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- COUNCIL ACTIVITIES 

Following Is the list of countries which commenced to enforce the require­

ments of the International Convention for the Safety of Life at Sea, 1948, on 
November 19, 1952, with the dates the countries accepted the Convention. 

United Klngdom________ __ ___________ _____ Sept. 3D , 1949 
New ZeaIand_____ __ ___ ________ __________ ___. Dec 2:.0, 1949 
United States of AmericR____ _________________ . Jan. 5, 1950 
France______________________________________ Feb. 8, 1950 
Netherlands________ ______________________ __ Apr. 18, 1950 
Sweden ______________ ______________ __________ May 16, 1!:50 
Norway______ _____ ___ ____ _____ _______ _____. June 12, 1950 
Union of South Afrlca________________ _______ Aug. III, 1950 
Iceland__ __ _______ _____________ ______________. Oct. 19. 1950 
PortugaL ____________ __ .___ ___ ____ ______ __ ____ Nov. 30. 1850 
Ca nada______ _______________ __ ______________. F~b. 1, 11151 
Paklstan_____ _ ____ _______________________ _ Feb. 1. 1951 
Denma rk________________ _______ ____ ___ _____ Oct. 15, 1951 
yugoslavla _______ ___ ____ _______ _____________. Nov. 13, )951 
ltaly__ ________ _______ _________ ___ _______ __ Nov. 19, 1951 
Belglum______ _____ _____________ ________ Dec. 5, 1951 
IsraeL ___________ ____ ___ __ __ ________ ___ _ ____ July 2, 1952 
Japan___ _____ _______________ __ _______________ . July 23. I95! 

The Coast Guard regulations to Implement the requirements of the 1948 
Convention were published In the Federal Register on October 18, 1952. Space 
does not permit the reprinting of these regulations In this publication as Is 
customary, however, n copy of this Federal Register may be purchased for 
approximately 40 cents from the Superintendent of Documents. Governmen~ 
Printing OMce. Washington 25, D. C. Present expectations are that the 
revised editions of the regulatiOns Incorporating these requirements wUl be 
available for dis trIbution to the public next spring. 

Navigation and Vessel Inspection Circular No. 11-52, which explains how 
these requirements will be enforced , Is In the appendix of this Issue. and It Is 
believed It will explain many questions whIch may exist at this time. 
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range of the "sen return". because a 
ship normally gives a larger concen­
trated echo than do waves. This, of 

RADAR: T2 TANKERS 
course, depends on the human ele. 

ment. However. the Radar set In Mercer last winter, the Technical
A BRIEF RESUME this condition Is operating at reduced Committee 01 the American Bureau ot 

The chle! advllntllge of Radar Is 
that It succeeds In those conditions 
where other methods or nnvlgation 
are Impractical or Impossible, to ""It, 
In tog. heavy rain. and other CODd!. 
tlons or poor vlslbUity. These con. 
dltlons. however. have a decided ef­
tect upon any Radar set. and it is 
wen to have an understanding of these 
crreeLs In order to utilize Radar to the 
fullest extent when It Is most needed. 

Rain, snow, sleet, and clouds gen· 
erally have the same effect on the 
picture observed on the scope. If the 
ship I! in the mldst of a light rain. 
Radar aperaUon Is usually near nOf­
mal, but there might be a. sllght baze 
on the screen. In the case of heavy 
concentrations of precipitation, the 
scope will be blanked out to some de­
gree. However, during this time, the 
Radar will detect normally In the 
other areas of the scope If the heavy 
precipitation Is loeal ln nature. Also. 
targets may be seen on the same azi· 
muth as the storm, but either closer to 
or beyond It. 

The operaUon of Radar in tog is 
usually good and usually can be re· 
lied upon. ail.hough there may be a 
reduction In the range at which tar. 
gets are first detected. 

Wind. though not Il condition of 
poor visibility. Is even n more im­
portant factor In the operation of 
Radar. The effects of wind are most 
pronounced In open water. The wind 
by Itself gIves no trouble. but the at.­
tendant sea results in an obscuration 
ot the Radar known as "sea return." 
This "sea return" Clln obscure smaller 
targets. The waves resulting from 
wind blowing over the water surface 
p~nt myrtads ot targets for the 
Radar signals to detect, with the most 
pronounced elrect belna' In the direc­
tion ot the sea. Depending on sea 
conditions, "sea return" may obscure 
the scope UP to the IO·mlle range
ring. 

Admittedly, merchant marine Ra­
dar sets are equipped with devices for 
mlntmlzing the effect of "sea return" 
and permitting more or less normal 
operation of the set. While such de­
Vices are quite eJ'!'ecUve they do not 
wholly remove the sea clutter In bad 
"'eather. With caretul conning of 
the ship It Is usually possible to pick 
up large targets. such as ships, before 
they get close enough to get Into the 
"sea return". I t ls also possible In 
most cases to properly mnnlpulate the 
receiver gain control and "sea return" 
suppressor to detect ships Inside the 
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sensitivity and will miss small tar­
gets obscured by "sea re turn" which 
may still be a source ot potential
danger to the ship. 

Other factors which more or less 
impose limitations on Radar are tabu_ 
lated and briefly discussed below; 

( 1 ) Objects cannot be readily Iden. 
tlfied unless additional electrOnic de­
vices (Radar aids) are used In 
conjuncUon with the Radar Itself. 
though Identification can quite often 
be accomplished by Implication. such 
as movement, relation 00 other ob­
jects. shape (coasUlne). and some. 
times Initial range of detection. 

(2) Radar chart presentation on 
the scope requires interpretation due 
to the IIne-of-slght characteristics 
which give shadow elrects. that is to 
say. larger intervening objects may 
blank out objects behind them. 

f3 l Radar can be used reliably for 
only sll8hUy over IIne-of-sight dis. 
tances. 

(4l Certain types of objects be. 
cause of their characteristics or mo­
tion may go undetected. For ex. 
ample, Ice.and some other thlnp. due 
00 tbeir physical characteristics and 
reflecting properties. a re relatively 
poor targets. So Is a low- lying point 
or land. All mariners know the mo­
tion of small objects. such as smaIl 
buoys and boats. caused by bobbing 
up and down In a seaway. tends to re_ 
duce the echo returned to the Radar. 
These considerations become particu­
larly Important when such things as 
"sea return" and rain are present to 
uduce the Radar visibility. 

While Radar has limitations. Its ad­
vantages more than compensate for 
these limitations. The distinct opera. 
tlonal adVantages are summarized 
below: 

( I) I t I.s the best anticolliSion de­
vice perfected to date. 

( 2) It provides a'reater safety while 
pllotlng or making landfalls during 
periods of low visibility. 

(3) It Indicates continuous in. 
stantaneous ranges and bearl.ngs of 
objects. 

(4 ) It presents a chnrtllke picture 
of the surroundings. the presentation 
being In the nature of a polar chart 
with PPI presentation. 

( 5 ) By observation of the scope, 
movement. ot objects may be noticed. 

To sum up. Radar is deflnltely not 
a "cure-all" to uplace other devices 
and methods of navigation, but Is 
rather a supplement. to such devices 
and methods. 

Soon after the structural fallure ot 
the T2 tankers Pendleton and Fort 

Shipping ordered certain structural 
alterations to T2 tanke rs. At the 
same time the Committee directed 
that a mnnual tor the londlng 01 T2 
tankers be prepared jointly by the 
American Bureau of S hipping and 
the O . S . Coast Guard. 

