amoco Virginia, a tank vessel certificated for 
the carriage of Grade A cargo, arrived at the Hess Termi
nal at approximately 0415, 7 November 1959 and moored 
portside to Ship Dock No. 2, heading downstream. Bal
last discharge began on arrival and was completed at 
0750. The cargo inspector together with the day loading 
mate examined all cargo tanks and issued a dry cer
tificate. The loading mate claimed that at this point h e 
checked the overboard discharges in the pumproom to 
insure they were closed, set them up with a wrench, then 
chained and sealed them. 

Loading of the cargo of Amoco water white gasoline, 
Housebrand gasoline and No. 2 heating oil was com
menced at 0830. The cargo came at various times from 
Hess Terminal tanks and from barges moored to Ship 
Dock No. 1 located approximately 550 feet upstream of 
the Ship Dock No. 2 where the AMCO Virginia was 
moored and Barge Dock No. 2 located approximately 800 
feet downstream of Ship Dock No. 2. At about 1635 7 
November 1959 the tug Pan Six moored the barges H. T. 
Co. No. 40 and H. T. Co. No. 46 in tandem stern to stern 
along the starboard side of the Amoco Virginia with barge 
46 downstream. The tug then moored starboard side to 
the upstream barge. At 1815 the H. T. Co. No. 40 and 
H. T. Co. No. 46 began discharging Housebrand gasoline 
direct to the Amoco Virginia through a common line. 

By 2400 7 November loading of tanks 1, 2 and 3 across 
with Amoco gasoline was nearing completion. This cargo 
was coming through shore lines from the barge Gissel 
1601 moored downstream at Bargo Dock No. 2. Number 
4 tanks across were loaded with Housebrand but were not 
topped off; 7 and 8 across were topped off with No. 2 
heating oil; tanks 5 and 6 were partially filled with 
Housebrand but no cargo was going into those tanks at 
this time; 9 across was being loaded with Housebrand 
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through the stripping line from the barges alongside 
starboard. No cargo was being pumped from the terr 
nal to the vessel, having previously been secured at ?~•crung 
7 November. 

The weather was described as clear with light 
erly air and vapor was observed rising from the cnann.::, 
The tidal current was slack or ebbing slightly. 

At 0010 8 November Number 9 tanks across were 
The hose connection from the barges H . T . Co. 
and 46 was then disconnected from the stripping 
Preparations were being made to reconnect the hose 
the 4-5-6 loading line at the manifold when suddenly 
about 0025 fire was observed broad on the starboard b 
on the surface of the water near midchannel annro~ 
mately 200 to 300 feet away. In the vinicity of 
the diesel tug Maye was observed push-towing 
sand barge upstream. The fire, variously des' 
a wick or golden ribbon of flame approximately 
wide and two to four feet high, bm·ned toward the 
Virginia and set fire to the water area between 
and the barges. There followed a flash on the 
side of the A moco Virginia's midship house, referred 
some as an explosion and others as a "whoosh," 
shot flame high into the air and spread the fire over 
entire midship house along the starboard side and 
the water area completely surrounding the vessel. 
far as can be determined at least three explosions 
cm-red within the next ten minutes, the first of 
was the least severe and appears to have occmTed 
after rake compartment of the H. T. Co. No. 40. 
other explosions occmTed in Nmnbers 5 and 6 ca rgo ~'"'' ..... -er alon__~ 
of the Amoco Virginia. In the meantime -the -~ · · · --
continued to spread over the water area on the 
side of the channel from Ship Dock No. 1 upstream of 
Amoco Virginia to Barge Dock No. 2 downstream of 
vessel. 

The majority of the crew members abandoned the 
sel over the gangway and the mooring lines. Seven 
took refuge in the lower machinery space and one 
lower main pumproom until the fire subsided suffh.a"m~-., 
to permit goin g ashore via the mooring lines aft. 
tug Pan Six was able to get underway from alongside 
H. T. Co. No. 40 before the fire reached her. 

Responding to the fire were the Houston Fire 
ment, U.S. Corps of Engineers, Coast Guard and 
and volunteer fire departments from all adjacent 
munities. Other emergency and law enforcement ag~~:::::. , 
cies also contributed their efforts. By 2000 8 Novem~::ce 
the fire was under control. --

In the com·se of the investigation by the Board it 
learned that at 0350 on 7 November while the tug u .., il' 

Antonio was shifting the barges G issel1601 and the G~· ~bab-~ 
sel 2001 the barges collided. The 1610, loaded with Am 
gasoline, sustained a vertical crack about 12 inches lo ' ;;;: 
and 1-2 inch wide in the Number 5 port cargo tank ex ~ 
tending from 24 t{) 36 inch<>s below the main deck. 
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personnel drove wedges in the hole and succeeded 
reducing the resultant leak to a seepage. The barge 

then moored to Ship Dock No. 1 and was pumped out 
the level of the cargo within the tank was below 

leak. This was accomplished by about 1000 7 Novem
It was also determined that a cargo hose conveying 

2 heating oil from the H . T. Co. No. 50 to m anifold 
Ship Dock No. 1 was leaking onto the dock and into 
;oater until pumping was secured at 1830 7 November. 

