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MAINTENANCE OF LIFESAVING EQUIPMENT 
By CDR. Leonard E. Penso, USCG 

An address delivered at the meeting of the Marine Section, Maritime Safety Council, 1956 

W HO said, "Something ls going to 
carry away," "Look out-we're 

falling," "Watch that wire"? Obvi­
ously, it wasn't Shakespeare or John 
Paul J ones, but it was someone you 
know. These are the words of mer­
chant seamen launching lifesaving 
equipment during some boat drills. 
Imagine what might happen and 
what they might say in time of stress I 
WhY these anguished words? Be­
cause something didn't perform prop­
erly. And why didn't it perfo1·m 
properly?-Generally because of poor 
maintenance or none at all. 

Lifesaving gear aboard a merchant 
ship ls not essential to its routine 
operation, it taj<es up space, earns 
nothing for the ship, and provides 
no comfort for the crew. In short, 
it is superfluous and parasitic. No 
wonder it is often neglected. Contrast 
this with other gear. If a cargo 
winch is not working properly, the 
fact that it might break down in the 
next port and cost the ship some 
standby time will usually result in 
the winch receiving prompt and 
careful attention. Or even in the 
case of more trivial matters-if a 
bunk light is burned out or if a fan 
isn't working, the demands for re­
pair are urgent and insistent. Life­
!laving equipment, on the other hand, 
does not "cry out" for care and up­
keep. It can await its turn for at­
tention, and it appears that in many 
cases its turn is far down on the list. 
Yet-when it is needed, when there is 
no time for upkeep, adjustment or 
test, it must function Immediately 
and efficiently. It becomes, without 
qualification, the most important 
item on the ship. 

Admittedly, the care and upkeep 
of lifesaving equipment isn't easy. 
Since it must be readily accessible, it 
must be stowed on open decks, ex­
posed to the elements. Even protec­
tive covers must be held to a mini­
mum to insure rapid launching. 
These basic operating conditions 
make lifesaving gear especially vul­
nerable to the ravages of time and 
weather. 

NOT SIMPLE PROBLEM 

The solution to this problem of 
maintenance isn't simple. It involves 
more than an occasional turning to of 
the crew at greasing and painting, or 
writing up a "catch-all" item on the 
repair list for the shipyard. On the 
contrary, it is a bothersome and com­
plicated process. As well as routine 
care, it entails the keeping of records, 

February 1957 
413692-117 

THIS IS MAINTENANCE? A shipyard employee Is pointing out a cement patch in the bottom 
of a lifeboat. This " repair" was di scovered at a Coast Guard inspection, a lthough no repair 
item was considered necessary or included on the worklist. 

the conducting of operating tests, and 
the making of periodic examinations 
and inspections. 

Maintenance of lifesaving gear 
should be supervised by a competent, 
responsible person, and by supervision 
I mean on- the-scene direction. Our 
casualty files contain many cases 
where the mate left the deck for a 
moment while the boats were being 
stowed. The result-broken falls, 
damaged lifeboats, and broken bones 
because someone was inattentive. In 
other cases of little or no supervision 

we have damaged air tanks in life­
boats. As you know, independent 
tanks are hung from the side benches 
with sheet metal straps which are 
flanged over the side benches and held 
with screws. In .the process of re­
moving these tanks when overhauling 
lifeboats, the screws are sometimes 
lost. When the tanks are reinstalled 
someone gets the bright idea to use 
nails in lieu of screws and the nails 
are driven right through the tops of 
the tanks. Naturally, the shipowner 
is annoyed when the boats won't pass 
inspection. 
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At times even with supervision we 
have trouble because the man in 
charge of the work didn't consult the 
lubrication diagrams and technical 
information available to him. There 
is the case of a. chief engineer on an 
oceangoing freight ves.sel who decided 
to impro"Ve on the lubrication system 
of one of his lifeboat winches. With­
out recourse to plans or technical 
data, he proceeded to add a grease 
fitting where he thought one was 
needed. He was probably quite 
pleased with his modification because 
his fitting did take a lot of grease. 
Somewhat later, after a lifeboat had 
been lost over the side due to malfunc­
tion of this well-lubricated winch, it 
was opened for inspection. One of its 
inner chambers was found to be 
packed solid with grease. Unfortu­
nately the chamber housed a brake 
mechanism. It seems that the chief's 
fitting communicated indirectly with 
this chamber and that most of the 
grease had bypassed the part he in­
tended to lubricate and went on to 
make the braking device completely 
ineffective. It was determined that 
this contributed directly to the loss of 
the boat. Fortunately there were no 
injuries, but there was considerable 
expense. 

PAI NT WITH CARE 

Now that we have established that 
adequate and intelligent supervision 
of maintenance ls necessary, let us 
delve into some of the details of main­
tenance--painting for example. You 
have often heard the expression 
"paint covers a multitude of sins." 
On a recent visit to a lifeboat repair 
plant I witnessed a perfect example 
of that old chestnut. A boat was be­
ing overhauled. All the air tanks 
were out and appeared to be In un­
usually good condition, but they 
wouldn't hold air. On closer inspec­
tion it was discovered that the bottom 
corner was badly rusted and some 
enterp1ising soul had covered the 
rusted corner with wide adhesive tape. 
After a neat paint job it was almost 
impossible to discover this defect. 
Needless to say, the repair plant lost 
money since their bid was based on 
no tank work. 

There is no need to go into the de­
tails of surface preparation and 
painting of lifeboats. You all have 
your favorite techniques. There is, 
however, one inherent danger in 
painting the interior of lifeboats on 
shipboard. The boats are very often 
"run out" so that the gunwale is level 
with the deck for easy access. Shore­
based painters, not familiar with the 
purpose of the Rottmer gear release 
handle, have on occasion raised the 
lever to paint under it, despite the 
fact that the lever is marked in large 
red letters "DANGER-LEVER RE-
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LEASES HOOKS." The result is a 
wild ride down with the boat to the 
water. or worse-to the dock. The 
moral of this story is to always lash 
the ends of the boats to the davit 
heads Independent of the falls when­
ever maintenance work is done aboard 
ship. 

In preparation for this talk I asked 
one oi the lifeboat builders what was 
the outstanding defect in lifeboats 
being returned to his plant for repair. 
He stated that frozen hand-propelling 
gear and releasing gear due to lack 
of lubrication or excess paint or both 
were the biggest offenders. There ls 
no use belaboring the fact that grease 
fittings are put there to be used, but 
there is some merit in discussing the 
painting situation. The seagoing 
branches of the Armed Forces come 
in for a bit of "ribbing" now and then 
because of that old cliche. "If it 
doesn't move, paint it." In general, 
this isn't a bad rule to follow, but 
when lifesaving equipment is involved 
1t should be amplified by "if it is sup­
posed to move, paint with care." We 
have had many cases brought to our 
attention of faulty operation due to 
excess painting, not only of hand­
propelling gear and releasing gear but 
even davits and winches and their 
electrical comPonents. 

WATCH DISSIM ILAR METALS 

Maintenance of lifesaving equip­
ment in the past 10 years has been 
fw·ther complicated by the wide­
spread use of aluminum alloys in the 
construction of lifeboats, lifefloats, 
davits, winches. and embarkation­
debarkation ladders. Unfortunately 
marine hardware manufactures and 
other suppliers have not kept pace 
with the advances made by the alu­
minum companies. The net result 
is a widespread use of dissimilar 
metals in boat construction resulting 
in galvanic corrosion and costly re­
pairs. Years ago we used to think 
that galvanized steel in combination 
with aluminum without insulation 
would be satisfactory because of the 
proximity of zinc to aluminum in the 
galvanic series. We learned to our 
sorrow that this was not the case. It 
was true that the zinc protected the 
aluminum and was sacrificed in the 
conosion process, but the coating was 
so thin that before long the zinc was 
gone and the cell reversed in Polarity 
with the aluminum protecting the 
bare steel. Corrosion may then pro­
ceed at an accelerated rate. 