This booklet. the Guidance Ma nual 
lor Loading T2 Tankers. has now been 
completed and is being distributed to 
owners of T2 tankers by the American 
Bureau of Shipping tor the guidance 
or those ,'esponslble ro,· loading these 
ships. It expla.lns In simple tenns the 
need for care in determining a favor­
able d istribution 01 the cargo or bal­
las t and presents a simple method for 
checking any particular load distribu­
tion. 

Bnefiy. the method presented con. 
sLsts of a calculation Which results in 
two numerals called the "Hogglng" 
and "Sagging" numerals. U either of 
these numbers were to exceed 100, Ule 
indication would be that Ule IOOdlng 
condition being checked wou1d subject 
the vessel In question to a condition 
more severe than that for which the 
vessel was designed. 

The method Is described In the in­
structions. and a numerical example 
Is worked out for a condition which 
would produce a. sagging number of 
123.8. Thls Is then followed by an. 
other example showing the same load. 
ing and the same trim, but with the 
cargO distributed so that ne1t.her nu­
meral exceeds 64. 

The manual also contains a sum_ 
mary of typical loading and ballast­
Ing conditions which are satisfactory. 
These cargo conditions cover a wide 
range of densities as well as a. num­
ber of typical londings of mixed 
cargoes. 

When distributing cargO or ballast 
In tankers, judgment and experience 
can be depended upon to get a good 
trim condition. Even If distribution 
Is wrong-. Ule undesirable trim ls fairly 
obvious and the condition can be cor­
rected. However. In addition to ef­
fecting the trim. certaJn longitUdinal 
distributions of cargo or ballast have 
a. marked eaect on the stresses pro­
duced In the huU, particularly wben 
the vessel Is In heavy weather. A poor 
d lstnbutlon ot the carro from this 
point of view is not obvious unleu It 
rellultll in a structural failure. For 
this reason, a caretUl use of the GUId­
ance Manual is important on those 
vessels which have completed. their 
structural alterations as well as those 
which have not. 
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MARINE SECTION, NATIONAL SAFETY 

COUNCIL 


The Marine Section of the National 
Safety Counc!! held Its annual meet­
ing in Chicago, Ill .• October 21-23, 
1952. 

After welcoming and opening re­
marks by the general chairman, Fred­
ertc R. Pratt. general manager of the 
marine transportation department ot 
Socony-Vacuum on Co.. the meeting 
commenced with the Ship ()peratoTS 
Session. The remainder DC the pro­
gram consisted of the Business Meet­
Ing and Election of New Omeers, the 
Gencl'al Session, the Coast Guard Ses­
sion, and a Joint Luncheon wlth the 
PropeIJer Club of Chicago. 

The General Session was opened by 
John J . Pew. vice-general Chairman 
of the Marine Section of the Nntlonai 
Safety Council. who is the vice-presi­
dent. of Sun Shipbuilding &I Dry Dock 
Co. of Chester, Pa. The Coast Guard 
Session was opened by Rear Admiral 
Halert C. Shepheard, Chief. Omce of 
Merchant. Marine Safety. U. S. Coa.st 
Guard. In behaIr of Vice Admiral Mer­
lin O'Neill, Commandant. of the U. S. 
Coa.st. Guard who wa.s chairman of the 
Coast Guard Session and was unable 
LO attend. 

In his opening remal'ks Admiral 
Shepheard listed. seven outstanding 
accomplishments in ship safety dur­
Ing the past year : 

1. 	The fOlmation of the National 
Cargo Bureau. Inc.. to serve 
as a clearing house for .sh[p­
pers Ilnd ship owners as to the 
proper stowage oC dangerous 
cargo. 

2. 	PI'omulgation of cargo gear reg­
ulations to be administered by 
the American Burea u of Ship­
ping and designed to prevent 
accidents to long.sboremen and 
harbor workers. 

3. 	 Requirements for the Curther 
strapping and s t l'engthening 
of 1'2 tankers built during the 
war. to make them more sea­
worthy. 

4. 	Preparation of a manual for 
guidance of ship masters In the 
proper distribution of cargo 
and baliMt to avoid undue 
stress of T2 tankers. 

5. 	 The first major revi.sion of the 
Coa.st Guard's General Rules 
and Regulations per taining to 
the design, construction, oper­
ation and manning of mer­
chant vessels. 

6. A 	 program to correct unsafe 
working practices by harbor 
workers and the crew on ship­
board. 

7. 	Completion of the S. S. United 
States, which exceeds Inter­
national and national stand­
ards In safety design and con­
struction. 

He then reported progress In im­
proving safety through self-regulation 
by the marine industry. describing 
this as "a history-making departure 
from the usual governmental admin­
istrative pollcles." and citing as ex­
amples of self- regulation the forma­
tion of the National Cargo Bureau. 
Inc., which will Issue cerlifi cates In­
dicating the proper stowage of dan­
gerous cargo. and the program of the 
American Bureau of Shipping to pre­
vent accidents by prescribing stand­
ards of cargo gear construction. 

Speakers lit the Coast Guard BI'eak­
fast. Club Meet.lng In addition to Ad­
ml.ral Shepheard were; Captain 
Vernon E. Day, USCG, Chief, Engi­
neering DiviSion, Third Coast Guard 
District, who spoke on Safety at the 
Coast Guard Yard ; Commander Paul 
E. Savonls, USCG. Merchant Vessel 
Inspectlou D[vlslon, Const Guard 
Headquarters. who discussed Mer_ 
chlUlt Marine Casualties, Causes and 
Corrections; and Commander 
.Leonard E. Penso. USCG. Merchant 
Marine Technical Division, Coast 
Guard Headqunl"ters. who discussed 
precautions in the use of F ire EX_ 
tinguishing EqUipment. 

Space limitations do not PCl"Rtit an 
extensive Lreatment of the various 
addresses made before the marine sec­
tion as a whole, consequently only a 
few extracts and summations follow. 

Captain Harry R. Iehle. Safety DI­
rector of Farrell Lines, Inc. brought 
out: "Careful supervision on the part 
of the Ship's Officers. probably does 
more than anyone thing to prevent 
accidents. It·s the old slory, where a 
carefully traJned man, on the job, can 
~ee what Is going on and correct any 
practices that are not right. He can 
also establish safe procedures for the 
many and val"ied jobs encountered on 
board sh ip, and see that these recom­
mended procedures are followed. A 
good Officer. if propedy trained. can 
tee many things at once. He can also 
recognize what he does see. Without 
taking his m ind off his work he wiJI 
notice conditions about the ship. Un­
necessary obstructions about the 
deck: oil o r water spills: makeshift 
platforms to stand on: improper r ig­
ging and the Incorrect usage of tools 
will be observed-All In tim e to cor­
rect, and befOl'e they have caused an 
accident. He will sPOt a seaman with 

a bit too much to drink. and get him 
off the deck before he hurts himself or 
his shipmates. He will see the man 
chipping without goggles, or the fel_ 
low over the side without a lIfe pl'e­
server. The man aloft without a 
Safety Belt will not escape hiS surveil­
lance. nor will the fellow 'horSing 
around' with the power tools. He 
will see all these things. without ef­
fort. and quietly give the order to 
make the suggestlon that eliminates 
the h azar<!. He is valuable-and 
necessary. For he can give 'on \,hp 
job' trainIng to h is men-under 
actual workIng condltions---where It 
will do the most good and where It I .. 
most likely to be I·emembered. 

"Intelllgent supervis ion Is Impor­
tant on ~hlpboard, too. A well run 
ship Is not only a happy ship-It Is 
a. .safe ship. For seamansh ip is 
~afety, and a ship operated In a sea­
manlike manner is al .....ays safer than 
one aboard which this Quality is lack· 
Ing. Attention Is paid to detai!s. such 
as cleanliness and good' order. A 
clean and ol'dcrly ship Is not just a 
ship that's good to look at, but one 
on which many of the hazards which 
cause accidents a re not present. 
There a re no loose lines or gear 
strewn about the decks to stumble on. 
no 011 or grease to slip on. nor make­
shift ladders or platforms to Call oft 
of, or no plies or rubble to plug scup­
pers or catch on fire. Such a ship
Is truly a safer ship and the exercise 
of supel'Vlsion aboard can keep It that 
way." 