The Board elicited testimony from the chief engineer 
:he Pan Six to the etiect that about 2000 7 November 
l:lecame aware of increasingly heavy accumulation of 

..-•••.nwe fumes. With the aid of a flashlight he inspected 
barges H. T. Co. No. 40 and 46 for possible leaks and 

•LO:;,uUII!:U he found none, he noted gasoline on the water 
the side of the Amoco Virginia as far fore and aft 

he could see with flashlight as well as between both 
:ses. The gasoline appeared to have a reddish cast. 

t~~~~xordiing to the chief engineer the attention of the night 
mate was then directed to the gasoline in the 

and when he asked where he thought the gasoline 
nn·rr .... ..--- coming from the night loading mate replied that he 

not know. At sometime during the period the chief 
""'"'u.u~,~~~~er observed liquid bubbling up in way of the Amoco 

s main pumproom and from the quantity he as
---·-- the vessel was pumping something overboard. The 

engineer claimed that at approximately 2330 he again 
the night loading mate and inquired if the source of 
gasoline had been located. He received the reply 
it had not. The gasoline appeared to be moving 

"?.Pr<o!'~':a~~~~t:lu~ and spreading out forward of the Amoco 
.._.:L:.l-1-'t:l - The chief engineer noticed no gasoline out-

of the barges nor around the Pan Six. 
The master of the Pan Six testified that he also had 

a heavY concentration of gasoline on the water 
~~w·ee1n the ship and the barges and was aware that the 

ef engineer had reported this situation to the night 
ing mate on the Amoco Virginia. He stated further 

t at sometme after 2300 7 November he personally 
rted to the night loading mate that the gasoline was 

ting thick and further called his attention to the bub
up of liquid which he presumed to be water along

e of the ship in way of the main pumproom. The night 
ding loading mate indicated that this was an over

d discharge. Not being familiar with tankers the 
ter did not pursue the matter further. 

An able bodied seaman , crew member of the Amoco 
:rginia, also testified that he saw red gasolin e on the 

~~;,·~~.tez alongside to starboard at about 2000 and that he 
it to the attention of the night mate. 
Board took notice of the commendable action on 

of George W. Davis, chief mate on the Amoco 
who saved the life of Emmanuel Gatica, galley
vis, upon finding Gatica in a state of shock on 

deck, persuaded him to follow through the 
smoke and down the mooring lines and into the 

sufficient When Davis discovered that Gatica could not 
aft. Th . he kept him ~float until a life preserver and other 

alongside th- .-sLStance was rece1ved from shore. 

Board it wa.. 
the tug Sa• 
and the au

with Amoct. 
inches Ion; 

tank ex-
deck. Th~ 

REMARKS 

It is apparent that the fire resulted from the accumu
·on of a large quantity of inflammable liquid on the 
ace of the water, then spread to the Amoco Virginia 

-d to shore facilities. Concurring with the Board, the 
ence adduced indicates that this liquid material in 
probability was Housebrand gasoline which had en

- d upon the water through the overboard discharge 
the sta rboard side of the main pumproom. Had this 

uid been water, as presumed by the master of the Pan 
$:%, a small quantity of bubbles might have appeared on 

the surface, but due to the depth of the overboard dis
charge below the waterline, the welling-up of fluid as de
scribed by the master and chief engineer of the Pan SiX 
suggests a liquid of lesser specific gravity. Since the 
Number 9 tanks across were filled through the stripping 
line, accidental discharge could occur if valves to the 
overboard discharge were left open or were not fully 
closed. When the vessel was in drydock after the cas
ualty these values were examined and found to be in 
good condition. 

The possibility that the leaking gasoline from the dam
aged barge G issel 1601 contributed to this casualty is con
sidered remote. There is no evidence of any gasoline 
leaking into the water from the Gissel 1601 after a bout 
1000 7 November. By the time the casualty occurred four
teen hours later this gasoline would in all probability have 
completely dissipated. The No. 2 heating oil leaking from 
the cargo hose at Number 1 Ship Dock, although constitut
ing prohibited contamination, does not appear to have 
contributed greatly to the hazard in view of the limited 
quantity which entered the water. 

