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L ___ ~:~COPY FOR NOT LESS THAN 20 READERS-PASS IT ALONG ··--1 

A PROJECT IS being instituted on the Great lakes 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 S. Wilkinson. The 600-foot ship, built in 1917, 
will have its superstructure and powerplant removed by the Nelson Shipbuilding and Dry 
Dock Co., and a special "notched" stern will be installed. All deck machinery, including 
mooring wrenches will be modified to run on air supplied by diesel power compressors. 
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Photos courtesy Praser-Nelson Shipbuilding Co. 

Tr!E 600¥FOOT American Great Lakes Motor Ship Henry Ford II, 14,000-ton ·Ore carrier of the Ford Motor Co. The vessel has recently been 
equipped with a bow thrust propeller. 

BOW THRUSTER FOR GREAT LAKES ORE CARRIER 

3STALLATION OF THE FIRST bow 
::.ruster in a standard American 
G:-eat Lakes bulk freighter was com
~:eted recently at Fraser-Nelson 
.::;2::tipbuilding· & Dry Dock Co. of 
5:.J.perior, Wis. The Motor Ship 
Henry Ford II, 14,000-ton ore carrier, 
:::as been equipped with a 500 hp con
"Z"ollable pitch propeller type bm~r 
::-¥ruster to increase the vessel's ma
=-euverability in confined channels 
~d in docking and undocking situ
.;.::.ons. 

The Ford's bow thruster is a 
Ka:MeWa type manufactured by Bird
.:Jhnson Co., South Walpole, Mass., 
~d is the first unit of its kind on the 
G::-eat Lakes to be direct-driven by a 
::tesel engine. 

Bow steering devices are relatively 
=..-2-" on the Lakes-the first thruster 
-=..-:its having been installed in two 
~:.t-unloading vessels in 1961. The 
::llowing winter (1961-62) four more 
~:f-unloaders were equipped with 
5-:ectrically-driven thrusters. 

A bow thruster, simply speaking, is 
~ transversely mounted propeller lo
;:-.::.ted in the middle of a tunnel that 
~.x~ends through the ship from side 
:.:t side near the bow and belm\r the 
-..aterline. The KaMeWa thruster 
:~atures a controllable pitch propeller 
~at can force a stream of water out 
t:ther side of the tunnel thus impart-
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ing lateral motion to the fonvard 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/5 Henry Ford II in dry 
dock showing bow thruster tunnel openings 
in each side. 

BOW STEERING 

The M/S Henry Ford II, built in 
1924 at Lorain, Ohio, has a 612 foot 
length, 62 foot beam, and depth of 32 
feet. A normal ship must rely on for
\vard motion through the water to 
provide steerageway, but with the bow 
thruster the head end of the vessel 
can 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 o, and even 180 o, bends in rivers 
leading to some of the ore unloading 
docks. Also, where narrow canals 
must be traversed, and bridge 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 
be accomplished with much less 
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. It is approximately 36 feet 
back from the stem and 5 feet above 
the keel. The tunnel, 44 feet long 
and 5 feet 5% inches inside diameter, 
was fabricated in shipyard shops out 
of % inch steel plate. The tunnel 
flares out into a truncated cone where 
it joins the bull 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 consists of a 
steel tunnel, 88-inches long, cylindri
cal in section, with two sets of tripod 
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 propulsion machinery. 

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

PRIME MOVER 

Propulsion machinery for the bow 
thruster consists of a Cummins 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 fl's pilot house, so Captain 
con operate the bow thruster without leaving 
his usual conning position. 
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engine is located in the Thruster 
Room a few feet 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 servicing 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 compres
sors. A 3,000 c.f.m. axial blower fur
nishes air 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 bmv 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 control 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 (left, right, or midships), 
tachometer for Diesel engine, low air 
or hydraulic pressure alarms, and high 
temperature alarms. 

The pneumatic 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 IS SWEDISH INVENTION 

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

BOW THRUSTER tunnel on M/S Henry Ford II 
showing tear~drop shape of hull aperture, and 
KaMeWa reversible~pitch propeller unit 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. 

M l '• 
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 dming 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 
gross tons as compared with 25 of 
369,000 gross tons completed in 1961. 
Of the 54 ships now on order, 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 year numbered 36 of 415,800 gross 
tons. 
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TARGETS IN TRUE MOTION 

This article on true molion radar 
contains the views of Mr. Smith only, 
and does not necessarily represent the 
official views of the U.S. Coast Guard. 
His discussion of this topical and im
portant subject is presented here be
cause of its possible interest to the 
reader. A true motion plot standing 
alone does not give o full picture of 
the navigational problem; usually 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 !CPAJ "Cmd its time. 

lbl Is the target changing course 
and/ or speed? 