Mr. T . T. Wilkinson . superlnt.end­
Ing engineer of the Sinclair Refining 
Co.'s marine depal·tment In discussing 
i.he "Preventlon and Cure of Fire In 
the Pumpl'oom" described Sinelair"s 
pumproom experiences and oulllned 
the steps taken to prevent pumprooOl 
explOSion and to extinguish fire If and 
when It occurs. In summing up hi:> 
remarks he said. "The all important 
step is to prevent leakage of cargo 
Into the bilge and toward the end we 
PI'OPOse to use rotary rathel' than re­
ciprocating 01' high speed centrifugal 
pumps. to install valves instead of 
spectacle blinds In pump room lines 
that cnnnot be drained, and to use 
neoprene covered blinds In all other 
cargo lines to prevent Ignition of 
vapors If we cannot prevent their 
collecting." 

Mr. I . C. y ates. Safety Director or 
the Alabama Drydrock & Shipbuilding 
Co., of Mobile, d iscussed first aid and 
I'cscue t ra ining ns a requisite to safety 
education. He stated: "First-aid 
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training gives the lndlvldual an [n­
sight on the necessity tor turlher 
training, because [t rcveals what the 
ultlmnte results might possibly be, 
should we fall to train properly and 
complell!lY, It also replaces all doubt 
in thc a vem ge persons ' mind a.s to 
the necessity 101' lurther educntion, 
It cl'etiles n willingness to nccept , to 
respect. and to regard thc whole pro· 
gram as one thaI. Is especially designed 
tor the Indlv[dual henelU, as well as 
tor that of an organ[l'.ed leam. It re­
places doubt and tear WIUI confidence 
and detennlnaUon. 

"During lhe years 1941 throus h 
1945. many of us were ellgaged In an 
extensive tntlnlng prog-rum for both 
lH'oduction and safety. Since that 
time [I. has been I.he privilege ot some 
to be [n a position to look back and 
see wha t the difference I\clunlly was. 
Ollr records Indicate Utat those who 
ho\'e received first. a id trAining. defl­
nile\}' made us the better employees 
In every respect., The supervisory 
tmlning phase gave us good, It not. 
better, results. I t Is a Ilroven lact 
lhaL employees who nre trained !a 
firs t aid mcthods al'e fitty per cent 
less likely to become accident vtcUms. 
Bere again. may 1 cmphasize the point 
tha t. can be gaJned by lIettlng on the 
Inside of the human element angle to 
acciden t prevention. 

" Posslbly the saddest. a nswer that. 
has ever been glvcn In accldenl. In­
ve/ltlgatJon to dete t'mlne the cause Is 
"I dldn't know", Ho\\' o llell have \\''! 
arrived M the scene o f a hlghwa)' ae· 
cldent where broken and blcedln; 
bodies were scattered nbout, and st!Cn 
those who were not so unfortuna te 
trying to do someth ing to hclp, a nd 
d idn't k.now how? The same sltua, 
tlon applies to ('\'ery Individual 
whether on the streets, highways, 
playgrounds, In the home, or on the 
joh. 

"ContinuIng, he clled aCCIden t. eases 
to bear Ihls out.. He Ihen closed as 
tollows: "We must definitely IU"s ume 
the posllh'e approach to accldeni plOC­
ventlon. Why should we make the 
mistake or relying exclusively on the 
negative a pproach- to tnlk a bout how 
bad things are? Why don't we lake 
the affirmnU\'c stand. and te ll the 
good things about. OUI' nccldcm pre­
vention pz'ogrnms? W e enn do Ihls 
by simply telling lhe t ruth , because 
our nccldent records a re bet ter, a nd 
ha ve become so In relatively a very 
shon t ime, With all these facts lo 
motlv:ne us. with all the 'knOw-how' 
lhat Is a va.llable today, a ll we need 
now [s the continuation ot the courage 
thAt has bl'ough~ us the rC])ulation of 
bclng III the surest nnt.lon on the face 
or lhc ellrth:' 

I t Is unfortuna te lhe other ad­
dresses could no t be dea lt with In this 
space. for many ot them were of ex­
treme Interest.. 
De cember 1952 

MOPE and DOPE 


" Where', ,I.e d irections on how fo lise ' his thing'" 
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CARE AND USE OF OXYGEN BREATHING 

APPARATUS 


Since Marine safe Practices Pam­
phlet No. 5 was Issued In September 
1947, many vessels have converted 
their oxygen breathing apparatus 
from the demand type to the "che­
mox" canister type. This Supple­
ment is Intended to outline the fea ­
tures and use of the canlster type 
apparatus. However, many Introduc­
tory facts to oxygen brea thing appa­
ratus will not be repeated, hence It 
18 suggested that Marine Safe Prac­
tices Pamphlet No. 5 be reread be­
fore studYing this Supplement. 

THE (HEMOX SELF-GENERATING 
OXYGEN BREATHING APPARA­
TUS 
The cbemox provides complete 

respiratory protection In toxic or 
oxygen-denclent a tmospheres for a 
minimum ot 45 minutes. 

This apparatus represents an un­
usual departure In the design of ~elf_ 
ccntained breathing equipment. In 
place of the conventional cylinder of 
compressed oxygen, the chemox has 
a chemical canister from which oxy­
gen Is generated gmdually, 

The enti re apparatus wel lfhs 1 3 ~~ 
pounds. A considerable IIIlvlng In 
we18ht Is made pos/Ilble by the ab_ 
sence of an oxygen cylinder and the 
usual h igh pressure tlttlngs found on 
self-contained equipment of dlrreren' 
des18n. 

COMPONENT PARTS OF THE 
CHEMOX 

(a ) 	 A facepiece 8.SIiembly, Includ­
Ing a faceplece, a valve assembly 
containing check valves and a 
pressure relict valve, and two 
breathing tubes. 

(bl A breathing bag, wblch acts as 
a reservoir for the oxyaen gener_ 
ated from the canister. 

(c l The canister. which generates 
oxygen and removes carbon di­
oxide from the breathln&, system. 

Cd) The plunger assembly, consist­
Ing of a plunger which punctu~s 
the seal In the neek of the can­
Ister, and a plunaer casting, 
through which !.he exhaled 
breath Is transmitted to the can_ 
Ister, and through which the 
evolved oxygen Is conducted to 
the breathing bag. 

(e/ An Insulated breast plate and 
canister frame wi th attached t,1111 
and handwheel for holding can­
Ister. Breathing bag Is attached 
to breast plate. 

<0 A mechanical timer which 
rings to Indicate the end of the 
approved 45 minutes service life 
of the canil;ter. or any shorter pe­
riod &elected. 

Ig) A web harness for wearing the 
apparatus. This conslst.s of two 
shoulder st raps and a waist strap, 
all adjustable, and fastened by 
means of D-rtngs and snaps. A 
large D-rlng to which a Ufellne 
can be attached Is fa stened to the 
harness straps at the point where 
they Intersect across the back. 

THE FACE PIECE ASSEMBLY 
The face piece assembly consists of 

a faceplece and attached breathing 
tubes. The faceplece Is the "AII­
Vision" type, having large contoured 
lenses. Lens fogging Is prevented by 
the flow of dry oxygen directed across 
the lens by ducts located In the face­
piece. 

