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EDITOR'S NOTE: 
FRONT cov.eR-SS America plunging into a heavy Atlantic sea. 
BACK COVER- The poem, Sea Nocturne, by Antony 0. de Courcy, Second 
Cook and Baker, which won second prize in the 1954 Artists and Writers 
Poetry Contest, sponsored by the Seaman's Church Institute of New York. 

U. S. CORPS OF ENGINEERS ISSUES PUBLIC NOTICE ON 
OIL POLLUTION 

The following Public Notice was issued on 20 January 1955: 
Complaints a.re again being received against the oil pollution of the Rehoboth 

Beach, Del., area and in the Dela.ware River and Bay. This pollution is 
attributed to vessels discharging oil in violation of Federal law. 

The Oil Pollution Act approved 7 June 1924, of the Federal laws for the 
protection and preservation of the navigable waters of the United States, pro
hibits the discharge of oil of any kind or in any form, including fuel oil, oil 
sludge, and oil refuse, from any vessel into the coastal and inland navigable 
waters, except in cases of emergency imperiling life or property or unavoidable 
accident, collision or stranding. Section 13 of the River and Harbor Act 
approved 3 March 1899 prohibits the discharge of refuse of any kind from 
shore establishments and ships into such waters. 

Violators of these laws are guilty of a misdemeanor and are liable to a fine 
not exceeding $2,500 nor less than $500, or to impiisonment not exceeding one 
year nor less than· 30 days, or to both such fine and imprisonment, for each 
offense committed. Masters or other licensed officers of any vessels found 
violating these laws are also subject to having their licenses suspended or 
revoked. 

The Secretary of the Army is charged with the administration of the above 
laws with assistance from the officers of the Coast Guard and Customs Serv
ices. Full cooperation is requested, therefore, in the abatement of illegal dis
charges of oil and refuse from vessels and shore establishments. Masters of 
vessels engaged in coastwise shipping are warned that they must comply with 
the Federal laws and not discharge any oil that is likely to be washed up on 
the beaches and shores along the coastal and inland waters. 

The Coast Guard and employees of this district have been alerted in this 
matter with a view toward prosecuting violators of the anti-pollution laws. 

(S) ALLEN F. CLARK, JR. 
Colonel, Corps of Engineers 
District Engineer 
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PHYSICAL STANDARDS OF SEAFARERS IN RELATION 
TO SAFETY AT SEA 

This is a sequel Lo the article by 
the same name printed in the Decem
ber issue of this publication. 

Since October 19, 1954, when the 
draft of proposed physical standards 
was first promulgated to all segments 
of the merchant marine, there has 
been much correspondence which in
dicates that there are groups that are 
not aware of the reasons for this 
proposal. 

The Coast Guard is of the opinion 
that the existing statutory authority 
concerning physical standards for 
merchant seamen is inherently weak, 
and that the regulations based on 
these laws, which govern the physical 
standards, are vague and ambiguous. 
In ·comparison witli the other ma; or 
maritime powers, the United States 
has the most lenient physical stand
ards and, in contrast, the highest 
standards for materiel and mechani
cal safety. 

The basis for the proposed change 
was the information the Coast Guard 
has received in recent years concern
ing the employment of physical in
competents aboard merchant ships. 
Such persons are not only in a posi
tion where they are a danger to them
selves but they are also a danger to 
fellow crew members. To do other 
than inform the merchant marine of 
the situation, would be a dereliction 
of the Coast Guard's vested duty of 
the protection and safety of life and 
property at sea. Irrespective of the 
final outcome of this proposal, the 
Coast Guard will continue in the per
formance of its duty as a public 
servant. 

In considering the proposal for 
changes in the regulations that per
tain to physical standards for mer
chant seamen, there is an old axiom 
that should be remembered, that 
reads as follows: ''Nothing, man 
made, is so perfect but that it can be 
improved." I t would be an under
statement to say that the existing 
regulations are not perfect. The 
Coast Guard believes that the need 
for improvements has been clearly 
demonstrated and stands ready to 
assist all concerned in making im
provements in these regulations for 
the best inte1·est of safety at sea. 

To more expllcltly illustrate the 
knowledge the Coast Guard has had 
that gave rise to the original pro
posal, some typical case histories will 
be discussed . It should again be 
men tioned that as far as entry ratings 
are concerned, I. e., ordinary seamen, 
wipers and coal passers. no physical 
examination is required. This does 
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not mean that all entry ratings are 
necessarily physically incompetent, 
but it does mean that a person who is 
suffering from any known atruction, 
contagious, infectious or otherwise, 
can prncure a Merchant Mariner's 
Document which will authorize him 
to serve on any U. S. merchant vessel. 
Those members of the steward's de
partment, who are food handlers, are 
only required to be examined tor a 
communicable disease. A hypothet
ical case which is well within the 
realm of possibility, would be that of 
a. homicidal paranoiac who decides he 
wants to go to sea. Having applied 
for a Merchant Mariner's Document 
with a. messman <food handle1·> en
dorsement, he would be examined for 
a communicable disease. If the re
sults were negative, he would be free 
to sail. 

With the foregoing loopholes in 
physical standards in mind, let us 
examine a few actual case histories. 
These cases are representative of the 
type that are daily reported to the 
Coast Guard. It will be noted that 
the ships involved are all U. S. mer
chant vessels. These cases are as 
follows: 

ABLE SEAMAN 

Subject was issued seaman's docu
ments on 2 May 1944 endorsed for 
able seaman. Following a short en
listment In the U. S. Navy, he was 
given a medical discharge in January 
1947 because of petit mal epilepsy. 
He resumed sa11lng in the merchant 
marine until 24 August 1953. On 
that date he volunta1ily surrendered 
his document to the Coast Guard 
until certified fit for sea duty by the 
USPHS. At this date he still remains 
unfit !o1· sea duty. A resume of his 
medical history during his service in 
the U. s. merchant marine is as 
follows: 

(a) In his 9 years of sailing, sub
ject had epileptic seizures on 13 
vessels. 

(b) On the last vessel on which he 
served, he had 5 epileptic seizures 
during the 1 vo11age. 

l!OATSWAIN 

This seaman sails as Able Seaman 
and Boatswain. He is now 63 years of 
ag~. Official records show that he did 
not commence sailing in the U. s. mer
chant marine until 1941 when he was 
50 yea.rs old. P rior to that t ime he 
had served several enlistmen ts in the 
U. s. Navy. Soon after receiving his 
first seaman's documents he l·een
listed in the U. S. Navy and served 
until 17 November 1944. On that 

date he was given a medical discharge 
from the u. s. Navy. In 1952, subject 
told Coast Guard Investigating Offi
cers that he was receiving a disabilit11 
pension from the U. S. Na1.J11. He 
stated that he wa-s going to sea for 
"just a little longer to make some 
extra money." The summary of sub
ject's medical history in the merchant 
marine since he left the U. S. Navy 
Is as follows: 

<a.> From 1944-52. subject became 
Incapacitated on at least eight oc
casions and could not perform duties 
aboard various vessels by reason of 
heart attacks. 

<b> On 23 June 1952, subject was 
brought before the CiVll Service Hear
ing Examiner in San Francisco on a 
charge of physical incompetence by 
reason of a heart ailment. The Ex
aminer ordered the case dismissed 
when subject produced a. USPHS cer
tification that he was fit for sea. duty. 

<c> On 21 January 1954, while 
serving as Able Seaman on a 
freighter, subject was again unable to 
perform his duties and was hospital
ized at Saigon. 

Presumably, subject is again sailing 
as Able Seaman or Boatswain on a 
U. S. merchant vessel. 

onDINAnY SEAMAN 

Subject was issued a Merchant 
Mariner's Document endorsed as an 
Ordinary Seaman on 29 November 
1945. In 1938 and 1939, subject was a 
patient at the Westboro Mental Hos
pital in Massachusetts fo1· 19 months. 
Following his release, he enlisted 1n 
the U. S. Navy. In 1941, he was given 
a. medical discharge from the u. s. 
Navy for reason of mental illness. 

Subject's medical history while 
serving in the U. S. merchant marine, 
Is as follows: 

<a> On 19 August 1951, he was re
moved from a freighter and was hos
pitalized in a mental hospital at 
Dublin. Ireland. On 25 October 1951, 
he was repatriated to the U.S., under 
guard, with recommendation for fur
ther treatment. He resumed salling 
on 7 February 1952. 

(b) On 16 April 1953, subject, while 
serving as Ordinary Seaman on a 
freighter, went berserk and was hand
cuffed to his bunk. These measures 
were taken to safeguard other crew 
members, as well a-s himself, from pos
sible harm. When the ship arrived in 
Seattle, he was removed to the USPHS 
hospital. On 25 April 1953, he was 
committed by court order, as In
sane, to the Northern ·State Mental 
Hospital. 

31 



- Cc> On 13 September 1953, subject 
was transferred to the Westboro Men
tal Hospital in Massachusetts. He 
was released after a few weeks and 
immediately initiated action to regain 
his Merchant Mariner'& Document. 
I t is noted that when released from 
the Seattle hospital, his diagnosis was 
manic depressive psychosis, manic 
type, and he was not considered to 
have recovered. 

Cd> On 22 December 1953, subject 
was again found fit for sea duty by 
the USPHS in Boston, Massachusetts. 
On review of the entire case by the 
USPHS in Washington, D. C., how
ever, it was concluded that he was not 
fit for sea duty. 

CHIEF COOK 

This seaman sailed for many years 
in the steward's department on vari
ow U. S. merchant vessels, usu.ally as 
Chief Cook. He might still be sailing, 
cooking and spreading disease if he 
had not died in 1953 while aboard ship. 
When the C-3 type freighter reached 
port, an autopsy was made, and it was 
determined that his death was due to 
"chronic pulmonary tuberculosis with 
ulceration of the jejumum <active>." 

The results of the autopsy also indi
cated that subject had been sufiering 
from tuberculosis for many years. 
The number of seamen who ate food 
prepared by this man, who had tuber
culosis in its most contagious state, 
can only be surmised. 

WIPER 

Subject, who sails as wiper, was 
given a chest X-ray on 23 September 
1953, at a USPHS marine hospital. 
The results of the X-ray showed that 
subject was suffering from acute 
active pulmona111 tuberculosis in its 
most contagious stage. Subject dis
appeared before the USPHS could 
seek his commitment to a sanltortum. 
<It should be noted here that even if 
the Coast Guard had been advised of 
his condition, no action could have 
been taken to prevent his sailing, 
until he had actually signed on a 
vessel and had been in a position to 
SPread the disease.) 

Subject had just signed off a C-2 
freighter after a 10 months voyage, 
7 days prior to the X-ray, so pre
sumably in that 10 months period he 
was able to infect several fellow crew
members. 

Subject, probably realizing his con
dition, traveled to another port and 
signed on another C-3 freighter for a 
foreign voyage. This voyage lasted 6 
weeks and again fellow crew members 
were fortunate If they did not become 
infected. On the arrival in the first 
U. S. port, subject was contacted by 
the Coast Guard and voluntarily sw·-
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rendered his Merchant Mariner's 
Document until cured of tuberculosis. 
LICENSED SECOND MATE---ABLE SEAMAN 

Subject. was issued seaman's docu
ments on 30 August 1937. Subject is 
now only entitled to possession of a 
validated Merchant Mariner's Docu
ment endo1·sed as Able Seaman, as he 
recently voluntarily surrende1·ed his 
license on general principles. On 14 
March 1944, following a voyage to the 
South Pacific on a freighter as boat
swain, subject surrendered his docu
ments until certified fit for sea 
duty by the USPHS. This SUlTender 
arose from the fact I.hat subject had 
received numerous injections of 
morphine during the voyage and had 
refused to perform his duties unless 
given a daily shot of morphine. On 
14 March 1944, he was found fit for -
sea duty by the USPHS and returned 
to the merchant marine. 

On 25 July 1944, his seaman's docu
ments were suspended for 3 months 
at Noumea, New Caledonia, for as
saulting a Chief mate while under the 
effect of an unknown Intoxicant. 

On 9 August 1945, his documents 
were suspended at Cristobal, C. Z. 
<until he was declared fit for sea duty 
by the USPHS) , for physical incom
petency by reason of using narcotic 
drugs while serving in the deck de
partment of a freighter. On 1 Octo
ber 1945, he was certified fit for sea. 
duty and immediately returned to 
service tn the merchant marine. 

In 1947 subject was hospitalized 
from his ship in Gibraltar having 
sufiered fits and convulsions. On 7 
January 1948, he was declared fit for 
sea duty by the USPHS at New York. 

In September 1953, on a voyage to 
the Pacific, subject, who was em
ployed as an able seaman, refused to 
go aloft because of ill health. 

An indication as to the reason for 
subject's ill health can be found in 
his police record, which is as follows: 

(a) On 12 January 1933, at Port
land, Oreg., he was given a suspended 
sentence for a charge of narcotic 
addiction. 

Cb) On 24 November 1950, in San 
Francisco, he was convicted for nar
cotic addiction and was sentenced to 
90 days' Imprisonment. 

Cc> On 18 May 1954, subject was 
ancsted in San Pedro imd was 
charged with possession of heroin. 
He admitted to arresting officers that 
he was using a shot per day. 

Since subject was not arrested 
while serving aboard merchant ves
sels and prior to the enactment of 
Public Law 500, he is still entitled to 
his U. S. Merchant Mariner's Docu
ment. Presumably, as soon as he is 
released from jail on his most recent 
narcotic arrest, he will resume em
ployment as an able seaman. 

