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"I recommend it to your serious reftections how far and in what mode it 
may be expedient to guard against embarrassments from these contingencies 
by such encouragements to our own navigation as will render our commerce 
and agriculture less dependent on foreign bottoms, which may fail us in the 
very moments most interesting to both of these great objects. Our fisheries 
and the transportation of ow· own produce offer us abundant means for guard
ing ow·selves against this evil." 

George Washington, in an address to Congress, November 8, 1790 

"The present (British) ministry are duped by an opinion of our not havinJ 
union and energy sufficient to retaliate their restrictions <on shipping). No 
time is to be lost In raising and maintaining a national spirit in America. 
Power to govern the confederacy as to all general purposes should be granted 
and exercised. In a. word, everything conducive to union and constitutional 
energy should be cultivated. cherished and protected." 

John Jay, writing to Gouverneur Morris from England in 1783 

"In short, commerce has made this country what it ls, and It cannot be 
destroyed or neglected without involving the people in Poverty and distress. 
Great numbers are directly and solely supported by ow· navigation. The faith 
of society ls pledged for the preservation of the rights of commercial and sea
faring no less than of the other citizens. Under this view of our affairs. I 
should hold myself guilty of a neglect of duty if I forbore to recommend that 
we should make every exertion to protect our commerce and to place o 
country in a suitable posture of defense as the only means of preserving both. 

John Adams, as President, to Congress, November 22, 1797 
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THE MERCHANT VESSEL AS AN AID IN DITCHING 
A LL seafarers are aware of the 
I1 assistance that iS often rendered 

:hem at sea by an amphibious sea
-:ane in answer to a MEDICO.• 

However, it is doubtful that sea
t.arers are aware that they may be 
ri!ed to render assistance to an air
~t in diStress-one that has been 

:-ced to ditch. 
..;., all times there are hundreds of 

.-...c;..--chant vessels at sea-principally 
..::eentrated on certain trade routes. 

.... -..:ally the flight plan closely paral
J;...'> the sailing track. On the North 
~tic great circle route an air
::n..:t. iS seldom over 50 miles from a 
~:-chant vessel. Therefore, ships at 

are an ever-present source of 
..stance. 

\\ith an increasing number of 
::a::s-ocean aircraft, the chances that 

merchant vessel will be i·equired to 
:ender such assistance increase con-

-:::ally. 
-::his fact is well appreciated by the 
~ Guard. Accordingly, in the 
:;lication Aircraft Emergency Pro
.;;;..res Over Water, there has been 
_"uded a separate chapter on as
-:mce by merchant ship. This is a 
:.icatlon compiled by the Coast 

;:ard and adopted for use by the 
!>??artment of the Navy and the De-

!"Ollent of the Air Force. I t is avail
~ to all commercial airlines and, 

~bly, all trans-ocean aircraft 
~a copy on board. 
.S:nce communications between an 
:;i~ane about to ditch and a mer
- t vessel are at best poor, it would 

ell for shipmasters to be aware 
:he procedures that pilots would 

~i;J;". Accordingly, excerpts from 
..... pter 7, The Merchant Vessel as an 
· in Ditching, are printed for the 
pmaster•s information: 

Communicating with merchant ves
... may be difficult. Approximately 

percent of these vessels stand a 
operator watch, i. e., one operator 

on watch intermittently only 8 
-'"S a day. During the remaining 
hours, the only guard is the auto
.:in system on 500 kc/ s. If an air

-_:; in diStress is able to transmit on 
kc/ s and Is close enough to the 

;> to trigger the auto-alarm, com
:::::nications can be established on 

If the aircraft ls unable to emit 
""cient signal strength to trlgger 

ship alarm, then the diStress call 

• BDITOR'S NOTE: See August and Scp
ber, 1066, issues of the Proceedings 
:3.!Dl1co articles. 
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may be heard by a more powerful 
station-this station will ill turn 
broadcast an auto-alarm signal. The 
majority of merchant vessels are un
able to communicate by voice, ·but 
must use cw even after contact is es
tablished. However, some merchant 
vessels are equipped to exchange 
communications on frequencies in 
the 2-3 Mes band <voice emission>. 

SELECTI NG THE NEAREST MERCHANT VESSEL 

When an aircraft transmits a dis
tress message on 500 kc/ s, stations of 
the maritime mobile service in the 
vicinity hearing the message are re
quired to answer. If, after a period 
of time, no stations in the immediate 
vicinity answer, ships more remote 
from the diStress position are required 
to acknowledge. An aircraft initiat
ing a distress message on 500 kc/ s 
will probably receive acknowledg
menLs, and· positions, from several 
ships. The pilot is then faced with 
the problem of deciding which ship 
he is to proceed toward and com
municate with. Obviously, if the pilot 
requests position reports of all ships 
on the circuit, a. long time delay will 
result, together with an overloadmg 
of the circuit. The pilot must select 
the ship he plans to use and enforce 
silence on other stations. The pilot 
may then determine the ship's capa
bility for using voice and a common 
frequency. If possible, a shift should 
be made to a voice frequency. If the 
vessel is a foreign merchant vessel, 
unable to use English, it may be better 
to stay on cw and use Q signals. 

NOTE: (The block ot Q signals QRA-Quz, 
common to both the maritime and aero
nautical services, should be used. These 
Q signals are In lnterno.tlono.l use. The 
aeronautical block, QWA- QNZ. probably 
would not be known to shipboard opera
tors. so It should not be used.) 

Usually an aircraft will initiate the 
distress call on the air-ground fre
quency to the ground stations. This 
will, in turn, be relayed to Rec-who 
will provide for the broadcast of the 
auto-alarm alert to ships at sea. 
From the aircraft's position and the 
merchant vessel plot, the Rec con
troller will be able to inform the air 
craft, through the air-ground station, 
of merchant vessels in the vicinity. 
The aircraft may then call the ship 
direct on 500 kc/ s and/ or 2182 kc/ s. 
Large ships standing 24-hour watches 
and many smaller vessels such as 
yachts and fishing vessels may be able 
to use the voice frequency of the diS
tressed aircraft. 

It is suggested that aircraft navi
gators may find it desirable to enter 
on the chart the following informa-

tion on all vessels sighted: time 
sighted, position, estimated course 
and speed. <Estimation of speed may 
prove diftlcult. As a general rule, 
most merchant vessels will be cruising 
between 9-15 knots.) This informa
tion may be useful if an emergency 
develops. 

RENDEZVOUSI NG 

The aircraft's navigation plot 
should be the basic method used in 
effecting rendezvous. Homing by 
radio bearings may be used in two 
ways: 

a. The most reliable method is 
for the merchant vessel to transmit 
homing signals on an appropriate 
freQuency in the 400 kc/ s band to 
allow the aircraft to home, using it.s 
ADF. The merchant vessel should be 
requested to transmit its call letters 
until the aircraft has made positive 
identification. When the signal has 
been identified, the merchant vessel 
should be directed to send 20-second 
dashes with Its call sign after every 
third dash. Maritime mobile service 
radio direction finding frequencies 
are between 405 and 490 kc/s. Many 
merchant vessels, however, have only 
one operator and two transmitters. 
In such cases, it may be necessary for 
the vessel to transmit for homing on 
500 kc/s in intervals of three minutes, 
then conduct necessary communica
tions with the aircraft on 500 kc/s. 
If the merchant vessel is able to use 
high frequency voice, communications 
may be conducted on this frequency 
while the ship is transmitting homing 
signals on a frequency between 405 
and 490 kc/s. 

b. A second method is for the 
aircraft to transmit on 500 kc/ s for 
bearings. The ship may take bearings 
on the aircraft with the ship's DF 
equipment, and advise the aircraft its 
true bearing from the ship. This 
method has the advantage that a large 
number of ships can be taking bear
ings while the aircraft is transmitting. 
If the aircraft ditches, a reliable DF 
fix is available. The aircraft should 
transmit long dashes, broken by iden
tification, then cease the homing 
signals for other communications. 

DITCHING BESI DE A MERCHANT VESSEL 

Dav: 
If the pilot elects to ditch beside a 

merchant vessel, sea and weather 
conditions should be determined while 
inbound. From information fur
nished by the ship or determined by 
the pilot, the ditching heading should 
be selected and the vessel advised. 
The merchant vessel should be re
quested to steam on this heading. 
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The ail"craft should ditch o1f the 
ship's bow or in the wake. If the ship 
is a large fast vessel or liner, the pilot 
may land ln the wake. A large vessel, 
proceeding at high speed, will produce 
a wake astern that may reduce the 
swell and sea system. If the ship is 
smaJI or slow, no advantage will be 
derived from this procedure. Then 
it is better to ditch o1f the bow to 
facilitate early rescue. Merchant 
vessels will, in nearly all cases, use 
lifeboats to pick up survivors. 
Night: 

Under night conditions, the mer
chant vessel can assist best by turn
ing on all lights on the ship to give 
the pilot a reference mark and aid in 
depth perception. 

Merchant vessels are normally un
able to provide flare or starshell il
lumination. The pilot of a ditching 
aircraft, should be prepared to use his 

own parachute flares for this purpose. 
This can be done by dropping the 
flares upwind of the ship, and uti
lizing the Single Aircraft Ditching 
Procedure prescribed in Chapter 5. 
<See Figure 1.) A night ditching can 
then be made beside the ship with the 
advantage of illumination. Flares 
may be used to alert a ship when no 
other communications have been 
established. Flares should nott be 
dropped so as to endanger the ship. 