In order to find the CPA from a true 
motion plot it is necessary to accom
plish a vectorial subtrodion of own 
ship's true velocity from the target's 
true velocity. On a relative motion 
plot the CPA may be estimated by 
merely extending the line of target 
relative motion to its closest point. 
With a true motion plot the estimation 
of CPA by eye is difficult and in some 
c-ases rather deceiving. Where the 
tracks of own ship and target ship 
diverge, there is no problem as the 

A :TIJMBER OF months ago I \Vas 
::....~igned to the SS California, the 
.::St of four improved Mariner-class 
,·~'ps built for the 8tates Steamship 
CJ. at the Newport News Shipyard. 

Equipped with the latest in elec
:::cal and hydraulic gadgetry the ship 
:=.sct on its bridge one of the first tri
?_WAR installations to be installed 
:=- a freighter. The installa-tion was 
:-cnposed of RCA 3-cm. and 10-cm. 
:-:-:a-tive motion consoles with a unit 
::TRUE MOTION CTRUMOTl phy
.s_:ally placed between the two other 
~~s in the combination. Their loca
::.:n on California's bridge is illus
:::::ned in figure 1. 
~one of the licensed deck officers 

=..eluding myself had any prior ex
:-=-:-ience with TRUMOT, so our emo
::=.Jns were slightly mixed at seeing 
~..:..S very complicated array, the gen
::-:-al attitude being best described as 
::::-_e of doubtful fascination. 

As the ship normally transits be
:-:o:een Pacific ports, we had ample 
:::.:ne to get acquainted with the rig. 
o·_l_r doubts slowly faded, giving way 
-:;.J natural acceptance of TRUMOT. 

situations in which we 

By Loren M. Smith 

Second Officer, SS Illinois 

CPA is already past. Where they 
converge, however, CPA is in the future 
and will NOT be at the intersection 
of the tracks due to different distances 
and speeds of the vessels from that 
"intersection." 

Changes of target course and/or 
speed may be seen from either true or 
relative plots just as readily, but deter~ 
mination of a target's new course 
and/or speed is much quicker from a 
true motion plot. However, again, to 
determine the effect of this change on 
CPA it will be necessary to obtain a 
vectorial solution on true motion, 
whereas relative motion plots will give 
the solution directly. It should be 
noted that a change in own ship course 
and/ or speed will cause an error in 
the true motion plot unless promptly 
corrected for. 

A full picture is obtained by main
taining both true and relative motion 
plots. If it were a matter of being 
able to maintain only one of these 
plots, on the open sea, I would select 
a relative motion plot due to the ease 
of obtaining the most important CPA 
information directly. 

The plotting of own ship's track as 
always "up" might be possibly con~ 

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 

liEUTENANT SMITH, USNR-R, is a graduate 
of the California Maritime Academy, Class of 
1956. After active duty in the Navy on 
board destroyers and in the Navy Oceano~ 
graphic Office he shipped as third officer on 
the 55 C. E. Dant and, in a similar capacity, 
on the maiden voyage of the 55 California. 
Mr. Smith is presently second officer on board 
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fusing in comparison to plotting own 
ship's track relative to North always 
being "up." Also, the latter presenta
tion allows automatic correction for 
changes in -own ship's course. 

Some true-motion "setups" avail
able commercially have a true motion 
presentation with long persistence so 
that target past positions show up as 
"tails" and aflow rapid observation 
of target course changes with no plot~ 
ting. In using long persistence scopes 
it is also necessary to have true motion 
stabilization so as to prevent land 
masses from "smearing''-particularly 
on short range scales. Some installa~ 
tions provide a range and bearing 
"bug" that is placed on the PPI target 
and then is also automatically printed 
on a relative motion plot (on a paper 
rolll. Having both true and relative 
motion radar presentations with lon~ 
persistence would give a maximum of 
information without manual plotting. 
If the long persistence is obtained by 
SCAN conversion, the displays may 
be viewed in daylight and the length 
Qf persistence can be adjusted as de~ 
sired, and the picture can also be 
erased instantly, if necessary.-ED. 

grease pencil. Thus 1ve 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 bridge is a poor area in 
which to attempt to receive and eval
uate display information from radar. 