The preponderance of the testimony places the source 
of ignition near midchannel in the vicinity of the tow 
consisting of the diesel tug Maye pushing the loaded sand 
barge. The three open flame oil lanterns used as running 
lights on the bow of the barge are a likely source of igni
tion; however, other possible sources would also be 
present. 

The explosion which occurred in the after rake com
partment of the H. T. Co. No. 40 appears to h ave been 
caused by an accumulation of vapors in that compart
ment ignited by the fire outside. Since an examination 
of the barge after the casualty disclosed no leaking tanks, 
the gasoline or vapors probably entered the compartment, 
as suggested by the Board, through previously sustained 
collision damage which had resulted in a fracture of the 
shell plating just below the stern log. 

The flash which occurred on the starboard side of the 
midship house of the Amoco Virginia appears to have 
been the ignition of the vapors gen erated by the loading 
and which hung over the vessel due to the stable atmos
pheric conditions obtaining. 

The direct cause of the first explosion in cargo, tanks 
5 and 6 could not be determined. The testimony of per
tinent witnesses indicates that all tank tops were closed 
and flame screens were in place over all ullage openings. 
Of course, had one been ajar or failed to fit snugly, or 
been dirty, its purpose would have been defeated. On 
the other hand, there is also the possibility that a flame 
screen may have been dislodged by the explosion on the 
barge. In this connection it was noted that several flame 
screens on the vessel's after tanks had apparently been 
dislodged by explosions. 

Concerning the Board's recommendations, it is con
sidered that the failure of the night loading mate when 
notified of the presence of gasoline on the water to at
tempt to determine the source of the gasoline or other
wise take necessary precautions to insure himself that the 
loading could be continued with safety constitutes evi
dence of negligence. The failure of the master of the 
Tug Pan Six as officer in charge of the pumping opera
tions of the barges H. T. Co. No. 40 and 46, to take timely 
and adequate precautions to insure the safety of the per
sons and vessels under his command when he became 
aware of the dangerous situation presented by the gaso
line on the water, is also considered to constitute evidence 
of negligence. Accordingly, the Commander, 8th Coast 
Guard District is hereby directed to refer this case to the 
Officer in Charge, Marine Inspection, Houston, Texas, 
for further investigation of the failures of these officers 
and such other action as provided for in Title 46 CFR 
Part 137 as may be deemed appropriate. 
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With respect to the oil pollution aspects of the case, the 
Commander, 8th Coast Guard District is further directed 
to forward one copy of the Board's report to the District 
Engineer, U.S. Army Corps of Engineers for possible ac~ 
tion in connection with the discharge of gasoline from 
the Amoco V irginia and the uncorrected leak in the dis~ 
charge hose which conveyed Number 2 heating oil from 
the H. T. Co. No. 50 to the manifold on Ship Dock No. 1. 

instance that the Coast Guard did not receive 
timely notice to meet these requirements. It is 
however, that this casualty points up the need for 
earliest possible notification of accidental spillage of 
commodity which might create a hazard to safety. 
Merchant Marine Council presently has such a m! 
under consider at ion and accordingly this case will 
referred to that body for study in this connection. 

The Board's recommendation that the J. S. Gissel & Co., 
owners of the tug San Antonio and tank barge Gissel1601, 
be cited for violation of 33 USC 361 for failure to report 
the collision which resulted in damage to the G issel 1601 
and spillage of gasoline is not concurred in. The pro
visions of 33 USC 361 require reporting of accidents for 
investigation and inspection purposes to determine cause 
and insure seaworthiness. There is no evidence in this 

Recognition of the commendable action by the 
mate, George W. Davis, who assisted galleyman Emmam 
Gatica to safety will be given. 

Subject to the foregoing remarks, the record of 
Marine Board of Investigation is approved. 

ITALIAN LINE'S 'VULCANIA' IN AMVER 

Search and Rescue cases on the 
high seas may involve numerous haz
ards and risks to those performing 
the missions of mercy. Conditions at 
the scenes of distress can range from 
nearly calm to stormy and turbulent 
seas. On some occasions, what ap
pears to be an ordinary r escue case 
becomes a very dangerous operation. 

Italian Line's 25,000-ton motor ship 
Vulcania accomplished an er rand of 
mercy in heavy seas on Sunday, No
vember 6, when at 0030 the Captain 
of the Greek tanker Lakmos made a 
radio appeal to the luxury liner for 
medical assistance. 

Communicating through Mackay 
Radio in New York, the Greek ship 
reported to the Coast Guard that 
crewman Michael Kaissanis was seri
ously ill from an attack of epilepsy 
and in a coma. Doctors at the U.S. 

.: .... 