ATTRACTING VISUAL ATTENTION OF 
MERCHANT VESSELS 

The procedure for an aircraft to 
call upon a surface craft to render 
assistance to survivors or to an air
craft in distress is now standardized 
as follows: 

a. Circle the vessel at least 
once at low altitude. 

<Continued on page 144) 

I 

• • .... _ ..... 
Figure 1 . 
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Aircraft ditching procedure near merchant ship. Flare Is dropped lo windward of 
ship and landing approach is made from opposite d irection. 

.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 honor roll 
is that of CAPTAIN JOHN, TRYC. 

During the early part of 
World War II CAPTAIN TRYC 
made several voyages on the 
treacherous Murmansk run. 

On July 20, 1945 the President 
of the United States conferred 
the Merchant Marine Distin
guished Service Medal on CAP
TAIN JOHN TRYC. 

A summary of the citation is 
as follows: 

For distinguished serv
ice under continuous en
emy attack. Hts ship. the 
SS Schoharie loaded with 
a cargo o! war material 
vitally needed by our Rus
sian ally, was In an early 
Murmansk bound convoy. 
During t~e voyage, for 
tl.ve days a.nd nights. his 
ship was subjected to a 
running battle with enemy 
submarines, dive bombers, 
and torpedo planes. 

The ship was equipped 
with only two 20-mm 
OerlLkons and two .30-cal
lber guns. 

During this period, the 
ship's guns were manned 
around the clock by the 
merchant crew and were 
credited with the destruc
tion of four enemy planes. 

On one occasion. a tor
pedo plane dove out of a 
low overcast and made a 
direct attack on the ship, 
dropping a torpedo within 
a hundred yards. Due to 
Captain Tryg's Sklllful 
ship handling the torpedo 
passed 15 feet astern. As 
the plane flew past the 
sturboard engine wns ob
served to be In names and 
smoking badly. 

In the !ace or all the 
enemy could do In the air, 
on the surface and under 
the sea. his expert seaman
ship and the· mugnltleent 
discipline of his crew, 
brought tbe ship safely to 
ber destination. 

His outstanding courage, 
leadership, and disregard 
of danger were In keeping 
wtth the highest traditions 
or the United States Mer-
chant Marine. d; 
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MERCHANT MARINE OFFICERS 

A NEW approach to omcer procw·e
ment has been adopted by the 

coast Guard; and, lt should evoke 
considerable interest among mercha.nt 
marine officers. In 1948 a special 
officer procurement program was es
tablished commonly referred to as the 
p, L. 219 program, to obtain officers 
from the merchant ma.rine to perform 
marine Inspection functions of the 
coast Guard. Although a number of 
officers have been commissioned, a 
greater number is needed each year 
to fill the thinning ranks of the ex -
Bureau of Marine Inspectors who are 
rapidly approaching retiremen~ age. 

The Coast Guard is endeavonng to 
obtain experienced merchant marine 
officers to :fill these billets. Those 
officers who can qualify will be com
missioned as Lieutenant Commander. 
Lieutenant, Lieutenant (jg) , and 
Warrant Officer, depending on age, 
license, and experience. 

EXAMINATION CHANGE 

To promote Interest in the program 
the requirements have _under~<?ne 
major revision.• The mam revision 
has centered a round the examination 
subjects. Heretofore, a prospective 
applicant found himSelf ~aced ~Y a 
lengthy and comprehensive wntten 
examination on physies and ci:em
istry in addition to the professional 
subj~cts. No longer will ~hemtst17 
and physics be given and the emphaslS 
will be on the practical subjects, L ~ .. 
navigation, seamanship, and engi-
neering. . 

Another revision that should inter
est potential applicants is the change 
in the examination schedule. In the 
past the examination was given ove~ a 
3-day peiiod once every year. Realiz
ing that many officers might be at sea 
during a 3-day period, the examina
tions will now be given over a 3--rnonth 
period. The applicant can now desig
nate the date and place where he 
wishes to sit for the examination and 
take it on 3 successive days. 

In addition to these changes the 
age and license requirements have 
been modified so as to more accurately 
reftect existing conditions. For ex
ample, in the past, to qualify as Lieu
tenant, it was mandatory t hat the 
applicant have a Maste1"s license and 
not be over 36 years of age; a Chief 
Mate's license is now required a.nd the 
maximum age is now 38. 

*EDITOR'S NOTE: New regulations to ad
minister P. L . 219 have been promulgated. 
See Page 145. 
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RANK QUALIFICATIONS 

The main quali:ftcatlons for the 
various ranks are as follows: 
Lieutenant Commander 
Age-Must not have reached 40th 

birthday in the calendar year in 
which application is made. 

License-Master Cu n l i m It e d)
Ocean or Coastwise; Master and 
First Class Pilot Cunlimited
Great Lakes, Western Rivers, or 
other inland waters; or Chief En
gineer <unlimited horsepower>. 

Experience-Twelve <12> or more 
years' service aboard a vessel of 
the United States, in the capacity 
of a licensed officer of which not 
less than 1 year must have been 
served as Master or Chief Engi
neer: Provided, That any person 
holding a degr ee from an accred
ited college or a graduate of a 
maritime academy, Federal or 
state, may substitute such degree, 
diploma, or certificate of comple
tion in lieu of one year of the re
quired sea service other than the 
year required to be served as Mas
ter or Chief Engineer: Provided, 
That experience ashore as assist
ant port captain, assistant port 
engineer, marine surveyor, or 
comparable position thereto may 
be substituted equally up to five 
(5) years of the required sea serv
ice: Provided further, That serv
ice on public vessels, when 
evaluated in accordance with the 
c oast Gua rd st,andards for estab
lishing eligibility for mercha~t 
marine licenses, may be substi
tuted for up to fow· (4) years of 
the required sea service. How
ever, substitutions of educational 
credits, supervisory positions 
ashore and service on public ves
sels may not work to reduce the 
required sea service on commer
cial merchant vessels below six 
(6) years. 

Lieutenant 
Age-Must not have reached 38~h 

birthday in the calendar year m 
which application is made. 

License-Chief Mate Cunlimited>
Ocean or Coastwise; Master and 
First Class Pilot <unlimited>
Great Lakes, Western Riyers, or 
other inland waters; or First As
sistant Engineer <5,000 or more 
horsepower> ; Chief Engineer 
(2 000 or more horsepower>. 

Experl~nce-Six (6) or more years' 
service aboard a vessel of the 
United States in the capacit,y of a 
licensed omcer of which not less 
than 1 year must have been 

served as Chief Mate, or First 
Assistant, Engineer: Provided, 
That 2 years of the required 6 
may have been served on public 
vessels, but such service must sat
isfy the Coast Guard equivalency 
standards required to determine 
eligibility for merchant marine 
licenses: Provided, That any per
son holding a degree from an ac
credited college or a graduate of a 
maritime academy, Federal or 
state may substituLe such de
gree, 'diploma, or certificate of 
completion, in lieu of 1 year of the 
required sea service other than 
the year required to be served as 
Chief Mate or First Assistant 
Engineer: Provided further. That 
experience ashore as assista~t 
port captain , assistant port engi
neer marine surveyor, or com -
parahle position may be substi
tuted equally for up to 2 years of 
the required sea service. How
ever, substitutions of educational 
credits or supervising positions 
ashore may not work to reduce 
the required sea service below the 
four ( 4> years required by law; 
and further. substitutions of pub
lic vessel service may not work to 
reduce the required sea service on 
commercial merchant vessels be
low three (3) years. 

Lieutenant (junior grade> 
Age-Must not have reached 3~d 

birthday in the calendar year m 
which application Is made. 

License-Second Mate Cunlimited>
Ocean or Coastwise; First Class 
Pilot <unllmlted)-Great Lakes, 
western Rivers, or other inland 
waters ; or Second Assistant En
gineer <5,000 or more horse
power> ; First Assist.ant Engineer 
(2 000 or more horsepower). 

Experi~nce-Four <4> or more years' 
service aboard a vessel of the 
United States in the capacity of a 
licensed officer. Of this service, 
75 percent <3 years) must have 
been served aboard commercial 
merchant vessels of the United 
States and the remainder of the • 
time (1 year) can be made up by 
time served on public vessels of 
the United States. However, 
service on public vessels must 
meet the coast Guard equivalency 
standards now used to determine 
eligibility for a merchant marine 
license or raise in grade. 

Commissioned warrant officer 
Age-Must, have reached his 27th 

birthday in the calendar year in 
which application Is made and 

137 



must not have reached his 40th 
birthday in the calendar year in 
which application is made. 

License- Third mate Cunlimited>
Ocean or Coastwise; First Class 
Pilot U,000 or more gross tons>
Great Lakes, Western Rivers, or 
other inland waters; Third As
sistant Engineer (2,500 or more 
horsepower) ; First Assistant En
gineer Cl,000 or more horse
power). 

