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COAST GUARD AT WAR
MARINE INSPECTION
XIII

NEW WARTTIME DANGERS

ENEMY SUBMARINES Only two tortured survivors of the shipwrecked crew from
ATTACK ALLIED the British merchant ship ANGLO-SAXON lived through the
MERCHANT SULIPS ordeal of thirst, hunger, and exposure after being cast
adrift when their vessel wes tarpedoed in 1940 by a

Nazi U-Boat.

INADEQUATE Eight men had escaped from the sinking ship, but two died
SAFETY PRO- of wounds that could easily have been treated with first-
VISIONS aid equipment, two became crazed with thirst and jumped

overboard, one gulped large mouthfuls of sea water and
died in agony, end the other died of exposure and thirst. Although the
lockers on their lifeboat were full of hard tack, the men were unable to
eat, for their salivary glands had ceased to function and they could not
swallow the dry biscuit which they had chewed into dry powder.

- VARIOUS GOVERN- Enemy attecks on American seamen and ships, just prior to

MENT AGENCIES and after our entry into the war, indicated the urgent
ATTELPT TO necessity for immediate measures to provide more adequate
LEVELOF WAR- safety precautions in order to meet the conditions of
TIIE SAFETY modern warfare. The attempt of various agencies of the
MEASURES Government to develop and institute corrective measures

led to a maze of econflicting and, in many instances, ill-
con31dered and unnecessary requirements which, although well<intended; re-=
sulted in delays and unsafe conditions. It was apparent to all that the
successful prosecution of the war would be Jeopardized unless American ships
and the men on them were adequately protected.

COAST GUARD ASSULES PROTFECTION OF MERCHANT MARTNE

EXECUTIVE OR= For that purpose, one central agency was needed =- an
DER 9083 agency experienced in the consideration and development

of safety standards at sea. In the Interest of expediting
the prosecution of the war, President Roosevelt, by Executive Order 9083,
dated larch 1, 19)2, placed the authority and responsibility for' the pro-
tection of tze American merchant ships and seamen directly upon the Com-
mandant of the United States Coast Guard.

BMIN TRAMETERRED To assist in carrying out this responsibility, the Presi-
TO COAST GUARD dent's order transferred from the Secretary of Commerce to

the Commandant certain safety-at-sea functions of the for-
mer Bureau of llarine Inspection and Navigation. These functions of that
Bureau hecame an integral part of the Coast Guard.l)

(1) See Appendix A for detailed list of functions transferred to Coast Guard
from the Bureau of lMarine Inspection and Navigation, and list of duties trens-
ferred by that Bureau to the Bureau of Customs,
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CCAST GUARD THUS NI America and its Allies are tc win the devastating war
CCNTINUES ITS now raging over the surface of the entire globe,!" said
BASIC JOE OF PE0= Admiral “Tassche, "the ships that carry the food, the guns,
FOTING SAFRTY AT the tanks, the nlanes, and other imolements of war to our
SEA fighting forces on battlefields beyond the seas, must reach
s their destination safely. Therefore, the Coast Guard at
war is still carrying on its basic job of protecting the merchant marine of
the United States.! . :

fhe new duties of merchant marine inspection, conducted for
the basic purpose of promoting the safety of life and property at sea, include
the following: approval of plans for merchant ships and their equipment; in-
spection of vessels to check on stability, fire control or fireproofing, life-
gaving and fire-fighting equipment and other details; administration of load
line; administration and enforcement of the laws pertaining to the numbering,
equipment, and operation of motorboats; enforcement of manning requirements;
issuance of certificetes of inspections; examination, licensing and certifi-
cation of Yerchant llarine personnel—-masters, pilots, engineers, staff officers,
and secamen; signing on, discharge, and livirg conditions of merchant seamen;
investigation of marine casualties; preparation and publication of rules and
regulations to provide protection tec passencers, officers, and crews of
American ships; Merchant larine Council activities,.

APPROVAL OF PLANS AND SPECIFICATIONS

ELUEPRINTS FOR From the moment the keel of a new ship is laid until she re=-
VESSELS APFROVED tires from active duty, the Coast Guard watches over that
vessel's career —- testing, inspecting, examining, snd, above
all, safeguardinz. The active interest in hsr welfare tegins before the new
ship is built. Blueprints of plans and specifications for the construction of
vessels are submitted to a corps of highly trained naval architects and steam
and electrical engineers of the Coast Guard, who check the plans to make sure
that they conform in every respect to all requirements, Plans submitted to the
Coast Guard are those dealing with the hull structure, the main power plant
together with necessary pumps and other auxiliaries, arrangement and details of
all piping systems, and complete plans of electrical equipment and installation.

COOFERATION OF The plans and specifications for all merchant ships which are
AUERICAN BURLAU  subject to inspection are submitted to the Coast Cuard for
OF SHIPPING approval before work is commenced in order to see that they

are in full compliance with rules and regulations for the class
of vessel intended and also for the service for which she is designeds The
Coast Guard makes the rules and regulations with a view to the safety-of-life
at-sea requirementse If possible, structural plans are first sent to the
American Bureau of Shipping and then to the Coast Guard, in order to save time.
The Coast Guard is not obliged to accept the Bureau's rulings but it is very
helpful to have the Eureau check plans first, The Coast Guard is the final
authority.

PLANS FOR GOVERN~- The contract nlans and specifications reviewed at Headquarters

MENT VESSELS AP- dinvolve construction, alteration, and repair of merchant ves-

PROVED sels, and, in most instances, vessels for the War Department
and other agencies of the Govermment. Basic safety character-
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istics, as well as the adeguacy and arrangement of the vessel and its equip-
ment in all details, are carefully reviewed and checked in order that approval
for construction may be given,

INSPECTIONS
VESSELS IN=- After the plans and specifications for vessels and equipment
SPECTED DURING have been approved, tne Coast Guard sends its experts to in-
CONSTRUCTION spect the ships in various stages of building, and to test

and inspect lifesaving and firefighting devices. The Mer-—
chant Marine Inspectors are members of the staff of the District Coast Guard
Officers in the various Naval Districts throughout the nation. In 1942, there
was an immense increase in their activities because of the huge expansion in
the construction of merchant vessels, In the fiscal year 1943, new vessels
inspected during construction numbered 1,556, a three-fold increase over the
previous year.