Public Health Service Hospital in New 
York stressed the need for immediate 
medica l assistance and the AMVER 
Center was consulted for doctor
carrying vessels in the vicinity of the 
distress. One of the ships shown on 
the AMVER plot was the Vulcania, 
about 195 miles north of the Greek 
ship, which was then about 500 miles 
west of the Azores. The Master of 
the L akmos radioed Senior Captain 
Attilio Urciuoli, Master of the luxury 
liner, for assistance and arranged a 
rendezvous. 

A strong westerly wind causing 
heavY seas slowed down the Vulcania 
while she was proceeding toward the 
Lakmos. In an exchange of radio 
messages between the two vessels, the 
Master of the Greek tanker informed 
the Vulcania that because of heavY 
seas he was unable to lower a boat 

~ .. · .. t 
• u••••~ 

A ROCKETLINE is fired from the Ita lian Line's luxury liner Vulconia to the Greek tanker Lakmos 
during a n emergency at sea . A crewman on the Lakmos was seriously ill and needed imme d i
ate medica l attention. The heavy seas made it impossible to lower a boat and the needed 
me dicines and medical instructions were pa ssed to the Lakmos via the line. Photo covrtesy 
of Italian Line. 
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to transport the sick seaman to 
Vulcania. The assistance, there: 
would have to be limited to the ]u6es CO'"e-~ 
nishing of appropriate medicines a~ ,:c::.S:~ 
medical instructions. At 1300 
Vulcania took up a position near 
Lakmos for rocketline transmissi...,p.~oeo>· 
Two attempts were foiled by e 
tremely strong winds, but at 1 
rocketline communication was estallll..,_~,_,.,.,.. 
lished between the two vessels and 
package containing medicines wi 
appropriate medical instructions w· .. ~to:::::.s. 
sent to the Lakmos. Captain -
oli of the Vulcania asked the 
ship if the Master desired 
sistance and was told that everyth~ 
was satisfactory. The Vulca 
resumed her regular course to .t:Lalll~"' C.IX'~ 
her next port of call. , ~;xJSec 

The Lakmos continued her passa ::=:xi! 
to Philadelphia. The sick crewm -~:sec.. 
was transfelTed to hospital 
ashore for further treatment. 

In this situation, very unfavora~ 
weather conditions made help 
crewman Kaissanis close, and yet 
away. Only the resourcefulness of 
masters of the Vulcania and the 
mos brought the necessary 
aid to the seriously ill crewmem~~= 
What might appear to the casual 
server as an ordinary medico case 
actually a potentially dangerous 
ation; not an uncommon occurre~ 
in search and rescue on the high 

January 1 



AMENDMENTS TO REGULATIONS 

E:liTOR'S NOTE.-The following 
=lations have been promulgated or 

.cended since the last issue of the 
s.;)CEEDINGS. A complete text of 

regulations may be found in the 
the c~ P!Ceral Register indicated at the end 

Emman · each article. Copies of the Fed-
. ~ Registers containing the material 

t:l. .e1·-red to may be obtained from the 
;;>erintendent of Documents, Gov

- _ment Printing Office, Washington 
- D.C.J 

TITLE 46-SHIPPING 
a pter 1-Coast Guard, Depart

ment of the Treasury 
[CGFR 60-36] 

VESSEL INSPECTION 

Miscellaneous Amendments 

Pursuant to the notice of proposed 
-...:e making published in the Federal 

egister on February 18, 1960 (25 
_ .R. 1440-1448), and Merchant Ma
:::!lfl Council Public Hearing Agenda 
:.:ned April 4, 1960 CCG-249), the 
'erchant Marine Council held a pub-= hearing on April 4, 1960, for the 

-:-:rrpose of receiving comments, views 
c:d data. The proposals considered 
~e identified as Items I through 
XII, inclusive. 

This document is the last of a se
::es covering the regulations and ac
~ons considered at the April 4, 1960·, 
? ..Iblic Hearing and annual session of 
:.:.e Merchant Marine Council. It in
.:::udes the actions taken with respect 
';0 proposals in Items II, III, IV, VII, 
.-m. and IX. Certain proposals were 
~uped into one item to provide gen
::.ral identification. In this document 
::.:e most of the proposals in these 
.-ems. Those proposals within a spe

c item that are not included are 
er those on which previous actions 

y have been taken or the matters 
-~ still under consideration. The 
:allowing proposals are included in 
:his document and are adopted either 
.o.s proposed in the Merchant Marine 
::ouncil Public Hearing Agenda or as 
:evised, which are noted: 

Federal Reg is te r.Documen t 60- 10395 ; F iled 
Xov. 4 , 1960, 8 : 47 a.m. ; a nd prin t ed Nov. 
5, 1960) 

SUBCHAPTER E- LOAD LINES 

[CGFR 6o-74] 

PART 43-FOREIGN OR COAST
WISE VOYAGE 

Subpart 43.40-Zones and Sea
sonal Areas and Miscellaneous 
Requirements 

WINTElR SEASONAL" ZONE OFF THE 
SOUTHERN COAST OF AUSTRALIA 

January 1961 

§ 43.40-1 Boundaries of the zones and sea
sonal areas. 