What can be done about this?­
Well, a number of things. First of all, 
it is essential to minimize, insofar 
as possible, the use of dissimilar 
metals. When their use is unavoid­
able they should be insulated from 
each other and the amount of the 
more noble metal should be small so 

that the attack is spread over as large 
an area of the less noble matel'ial as 
possible. In this respect, small 
amounts of certain stainless steels 
have been successfully used with 
aluminum. Since salt deposits form 
an effective electrolyte, it is essential 
to carry the insulation beyond the 
mating surfaces so that the path of 
the current is interrupted. Such pre­
cautions, however, will not suffice 
when the dissimilar metals are im­
mersed in sea water. In such cases it 
is necessary to Insulate the bolts or 
rivets connecting the dissimilar 
metals in addition to the insulation 
between the ma.ting surfaces. Such 
a. condition obtains in the a!tel' end 
of a lifeboat where a little bilge water 
is almost always present. Fortu­
nately, there is very little dissimilar 
metal used in this area, however, a 
wrench or other tool carelessly left 
in contact with the aluminum could 
cause considel'able damage. 

It can be concluded from the fore­
going that your main problem in the 
maintenance of aluminum lifesaving 
equipment will be the prevention of 
the accumulation of salt deposits 
which might bridge the gap between 
the dissimilar meta.ls. Effective use 
of micarta., alumilastic, PAW tape, 
paint, and other protective material 
will go a. long way toward minimizing 
this problem. 

CHECK BLOCKS AND FALLS 

Blocks and falls are items of life­
saving gear which seem to come in 
for a disproportionate a.mount of in­
attention. We had a recent case of 
a three-sheave steel block carrying 
away and dropping the after end of 
a. lifeboat. Upon examination it was 
found that the internals of the block 
had wasted away. The master had 
the presence of mind to have the other 
blocks checked over, and five more 
were found to be in the same condi­
tion. Contrast this with the very 
same defect found on another ship. 
In this case the block was repail'ed, 
but it never seemed to occur to any­
one to check over the other blocks 
on the shlp. 

Lifeboat falls are perennial trouble­
makers despite the fact that they 
have a factor of safety of over six 
when new. We have publici.Zed in the 
the Proceedings of the Merchant 
Marine Council many cases of the 
failure of wire falls when the davit 
is "two-blocked" due to faulty elec­
trical controls or careless operation, 
or both. This is not surprising \Vhen 
one considers the considerable horse­
power used in present day winches. 
What may come as somewhat of a 

( Contim1cd on '[>age 26 ) 
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ATOMIC WARFARE SCHOOL 

E NTHUSIASTIC progress is re­
Ported by merchant marine of­

ficers attending a n intensive 2-day 
course in atomic, biological, and 
chemical warfare at the U. S. Navy 
Supply DePot, Bayonne, N. J. 

Sponsored by the Maritime Admin­
istration. the course ts specifically de­
signed for men who ma.n merchant 
ships and stresses (1) wartime defen­
sive measures against ABC attack; 
(2) peacetime protective measures 
against radioactivity; and <3> im­
portance of maintaining watertight 
integrity as a result of ABC attacks. 

Morn than 240 men representing 
almost all of the east coast steam­
ship companies have attended the 
school to date. Maritime Adminis­
tration officials have indicated that a 
second school is under consideration 
on the west coast, most likely on 
Treasure Island In San Francisco 
Bay, due to the great Interest and 
implementation of a program to ma­
tEjfially increase the defensive readi­
rtss of the merchant service. 

WRAPS O FF INFORMATI ON 

The Department of the Navy is 
cooperating in this project by pro­
viding the facilities, and the Military 
Sea Transportation Service is sup­
plying instructors. Highlighted by 
films, the first day outlines objectives 
of the course, types of explosions, 
burst characteristics, medical aspects 
of radiation, preventive measures, 
ship decontamination, and introduc­
tion to radiation detection instru­
ments. 

It can be seen from this brief re­
sume that the wraps have been taken 
of'f all available information, and 
merchant marine crews will be placed 
on a par, informationwise, with serv­
ice vessels. 

The second day covers two here­
tofore classified topics- biological and 
chemical defense. The two will be 
defined. agents discussed, effects, and 
countermeasures clarified. U s i n g 
preparedness as a key to survival in 
the event either biological or chemi­
cal warfare Is encountered, the course 
clearly points out methods of detec­
tion and defense measures. 

The final phase of the training is 
practical demonstrations on fighting 
fire and affords the students an op­
portunity to don foul weather gear 
and take part. Based on the premise 
that fire should be respected and not 
feared, this phase includes plastic­
pipe patching, use of electrical sub­
mersible pumps, eductors, and pack­
type oxygen acetylene c u t t i n g 
methods. 
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Photo Oou1·teay MSTS Magazine 

RESPECT IT, DON'T FEAR IT: Thot Is the theme of t he firefighters school o t Bayonne, N. J ., for 
merchont marine offi cers. Training in effective methods of extinguishing oil fires os pictured 
obove ore included in the course. 

Realizing all participants will have 
specific problems, the course includes 
a comprehensive critique at the com-

pletion of the course when all prob­
lems will come under discussion. 

Photo (Jourtetty AfS'l'S Magazine 

MO NITOR TEAM: Training for merchont morin• officers includes radiotion monitoring os show n 
o bove. Note w o lkie-tolkie to reloy reodlngs. 
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PORTABLE LIFE RING BUOY BRACKETS 

Plloto Oo11rte111 Seamen's Safct11 Guide 

figure I. 

O NE PORTABLE BRACKET devised utilizes an A-frame lo support the life ring buoy. Noto tho deck padeye painted white. An excellent 
sa fety feature. 

In order that they could be readily 
a.ccesslble in time of need, the Weyer­
haeuser Steamship Co. has devised 
two portable ring life buoy brackets to 
more conveniently locate this equip­
ment when the vessel is being steve­
dored. 

One, a wooden A-frame, is shown in 
figure 1. The othe1·, a strap bracket, 
is illustrated in figure 2. Both meth­
ods were tried under actual working 

conditions. The strap type was found 
the more desirable. Consequently, all 
vessels of this fieet are being so fitted, 
according to the Seamen's Safety 
Gttide, published by the Accident Pre­
vention Bureau of the Pacific Mari­
time Association. 

Both methods merit praise in the 
interest of shipboard safety, and are 
published to demonstrate a special 
method devised for a special problem. 

Figure 2. 

TH E SECOND BRACKET is useful in suspending a buoy near the gangway. 
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• 
In utilizing either of these methods, 
however, care should be taken that the 
bracket is securely fastened, so that 
when the buoy is cast loose the sup­
port does not come adrift. 

Another Item worthy of mention is 
the Weyerhaeuser policy of painting 
deck padeyes white. <See Figure U 
The safety-conscious ship operator 
reports this helps to prevent seamen 
tripping on darkened decks. 

Pl~oto Ooul'te111 Sca.m.cn!s Sa.f cty Guide 

February 1957 

e 
t 

( 

I 

c 
e 
E 
t 
! 
i 
t 
E 

t 
t 

t 
t 
t 

f 
t 
i 

E 
f 
< 



ide 

lent 

:>els, 
the 
:bat 
up-

n is 
ting 

1.) 

:itor 
!Den 

Gui<Le 

1957 

nautical queries 
Q. Describe at least two methods 

employed on vessels for determining 
the relative humidity in a cargo hold. 

A. The two most common meth­
ods employed on vessels for determin­
ing relative hwnidity are: 

Use of sling or aspirating psy­
chrometers to determine the dry bulb 
and wet bulb temperatures. These 
are then used to enter a table or chart 
to determine relative humidity. In­
struments of an indicating or record­
ing type which are actuated by a 
human-hair element which expands 
and contracts with changes in hu­
midity are also used. 

Q. What is meant by the term 
"dewpoint"? 

A. The dewpoint is the tempera­
ture at which precipitation of mois­
tw·e starts or the point of maximum 
saturation of air at a given tempera­
tw·e. DeWPOint is the temperature 
below which the saturated air begins 
to release its moisture. 

Q. What is meant by the absolute 
humidity of the air? 

A. The absolute humidity of the 
air is the weight of the water or mois­
ture content, usually weighed in 
grains per cubic foot. 

Q. If the dry bulb temperature is 
80° and the wet bulb temperature 70°' 
what is the relative humidity in a 
cargo hold? 

A. 61 percent. 
Q . If the dry bulb temperature is 

50° and the relative humidity 90 per­
cent, what is the dewpoint? 