ORDINARY SEAMAN 

This seaman was issued seaman's 
documents endorsed as Ordinary 
Seaman (no physical examination re
quired) on 15 July 1942. He is now 
entitled to possession of a Merchant 
Mariner's Document. 

On 7 August 1952, having sailed 
intermittently on deep sea vessels, 
subject secured employment on the 
Mississippi River as an operator of a 
28-foot motor-propelled barge tender. 
He secured this employment on 
the basis of his Merchant Mariner's 
Document. On 11 August 1952, he col
lided his craft with a large freight 
vessel proceeding up the Mississippi 
River. It was a clear night and at 
the point of collision the river was 
more than 1,200 feet wide. The 
freighter sounded warning whistles 
when the motorboat was more than 
one-half mile away, but the motor
boat, after erratic maneuvering, 
rammed the freighter. 

Subsequent investigation disclosed 
that the subject was mentally re
tarded with the mentality of an eight 
year old (his own attorney admitted 
to this fact) and at the time of col
lision was under doctor's care for a 
mental condition. Subject made the 
following illuminating statement 
during the investigation, "Every time 
I turned my boat the ship was coming 
right after me." 

Since subject was not, serving under 
the authority of his document, the 
Coast Guard therefore has no juris
diction under R. s. 4450. In view of 
the present lack of statutory provi
sions for physical incompetency, it 
can only be hoped that this seaman 
will not cause other accidents aboard 
merchant vessels which may result in 
se1ious injury to shipmates. This is 
a case that illustrates there a.re no 
statutory provisions to protect bona
fide seamen from a shipmate who may 
be a mental defective. 

ABLE SEAMAN 

Subject was issued seaman's doc
uments on 28 December 1945. He has 
since received an endorsement for 
Able Seaman. A bl'ief i·csume of sub
ject's medical history while serving 
in the deck department on U. S. mer
chant vessels ts as follows: 

On his first ship, in August 1946, 
he was removed at Algiers for medical 
treatment, and was repatriated to the 
United States. 

On return to the United States, he 
was hospltaUzed, and voluntarily sur
rendered his documents until certi
fied fit for duty by the USPHS. On 
18 June 1947, he was found fit for sea 
duty and his documents were re
turned to him. 
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On 12 July 1948, he was hospital
ized from his ship at Bristol, England. 
Following his release from the hos
pital in England he signed on another 
ship, but, in a few days, on 29 August 
1948, he was hospitalized again, this 
time at Liverpool, England, and was 
repatriated back to the U. S. 

On 25 May 1949, he was hospitalized 
from his ship at Gibraltar and was re
patriated back to the U. S. 
. On 25 September 1951, he was hos
pitalized from his ship at Narsarsuak, 
Greenland, and was repatriated back 
to the u. s. 

On 19 January 1954, he failed to 
join his ship aL Bremerhaven, Ger
many. When he was located by the 
Coast Guard he was charged with 
misconduct and a hearing was held 
at Baltimore on 16 March 1954. Sub
ject pleaded in defense that he had 
suffered a heart, attack aboard ship 
and while ashore in Germany which 
resulted in his missing his ship. The 
Civil Service Hearing Examiner dis
missed the case, in view of this plea 
of illness. 

From 15 February 1954 to 16 March 
1954, subject was a patient at the 
USP.HS hospital at Baltimore. He 
has since been certified to be fit for 
sea duty by the USPHS and presum
ably is now serving as an Able Seaman 
in the merchant marine. 

This case well illustrates the need 
for regulations setting forth certain 
minimum standards of ability and 
suitability for service in the mer
chant marine. Here is the case of a 
man theoretically qualified to serve 
as an able seaman on any ship in the 
U. S. merchant marine, yet, In nearly 
every ship In which he signs articles, 
he is unable to perform because of 
some ailment and is repatriated back 
to the U. S., only to repeat the cycle. 

UTl.LITYMAN 

This seaman sails as utilityman in 
the stewards' department on passen
ger vessels. In January 1949, while at 
sea, he threw a coffee mug at a ship
mate. .This Incident occurred in the 
passenger area. On the same voyage, 
he was observed to carry on animated 
conversations with various bulkheads. 
In 1953, he attempted suicide while 
serving on a U. s. merchant vessel. 
In 1954, when examined by a company 
doctor, before signing articles on a 
passenger ship, he was rejected as a 
schizophrenic. He thereupon insisted 
on his union rights and was subse
quently examined by the USPHS and 
was found fit for duty. 

He slgned·articles and in less than 
an hour commenced to act in an irra
tional manner. He would bcraLe fel
low crew members at the top of his 
voice, using obscene language, until be 
would become incoherent. A few days 
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after the voyage commenced the ship's 
doctor declared him unfit for duty and 
suffering from a psychosis. He was 
relieved from all duty. 

When the ship returned to the U. s .. 
subject's Merchant Mariner's Docu
ment was suspended until found flt for 
sea duty by the USPHS. It would ap
pear from the record that subject was 
incompetent for sea duty in 1949 when 
he was found talking to bulkheads, 
yet, he was not declared unfit for sea 
duty until 5 years later. One of the 
reasons for this delay was undoubt
edly due to the !act that the existing 
regulations are so vague the USPHS 
has no minimum standard by which 
to evaluate whether a person is capa
ble of performing his duties at sea. In 
this particular case there was no ex
amination required when subject orig
inally received his Merchant Mar
iner's Document, except for communi
cable disease. 

THIRD MATE 

This seaman has a Third Mat.e's 
License. He is a tankerman, usually 
shipping out on the East coast. On 17 
December 1951, while serving aboard 
a tanker which was underway with a 
full cargo of gasoline, smoke was ob
served to be coming from subject's 
quarters. An investigation showed 
that subject had set fire to his cabin 
and then described it to the crew as a 
pretty fire. When members of the 
crew attempted Lo extinguish the fire, 
subject fw·iously fought to prevent 
them from putting out the blaze. He 
was finally overcome by force and 
handcuffed to a berth in the ship's 
hospital. Later, he attempted to 
commit suicide by hanging hilnself 
from the top berth. He was removed 
to the USPHS hospital when the 
tanker docked at the next port. 

Subject was released from the 
USPHS hospital and his present lo
cation ls unknown. He still retains 
possession of his Merchant Mariner's 
Document and his license. The 
Coast Guard will take disciplinary 
action against subject when he Is 
located. 

It should be noted that once a per
son receives a Third Mate's License, 
he need not have another physical 
examination. This means that he 
could develop any type of mental con
dition, or other affliction, and there 
would be no way fo1· medical author
ities to determine the fact until, as 
happened In this case, the person 
commit.s some glaring act that brings 
his condition to the attention of the 
authorities. It also means that a 
person can obtain successive licenses, 
including that of Master Mariner, 
and only be required to take a color 
sense test. 

ORDINARY SEAMAN 

Subject received his Me1·chant 
Mariner's Document, endorsed f01· 
Ordinary Seaman, on 1 August 1951. 
He made several voyages on coastwise 
vessels. In January 1952, he turned 
himself In at a USPHS hospital for 
stomach pains. It was determined at 
the hospital that subject was men
tally Incompetent for sea duty. He 
could neither read nor write and could 
not read numerals. (This fact would 
preclude him from steering a gyro 
compass course.> He did not know 
his age, what day it was, or where he 
was. He had left the second grade 
at the age of seventeen (17) years. 
While this man ls to be pitied, his 
presence aboard a large modern ship 
is not conducive to the safety of the 
ship or the crew. 

ABLE SEAMAN 

This seaman sails as Able Seaman. 
On a recent voyage, a few hours out 
of port, he had an epileptic attack 
and fell to the deck. It required four 
men to hold him down and another 
to prevent him from swallowing his 
tongue. When the vessel docked he 
refused to go to the hospital even 
though an ambulance was called. 
He admitted to the Chief Mate that 
he had expe1ienced similar attacks 
for the past several years usually 
after being suddenly awakened. The 
possible results, if subject were sud
denly called from a sound sleep to 
assist in an emergency, or even to go 
on watch, are readily apparent. 
Subject surrendered his Merchant 
Mariner's Document to the Coast 
Guard until certified that he is fit for 
sea duty. 

This seaman had apparently been 
suffering from epilepsy for several 
years. While the regulations do pro
vide that no one shall be endorsed as 
Able Seaman if he suffers from epi
lepsy, there is no provision for an 
Able Seaman to ever have a physi
cal examination once he receives 
his Merchant Mariner's Document. 
Consequently, there was no way to 
determine that subject was so af
flicted, until he was in a position 
aboard ship where of course he could 
be a hazard not only to himself but 
to his shipmates. 

WIPER 

Subject was issued a Merchant 
Mariner's Document on 20 January 
1953 with an endorsement for wipe1· 
<no physical examination required>. 
In April 1953, he signed articles on 
a C-3 freighter as wiper. A few days 
later he sutiered an epileptic black
out and was removed to a USPHS 
hospital. Subject told the Coast 
Guard Investigating Officer that he 
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had been suffering from epilepsy 
since the age of 11. While this man 
is to be greatly pitied, a merchant 
ship hundreds of miles at sea is not 
the proper place to treat a person 
suffering from epilepsy. 

WIPER 

This seaman sails in the engine de
partment as wiper <no physical ex
amination required>. On 28 May 
1952, in the port of San Francisco, he 
suffered an epileptic fit in the engine 
room of a tanker. When he recov
ered sufficiently to walk, he left the 
ship to seek medical attention ashore. 
He remarked to shipmates that he 
had been treated for several years tor 
epilepsy by the USPHS in Long 
Beach and San Francisco. Crew 
members stated to the Coast Guard 
Investigating Officer that they were 
concerned that the subject, through 
his union rights, would return to the 
ship and be a constant hazard. 

OILER 

This seaman sails in the engine de
partment usually as an oiler. On his 
last ship, a tanker, he was observed to 
be smoking a cigarette on the main 
deck. The tanker was carrying gaso
line. When an attempt was made to 
stop him he ran wildly about the deck 
to avoid capture. When the tanker 
docked at Los Angeles, in March 1953, 
subject was removed to a USPHS hos
pital where he was found to be suffer
ing from a serious emotional disorder. 

This oiler may have been mentally 
unbalanced for several years. but, as 
the regulations now are written, once 
a seaman receives an oiler's endorse
ment. he need never have another 
physical examination. Consequently, 
there was no way to determine that 
this oiler was dangerous until he made 
an overt act. 

WIPER 

This seaman sails in the engine de
partment as a wiper <no physical ex
amination required) . During the 
mon.th of September 1951, subject was 
servmg aboard a Victory-type ship. 
Soon after the voyage commenced, it 
was noted that the subject, for no 
reason, would suddenly utter loud 
screams. When questioned about 
them he replied that he was talking 
to an animal. On another occasion, 
he was observed jumping up and down 
off a stool, and when questioned, he 
stated that he was not jumping but 
that someone was pulling the stool out 
from under h im. He wa.s placed in 
the sickbay and was hospitalized at 
Naha, Okinawa. 

Present whereabouts of subject is 
unknown and he ls wanted for exam
ination by competent authority. 
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nautical queries 
DECK 

Q. Would you regard the metra
centric height calculated for a. cargo 
vessel using the cargo plan and hatch 
list as an exact or approximate value? 

A. The calculated GM using 
cargo plans and hatch lists for loca
tion of weights should be regarded as 
an approximate value whose accuracy 
depends on the care with which the 
work is performed. The center of 
gravity of the weights in the various 
compartments, particularly when a 
varied cargo is carried, must be esti
mated; where homogeneous cargoes 
are carried with known centers of 
gravity, the possibility of inexactly 
estimating the center of gravity for 
each c.ompartment is lessened. 

Q. What liquid is usually em
ployed in a telemotor system? 

A. Usually a mixture of water 
and glycerine. Some light oils have 
also been tried with success. 

Q. How are chain and wire con
nections between pilothouse and en
gineroom telegraphs adjusted? 

A. Provision is made at certain 
parts of vessel whereby the chains and 
wires are adjusted by turnbuckles. 

Q. A ship making 70 r. p. m., 
pitch of propeller 20 feet and slip 10 
percent. What is the actual 11peed? 

A. 
70X20X60X.9 

Speed=-- 6-080 - = 12.43 knots. 

Q . State some of the factors 
which would modify or disperse nor
mal fog over water. 

A. <a> Increase or shift in wind. 
<b> Increase or decrease in the differ
ence between the temperature and 
dew point. <c> Mixture with drier 
air. <d> Front passage. (e) The sun 
has no effect on fog over water, al
though it does thin fog over land. 

Q. How are the dense fogs off the 
Newfoundland coast formed? 

A. Air ft.owing from a warm water 
surface over a colder water surface 
may form a fog which covers a large 
area of the open sea and remains 
dense for long periods. Off New
foundland, where the Labrador cur
rent glides past the Gulf Stream, 
warm southerly winds <from ESE to 
SW) carry moisture from the w1:u·m 
Gulf Stream over the cold Labrado·r 
current where the temperature of the 
air is lowered and the water vapor it 
contains is condensed in the form of 
visible water droplets or fog. 

ENGINE 

Q. What are the possible effects 
of excessive wear in the main bear
ings of steam turbines? 

A. When main turbine bearings 
become worn the position of the shaft 
is altered. The first and most im
portant result of this condition is the 
wearing of radial dummy packing 
strips and gland strips on reaction 
turbines and of gland and diaphragm 
strips on impulse turbines. Th.is 
damage reduces the efficiency of the 
turbine and causes an increase in the 
steam consumption. In aggravated 
cases. when the bearing drop is exces
sive (about 0.020 inch), the blades of 
reaction turbines will rub against the 
interior of the casing with the prob
ability of dislodging sections of blad
ing which. in turn, would cause a 
complete disablement of the turbine. 