* • • 
(e) The northern boundary of the 

southern "winter seasonal" zone is a 
line drawn from the east coast of 
South America along the parallel of 
latitude 40° S. to longitude 56° W., 
thence along a rhumb line to the point 
latitude 34° S., longitude 50° W., 
thence along the parallel of latitude 
34o S. to the west coast of South Af
rica; from the east coast of South 
Africa at latitude 30° S. along a rhumb 
line to the point latitude 35°30' S., 
longitude 118° E., off the southern 
coast of Australia, thence along a 
rhumb line to Cape Grim, Tasmania, 
thence along the north coast of Tas
mania to Eddystone Point, thence 
along a rhumb line to the west coast 
of South Island, New Zealand, at 
longitude 170° E., thence along the 
west. south, and east coasts of South 
Island to Cape Saunders, thence 
along a rhumb line to the point lati
tude 33° s .. longitude 170° W.; and 
thence along the parallel of latitude 
300° S. to the west coast of South 
America, Valparaiso, Cape Town, and 
Durban to be considered as being on 
the boundary line of the Southern 
"seasonal winter" and "summer" 
zones. 
(Sec. 2 , 45 Stat. 1493, as amended, sec. 2 , 
49 Stat. 888, as amended; 46 U.S.C. 
85a, 88a) 

(Federal R egi ster Document 60-10722 ; Filed 
!No. 16, 1960, 8 :52 a.m .. , a nd printed Nov. 
17, 1960) 

SUBCHAPTER N-EXPLOSIVES OR OTHER 
DANGEROUS ARTICLES OR SUBSTANCES 
AND COMBUSTIBLE LIQUIDS ON BOARD 
VESSELS 

[CGFR 6Q-70] 

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

Miscellaneous Amendments Re
specting Dangerous Cargoes 

(Federal R egister Docum ent 60- 10986; Filed 
Nov . . 25, 1960 , 8 :47 a .m. ; a nd printed 
Nov. 26, 1960 ) 

Notice 

DEPARTMENT OF THE TREASURY 
Coast Guard 

[CGFR 60- 76 ] 

ACCEPTANCE OF CERTIFICATES AND/OR 
REGISTERS ISSUED BY UNIVERSAL CARGO 
GEAR SURVEY AND CERTIFICATION 
BUREAU, INC. 

(a) The valid current certificates 
and/ or registers issued by the Uni
versal Cargo Gear Survey and Certi
fication Bureau, Inc., with home office 
at 149 Broadway, New York 6, New 
York, attesting to the tests and sur
veys of shipboard cargo gear on a 
passenger, cargo, or miscellaneous 
vessel conducted by or for such Bu
reau, may be accepted as prima facie 
evidence of the condition and suit
ability of such gear by the Coast 
Guard when performing an inspection 
of a vessel as further described in 
46 CFR 71.25-25 or 91.25-25: Provided, 
That: 

(1) Such certificates and/ or regis
ters shall be maintained currently and 
shall indicate that the described ship
board cargo gear for the particular 
vessel described therein complies with 
the standards respecting shipboard 
cargo gear as set forth in the Con
vention Concerning the Protection 
Against Accidents .of Workers Em
ployed in Loading or Unloading Ships 
(Revised) (International Labor Or
ganization Convention No. 32) ; and, 

(2) The dates when such tests or 
surveys were conducted, together with 
the signatures or initials of the com
petent persons performing them sh all 
be recorded therein. 

(b) This approval and permission 
to accept valid current certificates 
and/ or register s of the Universal Car
go Gear Survey and Certification Bu
reau, Inc., shall become e1fective on 
the date of publication of this docu
ment in the Federal Register and shall 
be in effect until suspended, amended, 
or canceled by proper authority. 
(l~ederal R egis ter Docu men t 60-10723; Filed 

Nov. 16, 1960, 8 :52 a.m.; and p r iu ted 
Nov. 17, 1960 ) 

SUBCHAPTER B-MERCHANT MARINE 
OFFICERS AND SEAMEN 

[CGFR 6o-72] 