A. 47.5°. 
Q. Given a dry bulb tempernture 

of 75° and a wet bulb temperature of 
62.5°, find: (1) Relative humidity, (2) 
dewpolnt. 

A. (l) 50 percent; (2) 55°. 
Q. A cargo of canned goods in a 

hold had a surface temperature of 
45°. Would you ventilate this cargo 
if the outside air had a dry bulb 
temperature of 65° and a r elative 
humidity of 50 percent? 

A. No, ventilation under these 
conditions would cause condensation. 

Q. <a> Would you consider sweat 
likely on the side of a ship with a sea­
water temperature of 38°, an air 
temperature in hold of 54° dry bulb 
and 45 ° wet bulb? 

Cb) Would you ventilate if out­
side air was 60° dry bulb, 52° wet 
bulb? 

A. <a> No! 
(b) No! The dewpolnt would 

be approximately 45° and sweat would 
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form on shell which would be near 
sea-water temperatw·e of ss•. 

Q. If the dry bulb temperature 
is so· and the wet bulb temperature 
75° in the air of a cargo hold, how 
far could the temperature · of the air 
in the hold fall before condensation 
begins to take place? 

A. To approximately 73 °. 
Q. The air In a cargo hold has a 

dry bulb and cargo temperature of 
55° and a relative humidity of SO 
percent. If you desired to lower the 
relative humidity In the hold, would 
you ventilate it with air whose tem­
perature is so• and relative humidity 
of 60 percent? 

A. No! At 65° dewpoint, the out­
side air would condense moisture on 
cold cargo. 

Q. What Is the r elative humidity 
of the air in a cargo hold if the dry 
bulb temperature is 75• and the wet 
bulb temperature 65°? 

A. 60 percent. 
Q. <a> What Is the 1·elative hu­

midity in a cargo hold if the dry bulb 
temperature is so· and the wet bulb 
temperature 75°? 

(b) What effect on the dew­
point in the hold would be caused by 
ventilating with outside ah' whose dry 
bulb temperature is 65° and whose 
relative humidity is 90 percent? 
Would such ventilation be advisable? 

A. <a> SO percent. 
Cb) The dewpoint would be 

reduced. Yes, unless the nature of the 
cargo was such as to 1·equil"e restricted 
ventilation. 

Q. What are the forces to which 
the trunk-type p1ston is normally 
subjected during the operation of the 
engine? 

A. The trunk-type piston is sub­
ject to the following forces: 

(a) Gas pressure, bearing di­
rectly on the crown. 

Cb> Side thrust taken by the 
piston skirt. 

(c ) Its own inertia forces. 
Q. <a> Why is the trunk-type pis­

ton used in many diesel engines? 
Cb) How is the piston pro­

tected from excess heat in large diesel 
engines? 

A. <a> The trunk-type piston is 
used to reduce the height of the en­
gine by eliminating the necessity for 
the piston rod, crosshead, and guides. 
The elongated piston is then necessary 
to absorb the side thrust and distrib­
ute the thrust over a large area of the 
cylinder wall. 

Cb) Large pistons are cooled 

by spraying lubricating oil or water on 
the underside of the piston crown 
thereby removing the excess heat. 
The piston rings also serve to transfer 
some of the heat to the water-cooled 
cylinder liners. 

Q. Why are counterweights ap­
plied to the cranks of some d1esel 
engines? 

A. Counterweights are fttted to 
balance the revolving weight of the 
crankpins, webs, and the lower portion 
of the connecting rod, and thereby 
reduce vibration. 

Q . What is the usual crank angle 
between the cranks in a two-cylinder, 
two-cycle engine; in a two-cylinder, 
four-cycle engine? 

A. Cl) In a. two cylinder two­
cycle engine the cranks are set 180° 
apart. 

(2) In a two-cylinder four­
cycle engine the cranks a.re set 360° 
apart. 

Q . Why are two-stroke diesel 
engines often referred to as "valve­
less" engines? 

A. Two-stroke cycle engines are 
often referred to as "valveless" en­
gines because many of these engines 
use po1·ts for exhaust and scaveng­
ing air, instead of valves inserted in 
the head. The piston acts as its own 
valve in this case, covering and un­
covering the ports. 

Q. How are wet-type cylinder 
liners sealed against water leakage? 

A. Wet liners are usually sealed 
against water leakage at the top end 
by a gasket under the flange or a 
machined fit, and by a rubbe1· or 
neoprene rings around the lower end. 

Q. What are the three common 
types of cam followers used on diesel 
engines? Which of these is usually 
used on small, high-speed engines? 

A. The three common types of 
cam followers are: 

(a ) The fiat or mushroom fol­
lower. 

(b) The roller type follower. 
Cc) The pivoted followe1·. 

The ftat mushroom follower is 
usually used on small, high-speed 
engines because it permits fast open­
ing and closing of the valve. 

Q. How do the oil control rings 
dift'er when they are installed in en­
gines using a splash lubricating sys­
tem with respect to those installed in 
engines using individual cylinder 
lubricators? 

A. The oil control rings used in 
conjunction with a splash system a.re 
fttted with the sharp edge nearest the 
crankcase, the object of which ts to 
scrape the excess oil off the cylinder 
walls and return it to the crankcase. 

The oil control rings used with in­
dividual lubricators are fitted with 
the sharp edge upward for the purpose 
of spreading the lubricating oil over 
the cylinder liner. 
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RESCUERS HONORED: Bobby Naipo and Blewett Pe rkins are pictured above receiving In­
scribed gold watchH from Matson Navigation Co. officials for their heroic rescue of a shipmate 
who fell overboard in Kahu lui, Maui, recently. left lo right are: E. J. Bre dley, vice president, 
Eastern Area, Matson Navigation Co.; Na ipo; Blewett; Capt. George Zepaloff, Master of the 
SS. Howaiian Retailer; and Fred P. Zinn, Matson executive . Not pictured, but also receiving a 
watch, was Eddie Romclko. Sec Troditions of the Sea in this Issue for details. 

CAPTAIN JONES 

(Oo11timicd from pa.gc 18) 

Head of the Merchant Vessel Per­
sonnel Division at Coast Guard Head­
quarters is Capt. Leonard T. Jones, 
USCG. 

A former merchant seaman in the 
C. D. Malloy and Moore McCormack 
steamship companies, he was origin­
ally commissioned in the coast Guard 
in 1928 after serving 3 years as an 
enlisted. man and warrant officer. 
During his Coast Guard career, Cap­
tain Jones has had many assignments 
which gave him direct experience with 
merchant marine safety work. 

In 1946 he was assigned as Senior 
Coast Guard Merchant Marine Detail 
Officer with headquarters in London, 
England. From here he coordinated 
the Coast Guard. activities with the 
merchant marine with suboffices in 
major European ports. Captain Jones 
then was assigned Senior Inve.stigat­
ing Ofticer in the Third Coast Guard 
District Marine Inspection Office, 
New York. After 25· months in this 
billet, he was sent to Seattle, Wash., 
as Ofticer in Charge, Marine Inspec­
tion, where he remained until taking 
over his duties in Headquarters last 
summer. 

It is evident from the foregoing that 
Captain Jones is no stranger to the 
field of merchant marine safety. 
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CAPTAIN BROACH 

(Oontimtccl from pa.ge 18) 

Newest member of the Merchant 
Marine Council is Capt. Claude H. 
Broach, USCG, who assumed his 
duties as Chief, Merchant Vessel In­
spection Division, on 1 November 
1956. 

A veteran merchant marine en­
gineer, Captain Broach was com­
missioned in the Coast Guard in 1942 
following a tour as engineering train­
ing officer with the Maritime Serv­
ice in New London, Conn., and St. 
Petersburg, Fla. His initial service 
assignments were in Headquarters as 
Assistant Chief and then Chief, Mer­
chant Vessel Personnel Division; and 
chairman of the National Appeals 
Board. 

In 1953 he was assigned as engi­
neering officer of the Coast Guard 
Cutter Taney in Almeda, Calif. 
After 10 months in this billet, he 
served 14 months as executive ofticer 
aboard the same ship. Following 
this tour of sea duty, Captain Broach 
reported to Houston, Tex., as Officer 
in Charge, Marine Inspection, and 
Captain of the Port. 

A graduate of Mississippi State 
College with a bachelor of science de­
gree in mechanical engineering, he 
spent over 8 years aboard merchant 
ships, 6 of them as licensed engineer. 