Attached to the lower portion of the 
faceplece is a metal faceplece valve 
assembly, contaIning Inhalation and 
exhalation check va lves and a manu· 
ally operated preSl;u re relief valve. 
(This valve permits one-direction now 
only. Therefore, I~ Is not pos/Ilble to 
Inhale througb It and contaminate 
the breathing system./ 

Connected to the endli of the va lve 
assembly are corrugated rubber 
breathing tubes. The Inhalation 
brealhlna tube leads Into the left s ide 
of the breathing bag via nn elbow (A) 
mounted on the plunger assembly. 
The eXhalation tube directs the ex· 
haled breath Into the canister via the 
plunger casting jB L The breathing 
tubes a re fas tened at both ends by 

coupling nuts, which facilitate re­
moval for cleaning. 

The faceplece Is held In place by a 
headband consisting of flve adj ustable 
rubber headstraps-two on each side 
of the faceplece, and one OtUng over 
the fore bead. 

THE BREATHING BAG 
The breathing bag. which act.s as 

a reservoir for the oxygen generated 
by !.he canister, has a capacity of a p_ 
proxima tely six liters (5 ~ Quarts). 
The ba", made from sturdy Neoprene. 
Is hlahly resistant to fumes and gases, 
and Is vulcanized at the seruns, which. 
In eneet. renders It of one-piece con· 
s tructlon . It Is constructed In the 
shape of an Inverted U and Is fas tened 
to the canister frame by means of tabs 
and screws. 

Oxygen from the canister flows Into 
the breathing bag through a fi tting 
IC) leading from the plunger casting 
to the upper rtght side of the breath­
Ing bag. From !.his point the oxygen 
is conducted to the lower rl"ht side 
of the bag tbrough a fiexlble tube con­
nected to the fi tting. A sim ilar tube 
runs down through the left side of 
the breathing bag and joins !.he In­
halation brea thing tube nt the elbow 
(A) on the plunger assembly. Thus. 
this forced circula tion through the 
entire brea thing bag Insureli adequate 
cooling of the oxygen before It reaches 
the fnceplece. 

THE PLUNGER ASSEMBLY 
The plunger assembly consists of a 

spring-loaded plunger within n hollow 
housing mounted on the canister 
holder. The plunger Is a cylindrical 
tube with a cone-shaped UP. whose 
funcUon Ls to pierce the exposed cop. 
per foU In the canister neek when the 
canister is thrust up against It. The 
tip of the plunger Is perforated to 
allow the exhaled breath to enter the 
canister. 

The plunger housing is the duct 
through which oxygen generated In 
the canister. nows Into the breathIng 
bag. A tube Ie ) fitted to the hous­
Ing. carries the oxygen Into !.he upper 
right side of the bag, where the oxy­
gen begins to circulate as previously 
described. 

THE CANISTER 
The canister consists of a s teel sheU 

having an inner liner ot copper. It 
contains five layers or the oygen­
evolvIng chemical, potassium tetrox­
Ide. separated by copper screening 
to prevent cak.ing. The bottom layer 
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of chemical Is impregnated with a 
catalyst, which serves to speed lhe 
chemical reaction by which the oxy· 
gen Is generated. 

To provide adequate circulation of 
the Incoming: breath, and to Insure 
minimum breathing resistance, a 
space Is maintained between the 
lower layer of chemical and the bot· 
tom ot the canister. 

Fibre glass cloth nlters are placed 
at the toP and bottom of the canister 
to prevent. any tiny particles of po. 
tasslum tetroxide, wblch might result. 
from rough handling of the cilnlster. 
trom entering the breathing system. 

A hollo..... tube of eoppar extends 
downward {rom the neck of the carus­
ter, The tip of the plunger fits Into 
the mouth of the tube, so that the 
exhaled breath travels through the 
plunger and down through the' tube 
to the bottom of the clUllster. Here. 
the potassium tetroxide MUvRted by 
the moisture In the breath. llbea-at.cs 
oxygen, and, by a subsequent chemi­
cal reaction, removes carbon dioxide. 
The liberated oxygen flows up through 
the canister into the plunger housing,
and. from there, Imo the right. side 
of the breathing bag. 

Since oxygen Is evolved In response 
to Ule wearer's exhalations. once the 
canlst.e.r Is started, an adeqUllle supply 
is assured reBardless of whether he 
Is breathing normally or rapidly. 
Thus. the Chemox canister serves the 
double function of providing a plentl~ 
ful supply of pure oxygen while, at 
the same time. removing carbon di­
oxide from the breathing system , 

The canister Is hermeUcally scaled 
to prevent nir f1'om coming In contact 
with Its contents, and so may be slored 
Indefinitely, If the seal Is Dot broken. 

THE TIMER 

The timer. mounted on t.he plunger 
housing, Is the means of announcing 
that the approved 4~ minutes service 
life of the cnnlstcr has elapsed. A 
bell rings at the end of this period to 
warn the wearcr to return to fresh 
air. 

The timer Is actuated by twisting 
the pointer c lockwise (as worn) as far 
as It will turn. ThIs automatically 
sets the bell to ring aller 45 mlnules. 
II the user expect8 that more than a 
few mJnut.es will be reQuh'ed to mnke 
his exit to fresh air. he should allow 
for the extra. time wben sctting the 
pointer, For example, lr 10 minutes 
wlll be needed to return to frcsh air, 
the pointer should be set at the 35, 
rather than at the 45 minute mark. 

QUESTIONS ANO ANSWERS 

Q. What Is the I)Urpose of the man_ 
ual pressure rellet valve. and when 
should It be used ? 
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A. The pressure relief valve is a 
means of venting off any excess pres­
sures which might build up In the 
breathing: bag. Oxygen Is generated 
by the canister aL a somewhat fnster 
·rate than It Is consumed and, unless 
the excess oXYgen seeps out around 
the fn ceplece. It will occasionally be 
necessary to bleed It off by means ot 
me relief valve. An uncomfortably 
high resistance La exhalation Is the 
slgnnl that there Is excess oxn::en In 
the system and that It should be 
vented olf. 

Q. In addition to the timer, what 
other Indications are there that the 
canister Is a l)proachlng the end of Its 
service Jlfe? 

A. (I ) Lens fogging during Inhala­
tion. 

(2) 	 An uncomfortably high resist_ 
ance to both Inhalation and ex­
halation which cannot be allevi­
ated by use of the pressure relict 
valve. 

(3) 	 0 r a d u a I deHaLion Of tile 
brenUllng bag. 

Q . Wha~ Is the proper method ot 
discarding exhausted canisters? 

A. After lhe canister has been re­
moved from the apparatus. It should 
be punctured on both s ides Ilnd on 
!.he bottom with a small clean nail 
or tool and placed in a nearly-full 
bucket of water. Arter the t.-ubbllng 
ceases. Indicating complete exhaus­
tion of the Ilotasslum t.etroxlde, the 
canister call be discarded. The water. 

which Is caustic, should be poured 
down a drain or disposed of In some 
other suitable manner. 

Q. Should a canister be reused II 
It has not been used tor Its entire 45 
minute service lite? 

A. No. Once Do canister has been 
opened , It should be discarded. re­
gardless of how much of Its service 
life. Is thought to remnln. Since 
moisture In the air will reac~ with lIle 
oxygen evolving chemIcal and. since 
the canister cannot be resealed to 
completel)' exclude moisture, the 
service Ufe of a once-opened canister 
cannot be accurately pl'edlcied after 
a period ot storage, 

Q. How long mayan unopened 
canister be s tored? 

A. Indefinitely. 
Q . What checks should be made on 

the Chemox before entering Ull_ 

breathable atmosphel'es? 
A. 0 ) See that the handwheel Is 

screwed tight against the bottom of 
tho canis ter to Insure a complete seal 
between the plunger houshlll and the 
gasket In Ule canister neck. 