During the day this space is bright, 
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.) At night 
the situation is different but can be 
equally as distressing. The mechan
ics of transfer.ring display informa
tion to a maneuvering board or plot
ting sheet left much to be desired. A 
flashlight held nnder 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 bridge. 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 from 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 
because both true course and speed 
are available to him through the 
"\vonderful world of electronics." 

Several versions of the TRUM.OT 
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 latter is accomplished in 
TRUMOT by a computer within the 
set 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 
and 3. In this example initial tar-
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get's course and speed were 270, 15 
knots. At time 06 target's course was 
changed to 320 to show how much 
quicker the change appears in the 
TRUMOT presentation than that of 
relative. In relative motion (RM) 
one might possibly have had doubts 
about the accuracy of the 06 plot, 
thereby considering target's course 
and speed to be somewhat less than 
the actual values. Of course succes
sive plots would rectify this error, 
however the point is that TRUMOT 
detected the change almost in
stantaneously. Parenthetically it is 
interesting to note that under certain 

conditions \Vhen 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 illustration 
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
:er what heading is assumed. 

The unit on the California has three 
modes from which to select-RM on 
center (as in the conventional type 
P.ADAR), RM off center, and TRU
~!OT. 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 
t-han 16 miles. Manufacturers of 
TRUMOT ,-~.rith the RM off center mode 
-.ctll recommend that this mode be 
:.LSed to search. In this mode the 
.::weep will originate not at the center 
e>f the scope as in the RM. on center 
!llode type but in a position between 
:he physical center and bottom of the 
scope, usually about "5 miles" from 
:he bottom. The sweep origin will 
:emain fixed in this position with no 
bottom to top movement as there 
710uld be were the TRUMOT mode of 
operation used. 

There are a nwnber of advantages 
r:o be derived in operating the unit in 
che RM off center mode. In the first 
place your viewing range ahead is in
:::reased by approximately 10 miles 
-:ctthout a decrease in the definition 
and bearing accuracy. Also, a shift 
:o the TRUMOT phase is natural 
:rom the RM off center idea because 
:he origin of the sweep begins in the 
same pl-ace in both modes. You can 
:-eadily see how smoothly a TRUMOT 
:;lroblem can commence after initial 
CPA has been found in RM offcenter. 
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In figures 4 and 5 a typical problem 
is shown \Vith illustrations in all 
modes of display. Figure 4 shows the 
RM oncenter display and figure 5 
shows how the problem would look 
and be solved using a combination of 
RM offcenter and TRUMOT. Notice 
that in figure 4 had the set been in 
RM offcenter and had the target been 
of sufficient reflective quality, it might 
have been 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 
bear 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 off center to TRU
MOT and the tracking of the contact 
along his true direction and at his 
true speed begins. In figure 5 this 
mode change was made at time 12 and 
this time so marked (in this case \Vith 
the letters "TM"). This is done so 
that the operator knows where one 
leaves and the other begins thus elim
inating possible confusion between 
the RM and TRUMOT phases. 

At time 18 target 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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l 
J' 
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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 
\'~lhich 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. As 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 O\vn 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 5 miles from the top of 
the scope. 

Own Ship Course Changes are dealt 
with on the California's unit by physi
cally rotating the scope, azimuth 
scale, and reflection plotter simul
taneously. 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 determined 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 observed 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 also 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 On 
a triradar installation) might be to 
use the 3-cm. console strictly fol' an 
uncluttered, high definition naviga
tion picture while using the 10-cm. 
console for RM plot and TRUMOT 
unit in that mode for true direction 
and true speed problems. 

After the mechanics of operating a 
ne\'ir 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 for 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 "giant 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 understanding, prudent 
use and acceptance of TRUMOT 
equipment will not only mean better 

equipment with which to \Vork in the 
future, it will also mean that one of 
the uses for which RADAR was in
tended-that of SAFE NAVIGATION 
AND SAFETY AT SEA-is nearer 
accomplishment. ,. ~ !l 

RULES OF THE ROAD 

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 understood by all 
mariners; finally, there must be strict 
adherence to them. 

