UNITED STATES COAST GUARD
Vol. 20, No. 5 . May 1963




PROCEEDINGS

OF THE
MERCHANT MARINE COUNCIL

Published monthly at Coast Guard Head-
quarfers, Washington 25, D.C,, under the
avspices of the Merchant Marine Council,
in the interest of safely ot sea. Special
permission for republication, either in
whole or in part, with the exception of
copyrighted articles or pictures, is not re-
quired provided credit is given fo the
Proceedings of the Merchant Marine Coun-
cil. Use of funds for printing this publi-
cation hos been opproved by the Bureou
of the Budget November 20, 1962,

The Merchant Marine Council of
The United States Coast Guard

Admiral Edwin J. Roland, USCG

Commandant

Rear Admiral Oscar C. Rohnke, USCG
Chief, Office of Merchont Marine Saofety, Chairman

Captain C. P. Murphy, USCG
Assistont Chief, Office of Merchont Maorine Sofety,
Vice Chairman

Rear Admiral T, J. Fabik, USCG
Chief, OFfite of Engineering, Member

Captain Paul E. Trimble, USCG
Deputy Chief of Staff, Member

Captain George R. Reynolds, USCG
Chiaf, Port Security ond Law Enforcement Divi-

sion, Member

Captain Arthur W. Johnsen, USCG

Chief, Merchant Marine Technical Division,
Member

Captain Roderick Y. Edwards, USCG

Chief, Merchont Vessel Persannel Division,
Mamber

Captain A, H. McComb, Ir., USCG
Chief, International Maritime Safety Coordinating
Staff, Member

Commander W. F. Rea [II, USCG
Chief, Merchant WVessel
Membar

Inspection  Divisien,

Captain William R. Sayer, USCG

Execulive Secretary and Member

Mr. K. S. Harrison
Chief Counsel

LCDR N. B. Binns, USCG, Edifor
LT €. T. Lusk, USCG, Assistan! Edifor
T. A. DeNardo, Publicafion Manager

78

CONTENTS
FEATURES Page
Bow Thruster for Great Lakes Qre Carrier.___________._______ 79
Targets in True Motion_ ______________ . . __ 31
Maritime Sidelights____ ________ o __ e 85
Nautical @Queries_ e 86
Navigation and Vessel Inspection Circulars Nos. 1-63, 2-63._______ 88
Amendments to Regulations_ __ .. ____________ o ___ 88
Equipment Approved by the Commandant_____ 90
Articles of Ships’ Stores and Supplies.___ . __ o _.__ 90

FRONT COVER
Tanker underway in a sloppy sea, courtesy Socony Mobil Oil Co.
BACK COVER
“X" marks the spot for careless ship’s housekeeping, courfesy G.
Seal, Pacific Maritime Assoc.

THIS COPY FOR NOT LESS THAN 20 READERS—PASS IT ALONG

A PROJECT IS heing instituted on the Great Lokes for conversion of elderly bulk ships into
unmanned barges propelled by tugs, The first ship to undergo conversion will be the Wilson
Marine Institute Company vessel, Horace 5. Wilkinson. The 600-foot ship, builf in 1917,
will have its superstruciure and powerplant removed by the Nelson Shipbuilding and Dry
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mooring wrenches will be modified to run on air supplied by diesel power compressors.
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THE 600-FOCT American Great Lokes Motor Ship Henry Ford If, 14,000-ton ore carrier of the Ford Mofor Co.

Photes courtesy Fragser-Nelson Shipbuilding Co.

equipped with o bow thrust propeller.

The vessel has recently been

BOW THRUSTER FOR GREAT LAKES ORE CARRIER

NSTALLATION OF THE FIRST bow
smruster in a standard American
Creat Lakes bulk freighter was com-
-olefed  recently at Fraser-Nelson
} <nipbuilding & Dry Dock Co. of
Zuperior, Wis. The Motor Ship
Zenry Ford II, 14,000-ton ore carrier,
zas been equipped with a 500 hp con-
—5llable piteh propeller type bow
smruster to increase the vessel’s ma-
—suverability in confined channels
l a~d in docking and undocking situ-
L azions.
; The Ford’s bow thruster is a
t EaMeWa type manufactured by Bird-
«2hnson Co., South Walpole, Mass.,
and is the first unit of its kind on the
Great Lakes to be direct-driven by a
Fesel engine.
Bow steering devices are relatively
—=w on the Lakes—the first thruster
‘ its having been installed in two
zf-unloading vessels in 1961. 'The
Izlowing winter (1961-62) four more
| z=if-unloaders were equipped with
z_ectrically-driven thrusters.
A bow thruster, simply speaking, is
z {ransversely mounted propeller lo-
zated in the middle of a tunnel that
=xtends through the ship from side
2o side near the bow and below the
w=aterline. The KaMeWa thruster
Zzatures a controllable piteh propeller
| ~nat can force a stream of water out
j =:ther side of the tunnel thus impart-
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ing lateral motion to the forward end
of the ship. The unit is fully con-
trolled from the ship’s pilothouse, and
the direction, either left or right, and
the degree of force, can be regulated
with a single lever.

Head-on view of M/S Henry Ford If in dry
dock showing bow thruster tunnel openings
in each side.

BOW STEERING

The M/S Henry Ford II, built in
1524 at Lorain, Ohio, has a 612 foot
length, 62 foot beam, and depth of 32
feet. A normal ship must rely on for-
ward motion through the water to
provide steerageway, but with the bow
thruster the head end of the vessel
c¢an be swung to right or left regard-
less of whether the ship is moving,
stopped, or moving at dead-slow
speeds.

This ability to “steer” the bow will
be a big advantage when it is neces-
sary for the ship to negotiate tight
90°, and even 180°, bends in rivers
leading to some of the ore unloading
docks. Also, where narrow canals
must be traversed, and hridge abut-
ments cleared while the ship moves at
slow speed, the thruster will enable
the captain to make adjustments in
ship’s heading without increasing
speed through the water. Landing
alongside docks and lock walls will
he accomplished with much Iless
rubbing and bumping by use of the
thruster, and backing for long dis-
tances will be facilitated. There are
a number of docks on the Great Lakes
where the big ore carriers must turn
180° in confined basins as they leave
in order to line up for the harbor
entrance.
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HULL ALTERATIONS

The bow thruster is located in the
blind hold, just aft of the forepeak
bulkhead. Itisapproximately 36 feet
back from the stem and 5 feet above
the keel. The funnel, 44 feet long
and 5 feet 53 inches inside diameter,
was Tabricated in shipyard shops out
of 34 inch steel plate. The tunnel
flares out into a truncated cone where
it joins the hull on port and star-
board sides. Special cut-aways at
the after side of the tunnel opening
give the entrances a tear-drop shape.
This is designed to avoid having the
tunnel act as a scoop when operating
in ice. The tunnel is fully submerged
at ten foot draft. There are no pro-
tective grids at the tunnel entrances.

THRUSTER

The KaMeWa design consisis of a
steel tunnel, 88-inches long, cylindri-
cal in section, with two sets of triped
vanes internally arranged to support
the propeller and drive assembly. Be-
tween pod ends, the propeller rotates
with four planar shaped blades that
are fully controllable from zero pitch
to maximum pitch in either direction
without. change in direction of rota-
tion of the propuision machinery.