Experience--W-4 
Twelve (12) or more years serv
ice aboard a vessel of the United 
States, in the capacity of a li
censed offlcer: Provided, That 
any person holding a license 
higher in grade than the required 
license may substitute such li
cense in lieu of two years of the 
required sea service, .however, 
such credit would only be given 
for two grades higher than the 
basic required license or a maxi
mum of four (4) years substituted 
sea time: Provided, That four (4) 
years of the required twelve (12) 
may have been served on public 
vessels but it must satisfy the 
Coast Guard equivalency stand
ards required to determine eligi
bility for merchant marine 
licenses. However, substitutions 
of higher license credits combined 
with substitution of public vessel 
service may not work to reduce 
the required sea service on com
mercial merchant vessels below 
six (6) years. 
W-3 
Six C6> or more years service 
aboard a vessel of the United 
States, in the capacity of a li-

censed officer: Provided, That 
any person holding a license 
higher in grade than the required 
license may substitute such li
cense in lieu of two (2) years of 
the required sea service, however, 
such credit to be given for only 
one grade higher than the basic 
required license or a maximum of 
two (2) years substituted sea 
time: Provided, That two (2) 
years of the required six (6) may 
have been served on public ves
sels but it must satisfy the Coast 
Guard equivalency standards re
quired to determine eligibility for 
merchant marine licenses. How
ever, substitution of a higher li
cense credit combined with sub
stitution of public vessel service 
may not work to reduce the i·e
qulred sea service on commercial 
merchant vessels below three (3) 
years. 

The planned career of an officer 
appointed to commissioned status 
from the merchant marine will be ac
cording to the following plan: 
Tratning 

Three months' military indoc
trination at New London, Conn. 
Nine months' sea duty on a major 
cutter. 
Three months' shore duty in a 
district office or other major 
shore establishment not con
nected with Merchant Marine 
Safety. 
Three months' Merchant Marine 
Safety indoctrination at New 
London, Conn. 
Six months' Merchant Marine 
Safety duty. 

RESERVE BUOYANCY 

138 

Assignments 
<a> 3 years-Merchant Marine 
Safety duty. 
(b) 1-3 years-sea and shore 
duty in a function other than 
merchant marine safety. 
(c) 3-5 years-Merchant Marine 
Safety duty. 
(d) A period of sea duty similar 
to that required of ofilcers of the 
same rank. 

BENEFITS DERIVED 

Officers commissioned via this pro
gram are given permanent commis
sions as gene1-al duty officers and Will 
be in the regular line of promotion. 

Considerable thought was given to 
the revision of the program and the 
Coast Guard feels that it will attract 
wide interest and anticipates an in
creased number of applications. Al
though, admittedly, the basic pay 
dlft'erential between Coast Guard offi
cers and merchant marine officers is 
marked, the intangible remunerations 
more than make up the difference. A 
few of these Intangibles are: $10,000 
Government Ufe insurance Policy: 
medical oare for dependents; 30 days 
vacation annually with pay; credit for 
all Naval Reserve commission time 
<inactive or active) for pay purposes 
<longevity) ; and a retirement pro
gram that is unequalled. For ex
ample, a Coast Guard Captain with 30 
years service retires at 75 percent of 
his pay plus social security benefits or 
approximately $700 per month. 

The next examination period is 
tentative1y scheduled to run from Oc
tober 1, 1956, to December 31, 1956. 

Additional detailed information 
and application forms can be obtained 
by writing to the Commandant 
<PTP>. U. S. Coast Guard, Washing
ton 25, D. c. 

CONVENTIONS 
The Government of the Unit 

Kingdom has advised this Country 
that acting as depository nation, 
has received notification of extensi 
by the Government of the French Re
public to Overseas France of the In 
ternational Load Line Conventio 
1930. . 

The notification was received 
December 28, 1955, and in accordan 
with Article 21 of the Convention t 
effect on February 28, 1956. 

This Country was also advised t 
the Governments of Thailand 
Viet-Nam notified their acceptan 
on December 8, 1955, and March 1 
1956, respectively, of the Internatio 
Regulations for Preventing Collis! 
at Sea, 1948. 
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READERS' COMMENTS 
In the May 1956 issue of the Pro

ceedings appeared the article "Flag 
Procedure." This article attracted 
much interest and several letters of 
comment were received. 

Some of these comments may be of 
interest to others. Concerning the 
custom of flying the flag of the coun
try you are entering at the foremast 
truck, one readE'r, a Navy Captain, 
commented as follows: 

Under international law a merchant 
vessel cnLers a foreign country with the 
i.ntent to do business or obtain some other 
11<vor or privilege tor private gain. In 
re~n for these prlvUeges she Lemporarlly 
divests herselt or some of her nntionallty, 
-nd accepts a Umited dua.l nationality 
during her stay In that country. She ac
cepts the right or local authorities to con
duct visit and search, Including that or 
:naklng arrests on bOard; agrees to a.bide 
by that country's Immigration and cus
·.om laws and restricLlon.s; be governed 
by local harbor laws and pilot rules; and, 
e:c. She lndlca.1les her acceptance of 
:.hese conditions by hoisting the fiag or 
mat country at her forcm11St, and files it 
'1multaneously with her own national 
:lag. All of which implies a great den.l 
::::iore than mere courtesy. 

A man-of-war on t he other hand n c.ver 
divests herself of her sovereign natlonal
l:y, and ls never subject to visit and 
l>earch, nor does she hoist the colors ot 
-~e country visited. II visit and search 
were a Lt.empted It ls her du ty t o · resist 
torce with force to the utmost. When a 
.orelgn national or personal fiag ls flown 
!>v a man-of-war It Is, In !act, a matter Of 
:Ourtesy, and only In honor of a national 
!:lollday or In honor of the dignltnry whose 
•ag l.s temporarily fiown. 

The Coast Guard feels that while 
the foregoing is technically correct, 
. t is more a custom or courtesy than 
a requirement. With the exception 
of o. few countries which require the 
courtesy by law, i. e. some South 
American Republics, the merchant 
ship accepts dual nationality by the 
act of engaging in trade in a port, 
whether or not she shows the foreign 
~g. 

Another reader, a Merchant Marine 
Master, commented as follows: 

Regarding the display of the signals on 
..ailing day, It has been the observer's ex
perience to keep the "Blue Peter" fiylng 
a.!ter colors in the evening If the ship Is 
sailing after dark the same day; and, It 
early the following morning, to display 
:he "Blue Peter" at daybreak before the 
usual time for colors. I have also seen 
Tith profit the display o! the some fiag 
·p" flying from a ship In the o!l!ng await
mg passengers and crew, when the ship 
""1lS neither anchored nor moored along-
51de a wharf. In sbl!tlng ship the "P" ls 
.asually le!t fiylng unLll the final depart
ure Is effected. 

The Coast Guard agrees that the 
particular conditions that exist on 
;;ailing day would dictate the times 
mat the "Blue Peter·• is flown. 
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nautical queries 
Q. List the probable causes 

which would result in lowering the 
water temperature in the de-aerating 
feed water. 

A. (1) A drop in the exhaust 
steam pressure. 

(2) The addition of large quan
tities of extra feed. 

(3 ) A tube failure in the con
denser. 

(4) Excessively raising the 
level of the water in the de-aerating 
feed heater. 

<5> Excessive cooling of the 
condensate in the main condenser. 

Q. What care should be given 
kapok life preservers? 

A. · Kapok is highly flammable 
and life preservers containing this 
material should not be stowed near an 
open flame or where cigarettes that 
are carelessly handled may ignite 
them. 

Kapok preservers should not be 
used as pillows or foot rests as com
pression and matting of the material 
reduces its buoyancy. 

Holes and tears in the fabric enve
lope of a kapok jacket sedously Impair 
its usefulness for sustained immer
sion and such jackets should be re
placed. Oil or paint soaked jackets 
should also be repla-0ed. 

Q. What defects make cork life 
preservers unfit for service? 

A. <1 > Missing, torn, or broken 
straps . 

( 2 ) Torn or ripped seams, or 
holes in the fabric covering. 

( 3) A broken or granulated 
condition of the cork block inserts. 

Q. What is the minimum length 
of lifeboat falls? 

A. The falls should be of such 
length that the lifeboat may be low
ered to the water with the vessel at 
its lightest draft and listed 15°. 

Q. May repairs or alterations be 
made to lifeboats aboard ocean pas
senger vessels? Explain. 

A. No repairs or alterations, 
except in an emergency, are allowed 
to be made to any lifesaving or fire 
detecting or extinguishing equipment 
without advance notice to the Officer 
in Charge, Marine Inspection. When 
emergency repairs or alterations have 
been made, notice must be given to 
the Officer in Charge, Marine Inspec
tion, as soon as practical. 

Q. What care should be given 
sails and other canvas aboard ship? 

A. Sails and other canvas should 
be aired in fine weather to prevent 
mildew and rot. 

Q . How many tarpaulins are re
quired for hatches of a merchant 
vessel in ocean service? 

A. Two. 
Q. How is the wear on a shot of 

chain cable determined? 
A. By measuring the sectional 

area of the links at the most. worn 
part. 

Q. Why is it important to use the 
proper knot for each particular pur
pose? 

A. Knots so tied greatly increase 
the grip as power is applied to them, 
yet are easily untied when not in use. 
Improper knots may slip at the cru
cial moment and moreover are very 
hard to untie once they have been 
jammed. 

Q . Why should gasoline never be 
used for cleaning purposes? 

A. Because of the explosive vapor 
hazard. 

Q . What is the recommended dis
tribution in distance for fire extin
guishers aboard large vessels? 

A. So that not more than 50 feet 
<horizontally) will have to be traveled 
to reach the nearest extinguisher. 

Q. Why should towlines be avail
able on the of!shore side of a vessel 
undergoing repairs at a pier? 

A. So that they may be quickly 
passed to a tug in the event a hasty 
departure is required due to a pier fire 
or a fire aboard ship. 

Q. Before welding or burning 
operations on a bulkhead are com
menced, what check must be made? 

A. The conditions on the other 
side of the bulkhead. 

Q . What signal should be dis
played by night when loading or dis
charging bulk oil at a dock? 