Q. Describe how the speed of the 
turbine is controlled by the lifting 
beam and nozzle control valves. 

A. Steam is admitted to the tur
bine through throttle and nozzle con
trol valves. Speed control is effected 
by varying the number of nozzle con
trol valves that are open, through the 
operation of the lifting beam mech
anism. Normally the throttle is left 
wide open. The mechanism consists 
of a steel beam drilled with holes in 
which the nozzle valves slide. The 
valve stems are of varying lengths 
and are fitted with shoulders at the 
ends. When the beam is lowered all 
valves will rest upon their seats. 
Raising the beam will open the valves 
in succession, in sequence of stem 
length. The beam is raised and 
lowered by the lever connected to the 
speed governor. 

Q . What procedure should be 
followed when ballasting fuel tanks in 
port? 

A. Pumps should be started be
fore opening seacocks. When ballast 
is started, all tanks should be in
spected to insure that only the tanks 
intended as ballast tanks are receiv
ing water. The same attention and 
care should be exercised in filling bal
last tanks that is given to topping off 
tan:ks when bunkering, since any oil 
residue remaining in the tanks would 
ft.oat out on the water in the event of 
a ballast spill. When completing the 
loading of ballast, seacocks should be 
closed before stopping the pumps to 
guard against any oil that may have 
been trapped in the lines from escap
ing overboard through the seacocks. 
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In this, the 16th article in the Side 
Lights on the Rules Series, we shall 
continue with the comparison of the 
International Rules with the corre
sponding provisions of the local Rules 
applicable to Inland W aters, Western 
Rivers, and the Great Lakes by turn
ing to Rule 19, International Rules, 
dealing with power-driven vessels on 
crossing courses. 

Rule 19, International R ules, states: 
Rule 19. When two power-driven ves

sels are crossing, so as to involve risk of 
collision, the vessel which has the other 

or any other Rule, or of her duty to indi
cate any action taken under these Rules 
by giving the appropriate sound signals 
laid down in this Rule. 

Under the quoted wording of Rules 
19, 21, 22, 23, and 28, International 
Rules, the vessel which has the other 
on her own starboard side is required 
to slacken speed, stop, reverse, or 
change course to starboard to pass 
astern of the other vessel. If she 
reverses her engines, she must sound 
three short blasts on her whistle as 

on her own starboard side shall keep out i-------------------. 
of the way of the other. 

The meaning of the Rule is more 
complete when considered in relation 
to Preliminary Observation Two and 
Rules 21, 22, 23, 28 <a> and 28 (b), 
Int€rnational Rules, which provide 
that: 

PRELIMINARY 

2. Risk of collision can, when circum
stances permit, be ascertained by care
fully watching the compass bearing of an 
approaching vessel. If the bearing does 
not appreciably change, such risk should 
be deemed to exist. 

Ruie 21. Where by any of these Rules 
one of two vessels Is to keep out o! the 
way, the other shall keep her course and 
speed. When from any ca.use the latter 
vessel :finds herself so close that col
lision cannot be avoided by the action of 
the giving-way vessel alone. she also shall 
take such action as wm best aid to avert 
collision (see Rules 27 and 29). 

Rule 22. Every vessel which is di
rected by these Rules to keep out of the 
way of another vessel shall, if the circum
stances of the case admit, avoid crossing 
ahead of the other. 

Rule 23. Every power-driven vessel 
which is directed by these Rules to keep 
out of the way of another vessel shall, 
on approaching her, if necessary, slacken 
her speed or stop or reverse. 

Ruie 28. (a) When vessels are in sight 
of one another, a power-driven vessel un
der way, in taking any course authorised 
or required by these Rules, shall Indicate 
that course by the following signals on 
her wblstle, namely : 

One short blast to mean "I am altering 
my course to starboard." 

Two short blasts to mean "I am alter
ing my course to port." 

Three short blasts to mean "My en
gines are going astern." 

(b) Whenever a power-driven vessel 
which, under these Rules, is to keep her 
course and speed, Is In sight of another 
vessel a.nd is In doubt whether sufficient 
action Is being taken by the other vessel to 
avert coll1sion, she may indicate such 
doubt by giving at least five short and 
rapid blasts on the whistle. The giving 
of such a signal shall not relieve a vessel 
of her obligations under Rules 27 and 29 
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IT IS SUGGESTED THE READER REFER 
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AND TRIBUTARY WATERS AND THE ST. 
MARYS RIVER;" AND CG-184, "PILOT 
RULES FOR THE WESTERN RIVERS AND 
THE RED RIVER OF THE NORTH;" 
WHICH CONTAIN THE LOCAL RULES 
TO PREVENT COLLISIONS BETWEEN 
VESSELS ON THE LOCAL WATERS OF 
THE UNITED STATES. REFERENCES 
TO RULES AND ARTICLES THROUGHOUT 
THIS SERIES MAY BE FOUND THEREIN. 

she d oes so. · If she changes course 
to starboard to pass astern of the 
other vessel, she must sound one 
short blast as she does so. She can 
take one or more of the steps allowed 
her, but cannot attempt to cross 
a.head of the vessel to starboard if 
there is any risk of collision. T he 
other vessel, the vessel to starboard, 
on the other hand, is required to hold 
course and speed until it becomes ob
vious the give-way vessel, the vessel 
to port, cannot avoid collision by her
self. Only then can she take avoid
ing action and depart from her re
quirement to hold course a.nd speed. 
Should it appear that the vessel to 
her port is not taking sufficient action 
to avoid collision. she is allowed to 
warn the other vessel of her obliga
tion to keep clear by sounding five or 
more short, rapid blasts on the 
whistle. The giving of this signal is 
notice of possible danger due to the 
failure of the vessel to port to take 
ample avoiding action. However, it 
does not relieve the vessel to star
board from her obligations under 
Rules to hold course and speed until 
collision will be imminent without 
action on her part. She m ay repeat 

the five blast danger signal, if neces
sary, but, must allow the vessel to port 
every opportunity of living up to her 
obligation to keep clear. If she is 
finally forced to take avoiding action 
to avert a collision with the ve~sel 
to port, she must accompany a change 
in course or reversal of the engines 
with the proper whistle signal. 

It will be noted Rules 19, 21, 22, 23, 
and 28, International Rules, do not 
define the limits of the crossing situa
tion. Consequently, it is necessary 
to remember in what manner meeting 
and overtaking vessels are defined. 
By implication, two power-driven ves
sels are crossing within the meaning 
of Rule 19, International Rules, when 
they are approaching on intersecting 
courses in the arcs between meeting 
and overtaking. · In other words, two 
power- driven vessels are considered 
to be crossing so as to involve risk 
of collision if they are approaching 
each other on a constant, or nearly 
constant, bearing at right or oblique 
angles in the arc measured from ap
proximately one point on the bow to 
two points abaft the beam. 

The limits of the crossing situation 
are determined in a similar manner 
under the rules applicable to Inland 
Waters, western Rivers, and the 
Great Lakes. There, too, two power
driven vessels are said to be crossing, 
so as to involve risk of collision, if 
they are approaching each other on 
a fairly constant bearing at right or 
oblique angles within the arc between 
meeting and overtaking. 

However, what each vessel is re
quired to do and what signals each 
must give vary in several respects un
der the latter Rules. 

Art. 19, Inland Rules, is equivalent 
to Rule 19, International Rules, and 
is stated in simila.r terms: 

Art. 19. When two sterun vessels are 
crossing, so as to involve risk of collision, 
the vessel which has the other on her 
own starboard side shall keep out of 
the way o! the other. 

rt is supported in a. similar manner 
by a Preliminary Observation to the 
Steering and Sailing Rules and by 
Arts. 21, 22, and 23, Inland Rules, 
which provide that: 

PRELl.MINJ\liY-RISK OF COLLISION 

Risk of collision can, when circum
stances perm.It, be ascertained by care
fully watching the compass bearing o! 
an approaching vessel. If the bearing 
does not appreciably cbange, such risk 
should be deemed to exist. 

Ar·t. 21. Where, by any of these. rules, 
one of the two vessels Is to keep out of 
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the way, the other shall keep her course 
and speed. (See Articles 27 and 29.) 

A.rt. 22. Every vessel which Is directed 
by these rules to keep out of the way 
of another vessel shall, If the circum
st ances or t he case admit, avoid crossing 
ahead o! the other. 

Art. 23. Every steam vessel which ts 
directed by tbese rules to keep out of the 
way of another vessel shall, on approach
ing her, If necessary, slacken her speed 
or stop or reverse. 

However, the similarity in provi
sions ends with Arts. 18 (Rules III, 
DO and 28, Inland Rules: 

A.rt. 18. Rule III. If, when steam ves
sels are approaching each other. either 

. vessel fails t o un derstand the course or 
intention o! the other, from any cause, 
the vessel so in doubt shall Immediately 
signify the same by giving several short 
and rapid blasts, not less than four, of 
the steam whistle. 

Art. 18. R1ile IX. The whistle signals 
provided In the rules under this article, 
for steam vessels meeting, passing, or 
overt aking, are never to be used except 
when steamers are in sight of each other, 
and the course and position of each can 
be determined In the day time by a 
sight of the vessel Itself, or by night 
by seeing Its signal .lights. In fog, mist, 
fall1ng snow or heavy rain storms, when 
vessels cannot see each o tber, fog signals 
only must be given. 

Art. 28 . When vessels are in sight of 
one another a steam vessel under way 
whose engines are going at full speed 
astern shall indicate that fact by three 
shorb blasts on t he whistle. 

It is necessary to turn to the Pilot 
Rules for Inland Waters in order to 
develop the requirements governing 
power-driven vessels on crossing 
courses in Inland Waters. 

Sec. 80.03, Pilot Rules for Inland 
Waters, states that one short blast by 
the vessel to starboard is notice of in
tention to hold course and speed: 

80.03 Signals. The whistle signals 
provided In tbe rules in this part sball be 
sounded on an etnclent whistle or siren 
sounded by steam or by some substitute 
for steam. · 

A short blast of the whistle shall meai1 
a 'blast of about one second's dura
tion .... 

One short blast of the whistle .... 
when two steam vessels are approa-0hin1;; 
each other at right angles or obliquely 
.... !t signifies intention of steam vessel 
which is to starboard of the other to hold 
course and speed. 

Sec. 80.3, Pilot Rules for Inland Wa
ters, which is often referred to as the 
one-half mile rule, by inference, re
quires the vessel to port to answer the 
vessel to starboard with one short 
blast to indicate the intention to give 
way: 

80.3 Vessels passing each other. The 
signals for passing, by the blowing of the 

36 

whistle, sha.11 be given and answered by 
pilots, In compl1ance with the rules In 
this part, not only when meeting "head 
and head," or nearly so, but at all times 
when the steam vessels are In sight of 
each other, when passing or meeting at a 
distance Within hall a mile of each other, 
and whether passing to the starboard or 
port. 

The whistle signals provided in the 
rules in t his part for steam vessels meet
ing, passing, or overtaking are never to b e 
used except when steam vessels are In 
sight of each other, and the course and 
posi tion or each can be determJned in 
the daytime by a sight of the vessel itself, 
or 'by night by seeing Its signal lights. 
In fog, mist, falling snow, or heavy rain
storms, when vessels cannot so see each 
other, fog signals only must be given. 

Sec. 80.2, Pilot Rules for Inland 
Waters, prohibits the giving of cross 
signals: 

80.2 Cross signals. Steam vessels are 
forbidden to use what has become tech
nically known among pilots as "cross 
signals," that Is, answering one whistle 
with two, and answering two whistles 
with one. 

Sec. 80.l, Pilot Rules for Inland 
Waters, which reiterates Art. 18, Rule 
III, Inland Waters, and terms the four 
short blast signal as the danger sig
nal, requires a vessel failing to under
stand the course and intention of the 
other to signify such doubt: 

80.1 Danger signal. Jf, when steam 
vessels are approaching each other, either 
vessel falls to understand t he course or 
intent ion of the other, from any cause, 
the vessel so in doubt shall immediately 
signify the same by giving several short 
and rapid blasts, not less than four, o! 
the steam whistle, t be danger signal. 

Finally, Sec. 80.7, Pilot Rules for 
Inland waters, requires both vessels 
to stop, and back down. if necessary, 
when one of the vessels sounds the 
four blast danger signal: 

80.7 . vessels approaching each other at 
right angles or obliquely. When two 
steam vessels are approaching each other 
a t right angles or obliquely so as to in
volve risk of coll!sion, other t han when 
one steam vessel is overtaking another, 
the steam vessel which has the other on 
her own port side sball hold her course 
and speed; and the steam vessel which 
has the other on her own starboard side 
shall keep out of the way of the other by 
directing her course t o starboard so as to 
cross the stern of the other steam vessel, 
or, if necessary to do so, slacken her speed 
or stop or reverse. 

If from an y cause t he conditions cov
ered by this situation are such as to pre
vent immediate compliance with each 
other's signals, the misunderstanding or 
objection shall be at once made apparent 
by blowing the danger signal, and both 
steam vessels shall be stopped and backed 
if necessary, untll signals for passing with 
safety are made and understood. 