Full thrust of the Ford’s 500 hp unit
when operating at its designed speed
of 325 r.p.an. is 13,200 pounds, Pitch
reversing time is 12 seconds.

PRIME MOVER

Propulsion machinery for the bow
thruster consists of a Curnmins super-
charged Diesel engine that will de-
velop 500 b. hp at 1,800 r.p.m. The

Lever that actually controls direction and
amount of thrust is located near front window
of M/S Henry Ford H's pilot house, so Captain
can operate the bow thruster without leaving
his usual conning position.
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engine is located in the Thruster
Room a few feebt aft of the tunnel
and is connected to the thruster by
a power takeoff. A clutch is provided
to permit running the Diesel engine
for warmup or servieing without oper-
ating the bow thruster.

Starting air for the Diesel, and air
for clutch and thruster controls, is
supplied by the ship’'s main eompres-
sors. A 3,000 c.fan. axial blower fur-
nishes zir to the Thruster Room area.
Engine exhaust is piped through a
stack along the after side of the for-
ward cabin and exhausts to atmos-
phere above the pilothouse. Special
engine mounts and hospital type muf-
fler keep vibration and noise at mini-
mum levels. A hydraulic pump and
control unit is mounted adjacent to
the bow thruster that contains the
control valves for delivering oil to the
pitch changing mechanism in the
propeller hub. The hydraulic controls
and main propulsion shaft reach the
propeller pod through the support
vanes.

PILOTHOUSE CONTROL

All eontrol functions for the thrus-
ter and Diesel engine are handled
from the bridge.

Mounted on a bulkhead in the ship’s
pilothouse is a control and indicating
panel for the bow thruster. On it are
start and stop buttons for the pitch
control hydraulic pump, start and
stop for the Diesel engine, and en-
gage and disengage buttons for the
clutch. These controls are interlocked
electrically to insure proper sequence
of starting and stopping procedure.
Indicators on the panel show pitch
position (leff, right, or midships),
tachometer for Diesel engine, low air
or hydraulic pressure alarms, and high
temperature alarms.

The pneumnatic signal lever that ac-
tually controls the setting of propel-
ler pitch and speed of the Diesel en-
gine (in full synchronization), is lo-
cated on a small stand alongside the
engineroom telegraph. The Captain
can operate the thruster control lever
without leaving his usual conning po-
sition.

The thruster will not be operated
while the ship is running in the open
lake, but will be started up, the clutch
engaged and the propeller turning in
zero pitch, ready for instant use, when
approaching maneuvering situations.

KaMeWa 15 SWEDISH INYENTION

The name KaMeWa is derived from
Karlstads Mechanical Works, of Swe-
den, which first developed controilabie
pitch runner blades for water turbines
back in 1921. Adapting the hydrauli-
cally operated propelier for ship pro-
pulsion followed and the first such

BOW THRUSTER funnel on M/5 Henry Ford
showing fear-drop shape of hull aperture, and
KaMeWa reversible-pitch propeller wunit in
center of tunnel,

installation was made in 1937. Ka-
MeWa propellers are used for main
propulsion in ships both large and
small throughout the world. It has
only been in recent years that the
principal has been incorporated in bow
thruster design.

The six American Great Lakes self-
unloaders that are now equipped with
bow thrusters include Columbia
Transportation Division’s J. R. Sensi-
bar and W. W. Holloway, and Boland
and Cornelius’ J. F. Schoelkopf, Jr.,
Detroit Edison, Fred A. Manske, and
Harris N. Snyder, In addition, the
converted T-2 Canadian ore carrier
Lake Winnipeg has a motor-driven
KaMeWa thruster, and the U.S. En-
gineers hopper dredge Markham (sta-
tioned on the Great Lakes) has a bow
thruster of a different design.

bl e

SHIPBUILDING NOTES

U.S. private shipyards had 54 major
ships of 647,900 gross tons (757,192
d.w.t.) building or on order, according
to the Shipbuilders Council of Amer-
ica. Only 15 large merchant vessels
were ordered last year as compared
with 34 during 1961. Total major
merchant orders received during the
past years amounted to 113 ships, or
an average of 22 ships a year for
which 13 private shipyards regularly
compete. During 1962 U.S. shipyards
delivered 27 ships totaling 379,233
egross tons as compared with 25 of
369,000 gross tons completed in 1961.
Of the 54 ships now on ordex, 39 are
general cargo liners, 8 are tankers,
4 are passenger-cargo ships and 3 are
ferryboats. 'The only order for new
tonnage placed during December was
for two 14,642-ton-d.w.t. cargoships
for American Mail Line, to be built on
the West Coast. Total launchings for
the vear numbered 36 of 415,800 gross
tons,
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TARGETS IN TRUE MOTION

By loren M. Smith

Second Officer, S5 llincis

This article on true molion radar
contains the views of Mr, Smith only,
and does not necessarily represent the
official views of the U.5, Coast Guard.
His discussion of this fopical and im-
portant subject is presented here be-
cquse of its possible inferest to the
reader. A trve motion plot standing
alene does not give a full piclure of
the navigational problem; vsually the
conning officer will want to know these
basic items:

[a} Is there danger from the tar-
gets? i.e.: What is the closest point of
approach [CPA) and its time.

ibl 1s the target chonging course
and/or speed?

In order fo find the CPA from a true
motion plot it is necessary fo accom-
plish o vectorial subtraction of own
ship’s true velocity from the target’s
trve velocity. On a relative motion
plof the CPA moy be estimated by
rmerely extending the [ine of targef
relative motion to ifs closest point,
With a true motion plot the estimation
of CPA by eye is difficult and in some
cases rather deceiving. Where the
tracks of own ship and target ship
diverge, there is no problem as the

CPA is already past. Where they
converge, however, CPA is in the future
and will NOT be af the intersecfion
of the tracks due fo different distances
and speeds of the vessels from that
“intersection.”

Changes of target course ond/for
speed may be seen from either true or
relative plefs just as readily, but deter-
mination of a largef's new course
andfor speed is much guicker from a
frue motion plof. However, ngain, fo
determine the effect of this change on
CPA it will be hecessary to obtain a
vectorinl solution on true mokien,
whereas relafive mation plofs will give
the solution directly. It should be
noted that a change in own ship course
ond/or speed will couse an error in
the true motion plot unless promptly
corrected for.

A full picture is obtained hy main-
taining beth true and relative motion
plots. If it were o matter of being
ahle to maintain only one of these
plats, on the open sed, | would select
a relative mofion plof due to the ease
of obinining the most important CPA
information directly.

The pletting of own ship’s track as
always ‘“‘up” might be possibly con-

fusing in comparison to plotting own
ship's track relative to North always
being *up.” Also, the latter presenta-
tion allews automatic correction for
changes in own ship's course,

Some frue-motion ‘‘sefups’ avail-
able commercially have a kue motion
presentation with long persistente so
that fargef past positions show up as
“tails” ond aflow ropid ohservation
of target course changes with no plot-
ting. In using long persistence scopes
it is also necessary to have true motion
stabilization so0 os fo prevent land
masses from ‘“smearing”——particularly
on short range scales, Some Iinstalla-
tiens provide o range and bearing
‘‘bug" thot is placed on the PPI target
and then is alse aviomatically prinfed
on o relative motion plot {on a paper
rolll. Having both frue and relative
motion radar presentafions with long
persistence would give a maximum of
information without manual plotting.
If the long persistence is obtained by
SCAN conversion, fhe displays may
be viewed in daylight and the length
of persistence can be adjusted as de-
sired, and the piclure can also be
erased instantly, if necessary.—ED.