EQUIFPMENT IN=- Boiler plates are inspected, tested, and approved at the mills,

SPECTED AT Completed boilers are similarly treated at the place of manu-
FACTORIES facture., Lifeboats, rafts, ring buoys, and other items of
AND MILLS safety equipment are inspected at the factories where made,

and stampsd "Approved," with the iritials of the inspector,
if found in all respects satisfactory and in accordance with Coast Guard re-
quirements.

SHIP'S Yhen launched, a test is made of the ship's stability involving
STABILITY weight placements and complicated calculations. The Coast
TiSTED Guard is the technical adviser on lerchant arine matiers to

the United States Army., WVhen additional armaments have been
put on a vessel, its stability s affected and in such rases ballast has to be
placed in the vessel, The Coast Guard inspects and inclines Armmy transports to
try out their stability. All troopships, United States and foreign, carrying
U. 5. troops, are Coast Guard inspected. Inclining experiments conducted in
the fiscal year 1943 totaled 147 vessels. Lifeboats and life rafts are also
tested for stability. The tilt a2 raft will take without capsizing is a deter-
mining factor in its rejection or approval,

THZ LOAD LIFE During the fiscal year 1943, new load-line certificktes to-—
taling 1,352, were issued to Aierican ships, and close ob-
servation was made of the compliance by shipping of the load-line markings,
The administration of the load line is a Coast Guard function. The load line
is a line 9 inches long, placed in the middle of the length of the ship, to
determine the maximum draft to which the ship can be loaded. If the ship is
overloaded that line is submerged and the ship is legally unseaworthy. In such
a case, the Government can prevent the ship from sailing,.

ANVUAL INSPEC- United Statzs merchant vessels are inspected once a year. In

TIONS ON VESSELS that zroup are all United States ocean, Great Lakes, lake, bay,
sound, river and coastwise merchant vessels, including those

of the War Department and other Government agencies. During the fiscal year

1743 annual inspections were completed on 6,883 vessels. Transports were visited

for like purposes. To facilivute the operation of vessels in war zones, Coast

Guard Inspectors were assigned to duty at foreign ports in such zones,

o
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ANNUAT, IN= Veterans' hospitals, penitentiaries, forts, army cantonments,
SPECTIONS OF federal buildings, and the like are visited about once a year
LAND INGTAL- by Coast Guard Inspectors, who inspect and test stationary
LATIONS installations, consisting of boilers, unfired pressure ves-

sels, and other appurtenances.

STRUCTURAL FATLURES OF VESSELS ARE INVESTIGATED

NAVY BOARD. IN- A Board of Investigation was convened by the Secretary of the

VESTIGATES Navy in 1943 to inquire into the design and methods of con-
FATIURES IN struction of welded steel merchant vessels, after several

WELDED VESSELS failures of inspected vessels, The interim report of the
Board, as of June 3, 194k, stated that without an early and
general adoption of welded construction in the merchant shipbuilding program,
as well as in the naval shipbuilding program, the results in speed and volume
of construction which had been accomplished would have been impossible,

SS ESSC MAN- A specific case of structural failure cited in the Report
HATTAN BREAKS was the case of the ESSO MANHATTAN, a Standard 0il Company
IN THO Tanker, which, on March 29, 1943, breke in two., The fracture

started in a butt weld tetween plates A-9 and A-10 at the
crown of the deck. With a sound described variously as a thump, thud, tang,
crash or explosion, the fracture ran across the deck in way of #6 tank, and
down both sides, progressing to the bilge port and starboard., The vessel
Jack=knifed and the bow dug under an oncoming wave., The crew abandoned in
lifeboats and were picked up by the USCG KIMBALL, The vessel was repaired and
returned to service.

ELECTRICAL EQUIP- A new and exhaustive inquiry started on June 9, 19ll;, in
MENT OF SS HENRY the wreck of the Liberty Ship HENRY BERGH, which went on the
BERGH INVESTI-  rocks on the Fallaron Islands on June 1, 19L)i. Testimony
GATED in the trial had already disclosed that the ship, built in
Richmond in 1943 and converted to a transport that summer,
carried an electrical system "so bad that it looked 1like a child's work." The
new inquiry was to find where that electrical equipment had been purchased and
where installed. _

FATLURES NOT Contrary to popular impression, hull fractures were not con-
ONLY ON LIBERTY fined to Liberty ships but were shared by other types of ves-
SHIPS sels, Practically all fractures originated in discontimmities

~ occasioned by design details and notch effects incidental to
imperfect welding. Investigations were continued, looking to further improve=-
mente ;

DRILLS AND RE-TNSPECTIONS

SEAMEN DRILLED Quick thinking and fast action at the command of "Abandon
ship®" can often mean the difference between life and death.

To abandon ship correctly tekes practice., ILifeboat training programs drill

men in the experience needed for handling }ifeboats and equipment so that
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there will be no danger of their having to learn for the first time on a tor-
pedoed ship. While training, lifeboat crews are repeatedly changed so that all
men will know what to do at every abandon-ship position.

WELFARE OF SEA- Special attention is given to accomodations and sanitary con-
MEN GIVEN AT- ditions designed for the welfare, comfort, and efficiency of
TENTION the crews under operating conditions. At the annual inspec-
tions, the crews are examined in the performance of their
duties. They are required to participate in emergency drills until these are
satisfactorily executed. To insure safe cperation, it is the responsibility
of the Coast Guard to see that an adequate crew both as to number and qualifi-
cation is provided, and no vessel may put to sea until she is manned by at least
the number of men of each class required by the inspection certificate unless a
waiver is issuved. Vhen the Inspectors are satisfied that the vessel is properly
manned and in all respects suitable for service, they issue a certificate of
inspection authorizing the navigation and operation of the vessel for one year.
These licenses may be revoked if the laws are not complied with in every de-
tail during the year.