TRADITIONS OF THE SEA 

The roll of American Sea­
farers who have performed their 
duties in an outstanding and 
meritorious manner in accord­
ance with the highest traditions 
of I.he sea is long but never 
completed. 

Names which should have a 
distinguished place on this roll 
are BOBBY N AIPO, BLEWETT P ER­
KINS, and EDDIE ROME.TKO. 

These men, members of the 
deck department of the SS. 
Hawaiian Retailer, with a com­
plete disregard for their own 
safety, leaped between their 
moored vessel and the dock to 
rescue shipmate NICK AKANA 
who had fallen overboard. 

A summary of the Incident 
follows: 

A heavy swell was running 1n 
Kahulul, Maul, while the sailors 
wero securing the vessel for sea. 
In letting go the hauling part on 
the guy for the after port boOm at 
No. 3 hatch, the boom swung in­
board with a roll or the ship and 
AKANA was pulled over the side. 
He sank from sight upon striking 
the water. 

NAIPO rushed down the gangway 
and jumped between the ship and 
the dock as the vessel sheared off 
momentarily. He was followed by 
BLEWETT. NAIPO, a strong man and 
excollcnt swimmer, dove three 
times Into the 35-!oot depths be­
fore he found AKANA and pulled 
him to the surface. Here, Bu:wrrr 
and ROMEJKo assisted in getting 
t he unconscious ma.n Into a satcty 
harness. 

The entire crew turned to rigging 
light.II over the side and bringing 
emergency equipment to the scene. 
In less than 2 minutes FELIX 
CUNNINGHAM, Chief Mate; R. c. 
WEBBER, Second Mate; K. K. KAUHI, 
Boatswain; and seamen R. G. VAZ, 
Sn.11:0N CWrHvN, and JAN VAN 
VLIET bad the ship breasted away 
from the dock so the rescue could 
be made safely. 

Assisted by the men tending the 
lines attached to the safety harness. 
NAIPO llt.crally shouldered his ship­
mate and climbed the pilot ladder 
to the safety of the deck above. 
AKANA was revived and taken to the 
Centml Maul Hospital. NAIPO was 
treated :for Immersion. but re­
mained aboard the ship. 

Captain G. A. ZEPALOFF, master 
of the ship, admitted Joss of words 
that could "express my praise and 
admiration for NAIPO, PERKINS, nnd 
ROM!:JKO." 

The courage and disregard for 
personal danger by these men 
was truly in the best traditions 
of the American Merchant 
Marine. 
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BROADCAST SCHEDULES 
U.S. Coast. Guard lladio Sta lions Transmi~Ling Wea,ther, Storm Wa.rnings, Ilydrographio Data, and Notice to Mariners 

by Radiotelephone 

Location Call sign Freq Type of broad- Time (GMT) Routine Storm Hydro Notice to 
cast weather worn in gs data Mariners 

Boston, Mass _______ __ NMF 2694 Regula r ____ __ 0420 and 1G20 __ ---- ----- x x x 
Erriergoncy ___ Upon receipt ____ --------- x -- ----- -----------

New York, N. y __ ___ _ NMY 2662 Reg ular _____ _ 04.50 and 1650 __ --------- x x x 
Emergency ___ Upon receip t_ __ _ --------- x ------- ----------- . 

Capo May, N. J ____ __ NMK 2662 Regular _____ _ 0550 and 1750 __ x x x x 
Emergency ___ l.Jpou receipt __ __ --------- x ------- -----------

Baltimore, M<l ___ __ - - _ Nl\fX 2702 Regular __ ____ 1630 __ __ _______ 
x x x x 

Emergency __ _ Upon receipt ____ --------- x ------- -------- -----
Norfolk, Va ______ ____ Nl'l l N 2702 Regular ___ __ _ 0520 and 1720 _ - --------- x x x 

Emergency __ _ Upon receipt ____ -- ------- x ------- -----------
Fort Macon, X. C ____ _ ~D1K37 2702 Regular __ __ __ 1700 __________ _ 

x x x x 
Emergency ___ Upon receipt ____ --------- x --- - - - -----------

Charleston, S. C ______ x::irn 2678 Regular __ __ __ 0420 and 1620. - --------- x x x 
Emergency __ _ Upon receipt ____ - - ------ x ------- -----------

Jacksonville, Fla ___ __ _ X~IV 2678 Regular ____ __ 0620 and 1820 •. x x x x 
Emergency ___ Upon receipt_ __ _ --------- x ------- -----------

l\Iia.mi, Fla ___ __ __ __ __ X)IA 2678 Regular ___ _ -- 0450 and 1650 __ --------- x x x 
Emergency __ _ Upon receipt ____ --------- x ------- -------- ---

St. Petersburg, Fla ____ KOF 2678 Regular ___ ___ 0420 and 1620 __ __ ,.. ___ ___ x x x 
Emerge ncy __ _ Upon receipt ___ _ --------- x ------- -----------

San J tian, P. R. _____ _ Nl\IR 2678 Regular ______ 0300 and 1500 __ x x x x 
Emergency ___ Upon receipt ____ --------- x ------- -----------

Ne;v Orleans, La __ ____ NMG 2686 Regular ______ 0550 and 17.'iO __ x x x x 
Emergency ___ Upon receipt_ __ _ --------- x ------- -----------

Galveston, Tex. ___ ___ NOY 2686 Regular_----- 0520 and 1720 __ x x x x 
Emergency ___ Upou t·cocipt ____ --------- x -------

____ _ .. _____ 

Long Ilea.ch, Calif_ ___ _ NMQ 2694 Regular ____ __ 0500 and 1700 __ x x x x 
E mergency ___ Upon receipt ____ --------- x ------- -----------

San Francisco, Cn.lif ___ NMC 2662 Regular __ ____ 0430 a nd 1630 __ --------- x x x 
E mergency ___ Upon receipt_ ___ --------- x ------- -----------

Seattle, Wash _______ __ NMW 2702 Regular __ ---- 0530 and 1730. _ x x x x 
Emergency __ _ Upon receipt ____ --------- x ------- -----------

Ketchikan, Terri Lory of NMJ 2678 Regular ___ ___ 0600 and 1800 __ x x x x 
Alaska. Emergency ___ Upon receipt ____ --------- x ----- -- -----------

ll onolulu, T. H ____ ___ NMO 2686 Regular ___ __ _ 0930 and 2130. _ --------- x x x 
Emergency __ Upon receipt __ __ --------- x ------- -----------

NoTi,:: 
1. The emer~oncy broadcast will be repeated at the next scheduled broadcast if not previously canceled or su-

persede . 
2. The preliminary call and announcement of emergency broadrasts is made on 2182 kc/sand may be made on 

2070 kc/s at tho discretion of Lite USCG Distric t Commander. 
3. T he preliminary call and announcement of regular broadcasts is made on 2670 l'c/s. 
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CONVENTIONS 

The Government of the United Kingdom has advised this country that, 
acting as the depository nation, it received acceptance of the Interna­
tional Convention for Safety at Sea, 1948, from the Government of 
Tw·key on October 19, 1956, and that in accordance with provisions of 
the Convention, the Turkish acceptance became effective J anuary 19, 
1957. 