( 2 ) Test for prOIl,er facepiece fit : 
Grasp both breathing tubes 

and squeeze to close them off , 
Inhale. II the faceplece collapses 
against the face. It Is properly 
filled. If ai r can be drawn 
around the side of the facepieee. 
the headstrot)s should be Ught­
ened until an airtight fit. Is 
obtained. 
( 3 ) Test the apparatus for leaks: 

Infinte breathing bag nnd press 
down on It with the elbows. If 
bag deflates, the apparatus leaks 
and should nOL be used. 

Q . Can the Chemox be used at tem­
peratures below freezing? 

A. Yes. Once the canister Is 
started , It will continue to operate. at 
temperatures down to - 20 · F . In 
cold weather it may be necessary to 
put more than the usual five to Six 
breaths through the canis ter. but un­
der extreme conditions not more than 
15 breaths should be required. The 
apparatus and canisters should al ­
ways be stored, and start.ed. at tem­
peratures above freezing. Otllerwlsc. 
If appal'alus and canisters are per· 
mltted to become chilled before using. 
the breath moisture will condense in 
them . maklnll' starting dlmcult or 
Impossible. 

INoTE,-The Information III this 
Pamphlet is extracted from a pam­
phlet cntltled, "Facts you Should 
Kllow About the Chemox Oxygen 
BI'Cathlng Appam tus, and the M . S, A. 
Demand-Type Apparatus" issucd by 
the Mine safety Appliances Company. 
ntUSLratlons arc from sales litera­
ture.) 
Courte$lI Accidellt Prevell t ion Bureau 

oj Pacl/!c Morltime AnQCiatiOll. 
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NUMBERED AND UNDOCUMENTED VESSELS THE PROPOSED 
The table below gives the cumulative total of undocumented vessels num· 

beret! under the provisions of the act of June 7, 1918. as amended (46 U. S . C. 
288). In each Coast Guard d ist ric t by cUSLOms ports for the qlJarter ending
September 3D, 1952. Generally speaking. undocumented vessels are thost INTERNATION­

machlnery·propelled vessels of less than flve tons engaged In trade whiCh 

by reason ot tonnage are exempt from documentaUon. 
 AL RULES OF 
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THE ROAD 
There is reoson to believe that some 

misunders tanding exists as to when 
the proposed Int.ernatlonal Rules of 
the Road will take etrect. 

The InternAtional Rules ot the 
Road. otherwise known as the inter­
national Regulations for Preventing 
Collisions at Sea. were revised to some 
degree a t the lnl.ernational Safety 
Conference. 1948 , along with the in­ ,ternational Convention for the Salety 
of Life at sen. 1929. However. and 
this is Important. the Confe rence rec­
ommcnded the revisions to participat.­
Ing governments separately. 

T he Final Act of the Conference 
s ta tes: 

"The Conference also had beCore 
It and used as a basis for diSeussion 
the present Intemational Regula­
tions for Preventing Collisions at 
Sea . The Conferenee considered It 
des irable to revise these Regulations 
and accordingly approved the In­
ternational Regulations for Pre_ 
venting Collisions at sea. 1948. but 
decided not to annex the revised 
Regula tions to the International 
Convention for the Safew of LIfe 
at sea , 1948. The Conference in­
vites the Government of the United 
Kingdom to forward the interna­
tional Regulations for Preventing 
Collisions at Sea. 1948. to the other 
Governments which have accepted 
the present International Regula· 
tlons for Preventing Collisions at 
Sen. and nlso Invites the Govern­
ment of the United Kingdom. when 
substantial unanimity has been 
reached as to the acceptance of the 
International Regulations fo r Pre­
venti ng ColliSions at Sea , 1948, to 
fix the date on nnd after which the 
Internationnl Regulations for Pre­
venting Collis ions a t Sea. 1948. EhaU 
be applied by the Governments 
which have agreed to accl'pl them. 
The Conference requests the Gov­
ernment 01 the Unlled Kingdom to 
give not less than one year's notice 
01 thls da te to the Governments ot 
all States. 

"The International Regulations 
for Preventing Collisions at sea. 
1948. are appended hereto as Annex 
B to thls Pinal Act." 

December 1952 
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The term "substantial unanimity" 
Is the key as to why the Proposed 
Rules of tbe Road did not take ellect 
on November 19, 1952, along with the 
requirements of the International 
Convention for the Safety of Life at 
Sea, 1948. To dale the following na_ 
tions have indicated acceptance of 
the proposed International Rules of 
the Road. Though Inrge In number, 
they do not represent a suMcient por­
tion ot the world's shipping to provide 
"substantial unanimity." 

Australia Ireland 
Belgium 1t.aly 
BrazIl Mexico 
Bunna The Netherlands 
Canada New Zealand 
Chile Nicaragua 
Denmark Pn1tlstan 
Dominican Republic Poland 
Ecuador Spain 
Egypt Sweden 
Finland TUrkey 
France 

Union of South Atrlcn 
Greece U. S, S. R. 
Iceland The United Slates 
India The United Kingdom 
Iraq Yugoslavia 

The new International Rules of the 
Road, proposed by the international 
Safety Conference. 1948, did 1I0t go 
into effect. on November 19 , 1952. 

HOW 	ARE YOUR HOLDING 
DOWN BOLTS? 

A company which operates a Heel 
01 ~E-AI tank vessels mailed the 
follow ing letter to 113 chief engineers: 

"On one vessel. ,;.Ix of the holding­
down boiLS of the main shaft thrust 
bearing were found fractured , and 14 
others were loose. The thrust bearing 
"''Us. of course, loose on Its foundation 
bedplate. Fortunately, the de1ects 
were dl.scovered before serious damage 
was done to the shaft, thrust collar , 
and main motor. 

"Examination of the fractured 
bolts revealed crystallznUon of the 
steel. This ml([ht have been caused. 
by the natural vlbl1\t!on and fre­
quency durlni the years 01 !ervlce 
since construction. 

"Please promptly examine the hold­
Ing-down bolls of the main shatt 
thl'ust bearing of your vessel, sound 
with a hammer. and check for tight­
ne~s with a wrench. 

"The Importance of this Inspection 
cannot be over emphasized." 

As a result of this letter, a second 
vessel In the fteet reported fractured 
bolding-down bolts on the main 
shatt thrust bearing. Thus, by pub­
licizing an unsafe condition found on 
one vessel, J)OS! ible serious damage 
was averted on another. 

December J952 

Q It you were In charge of a lJte­
boat, how would you proceed to come 
alongside a gangway under ordina ry 
conditions. and what orders would you 
glve? 

A. Come up to the vessel from 
astern so Lhat the boat Is parallel to 
the vessel when about 100 yards from 
the gangway. and then give the orders 
" In bows" whereupon the two-bow 
oarsmen boat thel.r oars and s tand 
by with boat hooks; when the boat Is 
about two boat lengths from the gang­
way, give the order "Oars." followed 
by "Boat your oars," whereupon all 
of the oars are boated ; next sheer the 
bow In toward the gangway, and when 
It nearly touches. shUt the helm and 
sheer the bow out, bringing the stern 
In. Due I'egard, of course. must be 
hnd lor wind, Ude, and sea. His cus­
tomal'y to have a painter ready at 
hand at the gangway. and led well 
forward on the vessel , for use In 
moderate weather. 

Q . When and In what region ot the 
Atlantic do Icebergs appear In great­
est numbers? 