RE~INSPECTIONS  Ships are reboerded from time to time to check on their con-
AND DRILLIS tinued seawcrtininess and on the efficiency of the crews. As

: a result of these inspections, examinations, instructions and
drills, the crews acquire a familiarity with their duties and the use of emer-
gency equipment which otherwise would be impossible. These re-inspections and
drills are especially important in view of the fact that many devices are con=-
stantly being added for increased safety.

ARMY TRANS= During World War II, at the War Department's request, Coast
PORTS VISITED Guard Inspectors visi% all Army transports, American and
foreign, lesving United States ports with American troops
aboard, to explain and demonstrate emergency equipment, conduct fire and boat
drills and to see that all such devices are in good condition and ready for
immediate use. In many cases, the safety drills and checks were held aboard
vessels assembled in convoy. A procegure of granting waivers of compliance
with the inspection and navigation laws was placed in effect to speed up water
transportation in the interest of the prosecution of the war, without sacri-
ficing the essentials of safety.

PRE=SATLING During the pre-sailing visits to vessels leaving ports of
VIs11s the United States, the Inspectors, besides holding abandon-

ship drills and other drills with safety equipment, also
check provisions for lifehoats and life rafts,and order repairs of defective
or missing equipment., Safety talks are given to the crews. All these pre=-
cautions have been found to greatly increase morale,

INSPECTIONS RE- After the ship is at sea, security inspections are required

QUIRED ON VES~ at various intervals to make sure that everything is in or=-
SELS AT SEA der, that all precautions have been taken against attack, and

that all safety provisions have beén complied with. Wartime
safety requirements also control the safe loading and stowage of cargo and its
inspedtion, in order to insure against shifting and loss at sea and also to pre-
vent sagging and hogging stresses which might result in the capsizing or
breaking of the vessel in a heavy sea,

=]2=
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WELFARE OF MERCHANT SEAMEN

RECORDS OF The Coast Guard maintains the individual files of ap-
SEAVEN proximately 500,000 merchant seamen. Each file contains

a complete history of the particular seaman's employment
aboard United States merchant vessels, and a record of all documents issued
to him by the Shipping Commissioners and iferchant i'arine Inspectors at the
various ports. The types of certificates mentioned below were issued in the
following number during 1942, from liarch through Decembers Certificates of
Identification 63,6153 Continuous Discharge Books 17,4693 Certificates of
Service (unqualified ratings) 62,0123 Able Seaman 8,217; Lifeboatman 19,336;
Qualified Member of Engine Department 1L,1L,2; Tankerman 6863 Staff Officers
377« Standards are prescribed for the guidance of the Shipping Commissioners
in supervising the signing of ships articles and the discharge and payment
of crews.

NEXT OF KIN The Coast Guard has the further duty of notifying the next
NOTIFIED of kin of all merchant marine personnel reported dead or

missing; of furnishing such information to the Red Cross,
the War Shipping Administration, the Office of the Provost liarshal, and
operators of the vessels concermed. The heroic action and sacrifice of the
officers and men of the Merchant ilarine in getting supplies through to our
Allies took a heavy toll, which was reflected in the losses suffered by this
group in the year ending June 30, 1943, when 271 were reported to have died
in action and 2,447 were reported missing.

LICENSES AND CERTIFICATES GRANTED

EXALTNATION Officers of the Merchant Marine receive licenses and seamen
AND LICENSING are given certificates of service after having successfully
OF PERSCNHEL passed the tests given by the Coast Guard. Uniform stan-

‘dards for written examinations are prescribed to be offered
to officer candidates throughout the country. Seamen take oral examinations.
From March, 1942, to the end of that calendar year, 11,721 deck officers and
11,691 engineer officers qualified for licenses after such examinations,
Special uniform written examinations were developed and distributed periodi-
cally for examining prospective licensed officers in Maritime Service Train-
ing stations. Information is published and disseminated on the subject of ob-
taining licenses. From March 1942 to the end of the year, 500 pamphlets con-
taining specimen examinations and 381 copies of the Rules and Regulations were
distributed, to meet this need.

HEARTING UNITS
RECORDS OF The Coast Guard collects and maintains the records of all
COMPLAINTS cases arising from the alleged misconduct, incompetency,

or negligence of merchant marine personnel, looking toward
the revocation or suspension of licenses or certificates. Through arrange-
ments with the State Department, Navy Department, and War Shipping Adminis-
tration, all reports of the misconduct or incompetency of any American
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merchant seaman are recéived at Coast Guard Eeadgquarters at the earliest

possible moment and relayed to the District Coast Guard Officers concerned,

with instructions as to when and where the accused will next arrive in the

United States and the action to be taken. There are Hearing Units in all

major United States ports and alsc in several foreign areas. These Hearing Units
are a "johnny-on-the-spot!" way of maintaining discipline when a ship is away
from its home port. They keep the boys in line.

FOREICHN Hearing Units are also concerned with giving temporary re- -
HEARTING pair to damaged vessels so that a ship may be made seaworthy
UNITS until it can get to some place where regular repair work is

done., In foreign ports, the Coast Guard iierchant ifarine
Hearing linits also sit as Boards of Examiners to enable llerchant ilarine Of-
ficers and seamen to be promoted while away from home ports on extended duty.
llerchant larine Hearing inits were established in six British ports, in 1943,
to handle discipline problems and to enable lierchant iiarine personnel to take
examinations for promotion and receive advancement while on duty in the
European war zone. These units were located in London, Liverpool, Hull, Bristol,
Glasgow and Belfast. Two units were 2lso opened for the use of the merchant
seamen in the North Africen area, one at Casablanca, and the other at Oran.