Throughout 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 la.w 
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 \\'hich 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 western 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 set of rules for navigation in 
the Inland waters that differed from 
the current International Rules. Di
vergencies, which initially 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 

Safety of Life at Sea Conference, rec
ognized that special local rules, under 
International Rule 30, exist through
out the world and are necessitated 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 questioned 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 resolved. 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 special 
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, 1963, 
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 a.n increase of one active 
vessel and an increase of two inac
tive vessels in the privately owned 
fleet. A combination passenger
cargo-containership, Santa Magda
lena, 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 s e r vi c e. 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 979. Of the 97 pri
vately owned inactive vessels, 4 com
bination passenger-cargo ships, 9 
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 7 in the total government fteet to 
1,880. The total U.S. merchant fleet 
dropped by 4 ships to a total of 2,859. 

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 1943. That same 
year the Merchant Marine Academy 
at Kings Point was established. 
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MARITIME 

VIEW OF THE heavy lift gear and equipment 
used during "Operation Chlorine" near 
Natchez, Mississippi. Four tanks, weighing 
over 300 tons ea(h, and (ontaining more 
poisonous gas khlorinel than was used by all 
nations in World War I, were removed from 
a sunken barge. 

The National Fisheries Institute 
estimates that the 1962 fish catch of 
the United States will be the second 
highest in history. The Institute 
placed last year's fish and seafood 
catch in the neighborhood of 5.25 bil
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 
be the longest link in the seaway 
chain. The U.S. Army Corps of En
gineers stated that the Government is 
spending $154 million to deepen and 
improve Great Lakes Harbors for 
domestic seaway traffic. 

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 901,-
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. 

SIDELIGHTS 

The American Chieftain, last of five 
American Challenger class ships was 
launched recently at the Newport 
News Shipbuilding & 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 cargo ships on both Atlantic and 
Pacific runs. Her speed of 24.4 knots 
for a transatlantic crossing last year 
was surpassed by only four passenger 
liners on that route. 

While many curious craft-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 
\Vater 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? It seems the West
ern Engineer was to carry into the 
Missouri country a surveying party 
which ·wished to discourage the atten
tions of hostile Indians. 

The first commercial shipment of 
one of the \VOrld'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 Ore Pier. The pumice comes 
from a volcanic 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 lightweight 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 con ti
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. Cb) Perpendicularity of the 
horizon glass to the frame of the sex
tant. 

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

{a) Torque 
(b) Ballistics 
(C) Rigidity 
(d) Precession 
(e) Gravity 

A. (c) Rigidity 
Q. In the sperry gyro compass the 

wire suspension is considered a part 
of the: 

(a) Sensitive element 
Cb) Phantom element 
(c) Mercury ballistic 
(d) Spider element 

A. (a) Sensitive element 
Q. When a Loran set is tuned to 

the wrong basic pulse recurrence rate, 
the signals which appear to flicker and 
which are unbroken at the base of the 
pip are known as: 

(a) Ghost pulses 
(b) Double pulses 
(c) Homing signals 
(d) Grass 
(e) Sweep signals 

A. (a) Ghost pulses 

ENGINE 

Q. What would be the result 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 

(c) Evaporator will freeze back 
to compressor 

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

A. (c) Evaporator will freeze 
back to compressor 
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nautical queries 

FUEL PUMP 

Q. Sketch the "No Delivery," "Half De~ 
livery," and "Full Delivery" positions of the 
plunger for the constant strake, variable de~ 
livery fuel pump shown below. 

A. See sketch below. 

g © g 
N·' D'''"'' ~.111 Doll'·<<,· F"ll 8ol,,c,_, 

I ~ ~ 
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 
(c) Before and after dehy

drator 
(d) Expansion valve 
(e) None are exceptions 

A. (c) Before and after dehy
drator 

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

(a) Replenishing leakage oil? 
(b) 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 both 
cylinders. 

(b) The after telemotor has 
t\VO strong centering springs which 
permit quick centering of the system 
whenever the steering wheel is re
leased. 

Q. 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 
slightly shifting the bearings, 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 
alignment 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 be done when the vessel is wa
terborne. 