A. orr the Newfoundland banks as 
far south as 40 N. latitude during the 
months of April. May. and June. ­

Q . Approaching a coast on a misty 
nlght you expect U. pick up a certain 
ligh t having deftnlte charactertslJes. 
Two hours before you expect to sight 
the light you pick up a light showing 
d ifferent characteristics not deftnltely 
recognized. As captain. wha t would 
you do? 

A. Stop: have a sounding taken 
and request radio compa~s bearings. 
With the sounding a nd the bearing of 
the llght try for an approximate ftx 
by plotting the light bearing on all 
probable aids to navigation as the 
characteristic of the expecl-ed Jlght 
may have been changed and the "No­
tice to Mariners" not yet I'ecelved by 
the ship, or the light may have been 
changed on account ot some derange­
ment. It the sounding showed the 
ship inside a safe depth curve. anchor 
until the position Is satisfactorily 
determined. 

Q . How Is a sea a nchor ha uled In? 
A. A sea anchor Is hauled In by its 

tripping line which upsets It so that 
It is brought In small end ftrst with 
greatly reduced resistance to Its pas­
SIlge through the water. 

Q . What are the parts of an an­
chor? 

A. The par ts of an anchor are 
stock, shank, nuke, crown, arm, and 
shackle or ring. 

Q . Entering port, how can one tell 
by observation ""hleh d irection the 
t ide Is setting? 

A. By noting the direction In which 
the buoys are Inclined. especially spar 
buoys. 

Q . What Is a f rapping line? 
A. A trapping line Is any piece of 

line passed around a boat fal\. one 
end being made fast on deck and the 
other being hauled taut a.nd belayed 
to prevent the boat from swinging. 

Q . What Is the dillerence between 
a revolving, a noshing and a n occult­
ing light ? 

A. A revolving light shows a light 
II' raduolJy Increasing and decreaSing 
In Its Intensity during the period of 
Its display. A nashlng light shows toO 
Its full Intensity during Its whole nash 
per iod. The duration of the flash Is 
nlwnys shorter than the eclipse. An 
occulting light is a conUnuous light 
suddenly and totally eclipsed nt regu­
lar Intel'Vols ; the duration of the light 
being always greater than, or equal to 
the eellJlte. 

Q. Which oar Is lhe stroke oar In a 
lifeboat? 

A. The oar nearest the stern in a 
single-banked boat. In a double­
banked boat. the port and the stllr­
board oars nearest the s tern are both 
stroke oars. 

Q . U you were In charge of a life­
boat, how would you prevent it from 
swinging IU the vessel rolled when 
the bont Is at the embarkation deck '? 

A. By the u~e of frapplng lines. 
SOme vessels carry permanent wire 
frapping lines which automatically 
swing the boat Into the embarkaUon 
de<:k. 

Q . How Is the size of a chain cable 
measurcd ? 

A. By the diameter of the Iron 
forming the links. 

Q. Which anchor Is preferable to 
let go In the Northern Hemisphere
and why ? 

A. The port anchol'. as In the 
Northern Hemisphere the wind shifts 
to lhe I1gM. Then should It be nec­
essary to let gO the second anchor. 
thcl'e will be no danger of lou ling it as 
the cables will lead clear of each 
other. 

Q. How would you let go an anchor 
In deep water? 

A. Lower It with the windlass. 
Q. What Is the necessary precau_ 

tion In taking a twin-screw vessel 
away from a wharf? 

A. Not to use the Inside screw until 
the s tern is well clear. 

26. 



PRECAUTIONS IN THE USE OF FIRE EXTINGUISHING EQUIPMENT 
IV LEONARD E. PENSO, Commande., USCG 


Me,thonl Mo,lne Tachnl ...1 D;y lI1on-USCG Heodquorle.. 


All address prestI/ted at the amtual 
meet/ fig 0/ lhe Marine Section 0/ t lte 
National Safety Council at Cl licago. 
Ill" October 21-23, 1952. T his ad· 
d ress hig/tlights tIle importance 0/ 
study171U casuaItJl case histories and 
cites several lloi1lted leSSOIlS learned 
from them. 

A study of our casualty records 
would lead one to believe that fire Is 
a lmost as well organized as Murdel" 
Inc.. tor It seems to strike at our weak­
est points and when we least suspect 
It. 

Efforts at the shipping Industry 
relative to fire protection In coopera­
tion with Coast Guard inspection have 
yielded excellent results but there is 
still room for Improvement. Obvi­
ously the answer Is adequate fire­
fl.gh tlng equipment kept In good COD­
ditlon. with personnel trained In Its 
use. Our regulations supply the ade. 
quate equipment. From that point 
we pass the ba ll to you to malntflin 
the equipment and train your per. 
sonneL Many shipping companies. 
particularly the tanker Industry, 
have made excellent strides In this 
connection, by providing elaborate 
fi re· fightlng manuals and. In some 
cases. sending their men to fire. 
fighting schools. The tanker indust ry 
Is of necessity more fire-conscious 
than other shipping interests. How­
ever, the record indicates that losses 
due to fires on vessels other than tank 
vessels are such as to warrant more 
consJderation by some passenger and 
cargo vessel operators although cer­
tain operators have excellent safety 
programs, 

There Is no point In bringing to 
your a ttention the details of the se­
lecUon. operation, and maintena nce 
of portable fire extinguishers or fixed 
fire·extlngulshlng systems, Such in ­
formation Is available from a variety 
of sources which you h ave undoubt­
edly used in preparing fire-fighti ng 
manuals and other safety publications 
for the guidance of your employees. 
There ts, however. considerable merit 
In briml"ing to your attention certain 
lessons Crom casualties which could 
be used In the preparation of such 
fire-figh ting manuals. Many lessons 
from casualties are published In Ute 
Proceedings of the Merchant Marine 
CounCil. and the Coast Guard en· 
couroges reference to these lessons In 
your safety literature because It Is 
recognized that an actual case history 
is one or the most etJective ways of 
illustrating a poln l We have many 
casualty records th at have not been 
publicized, and a discussion of some of 
them might provoke furthe r s tudy 

and corresponding nddltlonal safety 
precautiOns. 

The case of the Texas City disaster 
brin gs to mind the ract that even If 
a vessel Is fitted with aD emcient car ­
bon dioxide or steam smothering SYS­
tem and the crew Is well trained In 
Its use, It Is still necessary to know 
something of the general chemistry 
of fire a nd have some knowledge or 
the characterlstices of the cargo being 
carried . In the case of the French 
steamer Gralldcamp at Texas City 
this was not done. The omcers on 
the Gralldcamp attempted to smother 
the fire by closing all vents and 
hatches and introducing steam Into 
the fi,'e area. This action d id nothing 
to remove the heat from the burning 
ammonium nitrate. As the heat In­
creased the decomposition of the ni_ 
trate Into explosive gases was accel­
erated and the gases having no means 
of escape through the battened hatch 
and covered vents finally exploded . 
The blast cost the lives of 552 people, 
over 3,000 were In jured, and damages 
totaled nearly $50.000,000, The only 
practical way to have avoided the ex· 
ploSion was to have fought the fire 
Initially with large quantities of h eat-. 
absorbing water, 

In a recent case we lost a Liberty 
sh ip due to the fact that the CO-2 
system was not dlschal-ged Into the 
fire area , It appears that when the 
boiler room fire progressed to a point 
where it was necessary to use the gas, 
one of the assistant engineers operat­
ed the proper valve to the space on fire 
but neglected to pull the cont rol han­
dle in the break-glass pull box. Fur_ 
ther testimony revealed that a nother 
engineer passed the fire-control sta ­
tion a short time la ter and noted tha t 
the t ripeord was hanging down with 
about eight Inches of the "lanyard" 
showing, which position he described 
as being the normal position which he 
had observed previously. Such con ­
fusion can only lead one to believe 
that neither engineer was entirely 
fam ilia r with the operation of the 
CO-7 system. In the abandon-ship 
operation , which followed the fire, five 
men lost their lives. 