A. A red light. 
Q . How often should oil-pressure 

gages be tested? 
A. At least once each year. 
Q. When transferring an oil 

cargo, what should be done if a severe 
electrical storm comes up? 

A. Stop the transfer operation. 

CORRECTION 
In the article "Marine Safety 

Legislation" which appea1·ed in 
the July 1956 • Proceedings, it 
was stated that tankers would 
continue to be inspected an
nually. This was in error. 
Pcmuc LAw 519 applies to tank
ers and they will be inspected 
on a biennial basis. 
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FOR many yeai'S the officers respon
sible for the safety of a ship could 

be readily determined from the ship's 
articles. Such is not the case today. 
Now, when a vessel is in a domestic 
port, there are four additional of
ficers-two night mates and two night 
engineers. 

Before World War II, it was the 
custom of a few companies to employ 
relief officers so their regular officers 
could spend more tlme at home. To
day it Is no longer a custom but an 
accepted practice specifically covered 
in manning contract,s. 

It would appear that an inherent 
weakness in this practice is the fact 
that a relief officer, who might be a 
complete stranger to the type or ship, 
is suddenly responsible for the load
ing or discharging of the cargo and 
the overall safety of the ship. When 
it is considered that relief officers are 
aboard the ship two-thirds of all the 
time it is in port (5:00 p. m. to 8:00 
a. m. on week days and from 5:00 
p. m. Friday until 8:00 a. m. Monday) -
the extent of their responsibility can 
be realized. 

To compensate !or any unfamiliar
ity with the ship, It Is incumbent upon 
the regular officers to make sure that 
information (diagrams, charts, in
struction sheets) concerning the ship 
and the safety equipment are readily 
available. Some companies have had 
special instruction booklets made up 
containing information the relief of
ficer might need. Some have issued 
standing instructions that the relief 
officer must be personally shown the 
location of the fire-fighting equip
ment, especially the co, room, and 
the fact noted in the logbook. 

Since there is no navigation in
volved and the cargo handling is 
usually well supervised by the com-

"lllfY'lE SREAKING·IN A NEW WHHLSMAN.' 

(Courtnv Jiaritim(' Reporter) 
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RELIEF OFFICERS 
pany's shoreside personnel, the most 
important aspect of the night mate's 
job concerns fu·e fighting. To satis
factorily perform his job, he must 
have no doubt In his mind as to where 
the equipment is located and how to 
use it. Chances are that should a fire 
occw· at night the majority of the 
ship's crew w!ll be ashore. This 
means that he will not only have to 
direct the fire fighting but quite pos
sibly will have t.o personally engage 
in the operation. 

A fine example of how a relief offi
cer can and should act occurred sev
eral years ago in the port of Charles
ton, S. C. The SS Hawaiian, a C-4 
type freighter. was loading Army 
cargo for Korea. A few minutes 
after 8:00 p. m. a lift-truck which was 
being used in No. 4 upper 'tween deck 
ran out of gas. A 5-gallon can of 
gasoline was lowered to the driver and 
he started to fill the tank. Suddenly, 
some of the gas spilled and ran over 
the hot manifold-a flash fire re
sulted! The driver, in his excitement, 
dropped the can on the wooden hatch 
covers. The flaming gasoline spewed 
out and ran down through the cracks 
of the hatch cover into the lower 
hold-a disaster was in the making. 

The relief mate, Mr. John B. Ken
nedy, had been supervising cargo 
loading during the early part of the 
evening. At 8: 10 P. m .. he was on the 
bow tending the mooring lines when 
a stevedore ran forward shouting, 
"Fire ! Fire!" 

As Mr. Kennedy raced aft he could 
see a red ominous glow over the open 
hatch. He bounded up to the bridge, 
sounded the general alarm and called 
the englneroom for water on deck. 
The fire detector was ringing wildly. 

He returned to the main deck and 
with the help of the stevedore fore
man extinguished the blaze in the 
vicinity of the lift- truck. They used 
two foam extihguishers. After the 
fire was extinguished, 15 stevedores. 
who had been trapped in the hatch 
wing, were able to climb to safety. 
It was apparent though that the lower 
hold was still a.fire. 

As soon as the last stevedore was 
out of the hold, Mr. Kennedy ordered 
the batch buttoned up tight. Hatch 
covers were battened down, ventila
tors were covered, and blower fans 
secured. 

At 8: 18 p. m. the mate released 12 
bottles <100 pounds each) of CO, into 
No. 4 lower hold. 

The hold was kept covered for one 
hour. When It was finally opened, 
with the local fire department stand
ing by, the flame was extinguished. 
All that remained of the fire was some 
smoldering bales of clothing. 

From the recital of events It Is ap
parent that the relief mate at no 
time was in doubt what to do. Only 
8 minutes elapsed between the fire 
and the release of the co,. During 
this time. the flaming gas in the 
'tween deck was extinguished and 15 
stevedores were able to escape. 

Since the widespread use of relief 
officers has come about there has been 
much discussion as t.o how far their 
responsibility extends. Some persons 
have ventw·ed the opinion that since 
they are not signed on articles they 
are not serving under the authority 
of their license, and their responsibil
ity is limiLed. The thought has also 
been expressed that they are not sub
ject to the Captain's orders. 

Recently, a letter was received at 
Coast Guard Headquarters which 
asked, "What is the degree of respon
sibility of a relief officer?"; and, "Is 
a relief officer subject to a command 
of the Master?" 

The following excerpts from the 
)etter of reply reflect the Coast 
Guard's Interpretation of his respon
slblli ties: 

The Coast Guard considers the nigh 
relief officers to be employees o! the VCSllcl 
and as such nre subject to the lawful 
commands and control or Lhe Master to 
tlle same degree as any other ship's offi
cer. WhLle the selection of the relief 
officers Ls often not the choice of the 
Individual Master, It Is his privilege and 
duty to deLermlne that they are properly 
licensed and fully Informed of the safety 
measures to be followed while standln 
night watches aboard his vessel. Fur
ther. should Lhe Master consider the re
lief officer to be unfit for any reason to 
tully carry out the normal duties, he 
may refuse to permit the assl~ned omcer 
to stand the night watch. 

As for the responslbll!Ly of the nigh 
relief officer for the safety of the ve"-"E' 
and crew while employed In that capacity 
the Coast Guard considers such personnel 
to be acting under the authority or their 
l lcenses rmd on this basis they are subj~ 
to the provisions of R. S. 4450. aa 
amended. for ltny misconduct, neglect Of 
duty, or negligence thaL mny occur dur 
Ing their hours of duty. No written agr~ 
ment Is considered necessary. It belns 
suf!lcient that the usual entry In the d~ 
or engine tog that the night rellef om~ 
relieved the regular ship's officer In t 
usual manner. 

From the foregoing, lt can be s 
that the relief officer has an impor 
tant job and a large responsibili 
subject to lawful Implications. 
competently perform the job on 
strange ship is no easy matter. 
behooves the relief officer to beco 
acquainted with the ship and be rea 
for any ·emergency. Once you ace 
the job, there is no one to assist y 
it is up to you. 
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INCE World War Il seafarers have 
become acquainted with inflatable 

.:-bber liferafts. Although this type 
c.. l.i!esaving apparatus has had wide 
i:...e by the u. s. Navy and u. S. Coast 
G:iard it has never been authorized 
_ .. :-use aboard merchant vessels. 

In 1948 at the INTERNATIONAL CON
-i.l'.DICE ON SAFETY OF LIFE AT SEA, 

-bber liferafts were excluded from 
"'egulation 30 which specified the 
:ype of buoyant apparatus and life
~ts which could be used on Conven-

oo vessels. Only liferafts of rigid 
ostruction were allowed. 
The reason for this exclusion was 

b3.sed on previous experience with the 
:c:.alntenance and testing of the rafts 
&:Id. the reliability of the inflating de-
111ee. The manufacturers contended 
-.::.ac; previous shortcomings had been 
.remedied and that now their inflat-

.!1Ie raft had many advantages over 
r..;.>e rigid type. Two of these were: 

Ease and rapidity of launching ; 
ability to go alongside in a heavy 

.s..a'll"ay without damage to the life-
ft. • 
Following the Conference, the man

..:acturers of rubber liferafts in Great 
~;tain petitioned the Government to 
~rmit the use on British merchant 
~ls. Their endeavor was a success 
ll.!ld In the last few years the British 
i!.!;nistry of Transport approved the 
c:se of the inflatable llferafts in lieu 
·: buoyant apparatus on passenger 
;:ssels not engaged on international 
J~ages <not subject to the Conven

L::n> and on fishing vessels. Those 
~ps which are subject to the terms 

- the convention may carry the in-
!...table liferafts in addition to the 
=escribed amount of buoyant appa

- tus. 
On April 25, 1956, the British Min

_ :ry of Transport made a regulation 
-~ the effect that all fishing vessels 
...... tween 50 and 145 feet in length 
-:rould be required to carry Inflatable 

~ts after October 1956. 

RESCUE BY LIFERAFT 

Two recent rescues which involved 
;...>e use of inflatable liferafts seem to 
.::dlcate their worth. 

One occurred on April 21, 1956, off 
:.he Faroes when the trawler Osako 
. .mk in heavy weather. The wind 
Ta.s of gale force and the high seas 
.:::sde the launching of lifeboats ex
-:rernely hazardous. A nearby trawler, 
j)e Thessalonian, launched two in
!atable liferafts and floated them 
::"i'er to the sinking trawler. The en
~e crew of the Osako was saved in 
;.!iis manner. The crews of both ves-
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RUBBER LIFERAFTS 
sels were much impressed with the 
way in which the rafts took a heavy 
beating against the ship's side with
out damage. 