NUMBER OF months ago T was
ssigned to the S8 California, the
st of four improved Mariner-class
:=‘ps built for the States Steamship
2. ab the Newport News Shipyard.
Equipped with the latest in elee-
-*cal and hydraulic gadgetry the ship
=zd on its bridge one of the first tri-
# —ADAR installations to be installed
¢ -~ a freighter. The installation was
E -mposed of RCA 3-cm. and 10-cm,
. ~=.ative motion consoles with a unit
;7 TRUE MOTION (TRUMOT: phy-
=-ally placed between the two other
5 in the combination. Their loca-
—-n on California’s bridge is illus-
- —mated in figure 1.

None of the licensed deck officers
—cluding myself had any prior ex-
serience with TRUMOT, so our emo-
—ans were slightly mixed at secing
17’5 very complicated array, the gen-
==z] attifude being best described as
-—e of doubtful fascination.

Ag the ship normally transits be-
-ween Pacific ports, we had ample
b -me to get acquainted with the rig.
2rar doubts slowly faded, giving way
<3 natural acceptance of TRUMOT.
Maneuvering situations in which we

D e
2 } kl

ISRy
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were involved were solved with pre-
cision and accuracy by employing
TRUMOT without, in most cases,
touching anything but a few knobs on
the instruments themselves and a

ABOUT THE AUTHOR
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LIEUTENANT SMITH, USNR-R, is a graduvate
of the California Maritime Academy, Class of
1956. After octive duty in the Navy on
board destroyers and in the Navy Qreano-
graphic Office he shipped as third officer on
the 55 C. E. Dant and, in a similar capacity,
on the moiden voyage of the 55 California.
Mr. Smith is presently second officer on board
the 85 [ifinois.

grease pencil, Thus we were able to
obtain the TRUTH from TRUE MO-
TION easily and simply.

DISPLAY AND TECHNIQUES

I think it can be stated without
much contradiction that the average
merchant ship bridee is a poor area in
which to attempt to receive and eval-
uate display information from radar.

During the day this space is pright,
so that even with the radar scope
hooded the display cannot be imme-
diately recognized. (In some earlier
radars it was virtually impossible to
correctly read the true bearing dial
with the hood in place.y At night
the situation is different but can be
equally as distressing, The mechan-
ics of transferring display informa-
tion to a maneuvering board or plot-
ting sheet left much to be desired. A
flashlight held under the chin was a
common procedure before ultraviolet
and luminous plotting ideas were
marketed.

Naval ships do not have these prob-
lems to contend with, as they have
radar units in their chartrooms and/
or combat centers which are manned
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by personnel who are not part of the
bridge watch, These people collect,
evaluate, and disseminate all tactical
and maneuvering data and transmit
this to the hridge. Watch personnel
then evaluate the situation and
maneuver the ship accordingly.

On the merchant ship, all of these
functions are handled by one man—
the Deck Officer. This requires a sys-
tem Irom which target information
can be readily determined and acted
upon on the bridge of a merchant
ship, TRUMOT has, for the most
part, eliminated shoddy transferral
methods previously subscribed to and
allows the watchstander to retain
most of his information right on the
face of the scope. This can be done
pecause both frue course and speed
are available to him through the
“wonderful world of electronics.”

Several versions of the TRUMOT
idea are now on the market. Al-
though each manufacturer has a dif-
ferent method of slaving TRUMOT
to the masters, the concept of TRU-
MOT remains the same, and all
TRUMOT is in Plan Position. In or-
der to have a target move along its
true course and speed you are re-
quired to develop, by some means, a
“navigational plot” where your own
ship also moves along true course and
speed. The latier is accomplished in
TRUMOT by a computer within the
sel itself with the manual adjustment
of ship’s speed being made by the
operator,

A typical situation of relative versus
TRUMOT is illustrated in figures 2
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knots, At time 06 target’s course was
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conditions when minimum ranges are
used and low sea state is experienced,
own ship’s as well as target’s wake,
can be observed when TRUMOT is
slaved to the higher definition 3~cm.
console. This, then, is just another
way in which target maneuvers can
be detected when operating the unit
in TRUMOT.

Versatility varies, of course, with
different installations, however I be~
lieve most TRUMOT units can be op-
erated in the following manner: As
we saw in the TRUMOT illusiration
in figure 3 the own ship presentation
starts at the bottom of the scope and
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progresses upward at actual ship’s
speed (which is preset manually).
To make it easy these presentations
are generally “head up” so that the
ship will track bottom to top no mat-
zer what heading is assumed.

The unit on the Californie has three
modes from which to select—RM on
center (as in the conventional type
RDADAR), RM off center, and TRU-
MOT. The range at which you can
operate the TRUMOT unit is always
the same or less than the range taken
by the master console but never more
than 16 miles. Manufacturers of
TRUMOT with the RM offcenter mode
w*ill recommend that this mode he
ased to search. In this mode the
sweep will originate not at the center
of the scope as in the RM on center
mode type but in a position between
~he physical center and bottom of the
zcope, usually about “5 miles” from
rhe bottom. The sweep origin will
remain fixed in this position with no
oottom to top movement as there
would be were the TRUMOT mode of
operation used.

There are a number of advantages
0 be derived in operating the unit in
the RM off center mode. In the first
place your viewing range ahead is in-
rreased by approximately 10 miles
without a decrease in the definition
and bearing accuracy. Also, a shifi
0 the TRUMOT phase is natural
rom the RM off center idea hecause
~he origin of the sweep beging in the
same place in both modes. You can
readily see how smoothly a TRUMOT
Jroblem can commence afler initial
CPA has been found in RM offcenter.

In figures 4 and 5 a typical problem
iz shown with illustratiorrs in all
modes of display. Figure 4 shows the
RM oncenter display and figure 5
shows how the problem would look
and be soived using a combination of
RM offcenter and TRUMOT. Notice
that in figsure 4 had the set heen in
RM offcenter and had the target been
of sufficient reflective quality, it might
have bheen possible to exceed the 16-
mile initial contact range and permit
an earlier solution.

After 12 minutes of plot {excessive
for illustration’s sake) a CPA, as well
as the distance at which the contact
will pass ahead, is found. (Please
hear in mind that even though plot-
ting simplicity and convenience is
stressed here there will be times when
a black and white plot might be an
advisable thing, especially where an-
other ship is burdened to keep clear.)

Now, in the example, the modes are
switched from RM offcenter to TRU-
MOT and the tracking of the contact
along his true direction and at his
true speed hegins. TIn figure 5 this
mode change was made at time 12 and
this time so marked (in this case with
the letters “TM”). This iz done so
that the operafor knows where one
leaves and the other begins thus elim-
inating possible confusion hetween
the RM and TRUMOT phages.

At time 18 farget has changed
course to 180 and it is apparent that
if each ship remains on its respective
course they will pass clear. At time
30 your ships are passed and the range
is opening. So, for 30 minutes you
have been aware of every movement
the other ship has made. Needless to
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say, timely and up-to-the-minute in-
formation such as this is fast becom-
ing a very desirable and necessary
commodity. Relative speeds of 50 to
60 knots during a meeting situation
are not uncommon today, and things
can develop all too quickly.