In another boller-room fu'e we were 
mOl'e lortunate but only because the 
fire was relatively small , In this case 
the fixed CO-2 system was put In use 
by opening the valve to the bolle r­
room space and pulling the control 
handle for the wrong space such that 
only seven cyllnders were discharged 
Into the boUer room instead ot the re­
quired 20. The testimony I'eveals that 
this did nol put the fire out and that 
It was only through the valiant efforts 

of the crew using porUible extinguish ­
ers and a bucket brigade that the tll'e 
was brought under control. 

In stili another case, the chief mate 
lind chief engineer of a vessell nsls tet:l 
that they had operatet:l the fixed CO-2 
system properly. Yet the testimony 
a nd flndings of fact reveal that they 
had not In fact released the gas Inas­
much as all cylinders were weighed 
upon arrival In port and fou nd to be 
fu lly charged. Here again it appears 
obvious that neither man was famll ia r 
with the operation of the sys tem. 

These cases bring to mind the fact 
that training mus t pl'oceed on a con­
tinuous basis, It must be remembered 
that even though a mate or an engi­
neer has many years of seagoing ex­
perience It Is quite possi ble that he 
has been shipmates with only one type 
or fire-extinguishing system and needs 
indoctrination when confronted with 
an unfamiliar arrangement, 

Admittedly, It is Impracticable to 
practice with a fixed fire-extingui sh ­
Ing system due to the expense and re_ 
charging difficulties, This may ex­
plain. In part, why some such systems 
have been Improperly used in the past. 
Although no definite procedure rOI' 
training is suggested a t this Ume, It 
Is recommended that a study be made 
In each case of a training program so 
that the persons involved will have 
firs t hand Information ot the opera­
tion, intricacies, and limitations of 
their particular systems, U you have 
developed a training program cover­
Ing such matters and would care to 
share it with others, the Coast Guard 
would be pleased to pass on this In­
formation In the Proceedings of the 
Merchant Marine Council. 

In the case of hand portable fire ex­
tinguishers the training program is, 
as you know, much simpler but Just 
as essentiaL Consldel' the case of a 
fire in a shore-side plant which was 
adequately equipped with numerous 
carbon dioxide hand portnble extin­
guishers, Untrained personnel at­
tempted to use the eXtinguishers 
wi thout fi rst pulling the locking pin 
which Is installed to prevent tamper· 
Ing. When the extingutshers failed 
to operate they began reading the 
Instructions and found that it was 
necessary to remove the locking pins 
first, whereupon they d iscovered that 
In their frantic haste to operate the 
extinguishers they had bent the pins 
to such an extent that they could not 
be removed. In the meantime, the 
fi re had gained such headway that It 
was beyond the scope of ha nd extin­
guishers. This could happen on any 
ship especially if a crew member has 
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be~n trained solely by reading fl.re· 
ftghtlna manuals. 

Unfortunately. It is general pract.lce 
at annual inspections to assemble 
such extlngui~hers on the after deck 
or on the dock and dLscharge the 
c:onlenl3 Into the water. How muc:h 
better It would be If small prac:tice 
fil'cs could be made available in a safe 
pillce for training the crew when dis· 
charging these extinguishers. The 
standa.rd test fires used by the Na· 
Wonal Bureau of Standards. Under· 
writers' Laboratories, Inc.. and the 
Factory Mutual Laboratory could be 
used for this purpose, Practice in the 
actual exUll8ulshment of a fire would 
make a lasting Impression on all crew 
members. 

This point was clearly demon· 
s trnted last year .....hen the Coast 
Ouard conducted a series of Ore tests 
at the Coast Guard Yard. Certain 
special standard test fires simulating 
those likely to occur on motorboats 
were set Up. New recruits ",,'ere given 
various types of extinguishers and In· 
structed In their use. alter which they 
were t.o attempt to cxtirurulsh the 
various test fires. It was surprising 
how many fires were nOl extinguished. 
In most. cru;:es. fear W8$ the dominat· 
log factor which cawed Ule operator 
to stand too far a .....ay for the exUn· 
gulsher to be etrecUve. On the second 
and third atlempt5 the Improvement 
was remarkable and most of the nres 
wel'e extinguished, Thel'e .....ere, of 
course, Clllles where the operator 
failed to pull the pin as mentioned 
previously. Wltb the experience ac· 
qulred In these tests It Is not likely 
that he will make the same mistake 
again. 

One lnle1'esting phillie of this test 
program was the experience gained In 
a tt.acklng the fires from the windward 
side, A number of recruits ap· 
proached the test nres h'om the Ice· 
ward side using carbon·tetrachlorlde 
extinguishers. Needless to say they 
retreated from Ute scene tn great 
haste after being exP05ed to the Irri­
tating vapors peculiar to these ex­
tinguishers. Although these tests 
were not designed to train personnel. 
the recruits gained Invaluable experl· 
ence In practical nre nghUng. One of 
the hidden benefi ts In Ulls practical
expel'lence was acquiring an apprecla· 
LIon of just what a portable extln­
Rulsher can do. When the recruits 
had dlmcult.y extill¥ulshlnl the four· 
by four· foot spill nre as used by the 
National Bureau of Standards. It im· 
pressed upon them the fact. that the 
terminology of "first aid nre appll· 
ance" as applied to hand portable nre 
extinguishers Is for good reason . 
When these men are confronted- with 
an appreciable size fi re on shipboard 
they are not likely to waste time 
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using a portable exUngulsher and will 
undoubtedly bring more adequate 
equipment into play Immediately. 
The disastrous nre on the S. S. No­
ro/tlc is a typical case ot wasting time 
usJng a portable extinguisher on too 
serious a fire. The testimony Indl· 
cates that "The fire orlRlnated In a 
linen locker on C deck. One of the 
passengers first noticed smoke coming 
from t.bls area and called a. bell boy 
who opened the linen locker. A large­
amount of smoke and some names 
were Immediately apPllTent. To· 
Rether these two attempted to control 
the nre with a portable carbon·tetra· 
chloride extinguisher and a nre hOse 
from the adjacent passageway, but 
the exUngulsher was not large enough 
to have any appreciable effect. and 
there appeared to be no pressure on 
the fire main so these efforts were 
abandoned." Of course carbon-tetra· 
chloride was not a suitable extinguish· 
Ing agent for this class A nrc In any ,.... 

Speaking of carbon· tetrachlorjde 
extinguishers brings to mind a tech· 
nique developed by a ferry vessel op· 
el'lltor some years ago wherein he 
Introduced a coloring In the liquid In 
order to prevent employees and pas­
sell¥etS from using the extinguishers 
for cleaning purposes. As you know 
this Is a very dangerous practice, for 
carbon·tetrachlorlde extinguishers are 
extremely sensitive to their recharge 
liquids. To illustrate this point, we 
need only to quot.e from Navigation 
and Vessel Inspection Circular 4-48 
wherein It was stated that "The man· 
ulacturer has Informed the Coast 
Guard that the reason tor the fa ilures 
(of their carbon·t.etrachlorlde extin· 
guishersl was caused by a change 
made by their supplier In the metho:i 
of preparing the chemicals used in the 
extinguishing liquid. The question· 
able IIquld Is believed to have caused 
Internal corrosion of the extinguish· 
ers, making them inoperative." If 
Just a cbange In the method of pre· 
paring the chemicals can cause such 
damage, it can be appreciated that 
Int.roduclng a coloring agent by any· 
one other Ulan the manulacturer Is 
almost bound to g:\ve trouble. 