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

A. A separate hose should be 
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 othenvise contaminated. The 
hose should be stored near the vessel's 
filling line, preferably in a closed 
cabinet. 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 be 
located at least 18 inches above the 
deck and should be fitted with a 
screw cap. 
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TABULATION OF UNSAFE PRACTICES 
July through December 1962 

---------------,---,----,---,-,------------,-,----,---,----

~ I Jrl ~ l~ 0 I 

A. Access to Vessel 
GangwtLys, accommodation ladders, etc_ ________ _ 

l. Length, >Yidth, strengUl, etc., inadequate __ 
2. Rigged or secured improperly ___ _ 
3. Angle too steep____ -------------
4. I\ot Clear at either end_ -----------
5. \Vater r'li~charging onto. _______ ------------
6. Hand z·opes or raiL~ not provided or inai.le- 1 

fjUlltl'.. ·-------- ------------' 
7. Insufficient number·------- _______________ _ 
8. Lifeboat or other object snsJJCndecl ovn access ___________________________________ _ 
!J. Ring life buoy with lanyard not provided 

or inadequate..... ------------
10. Other----------------

B. Access to Spaces on Board Vessel 
Ladders______ --- ---- -----------------

11. Rigged irn properlY---------------------- ___ ' 
12. Rungs, .'-'teps, or treads missing or loose ___ .. 
13. Deteriorated or weakened __________ _ 
14. Handrails mis~ing or inadequate____ I 
15. Doors or passagE's cluttered __________ -----
16. Eqrape means blocked or locked _____ _ 
17. Other .. 

C. Deck and Hull Openings I 
18. Hatch conr3, Unugcrous]y J)ill'd or otaced .. 
l!J. Hatch cunrs, mis5ing or dcfectiw. _______ _ 
20. Hatch CO\"t'rs, seetHing mean~ ddecrivr ____ , 

21. IIti\?2_~~~~I-l~-1~-c~~g _l~~~~~l!~-~i~~~-~~~~~~f~'_c- 1 

22. Lifcl!nes, dwins, rails, or gu:trds mis.oing
or madc~q uaic __ 

23. Other-----------

D. Decks and Platforms 
2~. Slippery dnc to oil, grease, etr··-------------

1 2o. Ciuttert>rL_ -- _____ ---- _ ---------- _ --------1 
26. Floor pl:1tes or gr:Lting~ loo~e or no\. in plaee.l 
21. Hnils and gwn·rls mi'dng or inadcQtwte __ _ 
28. Other_____ ---------------
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E. ~9~r~,?t/;i~c~~~it"l?tarkecl on llooms ___________ I a I_ 
30. Guys, falls, !.Joom~, ett'.. impropeJ·!y rig-grd. · ______ I 
31. Ovprloa1ling gear_.__________ I 
i>2. Jnry rig wineh control~-------------.------~-
i>3. Fai!urt- to me gunrds and gate~ of eargo 

ele'\"il.lor·s and e~calators. __ . 
34. Using defecti'i"e r·:lrgo gem· ____ _ 
35. Smoking lJ\'OllilJition di.sregcn·ded __________ _ 
3fL Rt.owagc or bundling of (•argo or g-ear_------
37. Otlter 

F. Lifesaving Equipm~nt 
38. Kot ready for use 

Lifeboats--- 1 
39. Hoisting fully lomled _______________________ 1-
40. Personrwl ricling to fully _otowed posit.iou __ _ 

41. Pj~~~~'j;tol;~a~~~~~~~l-g~~-~~~~-l~~~~ ~~~~~~~-:~-~~-~---I 
42. \Yindl powrr not shnt otf wlwn nsing han1l 

crank or performing mnintl'U:lllP(' __ . _____ 
1 

43. Starting ('Hgine witbont ventilating ____ .. ___ · 
44. BypaS'l'd ~>lfcty device~----- ____ _ 
45. Tricing and happing l irws irnproperly use1l. 
4G. Dn;\"it spcm lifeline~ not ready for US\' 
47. Other ________ _ 
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61. Caps for rL'c>eptacle outlets not in place ____ _ 
62. 8witch und fuse box panels in passenger 

spac•es left unlocked .... -------_ 
5::!. General alarm bells mu!Hed or d:topcncd __ 
64. Vapor globes rrnd guards not in place._---
G5. Usc of defectiYC equipment. in hazardous 

~pare~------

66. Other .. -------------------------

1

~: II 
I

' J_ 
10 
,i9 
49 
37 I 
36 
-~4 
Iii 

Machinery 
131. Failure fo take safety precautions in light-

ing-ot!' boiler __________ ~-------------~-----
G8. Rpring loaded vaJ\·es on ~onnding pipes 

secured in open posit.ion or not m place- __ : 
69. l\ T ad1inery gmtrds not in pLicc or <lcfeciive. 
10. }\til me to bloc-k or s~feguanl steam YalYes 

when working on ~team Jirws or in~ido a 
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hoikr, c\·aporator, etc ____ ------- .. ----
71. Other .. ------------------------