PART 12-CERTIFICATION OF 
SEAMEN 

Merchant Mariner's Document 
Endorsement Simplification 

The amendments to the regulations, 
as set forth in this document, are to 
permit a simplification and standard
ization of endorsements on merchant 
mariner's documents, which are is
sued to qualified merchant seamen as 
provided by law. A merchant mar
iner's document is a certificate of 
identification of the holder who is 
described therein, and by appropriate 
endorsem ents may state the capac
ities in which such holder may legally 
serve on board merchant vessels. 
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The law requires that persons ap
plying for merchant mariner's docu
ments endorsed as "able seaman ," 
"qualified member of the engine 
department," "lifeboatman" or "tank
erman" must pass appropriate exam
inations and also give evidence of pre
vious sea service. Further, persons 
desiring an endorsement as a "food 
handler" must pass a physical exam
ination. In no other ra ting is an ex
amination or proof of ability required, 
hence, endorsements other than those 
mentioned above cannot be construed 
to be certifications of competency. 
In order to eliminate the meaningless 
and useless endorsements of mer
chant mariner's documents in ratings 
for which no examination or proof of 
competency is required or authorized, 

the regulations requ1rmg that en
dorsements reftect the specific capac
ity or capacities in which a person 
may be employed is r escinded by this 
document, effective J anuary 1, 1961. 
Original documents will be issued 
bea.ring standard entry rating en
dorsements which will permit employ
ment in any unqualified r ating. The 
term "unqualified r ating" means any 
position which does not r equire the 
seaman to be in possession of a doc
ument endorsed for a rating as "able 
seaman," "qualified member of the 
engine department," "lifeboatman," 
"tankerman," or food handler 
" (F.H.)." This progr am will not af
fect existing upgrading procedures 
in the qualified ratings, but it will 
eliminate the requirement that sea-

men obtain meaningless 
ments, such as porter, 
sculleryman, concessionaire, etc. 
(F edera l Regi ster Document 60-11114 ; 

Nov. 29, 1060, 8 :49 a .m. ; and 
Nov. 30, 1960) 

EQUIPMENT APPROV 
BY THE COMMANDANT 
[EDITOR'S NOTE.-Due to space 

tations, it is not possible to 
the documents regarding 
and terminations of appro··-'· 
equipment published in the· 
Register dated November 17, 
<CGFR 60-71 ). Copies of these 
ments may be obtained from 
perintendent of Documents, 
ton 25, D.C.] 

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 
in welded fabrications. 

Operating positions and electrode sizes (inch) 

Distributors and/or manufacturers Brand A WS Class 
§32 and 
smaller 

;lio J:i• H :ria 

Lincoln Electric Co., 22801 St. Clair A\'c., Cleveland 17, Ohio . . . 
Do . . . .......... ......... ........ . . . ........................ .. 

Flcctweld niP ...... . 
J E'l' WELD L II 70 .. . 

Westinghouse Electric Corp., t;ast Pittsburgh, Pa .............. .. 
Metal & '!'hermit Corp., 120 Broadway, New York 15, K.Y .... .. 

ZTP- 12 ............... . 
Mnrcx Type :\'-13 .. .. 

NOTt .-'l'he brand names of the following electrodes listed irl Equipment Lists, have been changed as follows: 
" Murex 'l'ype 0308" changed to ".Vlurex Ferro-core 308-16" 
" Nlurex T ype 0316" changed to "Murex Ferro-core 316-16" 
"Murex Type 0347" changed to "Murex Ferro-core 347- 16" 

ACCEPTABLE HYDRAULIC CAST IRON VALVES 

Manufacturer 

Denison Engineering Division, American Brake Shoe 
Co., Columbus 16, Ohio. 

Valve type 

Direct operating sequence valve, remote controL ................ .. 
Direct operating unloading valve . ................................. .. 
Direct operating sequence and check valve, remote controL ........ . 
Direct operating counter balance valve ............................ .. 
Check valve ................... ................................... . . 

do ........ ... ...... . . ........................................... . 
do ......... ...................................... . ... . ......... . . 

P ilot operated check valve .................................... . 
Pilot operated 4-way valve .................................. .. 

do ......... . ................ ................... .. . ......... . 
do....... . . ............ . ................. . . .............. . 

Multirange flow-control valve .. ............. . ................. . . 
do ............................ .............................. . 

Relief, sequence, tWloading, or pressure reducing valve ........ .. 
4-\\ray val ve _____ ~ ----_------- __ - - - - -·- ___ -------- - --- .. .. __ - --- -- .. .. 

do ................ . ............................. .............. . 
do ................. . . . ...... . ............... . ... ....... ...... . . . 
do ... . ............. . . ................................. . . ....... . 
do .................................. ............... .. . ......... . 
do .................. .......... . ............... .................. . 
do .................. ................. .. . ..... . ......... . . . . ... . . . 
do ............ . .... . ........... . . . ... ........... ...... . ......... . 
do .. ... . . . ... ...... ........... .................................. . 
do .. . .............. . . ................ ........... . ..... ...... . . .. . 