Under the Rules applicable to the 
Western Rivers, in the crossing situa-

tion the vessel which has the other on 
her own starboard side must keep 
clear of the other, except when one of 
the ve~sels is a descending steam ves
sel towing one or more vessels. A de
scending steam vessel with a tow has 
the right of way over any steam vessel 
crossing the river. 

As in the Rules applicable to Inland 
Waters, the required signals are sig
nals of intent. One distinct blast may 
·be given by either vessel. If given by 
the vessel to starboat:d, it represents 
intention to hold course and speed. 
If given by the vessel to port, it repre
sents intention to give way. 

The signals must be given before 
the vessels have arrived within one
half mile of each other. The danger 
signal must be used in cases of doubt 
or misunderstanding. The giving of 
cross signals is forbidden. 

A steam vessel descending a river 
with a tow desiring to hold on across 
the bow of a crossing vessel must in
dicate her intention by three dis
tinct blasts of the whistle. The 
crossing vessel must answer immedi
ately with a like signal and then stop 
or go around the stern of the descend
ing vessel. 

Rule Numbered 19, Western Rivers 
Rules, sets forth the basic procedure 
for vessels crossing in waters subject 
to Western Rivers Rules: 

Rule Numbered 19. (a) When two 
steam vessels are crossing so as to involve 
risk of collision, other than when one 
vessel Is overtaking another, the vessel 
which has the other to starboard shall 
keep out of the way of the other. Either 
vessel shall give. as a signal of intention 
to comply with this rule, one distinct blast 
of her whistle, which the other 'Vessel 
shall answer with a similar blast: Pro
vided, however, That a steam vessel de
scending a rive.r and towing another ves
sel or vessels shall be deemed t o have the 
right-of-way over any steam vessel 
crossing the river, and shall give as a 
signal of her Intention to hold on across 
t he bow of the other vessel, three distinct 
blasts of the whistle. The crossing ves
sel shall immediately reply With a simUar 
signal, and shall keep clear by stopping 
or going under the stern of the descend
ing vessel. 

(b} I! from. any cause the conditions 
covered by these situations are such as to 
prevent immediate compliance with each 
other's signals, the misunderstanding or 
objection shall be at once made apparent 
by blowing four or more short and rapid 
blasts, the danger signal, and both steam 
vessels shall be stopped and backed tf 
necessary unt11 signals for passtn g with 
safety In accordance with these rules are 
given, answered, and understood. 

This Rule is supported by a similar 
observation regarding risk of colli
sion and by Rules Numbered 21 and 
23, Western Rivers Rules, also by sev
eral sections of the Pilot Rules for 
the Western Rivers. 

Rules Numbered 21 and 23, West
ern Rivers Rules. state: 
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Rule Numbered 21. Every steam ves
sel, when approaching another vessel so 
us to involve risk o! colllsion. shall 
slacken her speed. or. if necessary. stop 
and reverse. 

R1Lle Numbered 23. Where by rules 17, 
19. 20. and 22 one of two vessels shall 
keep out o! the way, the other shall keep 
her course, subject to the quallftc3tlons 
or rule 25. 

Rule Numbered 25. In obeying and 
construing these rules due regard shall 
be had to all dangers of navigation and 
collision and to any special circum
stances which may render a departure 
trom the above rules necessary In order 
to avoid Immediate danger. When such 
departure becomes ncceESary neither 
vessel shall have the right-or-way and 
both Ehall navigate with caution until 
danger of collision is over. 

The pertinent sections of the Pilot 
Rules for the Western Rivers, on the 
other hand, state: 

95.05 Risk of collision. Risk of col
lision can. when circumstances permit, be 
ascertained by carefully watching the 
bearing of an approaching vessel. If the 
bearing does not appreciably change, such 
risk should be deemed to exist. 

95.09 Danger and cross signals . (a) 
The alarm or danger signal shall consist 
or four or more short und rl\pld blasts. 
Steam vessels are forbidden to use what 
has become technically known among 
pilots as ,;cross sign a.ls," that ls, answer
ing one whistle with two, and answering 
t wo whistles with one. In all cases and 
under all circumstances, a. pilot re<:elvlng 
either of the whistle signals provided in 
the rules In this part with which for any 
reason, he deems it Injudicious to comply, 
Instead of answering It with a cross sig
nal, shall at once observe the provisions 
or th ls section. 

(b) The pilot of any steam vessel shall 
sound the alarm or danger signal when
ever required by the law, or any of the 
regulations herelnafter contnlued; that 
ls to say. as follows: 

( 1) Whenever It is dangerous to take 
the side indicated by the passing signal 
of another vessel; or, 

(2) Whenever any steam vessel does 
not understand or ls In doubt regarding 
the signal of another steam vessel; or, 

(3) Whenever, from any cause, one 
steam vessel ls imperiled by another. 

95.J.5 Ascending, descen{Ung steam 
vcssclll crossing rtver. The pilot of an 
nscending steam vessel shall in no case 
attempt to cross the river when an as
cending or descending steam vessel shall 
be so near that it would be possible for 
a collision to ensue therefrom: and con
versely, the pilot or a descending steam 
vessel shall in no case attempt t.o cross 
the river when an ascending or descend
ing steam vessel shall be so near that it 
would be possible !or a colllslon to ensue 
therefrom. 

95.19 Passing signal.s. The pnsslng 
signals, by the blowing of the whistle, 
shall be given and answered by pilots. 
in all weathers, when approaching each 
other; and, wherever possible, the s:g
nals shall be given and answered berore 
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the steam vessels, or lf towboats push!ng 
tows, the heuds of such tows. have ar
rived at a distance of hall a. mile of each 
other. 

95.21 Vtsual signal. All whistle sig
nals shall be further Indicated by a vis
ual signal consisting of an amber colored 
light so located as to be visible all around 
th<l horizon for a distance of not less 
than one mile. This light shall be so de
vised that it w111 operate simultaneously 
and in conjunction with the whistle 
sounding mechanism, and remain ignited 
or visible during t he same period as 
the sound signal: Provided, That the 
installation, use. or employment of the 
amber visual signet! requlred by this 
section shall be optional in the case 
of (a) vessels operating upon the 
Gulf Intracoastal Waterway; (b) vessels 
operating on the Mississippi River below 
mile 237 AHP (Belmont Landing) as set 
forth in map No. 40. "Maps of the Missis
sippi River, Cairo, Illinois, to the Gulf of 
Mexico, LOuislana ( 1944 ed.)." published 
by the Mississippi River Commission; (c) 
newly constructed vessels while en route 
from point of construction to a. point in 
waters where the nfal'ementioned amber 
visual signul Is not required; (d) motor
boats of class A and class 1: and (e) mo
torboats Of class 2 and clai;s 3 not engaged 
in trade or comme1·ce. 

Turning to the Rules applicable to 
the Great Lakes, It can be seen that 
the statutory and regulatory struc
ture of the requirements Is similar to 
that in Inland Waters and the West
ern Rivers. It also can be seen that 
while the required signals are signals 
of intention, there are a number of 
differences in detail and application. 

As in Inland Waters and Western 
Rivers, the statutory provisions ou t
line the basic requirements: 

Rule 18. When two steam vessels are 
crossing so as to involve risk of collision 
the vessel wb!ch has the other on her own 
starboard side shall keep out of the way 
of the other. 

Rule 20. Where, by any or the rules 
herein prescribed, one of two vessels shall 
keep out of the way, the other shall keep 
her course and speed. 

Rule 21. Every steam vessel which is 
directed by those rules to keep out of the 
way of another vessel shnll, on approach
ing her . l! necessary, s lacken her speed 
or stop or reverse. 

Rule 23. In all weathers every steam 
vessel under wny in taklog any course au
thorized or required by these rules shall 
indicate that course by the following sig
nals on her whistle. to be accompanied 
whenever required by corresponding al
teration of her helm; and every steam 
vessel receiving a signal from another 
shall promptly respond with the same 
signal or, as provided In rule twenty-sLx: 

One blast to mean, "I nm directing my 
course to starboard." 

Two blasts to mean, ;,I am directing 
my coul'se Lo port." But the giving or 
answering slgnnls, by a vessel required to 
keep her course shall not vary the duties 
and obligations of the respective vessels. 

Rule 26. II the pilot of a steam vessel 
to wblch a passing signal Is sounded 
deems It unsafe to accept and assent to 
said signal, he shall not sound a cross 
signal: but in that case, and in every case 
where the pJlot of one steamer falls to 
understand the course or Intention of an 
approaching steamer. whether from sig
nals being given or answered erroneously, 
or lrom other causes, the pilot or such 
stenmer so recel ving the first passing slg
nul, or the piJot so In doubt. shall sound 
several short and rapid blasts of the whis
tle; a11d If the· vessels shal l have ap
proached within ha.If a mile or each other 
both shall reduce their speed to bare 
steerageway, and. If necessary, stop and 
reverse. 

The regulatory Pilot Rules for the 
Great Lakes, in turn, supplement the 
statutory provisions: 

90.02 Definition and. risk of collf
.~ton . .... 

( c) Risk of collision can, when cir
cumstances permit, be ascertained by 
carefully watching the bearing or n.n 
approa.cl11ng vessel. If the bearing does 
uot 11ppreclably change, such r isk should 
be deemed to exist. 

90.1 Signals. (a) I n a. I I weathers 
every steam vessel undel' way, In taking 
any course authorized or required by the 
rules In this part. shall Indicate that 
course by the folloW!ng signals on her 
whistle, to be accompanied, whenever re
quired, by corresponding alteration of her 
course; and every steam vessel receiving a 
signal from nnother shall promptly re
spcnd with the same signal or sound the 
dtmger signal as provided In § 90 .2. 

(b) Except as otherwise provided In 
the rules In this part, one blMt shall 
mean, "I am directing my course to star
board": two blasts shall mean. " l am 
directing my course to pert." 

90.2 Danger signal. Il, when steam
ers are approaching each other, the pilot 
o.C either vessel !alls to understand the 
course or Intention of the other. whether 
from signals being given or answered 
erroneously or from other causes. the 
pilot so In doubt shall immediately slg
nl!y the same by giving the danger sl~nal 
of several short and rapid blasts of the 
whistle not less than five: and If both 
vessels shall have approached within half 
a mile or each other, both shall be imme
diately slowed to a speed barely sufficient 
for stecrageway, and, If necessary, 
stopped and reversed, until the proper 
signals are given, answered, and under
stood, or until the vessels shall have 
passed each other. 

90.J Cross signals. Steam vessels ore 
forbidden to use what has become tech
nically known among pilots as "cross 
slgnals"-that is. answering one whistle 
with two, and answering two whistles 
with one. In all cases, and under all 
circumstances, a pilot receiving either or 
the whistle signals provided in the rules 
in this pnrt, which for any reason h e 
deems Injudicious to comply with, In
stead of answering it with a cross signal, 
shall n t once sound the dan:;er i;lg1rnl ttnd 
observe the rule applying ther eto ( ~ 90.2). 

90.4 Vessels p<issing each other. The 
whlstle signals Indicating course shall be 
given nnd answered in accordance with 
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the rUles, not only when an alteration of 
course ts required, but at all times be
fore vessels approach within hnl! a mile 
of each other. from whatever direction, 
It their courses will bring them within 
that distance from each other. 

90.10 Vessel.s ap'J11'oaching each other 
at rtght angles or obitquely. (a) When 
two steam vessels are approaching each 
other at right angles or obliquely so as 
to Involve risk of colUslon, other than 
when one steam vessel Is overtaking 
another. the steam vessel which has the 
other on her own port side shall hold her 
course and speed; and the steam vessel 
whJeh has the other on her own starboard 
side shall keep out of the way ot the 
other by directing her course to starboard 
so as to cross the stern of the other steam 
vessel; or. it necessary to do so. slacken 
her speed or stop or reverse. The steam 
vessel having the other on ber own port 
side shall blow one distinct blast of her 
whistle as a signal of her Intention to 
cross the bow of the other, holding her 
course and speed, which signal shall be 
promptly answered by the other steam 
vessel by one distinct blast o! her whistle 
as a. signal of her Intention to direct her 
course to starboard so as to cross the 
stern of the other steam vessel or other 
wtae keep clear. 

(b) I1 from any cause whatever the 
conditions covered by this situation are 
such as to prevent Immediate compliance 
with each other's signals, the mlBunder
standing or objection shall be at once 
made apparent by blowing the danger 
signal. and both steam vessels shall be 
stopped, and backed If necessary, until 
signals for passing with safety are made 
and understoOd. 

In the next article in this series, it 
will be seen that overtaking vessels 
face similar di!!erences in signals and 
required procedures under the re
spective Rules. As in the meeting 
and crossing situations, the one and 
two blast signals accompany a change 
in course under International Rules, 
while the same signals denote inten
tions regarding passing-with or 
without a change in course- under 
Rules applicable to Inland Waters, 
Western Rivers and the Great Lakes. 
Then, too, it will be seen that though 
the Rules applicable to Inland 
Waters, Western Rivers. and the 
Great Lakes are based on the ex
change of signals of intention. there 
are a number of dUferences in detail 
in each set of Rules. 

Highlights on the Rules 

Changing course 20• is harder on 
the steering gea.r than changing 2°. 
but easier on the blood pressure. 

The area ahead of a steam vessel 
crossing from your right is forbidden 
territory. 