The following is a list of countries which have accepted the Interna­
tional Convention for the Safety of Life at Sea, 1948, and of territories 
to which the Convention has been extended: 

Country Date of deposit 

United Kinitdom.................................................... . Sept. 30, 1949 
New Zealand .............•.....• ------ ----------------------·-······· Dec. 29, 1949 
United States of America....................................... . . .... Joa. 6, 1050 
Franco.......... . . . ....................... .... . . . . . ................... }'eb. 8, 1950 
Netherlands................. ....... . ................................. Apr. 18, 1950 
Sweden.............................................................. . May 16. 1950 
Norway ..................... .....................•.......•.•...•..... June 12, 1950 
Union of South Africa............. . . .............................. ... Aug. 18, 1950 
Iceland.................................... ........................... Oct. 19, 1950 
Portugal............................... ................................ Nov. 30, 1960 
Canada........... ............. . ...................................... l'eb. l , 1951 
Pakistan..................... . ......... ............................... Feb. l, 1951 
Denmark............................................................. Oct. 15. 1951 
Yugoslavia........................................................... Nov. 13, 1951 
Italy........................... ....................................... Nov. 19, 1951 
Belgium.............................................................. Dec. 5, 1951 
Israel.. . . . . . . . . . . ...... . ................................... . . . ........ J llly 2, 1962 
Japan.. ............................................................... July 23, 1952 
Philippines.......................................... ................. Oct. 2.1952 
India................................................................. Nov. 19; 1952 
Spain..................... ............. .... ........................... Dec. 26, 1952 
Liberia................................ . . ............................. Jan. 13, 1953 
Chilo .....••...•. . . . . . .................................... . . ...... .... June 5, 19113 
}'inland . .. . ........................••. ............................... Aug. 13, 101i3 
Irish Republic.............. . ......................................... Aug. 19, 1953 
Vietnam.... ....... ............... .................................... Sept. 12, 1953 
Panama... . ...................... .................................... Jan. S.1954 
Greece................................................................ Jan. 21, 1954 
Nicaragua........................................................... . Feb. 19, 1954 
Cambodia.·· · · · · · -· ··········--·-····························-··· -· -· Mar. 2, 19M 
U .S. S. R ... .........•. ••...... . . ••.•••••••••••••••••• . •.•.••....... • May JO, 1954 
Switzerland..................................... ................... ... May 19, 1954 
IIaiti.............................................. . .................. May 26, 1954 
Egypt....... ..................... . . . . .... . . . . . .................... . .. June ll, 1954 
Poland. .............................................................. June 11, 1954 
Federal Republic of Germany ........ ................ . .... ... .... . . .. Aug. 19, 19M 
Cuba.·-····---·······-····· -· · · ·-··················· ·······--········ Aug. 26, 1954 
Roumanian People's Repnblic..................... ................... Sept. 30, 1954 
Principality of Monaco .•........•.•.•........ ......•...•............. Jan. 12, 1955 
Domlnlcan Republic .•................••.•..........•.•.•...........• Mar. 29. 1955 
Brazil................................... ............................ . Jan. 17. 1956 
Venezuela.... . .... ............................................... .... Feb. 8, 1956 
Argentina. ... ............ . . . ........... .... . . ... . ... . . . .............. July 31, 1956 
Hungary ........•.................................................... Aug. 15,1056 
Bulgaria............................................................ Aug. 17, 1956 
Turkey. ........................................... ................... Oct. 19, 1956 

Extensions notiJled 

Territory 

Effective 
date 

Nov. 19, 1052 

Mar. 26, 1953 
Apr. 13, 1953 
Sept. 5, 1053 
Nov. 13, 1953 
Nov. 19, 1953 
bee. 12, 1953 
Apr. 8, 1954 
Apr. 21, 1954 
May 19, 1954 
June 2, lQM 
Aug. 10, 19M 
Aug. 19, 1954 
Aug. 26, 1954 
Sept. 11, 1954 
Sept. 11, 1954 
Nov. 19, l9M 
Nov. 26, IDM 
Dec. 30, 1954 
Apr. 12, 1955 
June 29, 1955 
Apr. 17, 1956 
May 8, 191.16 
Oct. 31, 1956 
Nov. 15, 1956 
Nov. 17, 1956 
Jan. 19.1957 

Effective 
date 

Alaska, 1Iawaii and Puerto Rico ...............•.......•..........•................... Nov. 19, 1952 
Spanish Protectorate of Morocco and the Spanish Colonies .....•..................... Mar. 26, 1953 
Rong Kong ... ................................••..•....•...•.......................... Apr. 7, 1953 
Somalilnnd .. -··········-··········-··-··· ·········· ·········-··············-·· · ···· ·· Ju ly 6, 1953 

~~ea~~r~~-oi.i-i;I~y~~: ::: :::::::::::::::::::: ::::::::::: :::::::: ::::::::: :::: :::::::: ~~;,- 2~: ~~: 
Netherlands Antilles .. .............•..•.....•....•...•.. .............................. Jan. ll, 1955 
Tunisia .....•...••. . ...................................•.......•...•.................. Apr. 22, 19o5 
Morocco ................... ...............•...................................... ..... Apr. 22, 1955 
Overseas Frunco ...... .........•....................•....... .......................... May 31, 19M 
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Photo Courtesy Tidewater Oii Oom.pany 

SAFETY AWARD: Captain James F. Ardagh, 
left, Master of the MY Tydol is presented with 
a safety citation by R. K. Kelly, Tidewater Oil 
Co. transportation manager, for successfully 
rescuing four youths in Long Island Sound fol ­
lowing the collision of two motorboats In a 
heavy fog. The citation was jointly spon­
sored by the National Safety Council and the 
American Merchant Marine Institute. 

(Contint~ea from page 20) 

surprise to you is the number of fail­
ures of wire falls in the launching 
operation with only the weight of the 
empty boat on the falls. Although 
this could be caused by an inherent 
defect, or kinking in the original 
installation, most of the evidence 
points to a lack of lubrication. In­
stallations on shipboard appear to be 
heavily greased, and they are-except 
in way of the fixed sheaves on the 
side of the davit and other hard to 
reach places. Most of ·the corrosion 
is then concentrated in this area re­
sulting in early failure of the wire 
rope. The answer to this is obvious. 
Take the load oil' the falls and free 
the falls from these hidden corrosion 
pockets and lubricate thoroughlY. 

Nothing especially new has been 
said here today. You all have had 
some or all of these experiences. The 
problem is to get this message to those 
who are directly involved. Your 
safety pamphlets are a natural med­
ium 'for this message-perhaps some­
what as follows: Maintain adequate 
s upervision-1 ubricate-paint but 
don't overdo it--watch for corrosion, 
especially where dissimilar metals a1·e 
used, and if you find some--insul­
ate-when a particular item fails be 
sure to investigate similar items on 
board-don't make changes to ap­
proved lifesaving gear. 

Let us brainwash the crew with 
slogans so that safety becomes sec­
ond nature. We must convince them 
that the life they save by proper 
maintenance might be their own. If 
we do this we will be a long way down 
the road to a superlative safety 
record. 
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RADAR vs. EYESIGHT 

A recent Admiralty Court decision 
in a controversial collision case 

<Triton-Baranof) contained a note 
of admonition to all seafarers navi­
gating by radar. Radar is a device to 
assist in navigation; It is not intended 
to i·eplace the navigator's eyesight 
when visibility Is clear. 

The collision occurred off Canadian 
territorial waters. The case was 
heard by the Supreme Court in Can­
ada. That Court exonerated the Tri­
ton from all blame for the collision 
and criticized the pilot on the Baranof 
for "conning a ship by means of ra­
dar • * • . He was at fault on that 
fine summer's night, paying so much 
attention to the radar and so little 
to what his eyes could have seen in 
front of his vessel." 

CIRCUMSTANCES OF COLLISION 

Briefly, the circustances surround­
ing the collision as found by the Court 
were as follows: 

The Triton was a Greek-owned 
Liberty en route from Campbell River 
to Victoria, B. C., via Georgia Strait. 
The Baranof was a passenger vessel, 
bound from Seattle to Alaska. Both 
vessels had pilots on board. 

The collision occurred shortly after 
midnight on July 26, 1962. It was 
a clear dark nigh t and both vessels 
had unrestricted visibility. The Trt­
ton was not equipped with radar. The 
B aranof was so equipped and the ra­
dar was in continuous operation. 

At 11 :48 p. m. on the 25th, the 
Baranof had Thrasher Rock Light 
abeam to port, 1.3 miles off. She was 
on course 302° T. at 12.5 knots. The 
pilot stated that at 12: 06 a. m. on 
the 26th he had observed a vessel by 
radar bearing 005° relative, range 3 
miles. At 12:07 a. m. he changed 
course to the right to 312° T., "In the 
expectation that the Triton would 
pass the Baranot safely port to port." 

Obviously, such an "expectation" 
on the part of the pilot required his 
assumption that he knew the Tri­
ton's course, which was not the fact. 
It Is a basic rule in radar navigation 
that the course and speed of a radar 
target cannot be determined unless 
a plot is made to successive bearings. 