It is at this point, I think, that we
can get more specific and describe
some of the mechanical and electri-
cal features of the TRUMOT unit
which enable us to complete a problem
in true motion,

Bearings are taken by a mechanical
cursor and read on an azimuth scale
in RM oncenter; they are also taken
with an electronic flasher originating
at sweep center and are read in a
separate counter on the face of the
unit in all offcenter modes.

Ranges are fixed and variable in
all modes originating at sweep center.

View Time In Trumot depends
on both the range scale used and the
speed of the ship. Units having a
maximum range of 16 miles in off-
center modes have 26.4 miles of view-
ing area ahead, because the center of
the sweep starts 10.4 miles below the
physical center of the scope. A4s the
presentation moves from bottom to
top in the TRUMOT mode the sweep
is automatically reset when it reaches
4.0 miles from the top giving the op-
erator 22 miles of viewing distance
at his own speed (66 minutes at 20
knots) .

Own Ship Reset To Start Trumot
Sequence can be accomplished man-
ually at any point during the sweep’s
travel upward on the face of the scope
but is automatically reset when sweep
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origin is 4 to b miles from the top of
the scope.

Own Ship Course Changes are dealt
with on the Californie’s unit by physi-
cally rotating the scope, azimuth
scale, and reflection plotter simul-
tanecusly, not only to gain a “head
up” presentation on the scope but
also so that a continuous plot of tar-
gets can be retained on the RADAR
plotting head.

Own Ship’s Speed is quite impor-
tant in order that a correct solution
can be found. Errors in this preset
speed should be determitied as quickly
as possible. Computers used in the
TRUMOT mode probably will have
an error of some kind. Adjusting
these computers seems to be a tricky
item for service personnel especially
when the ship is stationary and does
not have any movement on which to
base these adjustments. Computer
error, however, can be determined by
the operator and a correction applied
to ship’s speed. With the computer
set at ship’s speed, place the unit in
the TRUMOT mode and mark a
nearby land mass (or stationary ob-
ject) having a well-defined point. If
this point can be ohserved to fall
astern, the computer is actually mov-
ing your ship at too great a speed.
The same idea applies in the case of
points that move ahead or the com-
puter is then moving the ship at too
little speed. The effects of wind and
current should alse be taken in ac-
count. By trial and error the op-
erator can get a reasonable idea of
what correction will be necessary to
correct computer speed.

IN CONCLUSION

Your judgment as to which mode
in which to operate your radar(s) will
have a definite effect on the outcome
of the problem you are solving, Fre-
quently one finds it necessary to use
all the radars at his disposal if the
ship is so equipped. An example (in
a triradar installation) might be to
use the 3-cm. console strictly for an
uncluttered, high definition naviga-
tion picture while using the 10-em.
console for RM plot and TRUMOT
unit in thaf mode for true direction
and true speed problems.

After the mechanics of operating a
new installation have been gradually
mastered one will find that he is
spending more time at the front win-
dows than he ever did before in keep-
ing a personal lookout Ior the safety
of the ship. This is due in part to the
elimination of certain primitive dis-
play transferral techniques, described
earlier.

It is the author's feeling the
TRUMOT is the long-awaited answer
(or a “glant step” toward this answer)
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on merchant ship bridges, The future
success of TRUMOT is, for the most
part, in the hands of the mariner-op~
erator. His undersianding, prudent
uge and acceptance of TRUMOT
equipment will not only mean better

equipment with which to work in the
future, it will also mean that one of
the uses for which RADAR was in-
tended—that of SBAFE NAVIGATION
AND SAFETY AT SEA—Iis nearer
accomplishment.

RULES OF

Rules of the Road are safety meas-
ures which were devised by seamen
after vessel traffic grew to the extent
that the dangers of collision became
very real. The rules have one objec-
tive: The prevention of collisions.

To enable the Rules of the Road to
be effective wherever the vessels of
all nations may navigate, they must
be simple, straightforward, and uni-
form. These universal rules must be
disseminated to and undersfood by all
mariners; finally, there must be strict
adherence to them.

Throughoit history various mari-
time codes have been compiled by the
mercantile powers. 'The codes merely
followed the customs and practices of
international shipping. The customs
used by seamen to avoid collisions
made up the general maritime law
as applied by the courts of all mari-
time nations that were sitting in ad-
miralty. Great Britain, which pro-
vided the body of law adopted by this
country, did not enact statutes follow-
ing the general maritime law until
1846. This country followed Britain’s
example in 1864, at which time the
existing International Rules were
adopted by Congress for all U.S.
waters.

The first step away from uniform-
ity of the Rules of the Road for U.S.
waters occurred in 1885, when Con-
gress made the then current revised
International Rules apply to inland
and international waters. This left
the International Rules of 1864 ap-
plicable to the Great Lakes and west-
ern rivers. The Great Lakes rules
were changed by Congress in 1895,
while westetn rivers rules essentially
have remained based upon the 1864
rules, with some amendments.

Additional complication of our rules
occurred in 1897, when Congress en-
acted a sef of rules for navigation in
the Inland waters that differed from
the current International Rules. Di-
vergencies, which injtially crept into
our navigation rules during the latter
19th century, have increased steadily
up to the present time.

The maritime nations of the world,
through their delegates at the 1960

THE ROAD

Safety of Life at Sea Conference, rec-
ognized that special local rules, under
International Rule 30, exist through-
out the world and are necessitaied by
circumstances and conditions. These
delegates recommended that local
rules be reviewed and that those
which prescribe lights, shapes, and
signals be brought into as near agree-
ment as practicable with Interna-
tional Rules. The International
Maritime Consultative Organization,
which coordinates the maritime ac-
tivities of the nations participating
in the Conference, has guestioned the
various governments as to whether the
steering and sailing rules should be
included in the recommendation
above. At its meeting in London dur-
ing January 1963, this matter was
discussed, but not resoived. In order
to carry out the intention of Recom-
mendation 53 with the inclusion of the
steering and sailing rules, and attain
some measure of uniformity, some
degree of alteration or revision of
presently  existing rules would of
necessity have to be considered.

A comparison of the existing U.S.
rules and the 1960 SOLAS Convention
Rules will be presented in forthcom-
ing issues of the PROCEEDINGS.

RECOMMENDATION NO. 53—1960 SOLAS
CONVENTION

“The Conference, recognizing that,
whilst the local Rules referred to in
Rule 30 of the International Regula-
tions for Preventing Collisions At Sea
must necessarily take into account
particular circumstances and condi-
tions prevailing in the waters in which
they apply, such rules should, so far
as is practicable, not be confusing to
mariners, recommends that Contract-
ing Governments should endeavour
(a) to bring all special local rules
which prescribe lights, shapes and
signals for vessels in as near agree-
ment as may be practicable with those
in the International Regulations for
Preventing Collisions at Sea; and (b
the Organization should initiate a
study into the possibility of achieving
further unification of local specizl
rules.”
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There were 902 vessels of 1,000 gross
tons and over in the active oceangoing
U.S. merchant fleet on March 1, 1863,
2 less than the number active on
February 1, 1963, according to the
Merchant Marine Data Sheet released
recently by the Maritime Administra-
tion, U.S. Department of Commerce.

There were 20 Government-owned
and 882 privately owned ships in ac-
tive service. These figures did not
include privately owned vessels tem-
porarily inactive, or Government-
owned vessels employed in loading
storage grain. They also exclude 23
vessels in the custody of the Depart-
ments of Defense, State, and Interior,
and the Panama Canal Company.