No matter how little the visibility, 
half of it belongs to the other vessel. 
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NUMBERED AND UNDOCUMENTED VESSELS 

The table below gives the cumulative total of undocumented vessels num
bered under the provisions of the Act of June 7, 1913, as amended C46 U. 6. c. 
288). in each Coast Gual'd distlict by Customs Ports for the quarter ending 31 
December 1954. Genel'ally speaking, undocumented vessels a.re those machin
ery-propelled vessels of less than 5 net tons engaged in trade which by reason 
of tonnage are exempt from documentation. They also include all other 
vessels propelled in whole or In part by machinery which have not been issued 
marine documents by the Customs, owned in the United States and found on 
the navigable waters thereof. 

CoBSt Ounrd Ulstrlc~ 

1 (Boston)..... ...... • -··-·····-···----------

2 (St. Lou1sl---- · -······· .. ·-,--··- ----·· ·-··· 

3 (New York) •• 

5 (Xorfolk) ____ _ 

7 (Miami) •••••••••• _ 

8 (New Orleans) __ • _ •• 

9 (Cle<cland) ____ ____ ..... · -· -· -··-····-·-·· -· 

O ustoms rort _ _I Totl\1-

(4) Boston_______ _ - -------- _ _ _ la,n12 
(1) Portland, Mulnc. _ _ -- - - - I 8, 631 
(2) St. Albons --------·---------·---------·· . 9-l2 
(6) Providence_ • • ·····-··-·····-···-······· 3, 9~ 

Total. ••• • ··-·········--·-····--··-··· 26,5-10 

(45) St. Louis ... . -- ·--- --- ··- -· 9,UI 

M!~ ~::1?1'::Jb_ ---· --:_:_:::.:::_::: __ -- .1. 9~ 

!Ul M lnnoupolls ••••• --·•---··· --····· ··-- • 2.347 40! Indlumy~us •.••. ·-----·---·---------· --· · 3,981 
42 I..outwl le •••••••• --····· · · ·····-·········-- 2,497 
43 Memphis (port) ..• ----·-····--······ -·- · ·· 6,662 
46 Omaha (part) . _ _ _ 200 

{47 Denver... ---·-·-.. ·-··-···--····--····-- 18 
'T'otal... ...... ·---····· ··--·--·····--·· 26, 140 

(IO) New York ....... ··--·--·· -- -----·-······ 41,411 
(6) Dridg~port. •. ·---· -······--·-----···---- 7, 8&1 

(11) PhUadclph1,1 . ·-- __ __ _____ • • 17,MiO 

•rota! • __ -------· · --·· ··------·- 66.838 

(14) Norfolk .•.••••••• ·-········--· - · ·· • 15,!!20 
(13) Baltimore.. •••. . ··· ··-··-·-·---·--····- 2'l, SS6 
(15) WUmlnrton, N. c _ ··---·-------- . 7, NIO 

'l'ol.nl.. . • 46» 292 

~
18) Tnmpn (part).. ........................ • :r.1,11q4 
1~ Charleston ••• · ··-···----.. ·-·-····--·-·· t. 64~ 
1 Savannah...... .... •••.•••.•••••.•.•.. ••. 3,010 

(49 SanJuan •••• ___ __ ______________________ . ' mi 
(51) St. 'T'homns.. •• _ • _ •• _ ·-·- ll4 

Tol.ul . • .••..•••• ------ -······· ---- 28.000 

!
20~ New OrlNIIIS. . ••• ••• -···-···-·- · · ·-·· :l(), 103 
18 Tampa (part) •. ·····-··------· ····--·- • . 508 
19 Mobile_____ _ _______ ------ -·- 7,6211 
21 Port Arthur. 4, 2:l6 
22) Oah'PSlou ··- - - . - - - - --· R. 0.16 

(23) T.nn•do ····---·······-···------- ---- • _ 1,338 
(U ) F:I Ptl.50-------·-·······-··----·--·-··---·· 13 
(43) :\Ie:npblS (part) .. · ·-··------·-· · -· -- ..... 65 

Total .••. __ _ _________ • n, u.•1s 

(41) CIP<Pland - - - - - • --- • • ---

~7 Ogdpnsburi:. . -·---···········--- •• • 
8 Rochester ••. ·· --- · -·- ·-·--- -·--·-·-····-· 
9 Dulftllo... .• ··--········· · · -·-···-·- ••• 

~~ ~~~,~~"koo .. __ ___ .. _______ ______________ _ 

(ss DPtrolt ----·-·- · - ------···-··--- __ _ 
(39) Chlcni;o.. ·---··----·-····-- -----·--••• 

TotaL . . 

7.625 
2.Gll 
1, 8.'il 
3,(l.'j7 
2, 1711 
3,422 

17. 813 
6.<126 

48,881 

11 (Long Bench) ____ ---------··-------------·---- {zn Los Angeles • •• . ····-···-·-··----------- · JO, 172 
25) San Diego •• _ •••• ___ ·---··· _ . _ . J, ll!\R 
26) Nogales ••• _ ·---------···------- ·---·-·-- 107 

Totnl... ·--------· - ····------------·-· _ 12, 237 

12 (San 1''ranclsoo) •. . .•••.••••••••••••••••••••••• (28) San Fronclsco................. . ............ 12, 413 

TotnL.... • ---------- -·····- 12, 413 

13 (Seattle) .•••..•.••••..•....... _______ __ ___ .._ •• ~30) Seattle .• • ----------- -- - - ------ ___ ---·-1;:=;; 
29) Portlnod , Oregon __ ············-·-·--·. • 8, 703 
33) Oreat Falls..... . ·····-·-·-···----- -- -- - 495 

Total .•••••••••• •. -----····-- ··--------·· 20, !l.'>2 
H (Honolulu) ... ............... ______ ___________ (32) Honolulu 3,074 

TotnL •• ------- ·---·- ·--···- ·-·--· ··- 3,07~ 

17 (Juncnu) •. _ ····-····-----···--·--·-----·---- (31) Junoau ••••• • -- ---- ----·---- ------·---··-··· 7,45'1 

'l'otaL. 7, 464 
=-~ 

Orand totnl ••• --·-··-------------- ------·- -· -· ·----·-------··----------- ···--·---------····· 346, 866 
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WINGS AWARDED TO MERCHANT SHIP 

Through the initiative ~Llld foresight of Captain 
.Mn leolm Hammer, ~foster of the tanker SS SwnoiZ, 
the Ground ObseHer Corps' air surveillance against 
the possible a pp roach of enemy aircraft, has been 
e.:dendecl hundreds o( miles seaward. 

Captain Hammer first suggested the idea that U.S. 
merchant ships be utilized to net as adrnnce spotting 
stations in the . \.ir Defense Program. It is antici
pnted that eYentually hundreds of merchnnL ships 
wi ll fY'dlticipate in a common effort to insure the 
safety of this country. 

March 19SS 

- ---~~~ 

In recognition of his suggestion, the Corn lllan<l i ng 
Officer, Continental .\.ir Defense Command, U. S. 
Air Force, recently :wthorit:ed the issuance of the 
first pair of Ship's Wings to the SS Sunoil. 

Complete informal ion ('Oncerning participation in 
this program can be obtained by writing to the Office 
of the Direclor . C'ivi l Air Defense, IIeadquarters, 
Continental Air Defense Command, Ent Air Force 
llase, Colorado ~prings, Colo. Con~ratul ations to 
Captain H ammi>1·. 
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BOILER MAINTENANCE IN 
TANKER OPERATION* 

One of the major factors affecting 
economic ship operation is boiler 
maintenance. With the advent of the 
watertube boiler came new problems. 
especially in the treatment of boiler 
water and the accumulation of slag. 
Operation of the old time boiler at 
220 pounds working pre"..sure was a 
fairly simple matter compared with 
the watertube "D"' type boiler of 850 
pounds working pressure, used in the 
company's 26,700 deadweight super 
tankers. 

Usually boiler water is taken from 
the city water supply system at the 
vessel's discharging port and contains 
many Impurities, such as calcium ca1·
bonate, calcium sulphate, magnesium 
carbonate, magnesium sulphate, mag
nesium chloride, s!l!ca, oxygen. car
bon dioxide, and iron as ferrous bi
carbonate. Although all make-up 
feed is put through an evaporator, 
some of these impurities still remain. 
To prevent these impurities from 
forming encrusting solids within the 
boiler, a system of in ternal chemical 
treatment iS employed. 

Through the use of modern de
aerating equipment, dissolved oxygen 
is no longer a major problem and the 
use of sodium sulphite takes care of 
small amounts of oxygen that may 
find its way into the boiler water. 

To help reduce the amount of dis
solved copper and iron that might get 
into the boilers as a result of cor
rosion in the steam and condensate 
piping systems, tt has been found de
sirable to add a volatile amine to the 
boiler water, resulting in the pH of 
the condensate being maintained at 
8 to 8.5. 

Precautions are taken to avoid stor
ing boiler feed water in cement
washed tanks. In one Instance, silica 
had been deposited on the low pres
sure tw·bine blading and was traced 
from the double bottom tank wh ich 
had a. cement coating, th rough the 
evaporator- into the boiler and :fi
nally to the turbine. 

Each vessel has equipment with 
which the ship's engineers can test 
samples of the boiler water and de
termine the amount of chemical 
treatment needed. A daily record is 
made of test results and once each 
trip a summary is sent to the office. 

BOILER BLOW DOWN 
Equal in importance to chemical 

treatment of the boiler water is the 

•.Extrnl'h from n 1m1wr J)re~cntc~ by T. J. 
;lfcTn~~rnrt. l'ort Bni:lm•t·r. £i.~o Sbippln:; 
l'onwanL t)(•fore tht> World Whit' :.1:ir1ne 011-
1•r11 I in;: (:onff'r!'nce of the Stantlnrtl Oil l'om
pu n~- C :->1•\\ .lt•r~e) l nnd nffill:HI',. nt ::\1•" 
Ynrk . '111,· 17 rn. rn;;4. with :11lditlons l>~· 
tbe nutbor. 
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practice of "blowing down." On the 
water side of the boiler a great variet,y 
of solids eventually accumulates and 
a good system of blow down is essen
tial in order to prevent difficulties 
such as foaming and priming, clog
ging of gage glasses and other small 
fittings, and deposits on the tubes 
that will surely cause blistering and 
tube failure. 

On the 26,700 deadweight vessels 
of the fteet water samples are drawn 
<valve must be wide open t,o get a 
good sample> at least once each day 
from all sampling lines. This is the 
basis for determining blow down re
quired, which may be any of the 
following: 

Steam drum scum blow: Use only 
when there is foreign matter on water 
surface. which may result after a 
boiler has been opened for repairs. 

Steam drum blow to evaporator: 
U5e as necessary to maintain boiler 
water at proper density or to reduce 
boiler chemical values in case of an 
overcharge. 

Bottom drum: ) Blow down once 
Rear water wall in about 15 days 

_header: while in port, a~ 
Side water wall follows: 

header: 

Add sufficient chemical treatment 
to compensate for that which will be 
lost while blowing down. 

Cut boiler out and allow to cool for 
at least 2 hours. <Have drum filled 
to top of gage glass.> 

Fully open the blow down valve 
(}f the side wall header and blow 
water overboard until gage glass shows 
half-full; then blow the rea1· wall 
header and bottom drum in the same 
manner. Add feed wat.er to boiler as 
required and repeat cycle of blowing 
and feeding. This will result in a 
total of a full glass of water being 
blown from each of these blow. down 
poin ts. 

It is important that the blow valve 
be wide open when blowing down. to 
create enough velocity to dislodge 
heavy matter in the lower parts of 
the boiler. 

After blowing. adjust water level, 
raise steam, cut boiler in and repeat 
procedure on other boiler. 

Maintaining this routine ts a posi
tive step toward preventing the afore
mentioned troubles. 

OIL-FREE CONDENSATE 
To stop oil from reaching the boil

ers a "deoller" is Installed and all con
densate from the cargo heating coils, 
fuel and lubricating oil healers, etc., 
passes through it. This deoiler will 
produce condensate having an oil 
content of less than one part per 
million. 

N' l 1. l ... 

BOILER OPERATION AND 
MAINTENANCE 

Watertube boilers, operating at and 
above pressures of 450 p. s. i. gage and 
total steam temperatures of 700° F. 
and over. present a difficult problem 
in that the superheater tubes may 
become coated and bridged over with 
slag. This is particularly true of ves
sels bunkering in United States and 
Caribbean ports. 

Our investigations indicate that 
slag may be caused by incombusti
bles in the fuel. Unless something 
is done about it, gas passages within 
the boiler become restricted and fur
nace air pressure will rise from 3 to 
" times normal. several different 
methods of removing or eliminating 
the formation of slag from boiler 
tube> have been tried but a completely 
:oatisfactory solution has not yet been 
found. 

WATER WASHING 
The system of water wash ing at sea 

is the most satisfactory of all the pro
cedures the Company has used to keep 
the fire side of the boilers clean. This 
method has been in use in the fteet 
since 1948. The cleaning procedure 
is as follows: 

After consultation with the Mas
ter of the vessel, the Chief Engineer 
arranges to have the boiler to be 
cleaned taken off the line at least 8 
hours p1ior to the start of the clean
ing operation. 