The subsequent course changes of 
the Baranof cannot be exactly defined 
since the pilot's testimony was con­
tradictory. He stated that the bear­
ing of the Triton did not change-it 
had changed to the right-it had 
changed to the left. Nevertheless he 
made further course changes to the 
right and finally ordered, "Full right 
rudder." At 12 :20 a. m. the pilot 
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Plioto Courteav 4.rtcraft Stuaioa, Seattle, lVaall. 

TOOTHY SILHOUETTE: An unusual photograph of the SS. Boronol. Under pilotage on a cl ear, 
dark night this vessel w a s In collision with the SS. Tr/Ion, a Greek-owned liberty ship. 

shouted, "Full astern." At 12:21 
a. m. the collision occurred. 

During the time between the first 
radar observation and the time of 
collision, the radar remained set on 
the 6-mile range. No whistle signal 
was sounded and there was no re­
duction in speed until one-half min­
ute before the collision. 

The third mate on the Baranof 
testified that he sighted the masthead 
lights of the Triton at a.bout 12: 08 
a. m. He estimated the bearing to be 
approximately 2 points on the port 
bow Cthe mate was standing on the 
po1·t wing when he saw the lights) , 
and the distance off to be 3 to 4 miles. 

He observed the Triton almost con­
tinuously through binoculars until 
12: 17 a. m. when he called to the pilot, 
"She's showing green, Cap; she's 
showing green!" The pilot acknowl­
edged this information but remained 
at the radar with his eyes glued to 
the scope. 

The Trtton had passed Ballenas 
Light about 11: 30 p. m. and set a. 
course of 114° T. at 11 knots. Her 
pilot and second mate sighted the 
Baranof's masthead lights at 11: 45 
p. m., bearing 1- 1 ¥.z points on the 
starboard bow and approximately 12 
miles off. 
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There was no deck log kept and the 
times and bearings cited are approxi­
mations. When about 5 miles apart, 
the Baranot's green light was seen. 
The mate watched her closely through 
binoculars and concluded that the 
ships would pass safely starboard to 
starboard if each maintained course. 

Navigation was routine for a few 
minutes. Suddenly, they noticed 
that the range and masthead lights 
had started to open. They watched 
for a moment and as the lights con­
tinued to open, realized that the other 
ship had radically changed course. 
What had been a normal meeting 
situation suddenly was transformed 
into a crossing situation with both 
ships on a collision course! 

The Triton's pilot shouted, "Hard 
left!"- too late! The bow commenced 
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to swing to port but not in time 
and in another minute the collision 
occurred. The Triton was holed on 
her starboard side in the way of the 
engineroom; the Barno/ sutfered 
heavy damage to her bow estimated 
at $100,000. Two seamen were killed 
on the Triton and one injured. No 
one was injured on the Baranof. 
Both ships were able to make port 
safely. 

The Canadian Supreme Court af­
firmed <with one dissent) the lower 
Admiralty Court ruling that held the 
Baranof at fault. 

Once again it has been drastically 
pointed out that while radar alerts 
the navigator to the presence of 
another vessel and ascertains her 
position, one observation does not in­
form him as to the other vessel's 
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CO LLI SION PATH: The sedlon of navigation chart reproduced above t races movements of the 
two vessels to their early-morning collision. The Baranof was radar equipped. 
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course and speed. 
Contrasting the radar presentation 

of an approaching situation with a 
visual observation, it should be re­
membered that a vessel's course may 
be readily apparent by analyzing the 
relative position of her masts. 
· Here was a situation where radar 
was of little value. In fact, it actually 
served to distract the pilot from the 
work at hand. The only information 
it furnished which could not be deter­
mined visually was the exact range 
and a visual estimate was all that was 
required. 

A plausible explanation for this col­
lision could be that the pilot suffered 
from what might best be character­
ized as "radar hypnosis."* 

At 12: 17 a . m., 4 minutes before the 
jaws of collision, the pilot was alerted 
to the Triton's green light and a rap­
idly developing meeting situation. He 
made no attempt to reduce speed, gave 
no whistle signal, and remained trans­
fixed before the radarscope. 

It has been said before but it can 
be reiterated: "Radar is only an aid 
to navigation and cannot think or 
conn the vessel." 

• EnrroR's NOTE.-Glven as one of tour 
reasons for collision in the motion picture 
"Sate Passage" by Raytheon Manufac­
turing Co. 

MERCHANT MARINE 
STATISTICS 

There were 1,076 vessels of 1,000 
gross tons or over in the active ocean­
going United States merchant fieet on 
1 December 1956, it was announced 
by the Maritime Administration. 

This was 18 less than the number 
active on 1 November. There were 
46 Government-owned and 1,030 pri­
vately owned ships making up this 
figure. Ord.ers for 9 new ta.nkers 
and 2 ta.nkei· conversions brought the 
total of oceangoing ships being built 
or under conversion to 69. 

Shipyard employment, based on 
major commercial construction and 
conversion contracts, totaled 12,543. 
Seafaring jobs on active United 
States-flag ships of 1,000 gross tons 
or over, exclusive of civilian seamen 
manning Military Sea Transportation 
Service ships, was 56,552. Prospec­
tive officers in training in Federal 
and State nautical schools numbered 
1,869. 
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AMENDMENTS TO 
REGULATIONS 

[EDITOR'S NoTl!:.-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, Government Printing Office, 
Washington 25, D. C.l 

TITLE 33-NAVIGATION AND 
NAVIGABLE WATERS 

Chapter I-Coast Guard, Depart­
ment of the Treasury 

Subchapter D-Navigation Requi rements for 
Certain Inland Waters 

[CGFR 56-52) 

PART 82-BOUNDARY LINES OF INLAND 
WATERS 

MISCELLANEOUS EDITORIAL CHANGES 
In the description of boundary lines 

of inland waters specific reference ob­
jects are used in describing the lines. 
The changes in this document are edi­
torial in nature and correct the names 
of aids to navigation and other refer­
ence points used. Although new ref­
erence points may be used in certain 
instances, these changes do not 
change the locations of the boundary 
lines as previously established and 
published in the Federal Register. 

Because the amendments in this 
document are editorial Jn nature, it is 
hereby found that complia.nce with 
the Administrative Procedure Act 
respecting notice of proposed rule 
making, public rule making proce­
dures thereon, and effective date re­
quirements thereof, is impracticable 
and unnecessary. 

<Federal Register of November 27, 
1956) 

TITLE 33-NAVIGATION AND 
NAVIGABLE WATERS 

Chapter I-Coast Guard, Depart­
ment of the Treasury 

Subchapter I-Security of Waterfront Facilities 
[CGFR.56-51) 

PART 125- IDENTIFICATION CREDENTIALS 
FOR PERSONS REQUIRING ACCESS TO 
WATERFRONT FACILITIES OR VESSELS 

CERTAIN VESSELS OPERATING ON NAVIGA­
BLE WATER OF UNITED STATES OTHER 
THAN GREAT LAKES AND WESTERN 
RIVERS 

February 1957 

It is hereby found that compliance 
with the notice of proposed rule mak­
ing, public rule making procedures 
thereon, and effective date require­
ments of the Administrative Proce­
dw·e Act is contrary to the public 
interest since this amendment of 33 
CFR Part 125 is to give effect to Exec­
utive Order 10173, as amended, and 
in the public Interest should be placed 
in effect as soon as possible. 

By virtue of the authority vested in 
me as Commandant, United States 
Coast Guard, by Executive Order 
10173, as amended,§ 125.53 is amend­
ed by revising the headnote, and 
paragraph (a) (1) and (2) thereof to 
read as follows: 

§ 125.53 Requirements tor creden­
tials; certain vessels operating on 
navigable waters of the United States 
other than the Great Lakes and 
Western Rivers. (a) • • * 

(1) Towing vessels, ba.rges, and 
lighters operating in the navigable 
waters of the continental United 
States other than the G1·eat Lakes 
and Western Rivers. 

(2) Harbor craft, such as water 
taxis, junk boats, garbage disposal 
boats, bum boats, supply boats, repair 
boats, and ship cleaning boats, which 
in the course of their normal oper­
ations service or contact vessels, for ­
eign or domestic, public or merchant, 
in the navigable waters of the conti­
nental United States other than the 
Great Lakes and Western Rivers. 
(40 Stat. 220, as amended; 50 U. s. c. 191, 
E. 0. 10173. 15 F. R. 7005. 3 CFR, 1950 
Supp., E. 0. 10277, 16 F. R. 7537, 3 CFR. 
1951 Supp., E. 0. 10352, 17 F. R. 4607, 3 
CFR, 1952 Supp.) 