1 
2 
I 
1 

2 
2 

2 

Identity 

R !I- "3- '36-' 
H.J- "3-'36-' 
R C-"3- ' 36- * 
RD- " 3- '36-' 
DK- "3-582M 
D P- "3-582M 
DK-"4- 582M 
DK- **3-332M 
D 1D--Q23-•••- n _u 
D 1 D-{)63- •••- ••- • • 
D lD- 123-•••-**-** 
V IA *- **3- 33*-** 
VA •- .. 3-33*- •• 
R*-3-•a•-•• 
D D- 123-50'- " 
DD- 123-51*-*' 
DD- 123-52'-" 
D D-123- 53'-" 
D D - 123-58' - " 
D D -()63-*0'-" 
DD-063-• t•-u 
DD-o63- *2' - " 
DD-ooa- •a•-•• 
DD-063- '8' - '' 

2 
2 
2 
2 

:::-roTE.- T he asterisks(*) in t he val,-e model numbers will be let ter and/or number combinations designating variances in the valve which do not affect the"". ._- s::x::: 
ccpted cast iron body. In add ition the valve may be supplied with an additional let ter and three numerals added to the model number. T his indicates mod ifi.,._ 
tions to a stock valve, but does not afTect the accepted cast iron body. 
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2 
2 
2 
2 

ARTICLES OF SHIPS' 
ORES AND SUPPLIES 

rticles of sh ips' stores and supplies 
cated from 1 November to 30 

mber 1960, inclusive, for use on 
!'d such vessels in accordance with 
provisions of P art 147 of the regu
ns governing "Explosives or 

Dangerous Articles on Board 
,..........,....," are as follows: 

CERTIFIED 

Fuels Research Corp., 2114 Cw·tis 
Denver 5, Colo., Certificate No. 

. dated November 16, 1960, BSC-

AFFIDAVITS 

The following affidavits were ac
ted during the period from 15 Oc

'lleber 1960 to 15 Novem ber 1960: 
Jaxon Flange Co., 213 E. Cortland 
. Jackson, Mich. , FLANGES. 

Pennsylvania F lexible Metallic Tub
Co., Paoli, Pa., FITTINGS. 

Screw and Bolt Corporation ot 
erica, P.O. Box 1708, Pittsburgh 
Pa., BOLTING. 

Joseph Kopperman & Sons, I nc.,' 
:0--16 New St. , Philadelphia 6, Pa., 

INGS. 

FUSIBLE PLUGS 

The r egulations prescribed in Sub
~t 162.014, Subchapter Q Specifi
·ions, require that manufacturers 
bmit samples from each heat of 

:.:.sible plugs for tes t prior to plugs 
nufactured from the h eat being 
d on vessels subject to inspection 
t he Coast Guard. A list of ap-

:oved h eats wh ich have been tested 
&nd found acceptable during the pe-
:od from 15 October 1960 to 15 No
mber 1960 is as follows: 
The L unkenheimer Co., Cincinnati 

Ohio, Heat Nos. 634 and 635. 

Changes Published During November 
1960 

The followin g publications 
have been modified by F ederal 
Register: 
CG-115, CG-123, CG-256, CG-

257, CG-258, CG-259, and 
CG-269 Federal Register, No
vember 5, 1960. 

CG-176, CG-190, CG-256, and 
CG- 257 Federal R egister, No
vember 17, 1960. 

CG-191 Federal Register, No
vember 30, 1960. 

' Affidavit limited to bulkhead seal 
espa.nsion joints. 

January 1961 

MARINE SAFETY PUBLICATIONS AND PAMPHLETS 
The following publications and pamphlets are available and may be 

obtained upon request from the n earest Marine Inspection Office of the 
United States Coast Guard. The date of each publication is indicated in 
parenthesis following its title. The dates of the Federa l R egisters affect
ing each publication are noted after the date of each edition. 
CG No. Title of Publication 

1 01 Specimen Examinations for Merchant Marine Deck Officers 17-1-58). 
108 Rules and Regulations for Military Explosives and Hazardous Munitions 18-1-58). 
115 Marine Engineering Regulations and Material Speciflcations 13-1-58). F.R. 5-

10-S8, 4-25-59, 9-5-59, 3-17-60, 10-25-60, 11-5-60. 
123 Rules and Regulations for Tank Vessels 112-1-591. F.R. 3-30-60, 10-25-60, 

11-5-60. 
129 Proceedings of the Merchant Marine Council !Monthly). 
169 Rules of the Road-International-Inland 15-1-591. F.R. 5-21-59, 6-6-59, 

5-20-60, 9-21-60. 
172 Rules of the Road-Great Lakes 15- 1-591. F.R. 6-1-59, 1-7-60, 3-17-60, 

5-20-60, 9-21-60. 
174 A Manual for the Safe Handling of Inflammable and Combustible Liquids 