Superheater and furnace access 
doors are removed. A sheet metal 
trough is placed between the inner 
and outer access doors of the furnace 
to span the air duct and prevent water 
from the washing process from drain 
ing into the air duct. The boilers 
are fitted with a 6-inch drain on the 
floor near the back wall to allow the 
water to ftow into the bilge. A section 
of hose is connected from the fire 
hydrant to a special connection on 
the steam line that supplies the soot 
blowers. The general service pump is 
started and sea water at 170° F. and 
160 pounds pressure is pumped 
through the soot blowers. While this 
is being done, the a ir heaters are 
washed down from above with a hand 
hose. A thorough clean ing job may 
require as long as 4 to 5 hours. This 
is immediately followed by a fresh 
water rinse using the reciprocating 
feed pump so lined up that it pumps 
through the feed water heater into 
the boiler drum, where a pressw·e of 
125 pounds is built up. The stop 
valve wh~h normally supplies steam 
to the soot blowers is then opened and 
water passes through the soot blowers 
to rinse the boiler of any remaining 
salt water. During this procedure, 
the main feed pump is used to supply 
the other boiler through the auxiliary 
feed line. 
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When the washing is completed a 
hydrostatic test is applied and an in
spection made for leaky tubes, etc. 
Defects in the brick work are repaired 
and the boiler closed up. It is very 
important that steam be raised slow
ly, because some water gets beneath 
the 'b'rick work and unless a slow fire 
is used the floor of the furnace may 
be pushed up due to the formation of 
steam under it. 

The 26,700-ton vessels are fitted 
with air puff soot blowers and water 
cannot be put through them. How
ever, water washing is carried out in 
much the same way, except that per
forated pipes and hand lances are 
used to carry the water to the various 
sections of the boiler to be washed. 

A thorough boiler washing job usu
ally l'equires about 24 hours fro1n the 
time the boiler is taken off the line. 

When boilers are cleaned in the 
shipyard or on vessels preparing for 
lay-up, a lJme slurry is sprayed over 
the heating suiiaces immediately 
after the .washing operation. . This 
has two very desirable effects-the 
lime helps to neutralize any sulphuric 
acid that may remain as a result of 
washing and, in addition, it forms a 
coating on the tubes that resists the 
adhesion of slag. Experiments with 
lime slurry show that a boiler so 
treated will steam for about 25 per
cent longer before it has to be 
washed. 

FIRE SIDE CORROSION 

Fortunately, most of the Company's 
vessels operate in areas where the fuel 
has a sulphur content of less than 3 
percent and the · sulphur corrosion 
problem has not been too great. Air 
heater tubes have given trouble on the 
cold ends and holes have appeared 2 
to 4 inches beyond the tube sheet. To 
prevent this, steel ferrules about 12 
inches long have been put in the ends 
of the tubes. The ferrules cause a rise 
in the tube metal temperature above 
the dew point of the flue gases and 
thus prevent corrosion. There are in
dications that in the futw·e fuels hav
ing a higher sulphur content may 
have to be tolerated, particularly in 
the Eastern Hemisphere. The sul
phur corrosion problem will then 
require more attention. 

Some high temperatuxe corrosion 
has taken place on superheater pro
tection plates and superheater sup
ports. Where it was not possible to 
renew them without dismantling a 
great many tubes, wooden forms were 
built and castable refractory poured 
into the forms. It is believed that this 
type corrosion is due to a combination 
of high temperatures and incombusti
bles in the fuel. 

For the successful operation of boil
ers it is of great importance to have 
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close and conscientious attention by 
the ship's personnel to matters such as 
the condition of the burners, fuel oil 
and air pressures, combustion control 
equipment, fiue gas analysis, fuel oil 
burning temperatures and the opera
tion and maintenance of soot blowing 
equipment. 

ICE PASSAGE • 
With increased military activity in 

the polar regions in the last few years 
many merchant ships have been 
called upon to navigate in northern 
latitudes that heretofore wel'e never 
approached. 

A good example of how the safety 
of a vessel that navigates through ice 
can be improved is the SS Mormacisle. 
captain D. F. Sargent has set up the 
following as the standard navigation 
proceduxe in the vicinity of ice: 

<a) Chief Mate to assist Master 
in conning from fiying bridge. 

(b) One mate and able seaman 
posted on bow as lookouts to assist 
in ice conn. 

(c) One mate on watch on flying 
bridge. 

(d) Helmsman steering from :fly
ing bridge, 1 how· on and 1 off be
cause of cold and amount of maneu
vering necessary. 

(e) One mate in wheelhouse 
plotting continuous position and 
keeping bells. 

(f) Carpenter and one dayman 
sounding all bilges every half-hour. 

(g) Boatswain and one dayman 
inspecting all holds and deep tanks 
every half hour at quarter of and 
quarter past the hour. 

<h> Chief Engineer in engine 
room pumping bilges in rotatioll; 
continuously. 

Captain Sargent should be com
plimented for his foresight and prac
tice of good seamanship. 

.. fVffl "fHOVG!I YOV ARE A JllVEll TUW lll)qr CAl'TAl>I 
I Wl''T T~INK THEY'l!E GOIN6 m LIKE rr. . 

Co·urtesy Maritime Reporter 

.t 
TRADITIONS OF THE SEA 

The roll of American Sea
farers, who have performed 
their duties in an outstanding 
and meritorious manner in ac
cordance with the highest tra
ditions of the sea, is long but 
never completed. One of the 
names which has a distin
guished place on this roll is 
that of CAPTAIN ELIS R. 
JOHANSON. 

On 6 November 1943, the
troop transport SS Monterey, 
while in convoy in the Mediter
ranean, was attacked by 22 
Junker dive bombers. Two 
planes were shot down by the 
ship's gunners. 

During the attack, the trans
port SS Santa Elena was struck 
by a torpedo. The SS Monterey 
was requested by the escort 
commander to attempt rescue 
operations. T h i s operation 
was a success and 1,675 sur
vivors were taken aboard the 
SS Monterey-one of the largest 
rescues in maritime history. 

On 1 March 1944, the Presi
dent of the United States con
ferred the Merchant Marine 
Distinguished Service Medal on 
ELIS R. JOHANSON, 
MASTER, In accordance with 

. the follow)ng citation: 
For distinguished serv

ice in action with the 
enemy. In a night attack 
by enemy bombers, a 
troopship, carrying nearly 
1,700 men, was torpedoed. 
In total darkness, and un
der most adverse weather 
conditions· Captain Johan
son located the sinking 
transport and re.scued her 
crew and passengers In 
an outstanding display of 
seamanship and efficiency. 
The abandonment of the 
troopship and the rescue 
of her survivors was carried 
out with such dispatch 
that Captain Johanson's 
ship was able to clear the 
scene of action well before 
daylight, thereby avoiding 
further jeopardy from 
enemy aircraft and sub
marines. 

These operations, car
ried out without loss of 
life or injury, attribut
able to tbe rescue, was 
Indicative of a well in
doctrinated and highly 
trained ship and distin
guished Captain Johanson · 
as an outstanding officer 
and leader of men. 
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LESSONS FROM CASUALTIES 

LIFEBOAT LADDERS 
The steel and wood chain-type em

barkation-debarkation ladders ap
proved for use on boa.rd inspected 
merchant vessels of the United States 
are designed to furnish dependable 
and trouble-free service under all 
conditions of use. Nevertheless, as 
with most equipment, certain precau
tions must be observed in their use. 
The inherent hazard of any ladder 
whereby a. man is exposed to the 
dangers of painful or fatal falls, is 
particuiarly pronounced in embarka
tion ladders where the height and 
sea and weather conditions may be 
especially dangerous. 

Two recent accidents, one occunlng 
onTpassenger vessel in a. Southern 
port of the United States and Involv
ing the death of the injured man, and 
the other occuning in a foreign port 
which involved Injuries to two men, 
were both directly related to careless
ness and improper use of the above
type ladders. In the first i~nce, 
a large vessel was moorea at the dock 
and the crew were engaged in carry
ing out a pre-sailing boat drill. 
After mustering at boat stations, the 
Chief Mate ordered the crew of No. 
2 lifeboat to Lake over No. 4 lifeboat 
Con the offshore side) for launching 
and rowing exercise. Although the 

regulations require fire and boat 
dr1lls to be conducted as i.f an actual 
emergency exists, lowering of this 
lifeboat with a full boat's crew in it 
was not attempted. Instead, davits 
were swung out and the boat lowered 
to a point where its gunwales were 
level with the boat deck where the 
Third Mate, who was in charge of the 
boat, and two crew members em
barked. The remainder of the boat's 
crew was then ordered to the em
barkation deck on the next deck be
low the boat deck with the exception 
of the man who was operating the 
winch brake. 

The boat was then lowered until, 
when about 4 feet below the embarka
tion deck, the ladder which was 
coiled between the second and third 
thwarts in the boat and was being 
payed out as the boat lowered, caught 
on either the bilge pump or the provi
sion box or both. The Third Mate 
immediately shouted to stop lowering 
and the ladder was cleared. The life
boat was then lowered to the water 
without further incident. At this 
time one member of the boat crew, 
wearing ordinary cotton work gloves, 
climbed over the rail at the embarka
tion deck and stepped around and on
to the ladder. There was a. sudden 
movement of the ladder and he lost 
his grip and fell into the boat, nar-

Figure 1. 
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rowly missing the men in the boat 
and striking his head. Seiious head 
injuries resulted in his death, 1 Yi 
hours later at the hospital. 

The closest investigation and anal
ysis of this accident could noL ascer
tain exactly what ca.used the 
movement of the ladder at the mo
ment after the injw·ed man stepped 
onto it, 'but the possibilities were nar
rowed down to two most likely ex
planations. The ftrst is that one or 
two segments of the ladder had re
mained on top of the boat deck in 
such a manner that the ladder had 
'"bung up" with the ears of one step 
caught Inside of the fish plate or 
coamlng so that all of the ladder be
low this point was suspended by the 
"hung up'' ears rather than the 
shackles outboard of the fish plate, 
which are the proper suspension 
points. <See ftg. U When the man's 
weight first came upon the ladder, it 
was sufficient to dislodge the ears, 
causing the ladder to fall abruptly a 
few feet until· it fetched up with a 
jerk at the proper suspension point, 
causing the man to lose his grip and 
fall. However, although this was the 
most plausible explanation, it Is not 
completely acceptable since two ex
perienced observers were present on 
the boat deck at the time and did not 
recall any spare segments of the lad
der lying on this deck, and lt would 
be almost certain that such persons 
would have noticed this condition had 
it existed. 

The second most logical explana
tion was that one of the boat crew 
members standing on the embarka
tion deck had held the ladder against 
the rail at the point where the men 
would climb onto the ladder. This 
wouid be a distance of about 15 
inches from the vertical line in which 
the ladder would normally hang. 
One of the crew members held the 
ladder in this manner but he cla.imed 
he had released it before any weight 
was placed on the ladder. If the de
ceased man's weight had come upon 
the ladder and the man holding the 
ladder in had then released it, the 
ladder would have "snapped" out
ward with somewhat of a jerk and 
with sufficient movement to easily 
break the grip or the man on the 
ladder. 

The fall may well have been caused 
by the combination of both or the 
above circumstances, i. e., some of the 
ladder may have been caught above 
the coam1ng, and the ladder may 
have been held into the rail and re
leased in such a manner that. this 
slack "ran" over the ooaming, the 
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jerk at the end of the l'Un throwing 
the man off the ladder. Kinking of 
the chain with subsequent abrupt 
straightening was discounted. The 
amount of chain between rungs is 
very small and minimiZes kinking. 

Regardless of which circumstances 
caused the fall from the ladder, it was 
due to lack of proper care and fore
sight by the personnel handling the 
gear and not by any fault of the 
equipment. There was no material 
failure. The principal en·or was the 
use of the embarkation ladder in this 
manner to carry out any part of emer
gency drills. It is the intent of the 
regulations that drills should be con
ducted as though a true emergency 
existed, I. e., boats should be lowered 
at boat drill as though the crew were 
actually abandoning ship, with a full 
boat's crew aboard. Embarkation
debarkation ladders are intended for 
emergency use only when personnel 
cannot be lowered with a boat and 
must have some other means of safely 
reaching waterborne boats. They are 
not intended for the convenience of 
ship's personnel in descending to life
boats dming drills. 

Another error was the failure to 
use any portable steps at the rail of 
the embarkation deQk to assist In 
climbing over the rail. This Is par
ticularly important in the case of 
passenger ships where the aged or In
firm would otherwise have consider
able difficulty climbing into lifeboats. 
~ another error and erha s most 
unpar a o was e rac ice of 
S WlD 

t e oa ou as e boats are 
lowere . T Is method is awkward 
and uncertain as the ladder catches 
and fouls as it uncoils and the per
son in the boat tending the ladder as 
it pays out cannot check the ladde1"s 
condition at the top, or suspension 
point. These ladders should be 
stowed on deck or lashed to a rail or 
other object where they will not in
terfere with the operation of the 
davits or the lowering of the boats, 
and where they (fan run free, over and 
down the side. In this manner, men 
lowering the ladder from the boat 
deck can observe that Its entire length 
is free of obstmctions and also, that 
it is hanging properly from its sus
pension points. 

2. In the s~d accident, two able 
seamen were ordered by the Boat
swain to rig the embarkation ladder 
for means of access to a lifeboat 
which was In the water. The ship was 
moored in a foreign port and the Chief 
Mate, to take advantage of available 
inport time, decided to test ll!eboat 
releasing gear and examine and lubri
cate boat falls and running gear. 
After the first boat was waterborne, 
the two AB's lowered the steel ladder 
from its stowage position on the boat 

March 1955 

deck. It was customary on this vessel 
to stow the ladders in a coiled-up 
bundle lashed on the inside of the 
steel pipe guardrail installed between 
or adjacent to lifeboat launching 
positions. Both inboard ends of. the 
ladder chains were shackled to pad
eyes installed on the boat deck out
board of the rail and the bulk of the 
ladder brought in over the rail, coiled
up, and lashed to the inboard side of 
the rail in such a. manner that the 
lashing could be quickly cast oft' and 
the coil of the ladder pushed over the 
rail where It would spill down the side. 
Twelve- thread line was used as 
lashing. 