ADITTRAL WAESCHE  In.the summer of 1943, Admiral Waesche made a 28,500-mile
VISITS THE tour of Pacific instzllations, the most extensive trip ever
SOUTH PiCIFIC taken by a Comiandant of the Service. Conferences were held

with General Douglas liacArthur, Admiral Chester Nimitz, Ad-
miral William F. Halsey, Jr., and Vice Admiral Arthur S, Carpenter. 4s a
result of these discussions, it was decided that seven ilerchant llarine Hearing
Units, similar to those already operating in England and North Africa, would
be established immediately.in the far Pacific areas. It was revealed that
sdmirel Halsey and General Macérthur earnestly desired these units, not only
for the purpose of handling discipline problems but also for the important
function of sitting as Examining Boards to rate licensed and unlicensed per-
sonnel to higher grades, since many U. S. Merchant larine vessels operating in
the Facific did not touch home ports in the course of the year. It was also
necessary that the vessels be inspected by such units in that area,

LanS DEALING The laws dealing with discipline in the Merchant Marine
WITE DISCIPLINE  were simplified, in February 1943, by the amendment of the
SIEPLIFTED regulations governing investigation of marine casualties and

the suspension and revocation of licenses and certificates.
A school for Hearing Officers and Examining Officers was established at New
York City for the specislized training of officers assizned to this duty thru-
out the various Coast Guard districts. Licenses and certificates of merchant
seamen suspended or revoked during the year 1943, totelled 330 and 86l res-
pectively. During January 19LlL, Coast Guard Merchant liarine Hearing Units
handled cases involving 23L licensed officers and 1,661 unlicensed men., In
the case of the officers, one license was revoked, 90 were suspended, 5!} ad-
monitions were given, and U9 cases dismissed. Of the unlicensed men, 25
certificateé were revoked, 515 sugpended, 570 acdmonitions were given, and 571
cases were dismissed.
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TESSONS FROM CASUALTIES

HISUNDERSTOOD Many lessons are learned from the study and careful analysis
SIGNALS of casualties. As a generzl rule, the immediate cause of
most marine collisions is disregard or direct violation of
the nautical rules of the road. In convoy, traveling blacked-out, conditions
are such that in a fog or in poor visibility, a collision may be quite un-
avoidable. However, in the case of vessels. navigating in the inland or coastal
waters of the United States, the majority of collisions are both unnecessary
and highly detrimental to the prosecution of the war. In the investigation of
such cases, it usually appears that the accident could have been avoided had
" the masters or pilots of the respective vessels acted with strict conformity
with the rules of the road. An illustration of this point is the case of two
steamers which, early in 194l, collided on an inland waterway, due to misunder-
stood signals. 3

DISREGARD OF The collision occurred in the early morning while it was still
NAUTICAL RULES dark, and when the two downbound and two upbound vessels were
OF THE ROAD abreast, a doubly hazardous situation. ihen it first became

apparent that confusion existed in regard to the signals given
and there was misunderstanding for whom they were intended, it was the duty of
both masters on the vessels which had drawn dangerously close to reduce the
speed of their vessels to bare steerage-way, stop, and back if necessary, until
the difficulty had been ironed out. Neither of the vessels concerned followed
the proper course of action; had either one done so, there would probably have
been no collision, The nautical rules of the road have been carefully worked
out for the better safety of navigation, and one of the cardinal poinus is the
rule requiring that when a misunderstanding with regard to signals arises, both
vessels must decrease speed or stops

A CASE OF An American iierchant ship loaded with an important war cargo
POOR arrived off a foreign port after sunset and in bad weather
JUDGMENT conditions., The wind was howling a gale directly on shore

with heavy rain squalls in which the wind reached force 8.
The anchorage was congested due to the presence of a number of other vessels,
many of which were experiencing difficulty in holding, even with two anchors
down. The master of the vessel in question concluded he was close enough to
the beach to anchor--no soundings having been taken at any time--when he dis-
covered that he was well into the congested anchorage and was dangerously close
to the beach. Full use of engines and rudder were insufficient to extricate
the ship from this position due in part probably to the shallowness of the
water in which she was by that time., Both anchors were let go but the vessel
lay in the trough of the sea and drifted brozdside onto the beach. A tug was
dispatched to her assistance but could not get close enough to pass a line in
the shallow water and the heavy seas. The ship was pounding heavily and after
about an hour and a half broke in two. ILifeboats and life:rafts were launched
and a part of the crew reached the beach, although one man was swept off his
life raff and drowned and the first lifeboat capsized in the suf. The remainder
of the crew stayed by the wreck and were taken off the following day. The
master was charged with inattention to duty and unskillfulness, and after a
full hearing was found guilty and his license suspended for a period of six
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months. Inadequate precautions as to lookouts and soundings resulted in his
overrunning his estimated position and cauded the total loss of a valuable
cargo vessel and the death of one of his seamen.

CONSOLIDATION Prior to the war, reports of Marine Casualty were made
OF REPORTING on a form of the then Bureau of Marine Inspection of

the Commerce Department, which was in many respects:
similar to the report required by law to be filed with the Coast Guard., In
1941, these two reports were consolidated, but they were designed to cover
only casualties due to collision, foundering, and faulty stowage or con-
struction. However, when U.S. Merchant Vessels and Tankers began to be sunk
by torpedo, bomb and mine in 1942, the Temporary Wartime Rules were issued
which did not require the report of Marine Casualty {or Accident) to be filed
on N.C.G. 2692 (the new combined form) on casualties due to enemy action. The
HMarine Inspection Division of the Coast Guard, as part of the oid B.M.I.N. was
termed after consolidation, still needed information of a technical nature on
casualties due to enemy and new forms (92lL-d-~1 and 92L-d=-2) were devised to
obtain this information on such casualties. Whether a report on N.C.G. 2692
should also be submitted on casualties due to enemy action, so that, for sta-
tistical purposes, complete files may be maintained, is a question which is
now under consideration.