The second rescue occurred off the 
East coast of Iceland on May 27, 1956. 
The trawler St. Celestin was sunk 
after a collision with another trawler, 
Arctic Viking. 

The chief engineer of the St. 
Celestin stated that the vessel was 
almost cut In two and in a matter of 
seconds the water was waist deep In 
the engtneroom. He said there was 
no time to get life jackets or launch 
the lifeboats but the two inflatable 
liferafts were thrown overboard and 
quickly inflated. All hands, 19 men, 
were taken on board the Arctic Viking 
from the liferafts. 

DESCRIPTION OF RAFT 

The llferafts used on British mer
chant ships are oval in shape a.nd 
vary in size from 6 to 20 person ca
pacity. 

They are made of rubberized cotton 
fabric and rely for their buoyancy on 

• inflation by the carbon dioxide car
ried in small cylinders attached to the 
liferaft. They are constructed with 
two arches, a center thwart and a 
floor, all of which are inflatable. A 
tent is attached to the two inflatable 
arches, and rises with them when in
flation takes place, thus giving the 
occupants protection from the 
weather and extremes of temperature. 

Sections of the buoyancy structw·e 
are sealed off from the other so that 
damage to any one section is localized. 

The liferaft is stowed in a canvas 
valise, lightly laced, and to this Is se
cw·ed a static line. This line is fas
tened to a stanchion or similar instal
lation on the ship and releases the 
carbon dioxide when the raft is 
launched . 

The 20-man lifernft and its valise 
weigh about 220 pounds and can be 
launched by two men. 

PROPOSAL TO AMEND REGULATION 30 

On December 9, 1955, the Secretary 
of State notified the Coast Guard that 
the British Government bad proposed 
an amendment to Regulation 30. 
Chapter ID, of the INTERNATIONAL 
CONVENTION FOR THE SAFETY OF LIFE AT 
SEA, and requested the views of the 
Commanda-nt of the Coast Guard as 
to the desirability of agreeing to the 

, British proposal. 
The proposal was that In paragraph 

(d ) of Regulation 30, after the word 
"liferafts" in line 1, the words "of non-

inflatable type" be added and that a 
new paragraph <e> be added as 
follows: 

(e) L!Iera.fts of Inflatable type may 
be carried in lieu of buoyant appa
ratus provided that, In addition to 
complying with the requirements of 
subpru-ngraphs (I), (II), (UI) and (vi) 
of paragraph (b) of the Regulation, 
each llferaft satisfies the following 
cona 1 tlons--

( i) It shall have ample stability 
in a seaway and shall be capable o! 
being readily righted. 
(11) The inflation shall take place 
automatically either on the pulling 
or a line, or by some other simple 
method approved by the Admin
istration. 

(lll) The number of persons ror 
which the raft Is certified shall be 
determined by the Administration, 
and shall not exceed that for which 
there ls sufficient room for com
fortable seating. Tho rnft when 
infta ted shall effectively support Its 
occupants out of the water. 

(lv) The buoyancy shall be ar
ranged, to the satisfaction of the 
Administration, either by a division 
of the buoyancy into two separate 
compartments each capable or sup
porting the certified number or 
persons out of the water, or other
wise, so that there ls a reasonable 
margin of buoyancy to provide 
against part damage or purt failure 
to Intl.ate. 

The proposal was placed on the 
agenda of the MERCHANT MARINE 
COUNCIL for study and comment. 
Maritime labor organizations and 
steamship companies were advised of 
the proposal. 

After the MERCHANT MARINE COUN
CIL had reviewed the comments re-

( Co11 lin uecT on page 144) 

\I If '!tiU11lL ~11.L m>llNG '1t> ~USll 1ll~1 PflUSl!l\&Lf. 
C~R.60 10 PORT, - - · FOR<nT' A~UT 1T l /1 

(Co11rtcs11 M11rili'mc R1•11orter) 
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SPECIAL CIRCUMSTANCES 

ALTHOUGH statistics prove that 
ft the vast majority of collisions are 
caused by a failure of one or both 
vessels to comply with the RULES OF 
THE ROAD-collisions do occur where 
neither party was at fault. 

Such was the case last year when a 
collision occurred on the Columbia 
River between a LIBERTY and a barge. 

The LIBERTY, SS Boy, had de
parted from a Vancouver dock and 
was heading do,vnstream, assisted by 
a tugboat on a headline. There was 
a Columbia River pilot on the bridge, 
along with the Master. 

Approximately 1,000 yards from the 
dock was a railroad bridge. At 1: 11 
a . m., as she approached the bridge, a 
whistle signal was sounded. Four 
minutes later the bridge was opened. 
The bridge was a drawspan type. The 
span rotated on a small island in the 
center of the channel. When opened 
the spa.n paralleled the channel, thus 
making two passageways for vessels. 
However, due t.o better water on the 
southern or Oregon side, downbound 
deep-draft vessels customarUy used 
that side. 

" BLIND" SPOT 

The approach from above the 
bridge is in a slight "dog leg" but not 
enough of a bend to call for the one
long-blast bend signal. It is enough, 
however, that when the span is open 
an observer approaching the b1·idge 
would look at the span at an angle and 
not from head on. Thus, a "blind" 
spot exists until the vessel fairs up to 
enter the draw. 

/) 

FROM 

At the same time the Boy was head
ing downstream, a pusher tug, the 
Winquatt was upbound. The Win
quatt had four oil barges ahead and 
was en route to The Dalles. The tug 
and tow displayed regulation naviga
tion lights as did the Boy. 

As the tug approached the bridge 
the mate observed that the draw was 
already open, but attached no pa1·
ticular significance to the fact, as it 
was common practice for the bridge 
tender when he observed a tug and 
tow approaching to open the w·aw 
before receiving a. signal. Neverthe
less, he sounded one long and one 
short blast, which was acknowledged 
by the bridge. 

Sudden!Y, as the Boy entered the 
draw, the lights of the lead barge 
were seen 500 feet ahead. She 
sounded one blast; the rudder was 
put hard right; and engines were rung 
HARD AsTERN-too late! 

On the tug, the mate suddenly no
ticed that a range of two lights had 
loomed up ahea-0.-rushlng toward 
him. He rang Fcn.L ASTERN and 
sounded the 3-blast backing signal
too late! 

At approximately 1:25 a. m., 30 
seconds after the two vessels had 
sighted each other, a collision oc
curred. The lead barge was struck by 
the freighter's stem-a 20-foot hole 
was riPPed in the bow of the barge. 
Fortunately, there were no deaths or 
injmles and the damaged barge did 
not sink. The Boy had negligible 
damage. 

\ 

DIRECT LINE-OF-SIGHT 

It Is apparent that for a short 
period of time before the two vessels 

entered the drn.w, they were in dil·ect 
line-of-sight with the bridge span
just long. enough so that they were 
caught off guard. 

Presumably, the bridge tender was 
in a position, before the ships were 
in extremis, to realize the approach
ing danger. However, there was no 
Positive way to wai·n them-a. blast. 
from the bridge whistle might have 
further confused the situation. 

Usually, any "blirid" spat encoun
tered in piloting is caused by a. bend 
in the river-provided for by the one
long-blast reqUiTed by RULE 25 (b) Of 
the INTERNATIONAL RULES. 

There is no specific rule covering 
other type "blind" spots; however, the 
PRECAtTTION RULE covers such cases 
generally with the words "special cir
cumstances." It is not intended to 
impute a. violation of the PRECAUTIO~ 
RULE to either vessel; however, it can 
only be concluded tha.t the special 
circumstances in this case did require 
special precautions. 

PRECAUTION 

Rule 29. Nothing in these 
Rules shall exonerate any vessel, 
or the owner, master or crew 
thereof, from the consequences 
of any neglect to carry lights or 
slgnals, or or any neglect to keep 
a proper look-out, or of the n eg
lect o! any precaution which may 
be required by the ordinary prac
t ice of seamen, or by the special 
circumstances o! the case. 

Irrespective of fault, it behooves all 
navigators to recognize a Potential 
"blind" approach and take special 
precautions. This collision happened 
to occur on the Columbia. River-· 
might well have occurred on any of a. 
thousand rivers in the world. 

Portion of chart showing Columbia River and railroad bridge downriver from Vancouver. "X" marks point of collision. Dotted lines s 
cour-se of the two vessels. 
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PATENT LOG 

Just as the anchor, the oldest of 
shipboard instruments, is still one of 
the most efficient, other old instru
ments also compare favorably with 
their 20th century counterparts. 
such an instrument is the patent log 
which while carried on all ships is 
seldom used. In fact, it is probable 
that many of the mates sailing today 
have never streamed a log. This is 
understandable since radar and loran 
readily enable a navigator to obtain 
the distance made good. However, 
such modern instruments can break 
down and the occasion arise when It 
is prudent to stream the log. If so, 
seafarers should not hesitate to do 
so because of any reservation as to 
its accuracy. 