Welding, Burning, Heating or Riveting ::: ~)~%~:~:~~: ~;~!~~:~~er:~o;=~;~~~~~~-~;: ;~~;~-~:I 
14. Ventilation insufficient. _____ _ 
75. Personnel protective equipment inade

quate.-----
7fl. Other ___ -- .. ---------

Tank Vessels 
11. Ullage lwlcs or expansion trunk ovenings 

open wichont fbme screen:; _____ _ 
78. Vent header drains left open .. 
7!J. Deck h1ttens or wooden gratings not pro

vided wht're nef',dcd.--------------------- -
t>O. Frtilnm to comply wil.h "Declaration or 

Inspection Prior to Bull~ Cargo 'fransfm:" _ --
81. Other._. 

M. Ferry and Excursion Vessels 
82. Vehicles not properlY secnrcd during navi-

gation.____ ---------- ·----------------'--
83. Vehicle motors not. turned off during navi-

gfltion _________________________ .. ___ ---- --
84. Immmciont clearance between vehicles for 

e!'ress of passengers in emergcney ______ --
Ki. Barrica(lcs and gates opened prior to dock-

ing_________ _ ________________ _ 
S6. Passenger :::uperYision inadequate .. 
87. Other._ ..... 

N. Miscellaneous 
1'8 . .Job snpen·i.~ion inar'lequate __ 
ll\J. Lack of supervision in maintenance of , 

equipment ___________________ --------
'.JO. Lack of superYision in conduccing- drills __ 
9l. Lrwk of ~ufficient personnel 
!l'?. Oil, fuel and/or debris in bi!g('s ___ _ 
\!1. Stoves, ranges, heaters, hotplates, lanterns, 

etc., not seem·ed against vessel's move-
men1.---------------····-
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G. Firefighting Equipment 
48. Sotreacl~'fornsr .... __ 
49. Fire ~cn•cn door~ hltwkcd 
-~0. Othn .. 

\l4. InadcqcLatc deck, gangway, passageway, I' 

-I 

lighting ___ ------------- ------------ --:,_,

1

- ., 4
3 ~- 2"6,: 9-~- Un~:tnitary condii.ious __________ , __ -----

1 
~ " 

!IlL Chain ftllls improperly used _____________ _ 

I 

97. Lack of precautions while elfecling repairs I 
-- -===== (inc1mling warrnng notices, etc.)_________ -~ I 

!)8, First aid equipment not ready for use 
H. Ventilation , (medicine chest, litter)______ 2 13 

51 _ N~~~(~~i~~~~.)~-~e_r_~~-s~!~'~:_:) __ r~~~~~t-i~~~~:>:!~~-~ 166: _1~or~~~g~,oJrs~~~~s1~1~71~~~ improper ~ 
1
: 1 ~ 7 

~~ 
52. "Gsc of toxic solYcnt in confinc•(1 s[)l\l'PS_____ 101. Other._.. I 
53. CC+rea.oc, du~G litter in

1
Yenrtilation sy~tem_., Grand total.____ ____________ _ 1,027 --;y;:- 640

1

994 3568 
54. ,owls, mlhurooms, e_ .c., ror.en ___________ _ 

----------------------~------------------~--~-
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NAVIGATION AND VESSEL INSPECTION CIRCULAR NO. 1-63 
JANUARY 18, 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 

necessarily intended. Nothing herein shaJl 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 Repair 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 
genera-l information relating to acceptable procedures to 
be followed in the inspection and repair of lifesaving 
equipment. 

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. 

DISCUSSION ACTION 

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 

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 prescribing or limiting the authority and responsibility 
of the Officer in Charge, Marine Inspection, in the exer
cise of his good judgment. 

AMENDMENT TO 
REGULATIONS 

[EDITOR'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.l 

TITLE 46-SHIPPING 

Chapter !-Coast Guard, Dep,art
ment of the Treasury 
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SUBCHAPTER I-CARGO AND 
MISCELLANEOUS VESSELS 

[CGFR 63-12} 

PART 90-GENERAL PROVISIONS 

PART 91-INSPECTION AND 
CERTIFICATION 

Seagoing Barges 

The Merchant Marine Council held 
a 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 
"Federal Register" on January 23, 
1962 (27 F.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, 
1962, Public Hearing and Annual Ses
sion of the Merchant Marine Council. 
This document contains the final ac
tions taken with respect to "Inspec
tion and certification of seagoing 
barges" (CG-249, pp. 145-147), and 
"Inspection and certification of 
manned seagoing barges" (CG-249, 
p. 148) in "Item III-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 action 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 being issued describing Coast 
Guard's inspection requirements in 
general terminology for "seag·oing 
barges when on voyages on the high 
seas for change of place of employ
ment" and for "seagoing barges such 
as dump scows of 100 gross tons or 
over making short voyages on the 
high seas." 