BRITISH REQUEST HEARING UNITS

BRITISH Secretary of State Cordell Hull, on June 7, 194L,re-
REQUEST ceived & request from the British Foreign Office for
NAVAL the establishment of British Naval Courts to try their
COURTS merchant seamen in the United States. The request,

IN U.S. transmitted by American Ambassador, John G. finant,

stated that these Naval Courts were not to be courts
martial but civil tribunals established under the Merchant Shipping Acts
specifically for the trial of offenses committed by merchant seamen. In
World War II, the jurisdiction of these Courts was extended by emergency
legislation to meet the needs arising in various parts of the world.

PURPOSE The primary purpose of the British Naval Courts, as
OF COURTS requested for United States ports, would be to try

offenses by British merchant seamen and,so far as
Jurisdiction permitted, by all seamen serving on British ships other than
United States citizens, against the special discipline which they had
undertaken as seamen to observe. The secondary purpose of these courts would
be the trial of such seamen for other minor offenses when such trial would
be more prompt and less calculated to interfere with the operation of the
ship than would trial by the civil courts of the United States. Seamen
would be tried for desertion, absence without leave, refusal to comply with
agreements to join snips abroad, disobedience to directions to serve in
British ships, and other similar offenses, but the seamen would not be tried
for offenses which could be tried by civil courts of the United States.
There would thus be, in prectice, no conflict of Jurisdiction,it was stated,
and no claim would be made by His Majesty's Government that the crews of
British ships were immune from the Jurisdiction of United States courts.
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RECIPROCITY Transmitting the request in the form of an airgram, lir. Winant
INVOLVED strongly recommended that everv effort be made to comply with

the British proposal, not only for the reasons set forth but
also because of the expediency of enabling the British Government to point
to the reciprocal features of such Courts in answering critics of the ap-
plication of the United States of America (Visiting Forces) Acts, 1942, to
merchant seamen. The assistance of the United States authorities might be
required for the apprehension of offenders ashore and nossibly in certain
circumstances for their detention after conviction. However, it was thought
there would not be many cases in which persons would have, to be detained,
since persons who are sentenced by Maval Courts to terms of imprisonment can
be removed to the United Kingdom for detention.

GENERAL ETISENHOuwE=R 1BQUESTS ATIDE

In June 19Lli, General Dwight D. Eisenhower asked for a high ranking officer,
thoroughly familiar with merchant marine problems, and the Commandant re-
commended Captain Halert C. Shepheard, Chief of the lerchant liarine Inspection
Division of the Coast Guard. Captain Shepneard left for England late in June
to become a member of Gemeral Hisenhower's staff at a time when the Invasion
of Europe on the French coast was giving rise to many problems involving
thousands of merchant ships zud seamen. In response to a pledge of full
support from the lMerchant liarine at tie liberation invasion of France, General
BTisenhower sent the following cable, dated June 28, 1SLli, to Captain Edward
lacarley, U.S.N.(Ret.), Deputy War Shipping Administrators: "In behalf of the
men of my command, I thank the men of the lerchant -:arine for their pledge

of full cooperation in our common effort to destroy the forces of tyranny

and darkness. The huge quantities of supplies that have been brought across
“the Atlantic are a testimonial to the job that has already been done.!

ADHINTISTRATION OF MOTORBOAT ACTS

VOTORROATS The general public cores more in contact with Coast Guard

LAGS officers through the liotorboat Acts than through any of the
ENFORCED other laws which the Coast Guard is required to enforce.
NULBERS Under the Numbering Act of 191d, all undocumented vessels
REQUIRED propelled in whole or in part by machinery must be numbered.

ON SIDE Exceptions to this law are public vessels and other craft not
AND TOP admeasuring over 16 feet and temporarily equipped with outboard

motors. In 1942, the Commandant issued wartime regulations
which required not only that the numbers painted on the side of the vessel
be between 6 and 2L inches high, but also that the numbers in appropriate
sizes be placed wherever zossible on the top side of all numbered motorboats.
This provided a more effective method of aerial and surface identification.

OPERATORS The old liotorboat Act of 1910 was superseded by the Act of
GLVEN April 25, 1940, which has as its purpose the greater safety
EXAMTNATION of vessels of that type. An operator of a motorboat carrying
passenzers is'required to pass an examination proving that
by character and ability he can be safely entrusted with the duties and re-
sponsibilities of that charge. No person is permitted to operate a motorboat
or any vessel in a reckless or negligent manner which might endanger the
life, 1limb, or property of any .erson, under penalty of paying a fine not
Eotixceed $2,000, or being imorisoned for a term not to exceed one year or
oth.
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COAST GUARD Coast Guard officers can immediatley arrest any person
MAY AREST whom they apurehend in the reckless navigation or opera-
VIOLATORS - tion of a motorboat. However, when such an arrest is
TEST made, the Coast Guard o:ificer is required to bring the
EQUIPMENT person arrested immediately before a United States

Comnissioner or Judge or Court of the United States for
examination of the offense alleged against him. ,During 1942, many applications
and petitions for relief from fines and penalties incurred as a result of
violations were reviewed, and final action was taken in regard to requests
for mitigation or remission of the fines and penalties incurred. Coast Guard
Inspectors test the boilers and other equipment on the motorboats to make
sure that requirements are met.

MERCHANT MARINE COUNCIL

MERCHANT MARINE On June 1, 1942, a Merchant Marine Council was created,
COUNCIL CABATED by the order of the Commandant, to make studies and re-
commendations for the efficiency and welfare of Merchant
seamen and for the efficacy of safety appliances and equipment aboard mer-
chant vessels. The Council consisted of Coast Guard officers intimately
acquainted with the safe construction, equipment, manning and operation of
merchant vessels. Rear Admiral Harvey F. Johnson, Chief Engineer of the
Coast Cuard, was named the Chairman. Chosen as Vice Chairman of the Council,
upon his return to Headquarters, was Captain James A. Hirshfield, who as
skipper of the CGC CAX'PBELL had made history in the victorious battle with
six German submarines while on convoy escort duty in the North Atlantic.