FIre fi ghting Is a skill In which the 
average seaman has little or no prac· 
tical knowledge or experience. Yet. 
.....hen a Ore occurs at sea. he is ex· 
pected to act quickly and IntelUgenUy 
to effect extinguishment. It has been 
said that the art of building ships in 
a manner to restrict the spread of fire 
has made great advances In the past 
few decades, but the operation of 
ships In a flre ·~afc manner has not 
kept pace with this Improvement of 
design and construction, and the art 
of nre extinguishment. on board ves· 

sels has tallen far behind the skill 
employed In fires Involving land struc· 
tures. In a sense this Is understand· 
able alnce nres on land are usually 
fought by expert nre fighters who de­
vote their lives to this cause. 

Let us all work together therefore 
to remove this stigma on our ftre~ 
nghtlng abilities so that next year at 
this time we can look back with pride 
on our accompUshmenll5. 

SHORT, SHORT 
A seaman. while stripping his 

fOl"elgn·made pistol, accidentally al· 
lowed the slide to slip from his fingers 
seating a cartridge. At about this 
Ume the vessel rolled, sending the 
seaman ofl·bal ance. The lun dis· 
charged and wounded lhe bow 
lookout. 

STEERING ORDERS 
Beelluse of the possibility 01 confu· 

slon. the U!"e of the words "starboard" 
and " port" In orders to the helmsman 
has been prohibited by an act of Con­
gre.!s. The orders to lhe helmsman. 
which must be used Instead of those 
formerly used. arc as follows : 

"R1ahl rudder:' which Is an order 
for the wheel to be tUl'Ilcd to the right, 
~o that the rudder and the head of 
the vessel go to the right.. 

"Left rudder:' which Is an order for 
the wheel to be turned to the left, so 
that the rudder and the head of the 
vessel go to the left. 

Rudder Indicators must be consist. 
ent with the above provisions. 

The use of these orders to the 
helm!man Is mandatory on all vessels. 
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LESSONS FROM CASUALTIES 


MAY WE SUGGEST .....• 

A f e(:cnt flltnllty on n coaSLwl.se lug 
no~ subject to Inspection has brought 
out a danger which mll), exist on other 
vessels engaged In towing operations. 
This danger, having lain dor mant for 
some year!!. nnlllly struck. proving 
that Ii repented unsafe I)mctice will 
in Ume claim u Victim. Wherever you 
nre, whoever )'OU nrc. we hope you 
11'111 consider thls (nUllity and act. on 
our 5uJH:estion5. 

Thls Is "'hM happened. 
The tug. a d iesel propelled vessel of 

288 gross tons. was engalled In towing 
Ii balllc. At 0230 on a dUl'k. clear 
nigh t wi th light. m in. smooth sea and 
light llorUlcast ""Ind, Ute tug IlP­
proached the entrnncc to ILS destined 
harbor. At th is time the deccRlSC!d was 
on the afte r deck flaking down n 
mnnlla line which WIlS to be used fo r 
mooring purposes upon nl'l' ivui II I the 
pier. 

The second mille stnted he. was 
stnndlng ncur the uftCl' end of t h ll 
deck house with his bnck turned to 
the deceased when he heard the sound 
of the lowlnl: wire whip acroS!! the 
deck a nd strike Lhe deceased. who 
then tell fnc e fonl'ard by the bulwark. 
Unconscious. he \\'Us removed to the 
\'cssel's mes.sroom where ftrst-a ld 
t reatment was administered. An a m­
bulnnce was waiting at the plcr UIXlIl 

arrival, but LO no avail. The Injured 
man was pronounced dead, appar­
cuLly having been killed ill$Latttill 
when hls head struck the vessel's bul­
wark wi th great foree, 

T he Investigation disclosed that the 
coller p i ll holding the sheave p in In 
place on thll fair-lead block had 
broken Off. allowing the sheave pin to 
drOI) out a nd the towing .....Ire to slip 
out of the fair-lead, fsee picture.) 
By putting Ule pieces at the broken 
cotter pin togeLher , It was determined 
that lhe pin was made of Iron. ap_ 
proxImately four Inches long a nd \,._ 
Inch th ick in Its separate parts. ll iso 
that It had been In Ii rus ted condition 
a nd very brittle, On the other hand , 
the falr·lead was found to be In a 
generally good condition, 

The appa l'ent CIIUse o f this fnlnl ac· 
cldellt WIlS the bl'eakl ng off of the 
coUer p in on lIle fnlr-Ieftd block which 
ftllowed the towing wire to sYo'ccp 
aCl'oss the deck and fat.ally Injure the 
deceased , Obviously, the cotter pin In 
ques Won WftS inadeqllCl !e and Imsff/c 
due It Its deteriora ted condHlon. By 
referring to t he iIlustralive Illc ture. 
It cau be r ead ily seen Jus t how Inade. 
quate the cotter pin assem bly would 
be even under the best of conditions, 

We suggest and urge thatsucll foir. 
lend block arrangements be recog· 
nlzed as uns:l fe ftnd, recommend that 
a bearing pin secured witll a nut and 
remmlns pin be used. 
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CARELESS HANDLING OF 

FIREARMS 


A sect ion of the Criminal Code 
sUi tes in part: "Whoe\'er brings. ear­
rles, or possesses a ny dangerous 
weapon • • • on board of any 
vessel rel!lstered. enrolled, or licensed 
under the Iftws of the United 
Stales without previously 
oblnl ning the permission ot the owner 
or mastel' of such vessel • • • 
shall be fined not more than Sl.OOOor 
im prisoned nol more thon one year, 
0 1' both," 

It nifty not be Immediately apllar_ 
ent, bu~ this law plnces ft tremendous 
I'Clipons lblll ty on thc mas ter, for he 
becomes the Judge 01 who Is suffi­
cien tly resPOllslble, intelligent, ju· 
dlclous. ft nd mtlonal to be cOllSldered 
a good bet for a shipmate whUe in 
possession o r such dll ngel'ous wenpon. 

Recently. one mastel' m ft de a poor 
choice, 

A Chlcf Eng ineer had been asslgnro 
10 the vessel for mlljnlenance and se­
curi ty I'easons Rt a time Yo' hen Ule 
Vl'SSC1 was Ift ld UP , He purc hased a 
shotgun to use for hunting in Lhe vi­
cinity of the vessel. When the vessel 
was reactivated. this s.'lme Chief En­
gineer Willi re la.lned on board, and 
hnvlug no occasion to dlspcse of the 
shotgun , he kept Iton board-with the 
masler'S cognlZ!lnce. 

Mem bers o f the cl'ew generallY be· 
lIeved tlmt the engineer y,'as Incom _ 
peten t with the firea rm becnuse on 
numel'Qus occasions he played y,ith 
the shotgun In his quarters even 
though other persons were present.. 
This ftct In Itself. of course, was 9 
basis for skepticism for It set the stage 
for t he most fft mous or ra mous Inst 
words: " I d idn't know the gun was 
londed." 

But, on with the story. 
The crew signed forelgll urtlcles, 

and the vessel departed for EUl'Ollenn 
POl' ts. 

One even ing. under wny In the Med­
itel'l'anenn, the Chlcf Engineer WftS 
PA id n visit by the l1dl'd Assistant 
ftnd another crew member, They 
found the Ch ief In the process of at­
tempting to extrlcute a ca r t r idge from 
the gun. He was on his knees with 
his back to the two persons, the stock 
of t he gun on the deck with the barrel 
pointi ng up. in some manner. while 
the englnccr wus working with the 
mechanism. Lhe gun tIred, discharging 
pelieLs Into the back of the Third As-
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