There was an increase of one active
vessel and an Increase of two inac-
tive vessels in the privately owned
fleet. A combination passenger-
cargo-containership, Sanfa Magdg-
lema, and three freighters, African
Neptune, American Courier, and C. E.
Dant were delivered from construc-
tion. A freighter and a tanker were
transferred from inland to oceango-
ing service, One freighter was
scrapped, and one transferred for-
eign, and one tanker was a marine
casualty. This made a net increase
of 3 to a total of 978. Of the 97 pri-
vately owned inactive vessels, 4 com-
bination passenger-cargo ships, §
freighters, and 1 tanker were under
going repair or conversion. The
others were laid up or temporarily
idle,

There was a decrease of three in the
Maritime Administration’s active fleet
and a decrease of four in the inactive
fleet. Six freighters were sold for
scrap and 1 freighter was transferred
to the Navy, making a net decrease
of T in the total government fleet to
1,880. The tofal U.S. merchant fleet
dropped by 4 ships to a total of 2,859,

SO 7

The U.S. Merchant Marine Cadet
Corps celebrated its 25th anniversary
last March. Organized in 1938 with
less than 100 cadets, it reached a
high of 7,780 men in 194%. That same
yvear fhe Merchant Marine Academy
at Kings Point was established.
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VIEW OF THE heavy lift gear aond equipment
used during “QOperotien Chlorine’' near
Natchez, Mississippi. Four tanks, weighing
aver 300 tonz eoch, and containing more
poisonous gas (chlorine) than was used by all
nations in Warld War i, were removed from
a sunken barge.

£ & %

The Nafional Fisheries Institute
estimates that the 1962 fish catch of
the United States wili be the second
highest in history. The Institute
placed last year's fish and seafood
cateh in the neighborhood of 5.25 hil-
lion pounds as compared with 5.155
billion pounds in 1961.

& & &

United States plans to complete a
new 1,200-foot lock connecting Lake
Huron with Lake Superior by 1967,
With an anticipated 100-foot beam
and 30-foot depth, the new lock will
handle ships up to 1,000 feet and will
ke the longest link in the seaway
chain. The U.S. Army Corps of En-
gineers stated that the Government is
spending $1564 million to deepen and
improve Great Lakes HHarbors for
domestic seaway traffic.

F 3 &

During 1962, 122 new ships arrived
in New York on their maiden voyages,
according to the maritime association.
Of the new vessels, 110 were dry cargo
or passenger ships for a total of 801,-
810 gross tons and 12 tankers of 260,-
978 gross tons. Norway accounted for
the majority of the maiden voyages
with 32, followed by Great Britain
with 15, Germany with 9, and Den-
mark and Sweden with 8 each.

The American Chieftain, last of five
Armnerican Challenger class ships was
launched recently at the Newport
News Shiphuilding & Dry Dock Co.
This class of ships is the first federally
subsidized to be built without pas-
senger accommodations. The first of
the Challenger vessels, the American
Challenger, broke all speed records
for carge ships on both Atlantic and
Pacific runs. Her speed of 24.4 knots
for a transatlantic crossing last vear
was surpassed by only four passenger
Imers on that route.

T & &

While many curious crafit—ranging
from family rafts to palatial steam-
ers—floated on the western rivers in
the last century, one of the oddest
products of the naval architect’s art
during that period was probably the
Western Engineer, launched in Pitts-
burgh during the Spring of 1819.

This vessel, according to the con-
temporary New York Commercial Ad-
vertiser, was “well armed,” equipped
with “an elegant flag” and “is 75 feet
long, 13 feet beam, draws 19 inches of
water with her engine which, together
with all machinery, is placed below
deck entirely out of sight.

“The steam,” the Commercial Ad-
vertiser continued “passes out through
the mouth of the figurehead, a large
serpent.” Why? Itseems the West-
ern Engineer was to carry into the
Missouri country a surveying party
which wished to discourage the atten-
tions of hostile Indians.

S 7

The first commercial shipment of
one of the world’s oldest building ma-
terials was delivered in Baltimore last
February with the unloading of 20,000
tons of pumice at the Canton Rail-
road QOre Pier. The pumice comes
from a volcanie island in the Mediter-
ranean and is recognized as a superior
“lightweight aggregate’” which can be
used instead of sand, gravel, or cin-
ders to make lighiweight concrete and
concrete blocks, Pumice is so light
that lumps of it will float on water.
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DECK

) Q. Rocking the sextant to deter-
mine if the horizon remains conti-
nuous is done to detect:

) (a) Perpendicularity of the
index glass to the frame of the sextant

(b} Perpendicularity of the
horizon glass to the frame of the sex-
tant
) {c) Perpendicularity of the
index glass to the horizon glass

(d) Error of collimation

(e) (c) and (d) above

A, (b) Perpendicularity of the

?or%zon glass to the frame of the sex-
ant.

Q. Gyroscopic inertia is one of
the {wo properties upon which the
gyro compass is based. Which of the
following also deseribes this property?

{a) Torque
(b) Ballistics
(c) Rigidity
(d) Precession
(e) Gravity
A. (¢) Rigidity
Q. Inthe sperry gyro compass the
wire suspension is considered a part
of the:
(a) Sensitive element
(b) Phantom element
{e) Mercury bhallistic
(d) Spider element

A, (a) Sensitive element

@. When a Loran set is tuned to
the wrong basic pulse recurrence rate,
the signals which appear to Hicker and
which are unbroken at the base of the
pip are known as:

(a) Ghost pulses

(h) Double pulses

(¢} Homing signals

(d) Grass

(e) Bweep signals
A, (a) Ghost pulses

ENGINE

Q. What would be the resull of
opening a hand expansion valve too
much on a refrigeration system:

{(a) No effect, as the auto-
matic valve would control

(b) Head pressure will be in-
creased

(¢} Evaporator will freeze back
to compressor

(d) Such an action would be
handled by the relief valve

A. (c) BEvaporator will
back to compressor

freeze
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FUEL PUMP

Q. Skeich the “*No Delivery,” “Haif De-
livery,”” and “Full Delivery” positions of the
plunger for the constunt stroke, variable de-
livery fuel pump shown below.

A. See sketch below.

G ©

o Dsbivery il Delivery

S

Full Celizery

Q. In normal automatic opera-
tion of a refrigeration system, the
following valves are open except:

(a) Before and after strainer

(b) Receiver liquid outlet

(¢) Before and after dehy-
drator

{(d) Expansion valve

{e) None are exceptions

A. (¢} Before and after dehy-
drator

G. What provisions are made in
the telemotor system for automatic
operation of the following:

(a) Replenishing leakage oil?

(h) Quick centering of the sys-

tem?

A. (a) Leakage oil is automati-
cally replenished by the spring-
loaded valve on the forward tele-
motor, which is opened by a cam
whenever the steering wheel is
brought to the amidships position;
thus permitting oil to flow from the
supply tank to the top of bhoth
cylinders.

(h) The after telemotor has
two strong centering springs which
permit quick centering of the system
whenever the steering wheel is re-
leased.

@. Briefly describe the final
alignment of the line shafting of a
new vessel. Where and why is this
accomplished?