(7-2-51). 
175 Manual for Lifeboatmen and Able Seamen, Qualified Members of Engine Depart-

m ent, a nd Tankerman 16-1-55). 
176 Load Line Regulations 19-2-58). F.R. 9-5-59, 8-2-60,11-17-60. 
182 Specimen Examinations for Me rchant Marine Engineer Licenses 112-1 - 591. 
184 Rules of the Road-Western Rivers 15-1-59). F.R. 6-1-59, 6-6- 59, 5-20-60, 

9-21-60, 10-8-60 . 
190 Equipment Lists 14-1-601. F.R. 6-21-60, 8-16-60, 8-25-60, 8-31-60, 

9-21-60, 9-28-60, 10-25-60, 11-17-60. 
191 Rules and Regulations for Licensing and Certificating of Merchant Marine Per

sonnel 15-1-591. F.R. 5-26-59, 6-20-59, 7-21-59, 8-15-59, 9-5-59, 
1-8-60, 3-1 7-60, 3-30-60, 5-6-60, 7-8-60, 9-24-60, 11-30-60. 

200 Marine Investigation Regulations and Suspension and Revocation Proceedings 
17-1-581. F.R. 3-30-60, 5-6-60. 

220 Specimen Examination Questions for Licenses a s Master, Mate, and Pilot of 
Central Western Rivers Vessels 14-1-571. 

227 Laws Governing Marine Inspection (7-3-50). 
239 Security of Vessels a nd Waterfront Facilities 17-1-581. F.R. 11-1-58, 12- 18-58, 

12-30-58,9-19-59,2-24-60, 3-30-60,7-29-60. 
249 Merchant Marine Council Public Hearing Agenda (Annually). 
256 Rules and Regulations for Passenger Vessels 13-2-591. F.R. 4-25-59, 6-18-59, 

6-20-59, 7-9- 59, 7-21-59, 9-5-59, 1-8-60, 5-6-60, 8-18-60, 
10-25-60, 11-5-60, 11-17-60. 

257 Rules and Regulations for Cargo and Miscellaneous Vessels 13-2-591. F.R. 4-25-
59, 6-18-59, 6-20-59, 7-9-59, 7-21 - 59, 9-5-59, 5-6-60, 5-12-60, 
10-25-60, 11 -5-60 , 11-17-60. 

258 Rules and Regulations for Uninspected Vessels 19-1 -591. F.R. 3-17-60, 
11 -5-60. 

259 Electrical Engineering Regulations (9-2-581. F.R. 6-20-59, 7- 21-59, 9- 5-59, 
1-8-60, 11-5-60. 

266 Rules and Regulations for Bulk Grain Cargoes (5-1-591. 
267 Rules and Regulations for the Numbe ring of Undocumented Vessels and the 

Reporting of Boating Accidents (5-1-591. F.R. 7-1 1- 59, 7- 18-59, 7- 25-59, 
9-5-59, 9- 17-59, 10- 2-59, 10-23-59, 11 - 19-59, 11-21-59, 12-5-59, 
12-29- 59, 1-1-60, 1-30-60, 2-13-60, 3-4-60, 3-17-60, 3-18-60, 
4-6-60, 4- 14-60, 4-20-60, 5-6-60, 5-11-60, 6-25-60, 6-29-60, 
7-14-60, 7- 29-60, 10-25-60. 

268 Rules and Regulations for Manning of Vessels (9- 1-601. 
269 Rules and Regulations for Nautical Schools (3-1-601. F.R. 3-30-60, 8-18-60, 

11-5-60. 
270 Rules and Regulations for Marine Engineering Installations Contracted for Prior 

to July 1, 1935 111-19-521. F.R. 12-5-53, 12- 28-55, 6-20-59, 3-17- 60. 
290 Pleasure Craft (7- 1-59). 
293 Mi scellaneous Electrical Equipment List 13-7-601. 
320 Rules and Regulations for Artificial Islands and Fixed Structures on the Outer 

Continental Shelf (10-1 -59). F.R. 10- 25-60. 
323 Rules and Regulations for Small Passenger Vessels !Not More Than 65 Feet in 

Length) 16-1 - 581. F.R. 9-29-60. 
329 Fire Fighting Manual for Tank Vesse ls (4- 1-58). 

The Federal Register is a sales publication and may be obtained from 
the Superintendent of Documents, Government Printing Office, Wash
ington 25, D.C. It is furnished by mail to subscribers for $1.50 per 
month or $15 per year, payable in advance. Individual copies desired 
may be purchased as long as they are available. The charge for individ
ual copies of the Federal Register varies in proportion to the size of the 

, issue·a,nd will be 15 cents unless otherwise noted on the. table of changes. 
~ / . . -· 
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