This amendment shall become effec­
tive November 30, 1956. 

Dated: November 7, 1956. 
[SEAL] A. C. RICHMOND, 

Vice Admiral, 
U. S.'Coast Guard, 

Commandant. 

[F. R. Doc. 56-9817; Filed Nov. 29, 1956; 
8:50 a .m.] 

DEPARTMENT OF THE 
.TREASURY 

United States Coast Guard 
CCGFR 56-491 

TERMINATION OF CERTAIN APPROVALS OF 
EMBARKATION-DEBARKATION LADDERS 
The regulations and specifications 

for embarkation-debarkation lad­
ders <ftexible) for merchant vessels 
were considered as Item X of the 
Agenda at a public hearing held by 

the Merchant Marine council on 
April 24, 1956, in Washington, D. c. 
The revised regulations regarding em­
barkation-debarkation ladders were 
published in the Federal Register 
dated September 6, 1956 <21 F. R. 
6708-6713), and become effective 
December 5, 1956. The m a j o r 
changes in these regulations are: 

(1) Permit the optional use of both 
chain and manila rope ladders as pilot 
ladders. 

(2) After January 1, 1957, the use 
. of wire rope ladders as pilot ladders 
is prohibited. 

(3) With respect to flexible ladders 
at lifeboat stations, such ladders are 
to be only chain ladders, but existing 
approved ladders on board passenger 
and cargo vessels may be continued 
in use so long as they are maintained 
in good condition. 

(4) In the specification regulations 
for embarkation-debarkation ladders, 
the provisions with respect to alu­
minum alloy spacer e a rs w e r e 
removed. 
<Federal Register of Sat u rd a y, 
December 1, 1956) 

TITLE 46-SHIPPING 
Chapter I-Coast Guard, Depart­

ment of the Treasury 
Subchapter 0-Regulations Appl icable To 

Certain Vessels During Eme rgency 

[COFR 56-57) 

PART 154-WAIVERS OF NAVIGATION AND 
VESSEL INSPECTION LAWS AND REGU­
LATIONS ' 

DEEPER LOADING OF COASTWISE TANK 
SHIPS 

The Deputy Secretary of Defense in 
a letter to the Secretary of the Treas­
ury, dated December 12, 1956, re­
quested a general waiver of navigation 
and vessel inspection laws of the 
United States, pursuant to the pro­
visions of section 1 of the act of De­
cember 27, 1950 <64 Stat. 1120; 46 
u. s. C. note prec. 1), to the extent 
necessary to permit the deeper loading 
of coastwise tank ships found suitable 
for such service. 

The Secretary of Defense in an 
order dated August 5, 1955, and pub­
lished in the Federal Register dated 
August 16, 1955 <20 F . R. 5953), gave 
to the Deputy Secretary of Defense a 
general delegation of authority to ex­
ercise powers of the Secreta.ry of De­
fense upon any and all matters 
concerning which the Secreta-ry of 

• This Is also codified in 33 CFR Part 19. 
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Defense is authorized to act pursuant 
to law. Accordingly, the request of 
the Deputy Secretary of Defense for 
a waiver order was granted. 

The purpose for the following 
waiver order designated § 154.40, as 
well as 33 CFR 19.40, ts to waive the 
navigation and vessel inspection laws 
and regulations Issued pursuant 
thereto which are administered by the 
United States Coast Guard to the ex­
tent requested by the Deputy Secre­
tary of Defense. It is hereby found 
that compliance with the Adminis­
trative Procedui·e Act respecting 
notice of proposed rule making, public 
rule making procedure thereof, and 
effective date requirements thereof, is 
impracticable and contrary to the 
public interest. 

By virtue of the authority vested in 
me as Commandant, United States 
Coast Guard, by an order of the Acting 
Secretary of the Treasury, dated Jan­
uary 23, 1951, identified as CGFR 51-1, 
and published in the Federal Register 
dated January 26, 1951 (16 F. R. 731), 
the following waiver order is pro­
mulgated: 

§ 154.40 Deeper loading of coast­
wise tank ships. (a) Pursuant to the 
request of the Deputy Secretary of 
Defense in a letter dated December 12, 
1956, made under the provisions of 
section 1 of the act of Decembe1· 27, 
1950 (64 Stat. 1120; 46 u. s. c .. note 
prec. 1 >,I hereby waive in the interest 
of national defense compliance with 
the provisions of the navigation and 
vessel inspection laws relating to the 
loading of coastwise tank ships, as 
well as the regulations issued there­
under and published in Part 43 of 
this chapter to the extent necessary 
to permit the operation of tank ships 
on coastwise voyages by permitting 
deeper loading of such tank ships 
when having been found suitable by 
the load line assigning authority and 
issued a special certificate authoriz­
ing operation at this increased draft. 

(b) Tank ships subject to Part 43 of 
this chapter which are of sufficient 
strength and in suitable condition 
shall be permitted to load to the tropi­
cal load line in a summer zone or 
season on United States coastwise 
voyages. The seasonal freeboard of 
the loading port shall be taken as thP. 
freeboard for all zones covered by 
such coastwise voyage. 

Cc> The load line assigning author­
ity shall be responsible for the deter­
mination as to the tank ship's 
strength, condition, and suitability 
for this increase in draft. A vessel 
which is not considered fully suitable 
for deeper loading shall not be granted 
authority to load deeper than per­
mitted by law and regulations in Part 
43 of this chapter. The load line as­
signing authority shall issue to each 
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tank ship found to have the strength, 
condition, and suitability for deeper 
loading a special certificate authoriz­
ing such tank ship to engage in United 
States coastwise voyages at the in­
creased draft indicated in the certifi-
ca.te. · 

(d) Th.is waiver order shall remain 
in effect until terminated by proper 
authority and notice published in the 
FEDERAL REGISTER. 

(64 Stat. 1120; 46 U.S. C .. n ote prec. 1) 

Dated: December 18, 1956. 
(SEAL] A. C. RICHMOND, 

Vice Admiral, 
U.S. Coast Guard, 

Commandant. 
[F. R . Doc. 56-10388; Filed, Dec, 19, 1956; 

8:52 a. m.] 

TITLE 46-SHIPPING 
Chapter I- Coast Guard, Depart­

ment of the Treasury 
Subchapter A-Procedure Applicable to the 

Public 

(CGF'R 51Hi6) 

PART 3- MERCHANT MARINE PERSONNEL 

CUSTOMS AND IMMIGRATION FORM I-418, 
COMBINED PASSENGER AN'D CREW LIST 

As a result of conferences held by 
the Bureau of the Budget with the 
Department of State. Immigration 
and Naturalization Service, u. s. 
Public Health Service, Bureau of 
Customs. and the U. S. Coast Guard, 
one form has been established to re­
place eight existing forms utilized by 
the shipping and aviation industries 
in the manifesting of passengers and 
crew. This form has been designated 
as Customs and Immigration Form 
I--418, Combined Passenger and Crew 
List. The provisions of R. S. 4573, as 
amended (46 U. S. C. 674), require, 
before a clearance is granted to any 
vessel bound on a foreign voyage or 
engaged in the whale fishery, that 
the master thereof shall deliver to the 
Collector of customs a list containing 
the names, places of birth and resi­
dence, and description of the persons 
who compose his ship's company. As 
a. public service the Coast Guard has 
been furnishing their Form C0-710A, 
Crew List, to masters of such vessels. 
After January l, 1957, the Coast 
Guard will discontinue the printing 
of Form 00-710A and will discon­
tinue the free ditrlbutlon of forms 
used in reporting members of the 
crew as required by R. S. 4573, as 
amended. 

The Customs and Immigration 
Form I--418, Combined Passenger and 
Crew List, may be procured from the 
Superintendent of Documents, Gov­
ernment Printing Office, Washington 
25, D. C., at the price of $2.00 per pad 

000 forms>. The use of this new 
Form I--418 will be effective January 
1, 1957. The Bui·eau of customs is 
charged with the primary responsi­
bility of enforcing the provisions of 
R. s. 4573, as amended <46 U. s. c. 
674>, which requires the filing of a 
complete crew list by masters of cer­
tain vessels with the Collector of 
Customs before clearance may be 
granted. 