A, The actual final alignment of
the line shafting is accomplished by
slichtly shifting the bhearings, with
the coupling flanges open, until the
peripheries of the mating shaft sec-
tion flanges are concentric and the
flange faces are truly parallel. The
alienment of the shafting is not the
same when the vessel is waterborne
as when it is in drydock, hence the
final alignment and bolting up of the
main propulsion shafting should al-
ways he done when the vessel is wa-
terborne.

. What precautions should be
taken in the use of the filling hose
and other connections to the patable
water system?

A. A separate hose should he
kept on each vessel and used only for
loading potable water. The hose
should be handled so that the ends
are not dragged through or accident-
ally dropped into contaminated wa-
ter, or otherwise contaminated. The
hose should be stored near the vessel’s
filling line, preferably in a closed
cahinet. If the hose is not stowed
in a closed cabinet, the ends should
be plugged or capped to minimize
contamination of the inside surfaces.
Potable water filling lines should be
connected only to potable water tanks
and should not be cross connected to
any line of a nonpotable system., The
potable water filling line should he
located at least 18 inches above the
deck and should be fitted with a
screw cap.
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July through December 1962
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NAVIGATION AND VESSEL INSPECTION CIRCULAR NO. 1-63

JANUARY 1B, 1963

Subj: Notes on Inspection and Repair of Wooden Hulls

PURPOSE

The “Notes on Inspection and Repair of Wooden Hulls”
are intended to disseminate to Coast Guard marine
inspectors, vessel owners and shipyards general informa-
tion relating to good practice in the inspection and repair
of wooden vessels, The information contained therein
parallels that contained in “Notes on Inspection and Repair
of Steel Hulls” (enclosure (1) to Navigation and Vessel
Inspection Circular No. 4-60). This information is fur-
nished for guidance purposes. Where specifics are given,
it should be understood that mandatory application is not

necegsarily intended, Nothing herein shall be taken as
amending the applicable regulations, nor as prescribing
or limiting the authority and responsibility of the Officer
in Charge, Marine Inspection, in the exercise of his good
judgment.

REVISIONS

It is expected that these notes will require modification
in the light of their use in the field. Comments and sug-
gestions are welcome and revisions will be issued as
necessary.

NAVIGATION AND VESSEL INSPECTION CIRCULAR NO. 2-63

JANUARY 24, 1963

Subj: Guide for Inspection and Repuair of Lifesaving Equipment

PURPOSE

The “Guide for Inspection and Repair of Lifesaving
Equipment” is intended to disseminate to Coast Guard
marine inspectors, shipping companies, and vessel owners
general information relating to acceptable procedures to
be followed in the inspection and repair of lifesaving
cquipment.

DEISCUSSION

For some time there has been evidence of the need for
the promulgation of guidance material for the inspection
and repair of lifesaving materiel. Although some of the
guides were derived from previously issued instructions
and circulars, most have been collected from the experi-
ences of marine inspection personnel throughout the
country. This circular was prepared by the Merchant

Marine Technical Division. Its intention is to combine
the most up-to-date technical information available with
the best inspection procedures. However, it is expected
that with experience in the use of these guides, need for
amendments or additions may be evidenced, Constructive
comments and suggestions will be welcome, and as neces-
sary, revisions will be issued.

ACTION

This information is furnished for guidance purposes and
as such is not intended to be a directive. Nothing herein
shall be taken as amending the applicable regulations or
as preseribing or limiting the authority and responsibility
of the Officer in Charge, Marine Inspection, in the exer-
cise of his good judgment.

AMENDMENT TO
REGULATIONS

[EpiTor’s NoTE.—The following reg-
ulations have been promulgated or
amended since the last issue of the
PROCEEDINGS. A complete text of
the regulations may be found in the
Federal Register indicated at the end
of each article. Copies of the Federal
Register containing the material re-
ferred to may be obtained from the
Superintendent of Documents, Gov-
ernment Printing Office, Washington
25,D.C.]

TITLE 46—SHIPPING

Chapter }—Coast Guard, Depart-
menf of the Treasury
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SUBCHAPTER |—CARGO AND
MISCELLANEOUS VESSELS

[CGFR 63-12}
PART 90— GENERAL PROVISIONS

PART 91—INSPECTION AND
CERTIFICATION

Seagoing Barges

The Merchant Marine Council held
2 public hearing on March 12, 1962,
for the purpose of receiving com-
ments, views, and data with respect
to miscellaneous vessel inspection
proposals. The notice of proposed
rulemaking was published in the
“PFederal Register” on January 23,
1862 (27 FP.R. 657-665). The Mer-
chant Marine Council Public Hearing
Agenda (CG-249), dated March 12,
1962, sets forth the proposed regula-
tions in detail and copies thereof were

furnished to all who had indicated an
interest in the subjects set forth
therein.

This document is the eighth of a
series regarding the regulations and
actions considered at the March 12,
1982, Public Hearing and Annual Ses-
sion of the Merchant Marine Council.
This document containg the final ac-
tions taken with respect to “Inspec-
tion and certification of seagoing
bharges” (CG-249, pp. 145-147), and
“Inspection and certification of
manned seagoing barges” (CG-249,
p. 148) in “Item IIT—Vessel Oper-
ations and Inspections.” In response
to a number of comments and re-
quests, an additional time for submit-
tal of data was granted and final
actions on these proposals and com-
ments were deferred until after June
15, 1962. This aciion was also taken
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in order that an understanding with
industry could be evolved regarding
the specific inspection procedures
which would be followed. The pro-
posals as published in the Public
Hearing Agenda (CG-249, pp. 145—
148) are approved. In addition to
these regulations, appropriate naviga-
tion and vessel inspection circulars
are heing issued describing Coast
Guard’s inspeclion requirements in
general terminology for ‘“seagoing
barges when on voyages on the high
seas for change of place of employ-~
ment’” and for “seagoing harges such
as dump scows of 100 gross tons or
over making short voyages on the
high seas.”

Subpart 90.05—Application

1. Section 90.05-25 is amended to
read as follows:

§ 90.05-25 Seagoing barge.

(a) All nongelf-propelled vessels ¢f
100 gross tons and over that proceed
on voyvages on the high seas or ocean
are subject to inspection and certifica-
tion as seagoing barges.

(h) In applying the laws and regu-

lations to manned seagoing barges,
one criterion for invocation of safety
standards is the description of sea-
going barges by relative size in gross
tons. When it is determined by the
Commandant that the gross register
tonnage for a particular manned sea-
going barge, which is attained by ex-
emptions, reductions, or other devices
in the basic gross tonnage formula-
fion, will circumvent or be incompat-
ible with the application of specific
safety requirements in the regulations
in this subchapter for a manned sea-
going barge of such physical size, the
Commandant shall prescribe the regu-
lations to be made applicable to such
seagoing barge. When the Comman-
dant determines that the gross regis-
fer tonmnage is nod a valid criterion
for the invocation of safety require-
ments based on relative size, the par-
ties involved will be informed of the
determination and of the regulations
applicable to such manned seagoing
barges, and before being permiited to
operate such seagoing barges, compli-
ance therewith shall be required.
Endorsements or notations on the sea-
going barge’s certificate of inspection
may be made as appropriate.
{R.S. 4405, as amended, 4462, as amended;
46 U.5.C. 375, 416, Interpret or apply sec.
10, 36 Stat. 428, as amended; 46 U7.S.C.
45)

Subpart 90.10—Deftnition of Terms
Used in This Subchapter

2. Subpart 90.10 is amended by in-
serting after § 90.10-35 a new section
reading as follows:
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§ 90.10-36 Seagoing barge.