Subpar! 90.05-Application 

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

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

(b) 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 
wns. 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
tion, 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
ter tonnage is not 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 permitted 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. 
IR.S. 4405, as amended, 4462, as amended; 
-!6 U.S.C. 375, 416. Interpret or apply sec. 
10, 35 Stat. 428, as amended; 46 u.s.c. 
395) 

Subpart 90.1 0-Definition 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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§ 90.1 0-36 Seagoing barge. 

The phrase "every seagoing barge 
of one hundred gross tons or over" in 
subsections 395(a) and 395(b), Title 
46, U.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-Certiflcate of 
Inspection 

Section 91.01-10 is amended to read 
as follows: 

§ 91.01-10 Period of validity. 

(a) Certificates of inspection will 
be issued for periods of either 1 or 2 
years except as modified by paragraph 
(c) 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 

READERS INVITED TO SUBMIT 
MATERIAL FOR FUTURE 
ISSUES 

IEDrTORI 

ALL READERS are invited to submit comments, 
safety suggestions, cartoons, articles, or simi~ 
lar material for publiccttion in future issues 
of this publication. Submissions sh.ould con
cern the promotion of maritime safety and 
will be selected and edited at the editor's 
discretion. Credit for published material will 
be given to the author, as appropriate, but 
unused items will not be returned. A brief 
biographical sketch is requested of the author 
of any article in excess of 1 ,000 words. 

Art!des or requests for further information 
should be directed to: 

Editor 
Merchant Marine Council Proceedings 
U.S. Coast Guard Headquarters 
Washington 25, D.C. 

time during the period of validity of 
the current certificate. 

(b) 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. 

(c) (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: 

CD 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 specific 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 1-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 Coast Guard 
District 

MISCELLANEOUS 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 been 
established at Anchorage, Alaska. 
The mailing address is post office box 
67, Anchorage, Alaska. This office is 
a Coast Guard unit headed by an Offi-
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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 designated 33 CFR 3.85-15 
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 '\Vho 
has been delegated authority as de
scribed in 33 CFR 1.01-30 to admin
ister and give immediate direction to 
those Coast Guard activities concern
ing anchorages, movements of ves
sels, and handling of dangerous car
goes 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, Alaska. This 
office is a Coast 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 CFR 3.85-60 in this 
document. 

A captain of the port office is con
tinued in Ketchikan, 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 Office, Anchorage, Alaska. 

§ 3.85-10 Juneau Marine lnspec~ 
tion Zone. 

" ' ' ' ' 
(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 follows: 

§ 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. 

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

(b) The Anchorage Captain of the 
Port area shall comprise all navigable 
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. 

Cb) The Juneau Captain of the 
Port area shall comprise all navigable 
waters and contiguous land 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 of 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 follows: 

§ 3.85-65 Ketchikan Captain of 
the Port. 

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

(b) The Ketchikan 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 °49'50" W. due 
south to the west bank of the Tongass 
Narrows, thence southeasterly along 
the west bank of the Tong-ass N arro\vs 
to 55°17'30" N., thence due east to 
131 °32' W., thence due north to the 
north bank of Revillagigedo Channel, 
then to follow from that point along 
the shoreline westerly and northerly 
to the point of origin. 
(Feclcral Register of l\larch 27, 1963.) 

EQUIPMENT APPROVED 
BY THE COMMANDANT 

[EDITOR'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 Federal 
Register dated March 20, 1963 CCGFR 
63-9) and CCGFR 63-14). Copies of 
these documents may be obtained 
from the Superintendent of Docu
ments, Government Printing Office, 
Washington 25, D.C.J 

ARTICLES OF SHIPS' 
STORES AND SUPPLIES 

Articles of ships' stores and sup
plies certificated from March 1 to 
31, 1963, 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. 

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

Sea-Air Chemical Cmp., 32-00 
Borden Avenue, Long Island City 1, 
N.Y., No. 558, dated March 21, 1963, 
DART. 