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 05 F. R. 6521), to promulgate 
regulations in accordance with R. S. 
4405, as amended, 4462, as amended, 
and section 7, 49 Stat. 1936, as 
amended <46 U. S. C. 375, 416, 689, 
§ 3.13- 20, Crew list. is canceled effec­
tive January 1, 1957. 
(R. S. 4405, as amended, 4462, as amended; 
46 u. s. c. 375, 416) 

Dated: December 20, 1956. 
[SEAL] A. C. RICHMOND, 

Vice Admiral, 
U. S. Coast Guard, 

Commandant. 
[F. R. Doc. 56-10585; Filed, Dec. 28, 1956; 

8:52 a. m.] 

NAVIGATION AND VESSEL 
INSPECTION CIRCULAR NO. 
9-56 

November 21, 1956 
Subj: Incombustible materials re­

quired in the construction of all living 
spaces on tank vessels 

1. Purpose. This Circular Is to dis­
seminate information regarding the 
application of Rules and Regulations 
for Tank Vessels in 46 CFR 32.40-1 
(d) (2) and (5) and 32.60-25, with 
respect to the term "fire resistive 
materials" used in the requirements 
for the construction and insulation of 
all living spaces on tank vessels. 

2. Discussion. The Rules and Reg­
ulations for Tank Vessels CCG-123) 
describe In general language the re­
quirements governing the construc­
tion of the living spaces on tank ves­
sels, namely, the staterooms, hospital 
spaces, passageways, public spaces 
such as messrooms and recreation 
rooms, and similar spaces. The re­
quirements in 46 CFR 32.60-25 and 
32.40-1 (d ) C2> and C5) call for the 
use of "fire resistive materials" for 
the construction and insulation of all 
living spaces on tank vessels. The 
term ".fire resistive materials" as used 
in these regulations means an "In­
combustible Material" as approved 
under the specification in 46 CFR 
164.009 and listed in the pamphlet 
"Equipment Lists," GG-190. It is in-
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tended that within the living spaces, 
all materials of construction, includ­
ing panels and insulation, together 
with any materials used in the erec­
tion or for their support, shall be ap­
proved "Incombustible Materials." 
The only combustible materials of 
construction permitted within the 
living spaces are decorative veneers 
and trim on the panels of staterooms 
a,nd public spaces. No combustible 
materials are permitted in the pas­
sageways nor in hidden spaces. There 
is no restriction on the type of furni­
ture or furnishings to be used. 

3. Action. The information in this 
Circular Is for the guidance of all 
persons concerned with the design, 
construction, operation, and inspec­
tion of tank vessels. 

H. T. JEWELL, 
Rear Admiral, USCG, 

Chief, Office of 
Merchant Marine Safety. 

By direction of the Commandant. 

NAVIGATION AND VESSEL 
INSPECTION CIRCULAR NO. 
10-56 

November 28, 1956 
Subj: Shipping articles, certifying 

copies to be done by shipping com­
missioners 

1. Purpose. This circular is to in­
form the owners of vessels bound on 
foreign voyages that the function of 
certifying the shipping articles re­
quired by R. S. 4575, as amended C46 
U. S. C. 676), has been transferred 
from the collectors of customs to the 
Coast Guard shipping commissioners. 

2. Discussion. The second pro­
vision of R. s. 4575, as amended (46 
U. S. C. 676), provides : "It shall be 
the duty of the owners of every such 
vessel to obtain from the collector of 
customs of the district from which the 

clearance is made, a true and certified 
copy of the shipping articles contain­
ing the names of the crew, which shall 
be written in a uniform hand, without 
erasures of interllneations." By dele­
gations of authority this function has 
been transferred from the collector of 
customs to the Coast Guard shipping 
commissioners. The reason for this 
is that shipping articles are entered 
into before shipping commissioners or 
others who are authorized to perform 
the duties of shipping commissioners 
and it is logical that such person 
should certify copies of the shipping 
articles as required by R. S. 4575, as 
amended (46 U. S. C. 676), when the 
task has been completed. 

3. New regulations. The following 
regulation has been prescribed to de­
scribe the new procedures to be 
followed: 

14.05-3 Certification of shipping 
articles. For every vessel bound on 
any foreign voyage required to have 
shipping articles, it shall be the duty 
of the owners of such vessel to obtain 
from the shipping commissioner or 
the person performing duties of a 
shipping commissioner a statement 
showing that the duplicate copy of the 
shipping articles is a true and certified 
copy, as required by R. S. 4575, as 
amended (46 U.S. C. 676). 

4. Action. The transfer of the 
function of certifying shipping arti­
cles to the shipping commissioner is 
in effect. The owners of vessels en­
gaged in foreign voyages required to 
have crews signed on shipping articles 
should familiarize themselves with 
this change in procedure. To this 
end, Coast Guard personnel concerned 
with the administration and enforce­
ment of this law will extend every 
possible assista,nce. 

J . A. HIRSHFIELD, 

Rear Admiral, U. S. Coast Guard, 
Acting Commandant. 

ARTICLES OF SHIPS• 
STORES AND SUPPLIES 

Articles of ships' stores and supplies 
certificated from 1 December 1956 to 
31 December 1956, inclusive, for use 
on boa.rd vessels in accordance with 
the provisions of Part 147 of the regu­
lations governing "Explosives 01· Other 
Dangerous Articles on Board Vessels," 
are as follows: 

CERTIFIED 

Gamlen Chemical Co., 4 Midland 
Ave., East Paterson, N. J ., Certificate 
No. 282, dated 3 December 1956, 
"GAMLEN ·cw· SOLVENT." 

Puritan Drug Co., Inc., 39 East 20th 
St., New York 3, N. Y., Certificate No. 
283, dated 19 December 1956, "LAV-
0 -SEPTIC 10%.'' 

AFFIDAVITS 

The following affidavits were ac­
cepted during the period from 15 No­
vember 1956 to 15 December 1956: 

Piping Specialties Co., 2'231 Curry 
St., Long Beach 5, Calif. FLANGES 
AND FITTINGS. 

Uddeholm Company of America, 
Inc., 155 East 44th St., New York 17, 
N. Y. FERROUS TUBING. 

FUSIBLE PLUGS 
The regulations prescribed in Sub­

part 162.014, Subchapter Q, Speci­
fications, require that manufacturers 
submit samples from each heat of 
fusible plugs for test prior to plugs 
manufactured from the heat being 
used on vessels subject to inspection 
by the Coast Guard. A list of ap­
proved heats which have been tested 
and found acceptable during the pe­
riod from 15 October 1956 to 15 No­
vember 1956 is as follows: 

M. Greenberg's Sons, Brass Foundry 
and Machine Works, 765 Folsom St., 
San Francisco 7, Calif., Heat No. 172. 

ACCEPTABLE COVERED STEEL ARC WELDING ELE.CTRODES 

The following are additions to the list of electrodes which a.re acceptable to the United States Coast Guard for use 
in welded fabrications. 

Distributor's and/or IIUUlufacturer's Brand 

Operating positions and electrode sizes (inch) 
~~ 1----.-----.---r---.----

%2and 
below M6 

-------------------------1---------1- ----------------
Air Reduction Sales Co., 42d St. Opp. Grand Ccntrnl, Now York 17, N. Y. Airco354 (1 Cr. ~Mo.) •••• E8016 

(Arcrods Oorp., manufacturer) . 
General Electric Co., Schenectady 5, N. Y. (Arcrods Oorp., manufacturer)_ ______ Strlkeru.-y 624 . •••••••••••• E6024 

Do·---·····-· ·········· ·········-·-······-·-·-···-··---····--··-········--··· W-916A (1 Cr. ~ Mo,) ..... E8016 
NatioMI Cylinder Gas Co,, Hollup Di'lision, 4700West19th St., Chicago 50, DL.. Surowcld D.. •••••••••••• E6010 

Do.-·--· ························-··-·····-·------------,···-···············-- Sureweld SP.............. E6010 

NOTE.-The listing or Strikeasy 624 supersedes and cancels the listing ot Strikeasy L 
Tho listing for the Sureweld B electrode supersedes the present listing and results In the 5/15-inch size being dclisted. 
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