On a recent voyage of the SS Steel 
Admiral, the radar became inopera
tive. Captain J. Brummelen decided 
that for the safety of the vessel, as 
well as an object lesson for inexperi
enced and skeptical officers, he would 
stream the patent log. The ship de
parted Port Said, Egypt, on March 
25, 1956, bound for Port Arthur, Texas. 
During the voyage, which ended on 
April 11, 1956, she steamed an ob
served distance of 6,671 miles. The 
distance by patent log was 6,659 
miles-a difference o( only 12 miles 
in 17 days steaming. The distance 
by engine revolutions was 7,040 
miles-a difference of 369 miles. It ls 
interesting to note the comparison 
of slip-patent log .018 percent (nega
tive>, and engine revolutions 5.531 
percent (positive.> 

During the voyage the vessel ex
perienced all kinds of weather from a 
gentle breeze with small sea to a fresh 
gale with a very rough head sea and 
swells. There were also vast areas of 
ocean heavily infested with sea weed. 
The successful performance and unin
terrupted service of the log was due 
in part to the careful attention and 

oiling by the junior third mate, P. C. 
Ticer; and the use of a simple anti
fouling device. <See Figure l .> 

The device consisted of a canvas 
cover which fitted over the rotator 
buckle, and tapered at each end to fit 
snug around the line. This prevented 
the sea weed from becoming entangled 
on the buckle. The log was oiled at 
12-hour intervals with No. 40 oil. 

Captain Brummelen stated that it 
was a revealing experience to some of 
the o.fficers who doubted the efficiency 
of the log and the need for its use 
when electronic instruments failed. 
He commented that he considers the 
distance by patent log, in any weather, 
regardless of trim or draft, to be far 
more reliable and accurate than the 
distance by engine revolutions . 

H' I ,, ! 
0 

MERCHANT MARINE 
STATISTICS 

There were 1,085 vessels of 1,000 
gross tons and over in the active 
oceangoing u. s. merchant fieet on 
June 1, 1956, according to figures re
leased recently by the Maritime Ad
ministration. This was four more 
than the number active on May 1, 
1956. 

There were 48 Government-owned 
and 1,037 privately owned ships in 
active service. These figui·es did not 
include privately owned vessels tem
porarily inactive, or Govemment

·owned vessels employed 1n loading 
grain for storage or undergoing re
pa-irs. They also excluded 35 vessels 
in the custody of the Departments of 
Defense, State, and Interior. 

There was a. decrease of 7 active 
vessels and an increase of 17 inactive 
vessels in the pdvately owned fieet, 
making a net increase of 10. Twelve 

figure 1. 
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freighters were purchased from the 
Maritime Administration, and one 
new tanker was completed, while one 
freighter was a marine casualty, one 
tanker was sold foreign, and one 
tanker was taken out of documenta
tion. 

The Maritime Administration's 
active fleet increased by 11, while Its 
total fleet decreased by 17, with the 
sale of two freighters to Korea, 12 
to private companies, and 3 trans
ferred to the Navy. This made a net 
decrease of 7 vessels in the total mer
chant fieet, active and inactive, which 
numbered 3,219 on June l , 1956. 

Orders for 3 new tankers and de
. livery of one tanker brought the total 

of merchant oceangoing vessels being 
built or under conversion to 52. 

5 pdd " . 

CASUALTIES 
Casualties to ships during April 

1956-627-showed a. decrease as com
pared with April last year-645. This 
figure was issued by the Liverpool 
Underwriters' Association and con
cerned ships of 500 gross tons and 
over. 

Of the number, 7 were total losses 
of 25.552 gross tons and 620 were par
tial losses. 

Of the total figure, 128 were clas
sified as having machinery damage; 
107 as collisions; 102 as contact dam
age; 90 as weather damaged; 90 as 
stranded; 26 as damaged by ftre and 
explosion ; and 1 as having foundered, 
leaving 87 "other casualties" to make 
up the total. 

The total loss figure was made up 
as follows: 

The German SS Maria Schroeder 
('1,906 GT) stranded off Sinai Penin
sula; the Russian SS Krymov 
0,905 GT) stranded on Murcar 
Sands, Aberdeen; the Turkish SS 
Kaptan Uzonoglu (2,565 GT> stranded 
Eregli; the Portuguese SS Luabo 
0,425 GT) foundered lat. 47°52' S. 
long. 32°40' E. with loss of 14 lives; 
the Norwegian MS Dovrefieel (1,100 
GT) stranded Muckle Skerry; the 
Swedish MS Akka (5,409 GT) struck 
Gantock Rocks and sank; and the Bel
gian MS Prince de Liege (2,588 GT) 
was abandoned on fire and beached 
off Gibraltar. 

The most serious casualty involving 
American ships occurred on the Great 
Lakes between the SS A. M. Byers 
(6,364 GT) and the SS E. M. Ford 
(8,526 GT). 

143 



I 
DITCHING 

<Continued from page 136) 

b. Fly across the bow of the 
vessel at low altitude, opening and 
closing the throttle, or changing the 
propeller pitch when possible, and 
rocking the wings. 

c. Head in the direction of the 
distress scene. Repeat steps 2 and 3 
until the vessel acknowledges by fol
lowing. The aircraft may use the 
Aldis lamp, radio, or message drop 
to explain the situation. 

The surface craft should follow the 
aircraft-or indicate that it Is unable 
to do so, by hoisting the international 
flag NAN, or by other visual or radio 
means. Crossing the wake of the ves
sel close astern at a low alt,itude, 
opening and closing t,he throttle, or 
changing the propeller pitch, in
dicates I.hat tl;le assist.ance of the sur
face vessel to which the signal Is 
directed is no longer required. 

N' '' 

RUBBER LIFERAFTS 

<Continued from page 141) 

ceived on the proposal it recom
mended to the Commandant that the 
United States agree to the British 
proposal. Accordingly, the Secretary 
of the Treasury on June 20 1956 
notified the Secretary of State that 
1,he Commandant considered it desir
able for the United States to agi·ee 
to the British proposal subject to ac
ceptance by the United States Senate. 

It should be noted that the proposal 
provides for inflatable liferafts as an 
alternative to the conventional buoy
ant apparatus and does not make 
them compulsory, and if adopted It 
may provide a wider latitude in select
ing equipment for merchant vessels. 

It will be several years, in any event, 
before Regulation 30 could be 
amended. To amend any part of the 
Convention, it is necessary that the 43 
member nations must accede to the 
proposal. In the case of the United 
Stalies, the Senate must authorize any 
such accession to a change in the 
Convention. 

144 

AMENDMENTS TO 
REGULATIONS 

TITLE 46-SHIPPING 
Chapter I-Coast Guard, Depart

ment of the Treasury 

Subcha pler I-Cargo e nd Miscella neous 
~esscls 

[CGFR 56-261_ 

PART 95-F'IRE PROTECTION EQUIPMENT 
SUBPART 95.05-FIRE DETECTING AND 

EXTINGUISHING EQUIPMENT, WHERE 
REQUIRED 
FIXED FIRE EXTINGUISHING SYSTEMS 
On October 18, 1952, a revision of 

the inspection regulations to imple
ment and enforce the Convention for 
the Safet,y of Life at Sea., 1948, was 
published in the FEDERAL REGISTER. 
These revised regulations became ef
fective on November 19, 1952. On 
vessels of 1,000 gross tons and over 
contracted for on or after November 
19, 1952, or where conversion from 
coal to- oil is contracted for on and 
after November 19, 1952, the provi
sions of 46 CFR 95.05-10 <a> (3) i·e
quli'e a fixed carbon dioxide, foam or 
water spray system shall be installed 
in all spaces containing oil fired boil
ers, either.main or auxiliary, or their 
fuel units, valves, or manifolds in the 
line between the settling ta,nks and 
the boilers. 

In 1953 an interpretat,ion was made 
of the term "oil fuel units or settling 
tanks," as used in 46 CFR 95.05-10 
Ca) <3> and in regulations 50 (i) (iii) 
and 51 (d ) om in Chapter II of the 
Internationa.1 Convention for Safety 
of Life at Sea, 1948, as meaning oil 
fuel boilers, main or auxiliary, fuel oil 
service pumps, and such .fuel oil units 
as the heaters, strainers, valves, man
ifolds, or fittings that are subject to 
the discharge pressures of the fuel oil 
service pwnps. This interpretation is 
based on correspondence with the 
British; informal discussions with 
members of industry, and a study of 
merchant vessel plans submitted to 
the Coast Guard. This interpretation 
is necessary in order to determine the 
required amount of ca1·bon dioxide to 
be carried to provide total flooding in 
the engine room. An appropriate 
a,mendment to 46 CFR 95.05-10 <a.> 
(3) was published in the FEDERAL 
REGISTER dated December 5, 1953. 

On August 6, 1954, an amendment 
to 46 CFR 95.05-10. was published in 
t he FEDERAL REGISTER to remove mo
torboats from the application of this 

regulation. When this amendment 
was published the interpretation of 
the term "oil fuel units or settling 
tanks" in the amendment published 
in the FEDERAL REGISTER on December 
5, 1953, was inadvertently omitted. 
This int.erpretation has been followed 
since 1953 and the amendment to 46 
CFR 95.05- 10 Ca) (3) is republished 
so that it will be continued In effect. 

Because the amendment in this 
document is an interpretation and a 
restatement of Coast Guard practice, 
it is hereby found that compliance 
with the Administrative Procedure 
Act respecting not,ice of proposed rule 
making, public rule making proce
dures thereon, and effective date re
quirements thereof, is unnecessary. 