In casting off the ladder, the two 
AB'S removed all lashings except one 
strand which held both sides of the 
ladder to the upper course of the pipe 

~/ 

/ / / 
/ . 

HEY BOSUN~ 

rail on the outboard side so that the 
bight of the ladder was actually sup
parted at this point by the 12-thread 
line. Several trips were made up and 
down the ladder suspended in this 
manner, one man at a time, while 
working on the releasing gear with 
the boat waterborne. When the two 
AB·s were finally ordered out of the 
boat, the second man started climbing 
on the ladder before the first was off 
at the top so that their combined 
weights came onto the ladder. With 
a sudden snap, the 12- thread lashing 
at the rail on the boat deck parted 
and the ladder fell about 5 feet, or 
the amount of slack which had been 
retained by the lashing. The jerk at 
the end of this fall was sufficient to 
dislodge both men, one falling about 
3 feet into the boat and the higher 

WHAT DO YOU MEAN 
11 HAZARDOUS EMPLOYMENT 11 ? ./ 

/ / / 
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man 10 feet or more into the boat. 
The latter seaman suffered a severely 
dislocated .left shoulder and was in
capacitated over 3 weeks, whlle the 
former sU1fered minor injuries only. 
There was no mechanical failure of 
the ladder itself. · 

Here again was the careless over
looking of important details by men 
working· on ladders. It ls unbeliev
able that these two experienced sea
men intentionally left the ladder 
suspended by a piece of 12-thread 
when they knew they would be en
trusting their own safety to the lad
der. Undoubtedly the oversight was 
due to carelessness and a lack of 
thoroughness in lowering the ladder. 
Since access to the ladder was then 
made from the main deck, the over
sight of the lashing was not readily 
detectable. While the Chief Mate 
and Boatswain could be criticized for 
not checking the safe condition of the 
ladder before it was used, there was 
no reason for them to suspect that 
there was anything wrong with the 
ladder or that two experienced able 
~eamen could not or would not per
form so simple a task as rigging this 
ladder properly and thoroughly, es
pecially when they were to use the 
ladder themselves. It is difficult· to 
believe that people will be more care
less with their own safety than with 
the safety of others, but the evidence 
all too often would indicate that this 
is true. 

It would seem to be glaringly ob
vious that certain elementary pre
cautions should be taken whenever it 
is necessary for crew or passengers to 
use this type ladder. 

(1) Before any weight is placed 
on the ladder, the entire suspended 
length of the ladder should be hang
ing from the proper suspension point. 

<2> If there is any obstruction in 
the path of the ladder which cannot 
be avoided or removed. make sure the 
ladder is not caught or "hung up" on 
such obstruction. 

(3) If possible, shake out the 
ladder to see if it is hung clear and 
lies stra.ight. 

(4) If possible the ladder should 
be locateaS'O that it hangs just aft 
of the lifeboat for which it is to be 
used and not abreast of any portion 
of the boat where it could be damaged 
or damage the boat during or aft.er 
lowering. If necessary, It is a. simple 
matter to ease the boat slightly a.stern 
after lowering to make the bottom of 
the ladder more accessible. 

(5) It is advisable to keep these 
ladders stowed and ready for use in 
such a manner that they can be 
dropped with a run, uncoiling as the 
free end falls. Many ships have found 
it practicable to lash the coiled-up 
ladder just inboa.rd of a rail or hori
zontal member so that the lashing 
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can be slipped quickly and the ladder 
can be pushed over the side where it 
will fall to its intended position sus
pendeq from permanent padeyes or 
shackles. An advantage of this 
method of stowage is that the ladder 
will not clatter about under the ef
fects of heavy rolling or boarding 
seas. In addition, the strain imposed 
on the ladder by the jerk at the bot
tom of the drop is a simple test that 
it is properly secured and will not 
later slip or fail at the suspension 
points. Needless to say, the ladder 
should not be dropped in this manner 
if the lifeboat or any personnel are 
directly under it. 

<6> If possible, wear no· loose or 
baggy clothing which could catch on 
the ladder or any other object when 
desc.ending or ascending the ladder. 
A wise precaution is to remove gloves, 
unless the weather is so frigid that 

;I 
/ 

fingers would be numbed, as It is an 
indisputable fact that the bare hand 
can grasp better than one with a. 
glove on. 

(7) When descending or ascend
ing, it is wise to have one foot placed 
squarely on the next rung before the 
weight is removed from the foot on 
the preceding rung. Always step.on 
the ends of the rungs. Breaks in 
rungs almost never occur near the 
ends, almost always near the center. 

d; d; . d; 

SEAMANSHIP PLUS 
Captain J.B. Brennan and his crew 

of the SS American Judge recently 
demonstrated that while this is an 
age of ultra-modern and technical 
Instruments there are still resourceful 
and ingenious men sailing the seas. 

' 

Figure 2. 
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On 26 November 1954, while en
route from Rotterdam to New York, 
the American Judge encountered a 
violent Atlantic storm with winds of 
hurricane force. During this period 
the radar reftector was carried away 
from its mounting and lost overboard. 

Within a short while the engineer
ing department was well underway 
on the replacement job. Measure
ments were taken from the schematic 
diagram of the original reftector in
stallation and templates were drawn 
to actual size. 

A section of expanded metal screen
ing was removed from the storeroom 
and was formed to the template. 
One inch angle iron and fiat bar was 
used as framing and was bolted to 
the screening to maintain shape and 
radial contour. This assembly was 
mounted on the existing flange on the 
radar antennae and was bolted in 
place. <See fig. 2) 

The radar was energized and it was 
determined that targets were ob
~erved on the scope at 01·iginal maxi
mum range. Relative bearings were 
observed to be correct and presenta
tion was normal with the exception 
that targets appeared elongated. 

The time involved for construction 
and mounting of the rig was 6 man
hours. Congratulations, Captain, on 
a job well done! 

THE EXTRA TURN 

We have, in the past, suffered an 
occasional accident because a moor
ing line or wire ha'5 slipped, under 
pressure, on the niggerhead. 

Everyone realizes that more turns 
give the operator more control ove1· 
his line-but do you realize just how 
much more? One round turn, for 
example, gives you a 5-to-l ratio. "In 
other words, a 10-pound pull by the 
man in control would hold a 50-pound 
pressure. A good rule of thumb, while 
not precisely accurate, would be to 
multiply the pressure by 5 for each 
round turn added. Therefor 2 turns 
(with the same 10-pound pull) would 
balance 250 pounds, 3 turns would 
balance 1,250 pounds, and 4 turns 
would be good for 6,250 pounds. 

These figures should make you 
realize just how important that extra 
turn may be. You must only exert 
one-fifth of the pull when you use it, 
so don't strain yourself when an extra 
turn will do the trick, and don't take 
chances on a line slipping when the 
same easy solution offers perfect 
insurance. 

Take the extra turn next time. rt 
will help you. 

- Courtesy of Farrell Lines. 
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MERCHANT MARINE PERSONNEL STATISTICS 

MERCHANT MARINE OFFICER 
LICENSES ISSUED 

Quarter Ending 31 December 1954 

DECK 

Orude Original Renown! 

Master: 
Oooan ••••••.......•••••••• 
Ooastwise ...••••• ________ . 
Grcnt Lukes.......... • •. 
B. S. &: L ••.••••••••••.... 
Rivers ••••.•.••••••••.•• . • 

Radio officer licenses Issued ••• 
Obief mate: 

a9 
4 

Ot'elln.................. •• 37 
Ooastwlse .•••••••••.•..... . .•.•.•... 

Mate: 

000 
39 
2.5 

115 
43 

244 

118 
2 

Great Lakes ••••••••••••••••••••••••.•••••••••• 
fl. S. & L.......... ....... 3 11 
Rivers... .......... •••.•. 5 22 

Second mate: 
Ocean ..•.••.••••••.••••.• : 57 
Coastwlse .••••••• '. •••••••••.....•••. 

'l'hird mate: 
O~m..... •.••.. . . ...•.•.. 23 
Coastwlse ...• .......•••••. -· -· --· •• 

Pilots: 
Great Lakes .....•••••.•••• 

~i vscr~ -~== :::::: :::: ::::: 
Master: U11lnspcctcd vessels . . 
Mate: Vu.Inspected vessels •. .. 

Total •••••••.••••••••.•• 

· Orand total ••••........• 

ENGINEER 

9 
137 
84 
4 
3 

461 

1,918 

114 
l 

77 
1 

11 
30 
20 
22 
2 

1,457 

Grade Orlglnnl Renewal 

STEA~( 

Obief engineer: 
Unlimited..... ..... ..... .. 28 
Limited................... 9 

First •\SSistant cn~neer: 
Unlimited................. 57 
Limited .••••.•••••.......••••. •...•• • 

Second assistant engineer: 
Unlimited......... . ....... 53 
Limited ..........•••••••••••••.•••.• 

'rhlrd nssisi•>ni cnginoor: 
Unllmlted................. 36 
Limited. ••••••••••••...... •...•.••.• 

MOTOR 

Ohler engllloor: 
Unllmlted.... . ............ 18 
Limited........... . ....... 33 

.fo' lrst assistant engineer: 
Unlimited.......... . ...... 4 
Llmitell ... ................ 11 

Socond assistant engineer: 
Unlimited................ . 6 
Limited ..••••••.••••••.••..•.....•.. 

Third ssslstant eni:ineer: 
Unlimlt.ocl................. 8 
Limited .........•••....... --·-······ 

Chief engineer: Unlnspcct.ed 
vessels...................... 2 

A:;sistant 61lgiueer: Unin· 
spectcd v=cls •.•....••••••• 

56i 
126 

271 
I 

274 
I 

119 
155 

26 
17 

24 
2 

341 
I 

13 

3 

Total. •••••.•....••••.•. 1===27=2====2,=1=54 

Grand total ••••••••• ,... 2,426 

INVESTIGATING UNITS 
Coast Guard merchant marine in

vestigating units and Merchant Ma
rine details investigated a total of 
3,132 cases during the fourth quarter 

ORIGINAL SEAMEN'S DOCUMENTS 
ISSUED 

Quarter Ending 31 December 1954 

"' c: 
"' ~ i "' " 8 ~ 
~ ~ 

Type of document "' 
g "io 

~ 
0 C) 

,_ .~ 
<> <t:l ~ ... 

3 "' ~ ·c:; "' ";::; "' e 0 
~ 0 P-< 0 E-
- - - - -

StalT orncer................. 52 s 41 •••• 101 
Continuous discharge book. •••. 6 •••• .•.. 6 
Merchant mariner's docu-

mrnts ..........•... . . .•.• 005 21)1 83.~ 394 2,423 
AB any waters unlimited.. 100 34 6!1 18 221 
AD any waters. 12 months.. 32 7 28 66 133 
AD Great Lakes, 18 months. ••.. .•.• 4 rn ~'tl 
AB tugs and to\\•boats, any 

waters •••......... .•..•.....•••.......... 0 
0 
1 

AR b"ys and sounds'···· ·· 
AB seagoing b$rges . . ..... . 
L!Ceboatman ••.••...... .... 
QMED .•••..••••••.••••.•• 
Radio operators ••.•.•.•...• 
Ce1'tiftoato or service .•..•.. 
'Pnnk'crmnn _______ _ ---- ---

1 •. 
94 9 

104 29 
2 4 

909 294 
5 13 

139 2 244 
63 75 271 
G •• .• 12 

834 3752,112 
I) 23 80 

1 12 months, vessels 500 gross tons or under, not 
carrying passengers. 

NoTE.-'l'he last 11 categories Indicate number of 
endorsements made on 'United States merchant 
mariner's doonments. 

WAIVER OF- MANNING 
REQUIREMENTS 

i .. "' g\ C) 

~ 
~ 

8 "' <> 14 Waivers .., 8 C) 

~ "" i :; c:; 
"' 0 ~ 0 P-< 

- - -
Deck officers subsLil.uted for 

g 
0 

E-< 
-

hll:her ratings............ . •••• .... .... 2 2 
Engineer officerssubstltu ted 

for higher ratings.......... •••• I .... 2 3 
OS for All .......••••••••••••••.•••••••••••••••• 
Wiper or coolptlSSC1'S for 

Q,MED................... 1 .... •... 2 3 

Total waivers............... 1 1 .... G 8 
Number of vessels........... 1 1 .•.. 3 5 

No-rE.-ln addition, incllv!dnal waivers were 
muted to permit the employment of 2 nblo scn10on 
holding certiftcares for " any waters-12 months" in 
excess of the 25 percent authorized by statute . 

of 1954. From this number, hearings 
before examiners resulted involving 
29 officers and 303 unlicensed men. 
In the case of officers, 1 license was 
revoked, 3 were suspended without 
probation, 7 were suspended with pro
bation granted, 6 licenses were volun
tarily surrendered, 5 cases were dis
missed after hearing and 1 hearing 
was closed with admonition. Of the 
unlicensed personnel, 30 documents 
were revoked, 19 were suspended 
without probation, 94 were suspended 
with probation granted, 65.documents 
were voluntarily surrendered, 18 
hearings were closed with admoni
tions, and 3(} cases were dismissed 
after hearing. 
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. AMENDMENTS TO 
REGULATIONS 

lEDITOR'S NOTE.-The material con
tained herein has been condensed due 
to space limitations. Copies of the 
Federal Registers containing the ma
terial referred to may be obtained 
from the Superintendent of Docu
ments, Washington 25, D. C.J 

TITLE 33-NAVIGATION AND 
NAVIGABLE WATERS 

Chapter I- Coast Guard, Depart
ment cf the Treasury 

[ CGFR. 54-54] 

Subchapter 0-Navigation Requirements for 
Certain Inland Waters 

PART 80-PILOT RULES FOR INLAND 
WATERS 

PART 82- BOUNDARY LINES OF INLAND 
WATERS 

Subchapter F-Navigation Requirements 
for Western Rivers 

PART 95-PILOT RULES FOR WESTERN 
RIVERS 

APPLICATION OF PILOT RULES AND 
CHANGES IN NAMES 

The amendments to 33 CFR 80.01, 
80.15, 80.16, 82.2, 95.01, and 95.03 (b) 
bring the wording of the application 
of the Pilot Rules up to date and in 
agreement with Public Law 232, 83d 
Congress, approved August 8, 1953. 
Prior to this act of August 8, 1953, 
the Mobile River above Choctaw Point 
and all of its tributaries were gov
erned by the Pilot Rules for Western 
Rivers. These waters are now gov
erned by the Inland Rules and the 
Pilot Rules established thereto which 
are in 33 CFR Part 80. 