A PANEL OF For purposes of discussion, study, and essistance to the
EXPERTS Council, a panel of experts was designated, chosen from
DESIGIATED the country's outstanding leaders in every phase of mari-

time activity, from industry, labor and Govermment. The
Council also provided a forum where the various elements of the industry
could express their opinions on actions and proposals of the Coast Guard
affecting their interests. The combination and coordination of the efforts
and talents of the entire merchant marine were thus utilized to provide an
ever increasing standard of safety for American ships.

POST WAR Although it was impossible at that time to state the
SICIIFICAICE part which the maritime industry would play in the world

after the victory had been won, it was obvious to all
informed persons that no program of post-war economic adjustment could
succeed without the efficient utilization of the American merchant fleet.
It was with that objective in mind that the Merchant ldarine Council, with
its panels representing all elements of the industry, was created to advise
and assist the Commandant on matters relating to navigation and maritime
safety.

TLWPROVEMEI'TS IIl SAFETY 1EASURES

SURVIVORS As the Battle of the Atlantic increased in tempo, with
QUESTIONED the greatest destruction of merchant shipping ever known

in recorded history, survivors of the torpedoed vessels
were interviewed by Coast Guard officials and encouraged to relate experiences.
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It is one of the functions of the Merchant Marine Inspection Division to
interview the survivors of every American merchant ship which has met with

disaster.

EXCELLENT "The interviews with survivors often brought us ex-
BUGGESTIONS cellent suggestions for the improvement of our life-
saving equipment," said Captain Halert C. Shepheard,

. Chief of the Division. He found that the survivors of lost ships had many
suggestions, and it appeared only natural that they should know better

than anyone else how lifeboats and such equipment could be improved upon.

The one particular suggestion he heard most often was that more boat drills

should be held. "After once being torpedoed, they don't mind the precaution

of having freguent drills," he said.

DRINKING WATER The particular articles of lifesaving equipment which
AND PROTECTIVE they recommended more than any of the others were drinking
CLOTHING - water and protective clothing. "So in view of their sug-

- gestions," the Captain continued, "our lifeboats are
equipped with 10 quarts of drinking water, and every man is given a rubber
immersion suit as protection against the wind and weather."

° SIGNALING Occasionally a survivor would have an idea for adding

MIRRORS something new to the lifeboat equipment. "There's nne

case where survivors told us how they signaled to a

passing ship by tearing off the lid of a tin can and catching the reflection
of the sun on its surface," the Captain related. "That gave us the idea of
adding mirrors to the lifeboat equipment, along with the parachute flares
and other signaling devices." New safety measures adopbed by the Coast
Guard are based squarely upon the experience and need of survivors, and after
consultation with maritime unions and others concerned.

SENIOR SURVIVORS The law requires that all maripe casualties and accidents

CASUALTIES be reparted to the appropriate office of the U, S. Coast
Quard and failure to submit the required report was for-
merly a violation and subject to a penalty. War-action casualties are gen~
erally reported by senior survivors upon their arrival at the first U.S. port.
However, in those cases where senior survivors fail to report, it is the
statutory duty of operating agents to submit certain forms with all the ;
known facts and circumstances of the casualty. Survivors of American mer-
chant vessels attacked and sunk by enemy action off the east coast of Central
and South America are thus flown to Miami, Florida, the first port of entry
in the United States, where they are questioned by Coast Guard exsminers,

SURVIVOR A Coast Guard Cutter picked up eleven oil-stained and
G flame-seared survivors of a large tanker off the Atlantic

TAIE coast on March 13, 1942. They were brought to shore at

Southport, a tiny fishing village near Wilmingtom, N.C.,
after spending nine hours on & tiny raft. The other fifteen survivors were
brought to Charleston, S.C. The survivors related a harrowing story of
swimning in a sea ablaze from thousands of gallons of oil loosed from the burning
ﬂhip-
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DANGERS OF ES- "Buddy, it was just hell," said one young seaman, Herbert
CAPING WITHOU? L. Gardner, on his first sea voyage. "I saw two of my comn-
LIFEBOAT OR RAFT rades ground to -ieces by the propeller of the ship as they

tries to escape the flames," He related that a geyser of

crude oil gushed skyward add spread over the sea for hun-
dreds of yards a few seconds after the ship was torpedoed in the blackness
of the night. He rushed to the forecastle to get his lifejacket and found
the whole ship in flames. Backing away from one overcrowded lifeboat on the
blazing ship, he struggled to reach a second boat but found that it had cap=
sized in the confusion of the emergency launching. He then went down a line,
attempted to right the lifeboat and as he did so he saw a Filipino messboy die
in the same attempt.

HATR CATCHES "Finally, I jumped clear of the side of the ship and hit
FIRE AS the water," said Gardner, "and believe me, I just didn't
HE SWIMS expect to come away from that mess alive., I tried to swim

clear of the ship, through blazing oil. Three times I
came up to the surface through the oil and felt my hair catch fire. I'd
duck under and stay as long as I could, then come up againe. MNMen were
screaming as they burned to death in the flaming sea of oil."

IMPROVED LIFEBOATS AND RAFTS

APPARATUS Many such testimonies made it apparent that the apparatus
TO LOWER to launch lifeboats would have to be improved, and more
LIFEBOATS boats provided. Getting a lifeboat into the sea from the
TLPROVED sloping deck of a ship that was sinking or afire, and often

had a decided list, was even harder than keeping the little
craft afloat in the turbulent water. Wonders have been achieved in the im-
provement of davits, the apparatus to lower lifeboats into the sea. Vessels
are equipped with the improved davits which make it possible to launch life-
boats in spite of the list, and under the new safety rules American ships
have to carry their lifeboats in the outboard position permanently so they
can be lowered instantly, There are "skates," which are devices that help
the boat to slide over projections when the vessel is listed.

DOUBLE Enough lifeboats are carried on both sides of a cargo ship
NUMBER OF so that either set will be sufficient to take care of the
LIFEBOATS entire crew in case the vessel develops a heavy list, Thus
CARRIED even if the vessel is sinking badly to one side, at least

half of the lifeboats, those on the other side, are ready
for split-second lowering, all arranged so as to hang free over the water.