The phrase “every seagoing barge
of one hundred gross tons or over” in
subsections 395{a) and 395(h), Title
46, TU.S. Code (sec. 10, 35 Stat. 428, as
amended), includes every non-self-
propelled vessel of 100 gross tons or
over, if such vessel will navigate the
high seas or ocean. The phrase “non-
self-propelled vessel” means a vessel
without sufficient means for self-pro-
pulsion and is required to be towed.

Subpart 91.01—Certificate of
Inspection

Section 91.01-10 is amended to read
as follows:

§91,01-10 Period of validify.

(a) Certificates of inspection will
be issued for periods of either 1 or 2
yvears except as modified by paragraph
{¢) of this section. Application may
be made by the master, owner, or
agent for inspection and issuance of a
new certificate of inspection at any
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time during the period of validity of
the current certificate.

(by Certificates of inspection may
be revoked or suspended by the Coast
Guard where such process is author-
ized by law. This may occur if the
vessel does not meet the requirements
of law or regulations in this chapter
or if there is a failure to maintain the
safety requirements requisite to the
issuance of a certificate of inspection.

(e} (1) In the case of the following
vessels, modification of the period of
validity of the certificate of inspection
will be permitted as set forth in this
paragraph:

(i) Non-self-propelled vessels of
100 gross tons and over proceeding on
the high seas or ocean for the sole
purpose of changing place of employ-
ment.

(ii) Non-self-propelled vessels of
100 gross tons and over making rare
or infrequent voyages on the high seas
or ocean and returning to the port of
departure.

(2) The certificate of inspection
may be issued for a speecific period of
time to cover a described situation or
for one voyage only but in no case to
exceed 2 years. The certificate of in-
spection will include the conditions
under which the vessel must operate.
Unless the vessel is in compliance with
this subchapter insofar as it applies to
seagoing barges of 100 gross tons and
over, such vessel shall not carry any
person on board while underway, and
the certificate of inspection will be en-
dorsed as an unmanned seagoing
barge.

(Federal Register of March 13, 1963,)

TITLE 33-—NAVIGATION AND
NAVIGABLE WATERS

Chapter —Coast Guard, Depart-
ment of the Treasury

SUBCHAPTER A—GENERAL
[CGFR 63-11]

PART 3—COAST GUARD DISTRICTS,
MARINE INSPECTION ZONES
AND CAPTAIN OF THE PORT
AREAS

Subpart 3.85—17th Couast Guard
District

MISCELLANEQUS AMENDMENTS

The descriptions of the marine in-
spection zones and captain of the
port areas in the 17th Coast Guard
District have been revised to reflect
changes made establishing new units,

A Marine Inspection Office has bheen
established at Anchorage, Alaska.
The mailing address is post office box
67, Anchorage, Alaska. This office is
a Coast Guard unit headed by an Qffi-
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cer in Charge, Marine Inspection, who
has been delegated authority as de-
scribed in 33 CFR 1.01-20 to admin-
ister and give immediate direction to
those Coast Guard activities relating
to the navigation and vessel inspec-
tion laws within his marine inspection
ZONe.

The Anchorage marine inspection
zone shall consist of the land masses
and territorial waters of the State of
Alaska west of 139° west longitude, as
well as artificial islands subject to in-
spection off the State of Alaska west
of this line. This zone was formerly
a part of the marine inspection zone
assigned to the Juneau Marine In-
spection Office. The description of
the Juneau marine inspection zone in
33 CFR 3.85-10(b) is amended and a
new section desighated 33 CFR 3.85-156
is established describing the Anchor-
age marine inspection zone.

A captain of the port office has been
established at Anchorage, Alaska.
This office is a Coast Guard unit
headed by a captain of the port who
has been delegated authority as de-
seribed in 33 CFR 1.01-30 to admin-
ister and give immediate direction to
those Coast Guard activities concern-
ing anchorages, movements of wves-
selg, and handling of dangerous car-
roes within his captain of the port
area, which is a limited area around
Anchorage as described in 33 CFR
3.85-55 in this document.

A captain of the port office has been
established in Juneau, Alagka. This
office is a Coagt Guard unit headed
by a captain of the port who has been
delegated authority as described in 33
CFR 1.01-30 to administer and give
immediate direction to those Coast
Guard activities concerning anchor-
ages, movements of vessels, and han-
dling of dangerous cargoes within his
captain of the port area, which is a
limited area around Juneau as de-
scribed in 33 CPFR 3.86-60 in this
document.

A captain of the port office is con-
tinued in EKetchikan, Alaska, but the
description of the captain of the port
area has been amended and redesig-
nated as in 33 CFR 3.85-65 in this
document,

The shipowners, operators, builders,
vessels’ operating personnel, and
other persons affected by the naviga-
tion and vessel inspection laws when
within the Anchorage marine inspec-
tion zone are requested to utilize the
services available at the Marine In-
spection Ofiice, Anchorage, Alaska.

§ 3.85-10 Juneau Marine Inspec-
fion Zone.
E * * ® £
(b)> The Juneau Marine Inspection
Zone comprises the State of Alaska
east of 139° west longitude.
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2, Subpart 3.85 is amended by add-
ing after § 3.85-10 a new section read-
ing as folows:

§ 3.85-15 Anchorage Marine In-
spection Zone.

(a) The Anchorage Marine Inspec-
tion office is in Anchorage, Alaska.

(b) The Anchorage marine inspec-
tion zone comprises the State of
Alaska west of 139° west longitude.

3. Section 3.85-55 is amended to
read as follows:

§ 3.85-55 Anchorage Captain of
the Port.

(ay The Anchorage Captain of the
Port Office is in Anchorage, Alaska.

(by The Anchorage Captain of the
Port area shall comprise all nhavigable
waters of the United States and con-
tiguous land areas within the follow-
ing boundaries: A line commencing at
a point 60°50" N. and 149° W., thence
north to the north shoreline of Turn-
again Arm, thence northwesterly
along the shoreline to the junction of
149°40" W., thence north to 61°25" N,
thence west to 150° W., thence south
to the north shoreline of Knik Arm,
thence westerly along the shoreline to
150°20" W., thence south to the south
shoreline of Turnagain Arm, thence
easterly along the shoreline to the
point of origin.

4. Subpart 3.85 is amended by add-
ing after § 3.85-55 a new section read-
ing as follows:

§ 3.85-60 Juneau Captain of the
Port.

{a) The Juneau Captain of the
Port Office is in Juneau, Alaska.

{(h) The Juneauy Captain of the
Port area shall comprise all navigable
waters and contiguous Iand areas
within the following boundaries:
Commencing at a point 58°35’ N,, and
the east bank of the Lynn Canal, due
west to 135° W., thence due south to
58°10’ N., thence due east to 134°10*
W., thence northwesterly along the
east bank c¢f the Gastineau Channel
to 58°20' N, thence a straight north-
westerly line from this point to the
point of origin.

5. Subpart 3.85 is amended by add-
ing after § 3.85-60 a new section read-
ing as Iollows:

§ 3.85-65 Ketchikan Captain of
the Port.

(a) The EKetchikan Captain of the
Port Office is in Ketchikan, Alaska.