The amendments to 33 CFR 82.200 
to 82.245 are editorial and change the 
names from English to Spanish which 
are used in the descriptions of the 
lines of demarcation between the high 
seas and the· inland waters in the 
Commonwealth of Puerto Rico and 
the Virgin Islands. The Spanish 
names used in these descriptions 
agree with the recent decision of the 
Geographic Names Board. These 
lines of demarcation have not been 
"shifted" or altered. 

I t is hereby found that compliance 
with the notice of proposed rnle mak
ing, public rule making procedure 
thereon, and effective date require
ments of the Administrative Proce
dure Act (5 U. S. c. 1003) is not 
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necessary because the amendments 
contained !n this document are edi
torial in nature and published for the 
benefit of the public. 

By virtue of the authority vested 
in me as commandant, United States 
coast Guard, by Treasury Depart
ment Order No. 120, dated July 31, 
1950 (15 F. R. 6521), to promulgate 
regulations in accordance with the 
statutes cited with the regulations 
below, the following amendments to 
the regulations are prescribed which 
shall become effective upon the date 
of publication of this document In the 
FEDERAL REGISTER : 

l. Section 80.01 is amended to read 
as follows: 

§ 80.01 General instructions. The 
regulations in this part apply to ves
sels navigating the harbors, rivers, 
and inland waters of the United States 
except the Great Lakes and their con
necting and tributary waters as far 
east as Montreal, the Red River of the 
North, the Mississippi River and its 
tributaries above Huey P. Long Bridge, 
and that part of the Atchafalaya 
River above its junction with the 
Plaquemine-Morgan City alternate 
waterway. 

2. Section 80.15 (a) is amended to 
read as follows: 

§ 80.15 Ferryboats. Ca) Ferry
boats propelled by machinery and 
navigating the harbors, rivers, and 
other inland waters of the United 
States, except the Great Lakes and 
their connecting and tributary waters 
as far east as Montreal, the Red River 
of the North, the Mississippi River 
and its tributaries above Huey P. Long 
Bridge, and that part of the Atcha
falaya River above its junction with 
the Plaquemine-Morgan City alter
nate waterway, shall carry the range 
lights and the colored side lights re
quired by law to be carried on steam 
vessels navigating those waters, ex
cept that double-end ferryboats shall 
cany a central range of clear, bright, 
white lights, showing all around the 
hori:wn, placed at equal altitudes for 
ward and aft, also on the starboard 
side a green light, and on the port side 
a red light, of such a character as to 
be visible on a dark night with a clear 
atmosphere at a distance of at least 2 
miles, and so constructed as to show 
a uniform and unbroken light over an 
arc of the horizon of 10 points of the 
compass, and so fixed as to throw the 
light from right ahead to 2 points 
abaft the beam on theiJ: respective 
sides. 

3. Se<:tion 80.16 Ca) is amended to 
read as follows: 

§ 80.16 Lights for barges, canal 
boats, scows and other nondescript 
vessels on certain inland waters on the 
Atlantic and Pacific Coasts. Ca) On 
the harbors, rivers, and other inland 
waters of the United States except the 
Great Lakes and their connecting and 
tributary waters as far east as Mon
treal, the Red River of the North, the 
Mississippi River and its tributaries 
above Huey Long Bridge, and that 
part of the Atchafalaya River above 
its junction with the Plaquemine
Morgan City alternate waterway, and 
the waters described in §§ 80.16a ancl 
80.17, barges, canal boats, scows, and 
other vessels of nondescript type not 
otherwise provided for, when being 
towed by steam vessels, shall carry 
lights as set forth in this section. 
{Sec. 2, 30 Stat. 102, as amended, sec. 1, 
30 Stat. 98, as amended; 33 U. S. C. 157. 
178. Interpret or apply R. S. 4233A, as 
amended; 33 U.S. C. 353) 

~. Section 82.2 is amended to read 
as follows: 

§ 82.2 General rules for inland 
waters. At all buoyed entrances from 
seaward to bays, sounds, rivers, or 
other estuaries for which specific 
lines are not described in this part, 
the waters inshore of a line approxi
mately parallel with the general 
trend of the shore, drawn through 
the outermost buoy or other aid to 
navigation of any system of aids, are 
inland waters, and upon them the 
inland rules and pilot rules made in 
pursuance thereof apply, except that 
Pilot Rules for Western Rivers apply 
to the Red River of the North, the 
Mississippi River and its tributaries 
above Huey P. Long Bridge, and that 
pa.rt of the Atchafalaya River above 
its junction with the Plaquemine
Morgan City alternate waterway. 

7. Section 95.03 (b) is amended to 
read as follows: 

§ 95.03 Definitions. • ~ "' 
Cb) The phrase "Western Rivers" 

::hall include only the Red River of 
the North, the Mississippi River and 
its tributa.ries above Huey P. Long 
Bridge, and that part of the Atcha
falaya River above its junction with 
the Plaquemine-Morgan City alter
nate waterway. 
(R. S. 4233A. as amended; 33 U.S. C. 353) 

[Federal Register of Tuesday, De
cember 7, 19541 
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TITLE 33-NAVIGATION AND 
NAVIGABLE WATERS 

Chapter I-Coast Guard, Depart
ment of the Treasury 

PARl,.19- WAIVERS OF NAVIGATION AND 
VESSEL INSPECTION LAWS AND REGU
LATIONS 

CROSS REFERENCES: For revocation 
of §§ 19.08. 19.09, and 19.10, see Title 
46, Chapter I, Part 154, infr·a. • 
<Federal Register of Thursday, Janu-

ary 27, 1955) 

EQUIPMENT APPROVED 
BY THE COMMANDANT 

[EDITOR'S NOTE.-Due to space limi
tations. it is not possible to publish the 
specification numbers, approval num
bers and other descriptive data re
garding approvals and termination of 
approvals as published in the Federal 
Register. Copies of the Federal Reg
isters may be obtai'ned from the 
Superintendent of Documents, Wash
ington 25, D. C.l 

DEPARTMENT OF THE 
TREASURY 

United Sta tes Coast Guard 
I COFR 54-61 J 

APPROVAL OF EQUIPMENT; AND CHANGE IN 
ADDRESS OF MANUFACTURER 

CLEANING PROCESS FOR LIFE PRESERVERS 
BUOYANT CUSHIONS, KAPOK, STANDARD 

BUOYANT CUSHIONS, NON-STANDARD 
LADDERS, El'IIBARKATION-DEBARKA TION 

(FLEXIBLE) 

SIGNALS, DISTRESS, HAND RED FLARE 
CONTAINERS, EMERGENCY PROVISIONS AND 

WATER 
DAVITS, LIFEl!OAT 

LIFEBOATS 
SIGNALS, DISTRESS, HAND ORANGE SMOKE 
BUOYANT VESTS, KAP.OK OF FIBROUS 

GLASS, ADULT AND CHILD (MODELS AK, 
CKM, CKS, AF, CFM, AND CFS) 

TELEPHONE SYSTEMS, SOUND POWERED 

FLASHLIGHTS, ELECTRIC, HAND 
BOILER, HEATING 

SODA-ACID TYPE HAND PORTABLE FIRE 
EXTINGUISHER 

VALVES, SAFETY RELIEF, LIQUEF'IED 
COMPRESSED GAS 

APPLIANCES, LIQUEFIED PETROLEUM, GAS 
CONSUMING 

INCOMBUSTIBLE MATERIALS 

CHANGE OF ADDRESS 
[CGFR 64-62] 

TERMINATIONS OF APPROVALS OF 
EQUIPMENT 

By virtue of the authority vested in 
me as Commandant, United States 
Coast Guard , by Treasury Depart
ment Order No. 120, dated July 31, 
1950 (15 F. R. 6521 ) , and in compli
ance with the authorities cited below, 
the following approvals of equipment 
are terminated because (1) the man
ufacturer is no longer in business; or 
(2) the manufacturer does not desire 
to retain the approval; or (3) the 
item is no longer being manufac
tured; or (4) the item of equipment 
no longer complies with present 
Coast Gua.rd requirements; or (5) 
the approval has expired. 

DAVITS, LIFEBOAT 

LIFEBOATS 

BOILERS, HEATING 
(Federal Register of Tuesday, January 18, 

1955) 

TITLE 46-SHIPPING 
Chapter I- Coast Guard, Depart

ment of the Trea sury 

Subthapter Q-Specifi<ation$ 

[OGFR 54-46] 

PART 160-LIFESAVING EQUIPMENT 

MATERIALS 

The purpose of the amendments in 
this document is to correct and to 
clarify certain requirements regard
ing vinyl plastic film used in manu
facturing buoyant vests and buoyant 
cushions described in coast Guard 
Document CGFR 54-46, Federal Reg-

ister Document 54-10014, which was 
published in the Federal Register 
dated December 18, 1954, 19 F. R. 8691 
et seq. 
(Federal Register of TUesday, January 18, 
1955) 

ARTICLES OF SHIPS' 
STORES A ND SUPPLIES 

Articles of ships' stores and supplies 
certificated from 30 November 1954 
to 28 December 1954, inclusive, for 
use on board vessels in accordance 
with the provisions of Part 147 of the 
regulations governing "Explosives or 
other Dangerous Articles on Board 
Vessels" are as follows: 

CERTIFIED 

Kelite Products, Inc., P.O. Box 2917 
Terminal Annex, Los Angeles 54, Calif. 
Certificate No. 195 dated December 1, 
1954 "KELITE KESOL.'' 

FUSIBLE PLUGS 
The regulations prescribed in Sub

part 162.014, Subchapter Q, Specifica
tions, require that manufacturers sub
mit samples from each heat of fusible 
plugs for test prior to plugs manufac
tured from the heat being used on ves
sels subject to inspection by the Coast 
Guard. A list of approved heats 
which have been tested and found 
acceptable during the period from 15 
November 1954 to 15 December 1954, 
is as follows: 

The Lunkenheimer Co., Cincinnati 
14, Ohio. Heats No. 496, 497, and 498. 

AFFIDAVITS 

The following affidavits were ac
cepted during the period from 15 No
vember 1954 to 15 December 1954: 

Pacific Ship Repair, Inc., Pier 36, 
San Francisco, Calif. Valves, Pipe 
Fittings, Flanges, and Bolting. 

Holby Valve Co., Inc., 1146 Second 
Ave., New York 21, N. Y. Valve 
<Water Tempering 150 p. s. i. at 212° 
F.). 

Stearns Co., Screw Machine Prod
ucts Co., 10 Dravus St., Seattle 9, 
Wash., Bolting. 

ACCEPTABLE COVERED STEEL ARC WELDING ELECTRODES 

T.be following are additions to the list of eleetrodes which are acceptable to the United States Coast Guard for use in 
welded fabrications. 

Distributor's and/or m>umfucturer's Rro11cl A WS 
class I 

Opera Uni: ]JOSlLions ancl electrode sir.es 
(inch) 

H• and J ., ,,,, I ,, ,, 
-------------------------1--------1----I below _7•_s ___ }•_•_. _ _:_l_'7•_a_ 
Hoburt Bros. Co .. Ilobnrt Sq., 'l'roy. N. Y ------ __ _ -------·-------··-·· _ ' ' R 0 CK ~~ T 24 ·' £0012 1· 2 I 2 2 I 2 I ------

(Contuct) . 
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I will return no more 
To the song of the town, 
Avenues of joy and fear 
Or laughter along the shore. 

And for this beckoning sea 
I forsake you, house of clay, 
Know a new balm of peace 
In waves of passionless rhapsody. 

Far across my path, white-spun, 
The moon spills her gems, 
Cascading in liquid light 
To an unknown horizon. 

My ship moves suspended 
In a vast, ageless dream . 
Out in who's gleaming space 
Worlds and time hove ended. 

In the night's silent spell 
My star-enchanted eyes, 
Empty of desire and hate, 
Recall no hand of farewell. 

In this still, magic elation 
Erase the loves that were lost, 
Numb remembered pain, 0 sea, 
With your strange compensation. 

Antony 0. de Courcy. 

U. S. OOYl .. UIUCT PRINTING OFTICE; 11SS 