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 Treasury 
Department Order 167-14, dated No
vember 26, 1964 (19 F. R. 8026>, to 
promulgate regulations in accordance 
with the statutes cited with the reg
ulations below, the following amend
ment in this document is prescribed 
and shall become effective on the date 
of publication of this document in the 
FEDERAL REGISTER: 

Section 96.05-10 <a > <3> is amended 
to read as follO\'!S: 

§ 95.05-10 Fixed fire extinguishing 
systems. <a> • • • 

(3) On vessels of 1,000 gross tow; 
and over, contracted for on or after 
November 19, 1952. or where conver
sion from coal to oil ls contracted for 
on or after November 19, 1952. a fixed 
carbon dioxide, foam or water spray 
system shall be installed in all spaces 
containing oil fu·ed boilers, either 
main or auxiliary, their fuel oil serv
ice, pumps, and/ or such fuel oil uni~ 
as the heaters, strainers, valves, man
ifolds, etc., that are subject to the
discharge pressure of the fuel oil 
service pump. 
(R. S. 4405, as amended. 4462, as amended; 
46 U. S. C. S76, 416. Interpret or apply 
R. s. 4417. 4418, 4426, 4470, 4471, 4477 
4479, and 4483, as amended, sec.s. 1. 2, 49 
Stat. 1544, sec. 17, 64 Stat. 166, sec. 2. H 
Stat. 1028, as amended, sec. s. 68 Stnt. 675; 
46 u. s. c. 891, 392, 404, 463, 464, 47Q.; 
472, 476, S67. 526p, 463a: 60 U. S. 0. 198; 
E. O. 10402, 17 F. R. 9917; S CPR 1 
Supp.) 

Dated: June 21, 1956. 

[SEAL] J. A. HlRSHFIELD, 
Rear Admiral, U. S. Coast Guard, 

Acting Commandant. 

{P. R. Doc. 56-5065; Filed. June 26, 19 
8:52 a. m.) 
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TITLE 33-NAVIGATION AND 
NAVIGABLE WATERS 

Chapter I- Coast Guard, Depart
ment of the Treasury 

Subchapter B-Mllltary Personnel 

[OOFR56-9) 

PART 33-APPOiNTM.£NTS OF CIVILIANS 
AS COMMISS!ONED OFFICERS, CHIEF 
WARRANT OFFICERS, AND WARRANT 
OFFICERS 

SUBPART 33.05-APPOINTMENTS OF LI
CENSED OFFICERS OF THE UNITED 
STATES MERCHANT MARINE AS COM
MISSIONED OFFICERS, CHIEF WARRANT 
0.FFICERS, AND WARRANT OFFICERS 
The regulations in Subpart 33.05 

are amended to read as follows and 
shall be effective on and after the 
date o! publication in the FEDERAL 
REGISTER. 
Sec. 
33.05- 1 
33.0&-3 
33.05-5 
33.05-7 

Purpose. 
Appointments. 
Precedence. 
General requirements tor el1gi

blllty. 
33.05-9 Specific requirements for com

missioned officers. 
33.05-11 Specific requirements tor com

miss!oned warrant omcers. 
33.05-13 Exceptions to' general and spe

cific requirements. 
33.05-15 Scope or examinations tor com

missioned officers. 
33.05-17 Scope ot examinations for com

missioned warrant officers. 
33.05-19 Procedure !or making applica

tion. 
33.05-21 Determination of eligibility nnd 

notification for examination. 
33.05-23 Conducting o! examinations. 
33 .05-25 Notification. 
33.05-27 Requirement,, tor examination. 

AUTHORITY; §§ 33.05-1 t o 33.0~27 is
sued under sec. 1, 63 S tnt. 503, as 
amended; 14 U. S. C. 92. Interpret or 
apply sec. 1, 63 Stat. 513, 514; 14 u. s. c. 
225, 228. 

§ 33.05-1 Purpose. The regula
tions in this subpart govern the ap
pointments of licensed officers of the 
United States Merchant Marine as 
commissioned officers, or com.mis
sioned warrant officers in the United 
States Coast Guard. 

§ 33.05-3 Appointments. The ap
pointments will be made in ranks or 
specialties appropriate to the quali
fications and experience of the appli
cants. Any person who accepts such 
an appointment as a commissioned 
officer or commissioned warrant offi
cer shall serve a probationary period 
of two years. During this period his 
commission may be revoked if his 
services are unsatisfactory. Also, 
during this probationary perioct such 
officers will be subject to the same 
rules of conduct and performance of 
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duty as are applicable to all other offi
cers in the Coast Guard. 

§ 33.05-5 Precedence. (a) Officers 
appointed under this subpart shall 
take precedence with other officers in 
their respective ranks in accordance 
with the date of commission in such 
ranks. APPo·lntees whose daites Olf 
commission are the same shall take 
precedence with each other in the 
order recommended by the selecting 
and examining boa.rd as approved by 
the Commandant. 

§ 33.05-7 General requirements for 
eligibility. In order to be considered 
for appointment as a commissioned 
oftl.cer or commissioned warrant offi
cer in t-he Coast Guard, an applicant 
must: 

Ca ) Be a male citizen of the 
United States. 

(b) Reach at least his 21st birth
day in the year in which application 
is made. No applicant will be com
missioned who has not reached his 
21st birthday. 

(c) Not reach his 40th birthday 
in the year in which application is 
made. 

Cd) Satisfy the Commandant of 
the Coast Guard as to his good moral 
character. No person who has been 
convicted of a felony is eligible for 
appointment as a com.missioned offi
cer or commissioned warrant officer. 

Ce) Be physically sound, not less 
than five feet four inches in height, 
stripped, nor more than six feet six 
inches in height, stripped. 

( f) Meet specific requirements 
of the grade for which considered. 

§ 33.05-9 Specific requirements for 
commissioned. officers. In order to be 
considered for appointment as a com
mlssioned officer in the Coast Qua.rd 
an applicant must: ' 

(a) Have served four or more 
years aboard a vessel of the United 
Sta.Les in the capacity of a licensed 
officer. 

Cb) Receive a satisfactory grade 
in a written examination in each of 
the following subjects: 

(1) General. 
(2) English. 
(3) Tests ot emotional stability, 
social adjustment, vocational in
terest, study habits, background, 
or personality characteristics as 
may be administered, and apti
tude tests. 
(c) If a licensed deck officer 

receive a satisfactory grade in a w1·it~ 
ten examination in each of the fol
lowing additional subjects: 

U > Navigation. 
<2> Seamanship. 
Cd) If a licensed engineer officer 

receive a satisfactory grade in a writ~ 
ten examination in each of the follow
ing additional subject,s: 

(1 ) Marine engineering. 

(2) Electrical engineering. 
Ce> Be interviewed by a Board 

of at least three Coast Guard officers 
of the rank of Lieutenant Commander 
or above, who will assign the appli
cant a mark in general adaptability. 

(f) Meet physical standards pre
scribed for original entry Into the 
U.S. Coast Guard as outlined In Sub
part 33.10 of this part. 

§ 33.05-11 Specific requirements 
for commissioned warrant officers. 
In order to be considered for appoint
ment as a commissioned wan·ant offi
cer in the Coast Guard, an applicant 
must: 

Ca) Have served four or more 
years aboard a vessel of the Unit.ed 
States in the capacity of a licensed 
oftlcer. 

Cb) Receive a satisfactory grade 
in a written examination in each of 
the following subjects: 

(1) General. 
( 2 ) English. 
(3) Tests of emotional stability, 

social adjustment, vocational inter
est, study habits, ba-ckground, or per
sonality characte11stlcs as may be 
administered. and aptitude tests. 

Cc) If a licensed deck officer, re
ceive a satisfactory grade in a writ
ten examination in ea.ch of the fol 
lowing subjects: 

(1 > Navigation. 
(2) Seamanship. 
(d) If a licensed engineer officer, 

receive a satisfactory grade in a writ
ten examination In each of the fol
lowing subjects: 

U ) Marine engineering. 
( 2 ) Electrical engineering. 
(e) Be Interviewed by a. board of 

at least three Coast Ouard officers of 
the rank o! Lieutenant Commander 
or above, who will assign the appli~ 
cant a mark in general adaptability. 

m Meet physical standards pre
scribed for original entry into the 
Coast Guard as outlined in Subpart 
33.10 of this part. 

§ 33.05- 13 Exceptions to general 
and specific require?nents. Notwith
standing the limitations prescribed in 
sections 33.05-7 <c>; 33.05-9 (b) , <c> 
and (d) ; and 33.05-11 (b) , Cc) and 
Cd) ; the Commandant may, when the 
needs of the service so require, recom
mend the appointment of an indi
vidual possessing outstanding profes
sional qualifications for a particular 
assignment requixlng special knowl
edge which is not available in the 
commissioned corps of the Coast 
Guard. 
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§ 33.05-15 Scope of examinations 
for commissioned officers. The scope 
of examinations listed in section 
33.05-9 are described generally in this 
section. The examination in any one 
subject, may not cover all the topics 
described under that subject. How
ever, to insure adequate preparation 
for the examination, all topics should 
be studied. 

(a) General. 
(1) Laws and Regulations per
taining to the United States 
Merchant Marine. The topics 
included are : Life saving appa
ratus; safety equipment,; regula
tions covering safety and com
fort of passengers and crews; 
annual and special inspections; 
notices to be posted; drills; pro
cedures in disputes and casual
ties. 
(2) Ship construction. The top
ics included are: Hull structure; 
fittings and equipment; stab111ty; 
ship maintenance; preservation 
and repair; subdivision; damage 
control. 
Cb> Aptitude tests, tests of emo

tional stability and background char
acteristics as may be administered. 

Cc) English. Demonstrate the 
principles of English grammar, com
position, spelling, punctuaLion, by 
writing a short <500 word> essay on a. 
work of literature, or a recent current 
event. 