NEW EQUIP=- All lifeboats carry at least one mast and a complete set
MENT OF of sails, With a good wind, a lifeboat with all sails set
LIFEROATS can go two thousand miles and reach harbor, Other items

carried in lifeboats are oil lamps with spare wicks and ex=-
tra fuel to that the compass can be seen at night, complete first-aid kits,
pilot charts, electric pocket torches with extra batteries, matches in
waterproof containers, signal flags, at least 6 woolen blankets in oilskin
covers, and a drogue or sea anchor., Ths anchor has a supply of storm oil
and a perforated oil bag to help in riding out breakers on rough seas,
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RED OR YELLOW Other safety regulations provide that lifeboat sails
SAILS REQUIRED should be either red or chrome so they can be seen better

RICKENBACKER from the air or at sea. Yellow dyes spread on the water
AND PARTY attract airplanes, and it was in this mammer that Eddie
RESCUED Rickenbacker was saved when he was lost at sea while on

a flight to the South Pacific. A Navy scout seaplane spied
a spot of yellow on the rolling blue swells and texied over. The yvellow
spot was a life raft. In the raft was Captain W. T. Cherry, pilot of the
ill-starred Rickenbacker plane. He was taken aboard the rescue plane and
flown to safety. Hopes for the rescue of Rickenbacker himself were revived
for he was floating some place nearby in a self-inflated life raft. dJust
before nightfall, on November 12, 1942, another yellow spot was sighted and
rescuers, landing and taxying alongside, loocked into the smiling face of
Captain Rickenbacker and two of his companions, The improved life raft
and the yellow dye saved many men cast adrift and floating like tiny specks on
a vast ocean,

REMOTE Testimonies included not only comments on lifesaving ap-
CONTROL ; paratus but also on various parts of the ship. One sur-
TMPROVED vivor reported that the remote control for the main engine

was very stiff and practically unworkable. The Coast
Guard immediately made an investigation of the firm which had mamifactured
the apparatus in question and ascertained what improvements could be made.
Topside remote control for propulsion machinery and overboard discharges
are required, so that the speed of the vessel and overboard discharges
can be shut off from a position to prevent flooding and capsizing of boats
during launching operations while the vessel is in motion. The remote
control is also designed to prevent boats and rafts, as well as people,
in the water from fouling the ship's propellers,

LARGER The new lifeboats are larger and designed for fewer oc-—
LIFEBOATS cupants. Features of their improved construction are

grab rails, skates and skids, as well as motor propulsion
for certain boats on each side of the vessel. Lifeboat fall reels, cru-
ciform lowering bitts, and life lines from davit spans .are also required
to insure speedy and safe launching. The underwater contour of the
Liberty Ship lifeboats kas been improved for greater stability. Marine
safety experts are constantly searching for safer lifeboats and better
equipment.

IMPRGVED Improved life rafts, of sufficient capacity to accommodate
RAFTS ARD all persons on board, are also required equipment. Each
FLOATS vessel is required to have two doughmut-type life floats

of not less than 15-person capacity, fitted with paddles
and self-igniting electric water lights. Merchant cargo vessels are thus
equipped with accommodations in lifeboats for twice the number of persons
aboard, accommodations in life rafts for all persons aboard, and life floats
for a minimum of thirty persons. All together, these ships have lifesaving
devices in the way of boats, rafts and floats for more than three times the
mumber of person actually carried.
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TANKER TORPEDOED When an Axis submarine torpedoed and sank the 6,766 ton
LIG Gulf 0il Tanker GULFTRADE, on March 10, 1942, Coast Guard

boats rescued sixteen of the thirty-five crew members and

landed them at Tompkinsville, Staten Island. Captain
Torger Olsen, skipper of the ill-fated vessel, told Coast Guard officials,
nAfter we got as far as Barnegat we thought we were safe. A few minutes
before we were struck, we saw two ships ahead of us. In order to avoid a
collision, I ordered the running lights to be put one We were torpedoed
while the lights were burning."

BLACKOUTS AS Safety measures to aid in the actual prevention of enemy
FURTHER SAFETY attacks include such precautions as light and noise black=-
ﬁEAUTIONS outs and degaussing equipments Even the glow of a cigabette

can be seen as far as a half-mile distant on a clear, dark
nighte In addition to the blackout of light, there is also need of a black-
out of sound. The importance of a silent ship is evident when the perfecting
of all types of sound detecting devices is borne in mind.

EMBARKATION Following an attack by mine, bomb, or torpedo, after every
LADDERS AND effort to save the ship has been unavailing, the interior
NETS of the vessel is lighted up with emergency lights and lami-
no nous markings, installed there according to the new regu-

lations, Two or more avermes of escape are provided for interior spaces,
where people are liable to be trapped. Fngineering spaces are required to

be fitted with flexible emergency ladderd& for escape purposes. Embarkation
ladders and lifesaving nets are required over the ship's side for easy
boarding of lifeboats and rafts, and also for rescuing survivors from the seas

IMPROVED LIFESAVING SUITS

INADEQUACY OF Formerly, life preservers in the form of cork slabs, or
OLD FASHIONED 1lifebelts, were used merely to keep people from drowninge

LIFE PRE- As a result many died of exposure while they were afloat,
SERVERS The inadequacy of the old-time, traditional life-belt was

illustrated by the disaster of the CITY OF ATLANTA that
wen% down off Cape Hatteras, on January 19, 1942, with all of her crew of
L9 men, except 3 who were saveds The New York Times wrote of the survivors,
"They all stayed together as much as possible, and for a time shouted to
each other. But one by one, the men ceased to shout. The cold numbed them.
And one by one, they lost their holds on the bits of their ship.®

LIFESAVING Shortly before the entry of the United States into the war,
SUITS DEVELOPED a great clamor was made by seamen and others for rubber

lifesaving suits for men compelled to abandon ships at sea
as a result of war action., At that time, no standards existed for the use of
suitable rubber suits, so the Coast Guard was constrained to approve such
suits as were submitted and appeared suitabld for use as coverall immersion
BuitS-

COVERALL SUITS Survivors of vessels lost by war action in northern lati-
FOUND INDIS=- tudes indicated that practically the entire crews used suits
PENSABIE in abandoning their ship. The following testimonies reveal

that the garments approved hy the Coast Guard have proved
suitable and in many cases indispensable for the preservation of the lives of
the seamen cast adrift.
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Lifesaving suits provided were very helpful and the sults kept men afloat
and safe from sharks, which were all around me for an hour."
Oiler,
WThere were hundreds of sharks in the vicinity, which attacked those not
wearing suits, but did not attack any of.the members that were wearing suits.!
Mate.