(b) The Eetchikan Captain of the
Port area shall comprise all navigable
waters and contiguous land areas en-
compassed within the following
boundaries: Commencing at a point

55°27" N., and 131°4850" W. due
south to the west bank of the Tongass
Narrows, thence southeasterly along
the west bank of the Tongass Narrows
to 55°17'30'" N., thence due east to
131°32' W., thence due nerth to the
north bank of Revillagigedo Channel,
then to follow from that point aiong
the shoreline westerly and northerly
to the point of origin.

(Tederal Register of March 27, 1963.)

EQUIPMENT APPROVED
BY THE COMMANDANT

[EpiTor’s NoTE—Due to space lim-
itations, it is not possible to publish
the documents regarding approvals
and terminations of approvals of
equipment published in the Pederal
Register dated March 20, 1963 (CGFR
63-9) and (CGFR 63-14). Copies of
these documents may be obtained
from the Superintendent of Docu-
ments, Government Printing Office,
Washington 25, D.C.]

ARTICLES OF SHIPS’
STORES AND SUPPLIES

Articles of ships’ stores and sup-
plies certificated from March 1 to
31, 1563, 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 Board Vessels” are
as follows:

CERTIFIED

Harry Miller Corp., Fourth and
Bristol Streets, Philadelphia 40, Pa.,
No. 556, dated March 1, 1963, STEEL-
GARD 1505.

Octaggon Process, Inc., 596 River
Road, Edgewater, N.J,, No, 557, dated
March 15, 1963, KLEARAILT 92,

Sea-Air Chemical Corp., 32-00
Borden Avenue, Long Island City 1,
N.Y., No. b58, dated March 21, 1963,
DART,

Sea-Air Chemical Corp., 32-00
Borden Avenue, Long Island City 1,
NY., No. 559, dated March 21, 1963,
MIGHTY MATE.

AFFIDAVITS

The following affidavits were ac-
cepted during the period from Febru-
ary 15, 1963 to March 15, 1563:

Wilhelm Weerts, Burgstrasse 6, Em-
den, West Germany, VALVES.

Hankison Corp., College and Pike,
Cannonsburg, Pa., FITTINGS.

The Fairbanks Co., 393 Lafayette
Street, New York 3, NY. VALVES
AND FITTINGS.
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MERCHANT MARINE SAFETY PUBLICATIONS

The following publications that are directly applicable to the Merchant Marine are available and
may be obtained upon request from the nearest Marine Inspection Office of the United States Coast
Guard. The date of each publication is indicated in parentheses following its title. The dates of the
Federal Registers affecting each publication are noted aiter the date of each edition.

CG No, TITLE OF PUBLICATION

101 Specimen Examinatien for Merchant Marine Deck Officers (7—1-58).
108 Rules and Regulations for Military Explosives and Hazardous Munitiens (8=1-62).
115 Marine Engineering Regulations and Material Specifications (2—1=61). F.R, 9-30-61, 9-11-62, 12-28-62.
123 Rules and Regulations for Tank Vessels {1-2-62). F.R, 5-2-62, 9-11~-62, 2-5-63,
129 Proceedings of the Merchant Marine Council (Monthly}.
169 Rules of the Road—International—Inland (6—1-62), 1-18-63,
172 Rules of the Road——Greot Lakes (6—1-62]. F.R, 8-31-62,
174 A Manual for the Safe Handling of Inflammable and Combustible Liquids {7-2-51}.
175 Manual for Lifeboatmen, Able Seamen, ond Qualified Members of Engine Department (9-1-601,
176 Lload Line Regulation (9—-1-61). F.R. 7-27-62, 11=14-62, 2-2-63.
182 Specimen Examinations for Merchant Marine Engineer Licenses {12—1-59).
184 Rules of the Road—Western Rivers {(6—1—62). F.R. 1-T18-63.
190 Equipment Lists (4—2-62), F.R. 5~17—62, 5-25-62, 7—-24—-62, 8-4=-62, 8—11~62, 9—11=62, 10-4—-62, 10-30-62,
11-22-62, 11-24-62, 12-29-62, T—-4-63, 1-8—-63, 2-7--63, 2-27-63, 3-20-63.
191 Rules and Regulations for Licensing and Certificating of Merchant Mdrine Personnel {6-1-62}. F.R. 10-4-62, 12—
28-62, 1-22-63,
200 Marine [Investigofion Regulolions and Suspension and Revecation Proceedings (7-1--58), F.R, 3-30-60, 5~-6-60,
12-8—-60, 7—4-61, 5~-2-62, 10-5--62.
220 Specimen Examination Questiens for Licenses as Master, Mate, and Pilot of Central Western Rivers Vessels {4-1-57).
227 Laws Governing Marine Inspection {7—3--50),
239 Security of Vessels and Waterfront Facilities {8—1—61}. F.R. 11-3-61, 12-12-61, B-8-62, 8-31-62, 11-15-62,
1-30-63, 3-27~.63.
249 Merchant Marine Council Public Hearing Agenda (Annually).
256 Rules and Regulations for Passenger Vessels {1-2-62), F.R. 5-2—-62, 9-11-62, 12-28-62.
257 Rules and Regulafions for Cargo and Miscellaneous Vessels {17-1-62). F.R. 2-1-63, 2-6-63, 3-13-63.
258 Rules and Regulations for Uninspected Vessels {9—-1-6T). F.R. 1-20-62, 4—-24-62, 5-2-62, 9-11-62,
259 Electrical Engineering Regulations (12.-1-60}, F.R. 9-30-61, 9=23-61, 5-2-62, 9-11-62.
266 Rules and Regulations for Bulk Grain Cargoes {5~-1—62). F.R. 9-11~62.
268 Rules and Regulations fer Manning of Vessefs (2—1-63),
269 Rules and Regulalions for MNautical Schools {3-1-60). F.R. 3-30-60, 8-18-60, 11-5-60, 7-4-61, 9-30-61,
12-13-61, 5-2-62, 9-11-62,
270 Rvules and Regulations for Marine Engineering Installations Contracted for Prior te July 1, 1935 {11-19-52), F.R.
12.5-53, 12-28-55, 6—-20-59, 3—-17-60.
293 Miscellaneous Electrical Equipment List [6—1-62).
320 Rwles and Regulatiens for Artificial Islonds and Fixed Sfructures en the Outer Continental Shelf {10-1-59). F.R.
10-25—690, 11-3-61, 4-10-62,
323 Rules and Regulations for Smgll Passenger Vessels {Not More Than 65 Feet in length) {6—1—61}). F.R. 9-11-62,
10-5-52, 12-28-62, 1-22-63.
329  Fire Fighting Manual for Tank Vessels (4—1-58}

QOfficial changes in rules and regulations are published in the Pederal Register, which is printed
daily except Sunday, Monday, and days following holidays. The Federal Register is a sales publication
and may be obtained from the Superintendent of Docuwments, Government Printing Office, Washington
95, D.C. It is furnished by mail to subscribers for $1.50 per month or $15 per year, payvable in advance.
Individual copies desired may be purchased as long as they are available. The charge for individual
copies of the Pederal Register varies in proportion to the size of the issue and will be 15 cents unless
otherwise noted in the table of changes helow.

CHANGES PUBLISHED DURING MARCH 1963

The following have been modified by Federal Registers:
CG-257, Federal Register, March 13, 1963,
CG-190, Federal Register, March 20, 1963.
CCG-239, Federa! Register, March 27, 1963.
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