Cd) Navigation. The topics in
cluded are: Use and care of naviga
tional instruments; definitions of 
nautical astronomy; buoyage system 
of the United States; piloting; prin
ciples of compass compensation; 
pradical problems in determining 
latitude, longitude, azimuths, com
pass error, times of sunrise and sun
set, and tides and currents. 

Ce> Seamanship. The topics in
cluded are: Types and characteristics 
of ships and boats; marlinspike sea
manship; standing and running rig
ging; ground tackle; deck seaman
ship; signals; rules of the road; 
weather; ship handling. 

en Marine engineering. The 
t.opics included are: Descriptions and 
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principles of operation ot marine 
boilers and fittings, turbines, steam 
reciprocating engines, internal com
bustion engines, and fire room and 
engine room auxiliaries; lubrication; 
maintenance and repair. 

(g) Electrical engineering. The 
topics included are: Definitions; 
measurements; magnets and mag
netism; Ohm·s Law; Kirchhoff's Law; 
solutions of d. c. circuits; d. c. gen
erators; d. c. motors; inductance; 
capacitance, and impedance; power 
factors; a. c. measurements; solu
tions of a. c. circuits; a. c. generators; 
a. c. motors; safety precauLions; 
batteries. 

§ 33.05- 17 Scope of examinations 
for commissioned warrant o[ficers. 
The scope of examinations listed in 
section 33.05-13 are described gener
ally in this section. The examination 
in any one subject may not cover all 
the topics described under that sub
ject. However, to insure adequate 
p1·epai·ation for the examination, all 
t.opics should be studied. 

Ca> General. 
(1 > Laws and Regulations per

taining to the United States Mer
chant Marine. The t.opics Included 
are: Life saving apparatus; safety 
equipment; annual and special in
spections; notices to be posted; drills. 

C2) Ship construction. Basic 
questions on the following t,opics: 
Terminology; ship maintenance, 
preservation and repair. 

C3> Fire fighting equipment. 
Basic questions on the following top
ics: CO: systems, oxygen breathing 
apparatus, fresh air masks, safety 
lamp. 

Cb) Aptitude tests, tests of emo
tional stability and background char
acteristics as may be administered. 

Cc) English. Demonstrate the 
principles of English gi-ammar, com
position, spelling, punctuation, by 
writing a short <500 word> essay on a 
work of literature, or a recent current 
event. 

<d) Navigation. Basic questions 
on the following topics: Meteorology; 
compass, gyro and magnet,ic; use of 
radar. 

Ce> Seamanship. Basic ques
tions on the following topics: Marlin
spike seamanship; block and tackle; 
standing and running rigging; deck 
seamanship. 

en Marine engineering. The 
topics included are : Descriptions and 
principles of operation of marine 
boilers, and fittings, turbines, steam 
reciprocating engines, internal com
bustion engines and fire room and 
engine room auxiliaries; lubrication 
maintenance and repair. 

(g) Electrical engineering. The 
topics Included are: Definitions ; 
measurements; magnets and mag
netism; Ohm's Law; Kirchhoff's Law; 

solutions of d. c. circuits; d. c. genera
t.ors; d. c. motors; inductance, capaci
tance, and impedance; power factors; 
a. c. measurements; solutions of a. c. 
circuits; a. c. generators; a. c. moto.rs; 
safety precautions; batteries. 

§ 33.05- 19 Procedure tor making 
application. 

Ca> Those persons who consider 
themselves eligible under the regu
lations in this subpart and desire to 
apply for an appointment as a com
missioned officer or commissioned 
warrant officer in the U. S. Coast 
Guard should address a letter to the 
Commandant (PTP>, United States 
Coast Guard, Washington 25, D. C., 
requesting an application form. 

(b) Information will be fur
nished the applicant on the applica
tion form setting forth the ports at 
which t,he examination may be taken 
and the period during which the next 
examination will be scheduled. The 
applicant should state on the appli
cation form the place and date that 
he wishes to take the entrance ex
amination. This preference will be 
acted uJ>Qn in accordance with sec
tion 33.05- 21 Cb>. The applicant 
should also state whether he wishes 
to be considered for commissioned of
ficer or commissioned warrant officer 
rank. 

Cc> The application form should 
be completed and mailed, with the 
required enclosures, to the Com
mandant, <PTP>, U. S. Coast Guard, 
Washington, D. C. 

§ 33.05-21 Determination of eligi
bility and notification tor examina
tion. 

(a) Upon receipt of the completed 
application form at Coast Guard 
Headquarters, a determination will 
be made as to whether the applicant 
is eligible to participate in examina
tions for appointment as commis
sioned officer, commissioned warrant 
officer. 
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(b) Candidates on the list will 
:ie advised of the time and place 
-bere they may take the examina
;_on. However, no examination can 
:>e given within thirty days of the 
eate of receipt of the application 
: orm ; and, any applicant making ap
;ilication within thirty days of the 
end of the examination period w!ll 
!::ave to wait until the next exami
::ation period. 

~ 33.05-23 Conducting of examina-. 
=~ons. 

<a) Examinat ions will be con
_'.lcted at various centers throughout 
;he country. The schedule of exam
xations will normally be as follows: 

<D Commissioned officers. 
First day: 8:00 a. m. to 12 

noon-General. 
1:00 p. m. to 4:30 

p. m. - Aptitude 
Tests. 

s econd da.y: 8: oo a. m. to 12 
noon- Navigation 
and Marine Engl
nee1ing. 

1:00 p. m. to 4:30 
p. m .-Seaman
ship and Electri
cal Engineering. 

Third day : 8:00 a. m. to 10:30 
a. m.-English. 

10:30 a. m. to· 4:30 
p. m.-Interviews 
and Physical Ex
amination. 

( 2 ) Commissioned warrant offt
.. ers. 

First day: 8: 00 a. m. to 12 
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noon- Genera.I. 
1:00 p. m . to 4:30 

p. m. - Aptitude 
Tests. 

; 

Second day: 8: 00 a. m. to 12 
noon- Navigat ion 
and Marine Engi
neering. 

1:00 p. m . to 4:30 
p. m . - Seaman
ship and Electri
cal Engineering. 

Third day: 8:00 a. m. to 10:30 
a . m.-English. 

10:30 a. m. t.o 4:30 
p. m.-Interviews 
and Physical Ex
aminations. 

§ 33.05-25 Notification. 
(a ) All examination papers will 

be graded and reviewed, and adapt
ability of applicants for entrance into 
the Coast Guard determined by a 
Board of Oft\cers, Coast Guard Head
quarters, Washington; D. C. This 
Board will be appointed by the Com
mandant and the Board's findings, 
when approved by the Commandant, 
are final. 

(b ) Applicants for appointments 
as commissioned officers or commis
sioned warrant officers in the Coast 
Guard who are det ermined to be 
mentally and morally suited and oth
envise qualified for appointment will 
be so notified and directed to report 
for a final physical examination. 

(c) All candidates for appoint
ments as commissioned officers or 
commissioned warrant officers in the 
Coast Guard who are found to be not 
mentally, morally, or physically quali
fied for the appointment will be so 
notified. 

Cd) Appointments to commis
sioned officer or commissioned war
rant officer i·ank will be made by the 
President, by and with the advice 
and consent of the .Senate. Upon ac
ceptance by the candidate he will be 
ordered immediately to active duty 
in the Coast Guard. 

§ 33.05-27 Requirements for ex
amination. 

<aJ All expenses in connection 
with application, preliminary phys
ical examination, and travel to point 
of examination and interview must be 
borne by the candidate. Examina
tions will be given at specified times 
and places. Candidates will be given 
sufficient notice to arrange their per
sonal affairs for the time necessary 
for examination. 

[SEAL] A. C. R ICHMOND, 
Vice Admiral, U. S. Coast Guard, 

Commandant. 

Dated: June 25, 1956. 
[F. R. Doc. 56-5898; Filed, July 20, 

1956; 8:46 a . m.J 

ARTICLES OF SHIPS' 
STORES AND SUPPLIES 

.Articles of ships' stores and sup
plies certificated from 1 June to 29. 
June 1956, inclusive, for use on board 
vessels in accordance with the provi
sions of Part 147 of the regulations 
governing "Explosives or Other Dan
gerous Articles on Bo·ard Vessels" are 
as follows : 

CERTIFIED 

Gamlen Chemical Co., 4 Midland 
Ave., East Paterson, N. J ., Certificate 
No. 260, dated 13 June 1956, GAMLEN 
CARBON SOLVENT. 

E . F . Drew & Co., I nc., 15 East 26th 
St., New York 10, N. Y., Certificate No. 
262, dated 26 June 1956, DREW OIL 
AND GREASE REMOVER. 

E. F. Drew & Co., Inc., 15 East 26th 
St., New York 10, N. Y., Certificate No. 

· 263, dated 26 June 1956, DREW 
TANK CLEANER #4. 

AFFIDAVIT 

The following affidavit was ac
cepted during the period from 15 
May 1956 to 15 June 1956: 

Gulf Engineering Co., Inc., 1000 
South Peters St., New Orleans 13, La ., 
VALVES. 

FUSIBLE PLUGS 

The regulations prescribed in Sub
part 162.014, Subchapter Q , Specifica
tions, require that manufacturers sub
mit samples from each hea t of fusible 
plugs for test prior to plugs manufac
tured from the heating being used 
on vessels subject to inspection by 
the Coast Guard. A list of approved 
heats which have been tested and 
found acceptable during the period 
from 15 May 1956 to 15 June 1956 is 
as follows: 

H . B . Sherman Mfg. Co., Battle 
Creek, Mich. Heat Nos. 815, 816, 817, 
and 818. 

147 