Sea-Air Chemical Corp., 32-00 
Borden Avenue, Long Island City 1, 
N.Y., 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, 1963: 

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

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

The Fairbanks Co., 393 Lafayette 
Street, New York 3, N.Y., 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 after the date of each edition. 

CG No, TITLE OF PUBLICATION 

101 Specimen Examination for Merchant Marine Deck Officers f7-1-58J. 
108 Rules and Regulations for Military Explosives and Hazardous Munitions (8-1-621. 
i 15 Marine Engineering Regulations and Material Specifications (2-1-611. F.R. 9-30-6 I, 9-11-62, 12-28-62. 
123 Rules and Regulations for Tank Vessels {1-2-621. F.R. 5-2-62, 9-11-62, 2-6-63. 
129 Proceedings of the Merchant Marine Council (Monthly). 
169 Rules of the Roa:d-lnternational-lnland (6-1--62), 1-18-63, 
172 Rules of the Road-Great Lakes (6-1-621. F.R. 8-31-62, 
174 A Manual for the Safe Handling of Inflammable and Combustible liquids 17-2-51). 
175 Manual for Lifeboatmen, Able Seamen, and Qualified Members of Engine Department 19-1-60), 
176 Load Line Regulation (9-1-61). F.R. 7-27-62, 11-14-62,2-2-63. 
182 Specimen Examinations for Merchant Marine Engineer Licenses 112-1-59). 
184 Rules of the Road-Western Rivers (6-1-621. F.R. 1-18-63. 
190 Equipment Lists (4-2-621. 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, 1-4-63, 1-8-63, 2-7-63, 2-27-63, J-20-63. 
191 Rules and Regulations for licensing and Certificating of Merchant Marine Personnel {6-1-62). F.R. 10-4-62, 12-

28-62, 1-22-63. 
200 Marine Investigation Regulations and Suspension and Revocation 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 Questions for Licenses as Master, Mate, and Pilot of Central Western Rivers Vessels (4-1-571. 
227 Laws Governing Marine Inspection 17-3-50), 
239 Security of Vessels and Waterfront Facilities 18-1-61}. F.R. 11-3-61, 12-12-61, 8-8-62, B-31-62, 11-15-62, 

1-30-63, 3-27-63. 
249 Merchant Marine Council Public Hearing Agenda (Annuallyl. 
256 Rules and Regulations for Passenger Vessels 11-2-62). F.R. 5-2-62, 9-11-62, 12-28--62. 
257 Rules and Regulations for Cargo and Miscellaneous Vessels 111-1-621. F.R. 2-1-63, 2-6-63, 3-13-63. 
258 Rules and Regulations for Uninspected Vessels 19-1-611. F.R. 1-20-62,4-24-62, 5-2-62, 9-11-62. 
259 Electrical Engineering Regulations 112-1-60). F.R. 9-30-61, 9-23-61, 5-2-62, 9-11-62. 
266 Rules and Regulations for Bulk Grain Cargoes {5-1-621. F.R. 9-11-62. 
268 Rules and Regulations for Manning of Vessels 12-l-63). 
269 Rules and Regulations for Nautical Schools 13-1-601. 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 Rules and Regulations for Marine Engineering Installations Contracted for Prior to July 1, 1935 111-19-52). F.R. 

12-5-53, 12-28-55, 6-20-59, 3-17-60. 
293 Mirocetlaneous Electrical Equipment List (6-1-621. 
320 Rules and Regulations for Artificial Islands and Fixed Structures on the Outer Continental Shelf (1 0-1-591. F.R. 

10-25-60, 11-3-61,4-10-62. 
323 Rules and Regulations for Small Passenger Vessels !Not More Than 65 Feet in Length} (6-1-611. F.R. 9-11-62, 

10-5-62,12-28-62,1-22-63. 
329 Fire Fighting Manual for Tank Vessels {4-1-58). 

Official changes in rules and regulations are published in the Federal 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 Documents, Govenunent Printing Office, Washington 
25, D.C. It is furnished by mail to subscribers for $1.50 per month or $15 per year, payable in advance. 
Individual copies desired may be purchased as long a.s they are available. The charge for individual 
copies of the Federal Register varies in proportion to the size of the issue and will be 15 cents unless 
otherwise noted in the table of changes below. 

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. 
CG-239, Federal Register, March 27, 1963. 
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