"In extremely cold and rough weather, the survivors in rubber lifesaving
suits, in groups of three and four, jumped from the vessel into the water
and were rescued by the boats of mn escorting corvette."

' Survivors.
uThirty-six persons wore their suits for §1 hours on rafts and boats. The
suits were very good. The men would have suffered from exposure if they had
not had the rubber suits."

y Master,

"During rescue operations rubber suits were used; the procedure being to
stuff a member of the crew into the suit, tie a tight line around his chest,
pick him up bodily and lower him over the side, He would then swim out from
the ship, tow in life rafts and single survivors in the water. The water
temperature was L0 degrees, the air temperature was 30 degrees. Suits were
of inestimable value."

) Commanding Officer,

USCG ESCANABA.

"Those rubber suits are fine things keeping you warm, finest thing in the
world, If the shoes only fitted well you couldn't wish for anything betters."

Master.
nThe sole survivor feels he owes his life to the rubber suit he was wearing,
Others who abandoned ship without this gear froze almost immediately and
were washed overboard by the heavy sease"

Sole Survivor.

DANGERS The dangers to shipwrecked seamen, forced to spend long days
GREATLY exposed to the rigors of the open sea, have been greatly
REDUCED reduced due to the development of the rubber immersion suits.

As an important aid to all mariners, those grotesque=looking
overall suits are provided men on cargo and tank vessels of 1,000 gross tons
Or OVer.

PROTECTION The lifesaving suits are grotesque, however, in appearance
FROM THE onlys They have saved many lives at sea, especially in the
ELEMENTS colder latitudes, when ships have gone down., The new styls

lifesaving suits are designed to furnish protection from
the elements as well as to prevent drowning, After all, it doesn't do a
man much good to keep from drowning if he is going to freeze to death.
When forced to go overboard, the men wearing the new-style lifesuits can
keep reasonably dry, warm and safe,

ONE-PIECE The suit covers the entire body, a mask on some types even
GARMENTS protecting the face. These coveralls are made of rubberized
WITH HOOD material, seamless up to the neck and water-tight, Attached

in one piece with the suit are ahhood, wristlets and boots.
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WIDE The openings at the shoulder are very wide so the suits

OPENING AT can be quickly donned, Wikh the suit on, a man can carry on
SHOULDER his work in the lifeboat or raft without discomfort. A

belt is attached to the suit; it can be made fast to a
piece of drift wood, a raft, or be used to facilitate the rescue of seamen in
the water. 2

KAPOK VESTS Buoyancy is provided by a kapok vest, light in welght and
WORN comfortable, which is worn under the coverall, These life
UNDERNEATH . preservers have to be worn all the time, whereas, the heavy

coverall garments are put on when it becomes necessary to
abandon ship, Under actual wartime conditions, especially in the North At-
lantic, the lifesuits have had to be worn most of the time, &t intervals al-
most lived in. PBut most of the time the suit is not donned until its owner
is safely in a lifeboat or rafte

LIFEBOATS Although all men are instructed to wear their life pre-
EQUIPPED servers at all times, some men have been found in the water
WITH EXTRA after abandoning ship not wearing a life preserver and have
PHESERVERS been lost because their shipmates could not toss them an ex-

tra preserver, or reach them in time, Lifeboats are, there-
fore, equipped with a few extra preservers,

KEPT IN When not in use the rubber suit is kept in a convenient
CONVENIENT place. Members of the deck department keep them nearby
PLACE wherever they work. It has been advisable for'the ®"black

gang" to have theirs near the engine passage or on the
boat deck, ready for instant use. Each type of suit has individual char-
acteristics; the seamen become well acquainted with it as soon as possible
after arriving on board.

IMPROVE~ Since the suits are made of rubber and synthetic rubber,

_ MENTS WERE they demand extreme care. They have to be kept away from
MADE CON- steam pipes, heated areas, oil and grease, and be checked
TINUALLY repeatedly for holes and cracks. In one of several tests

made, holes were punctured in the newest type and the sea-
man was still kept afloat, The wearer's comfort was further enhanced by at-
taching a towel in the neck of the suit. This towel also kept out any water
that might have filtered through the neck. Tests for improvement continued
to be made and suggestions have been widely encouraged.

MAN FLOATS The importance of the lifesaving suits is being demonstrated
ABOUT UNCON- continually by rescue reports from sea. One man related
SCIOUS BUT that while wearing one of these soverall lifesuits he was
SAFE AND FULLY blown overboard and knocked unconscious by a torpedo blaste
RECOVERS When rescued some time afterwards he was still unconscious

but perfectly safe and later fully recovered.
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LEAD The one essential difference between the standard rubber
PLACED lifesaving suit and the so-called protective exposure suit
IN BOOTS is that the standard suit has lead placed in its boots to

hold the wearer in a vertical position upon entering the
water., The other suits do not keep their wearers in an upright position.
The weight of the standard suit with lead in its boots is 13 pounds, and the
weight of the other suits without lead is 7 pounds. By removing the lead from
the boots of the standard suit, such suit becomes for all practical purposes,
an exposure suite

WITHOUT Upon entering the water feet first, from any height, while
THE LEAD, wearing an ordinary exposure suit (with no lead in the

THE boots) the wearer invariably surfaced in a horizontal posi-
WEARER tion, face downward. Even if the wearer entered the water in
SURFACED a position other than feet first, he surfaced in the hori-
FACE DOWN zontal position, with face considerably downward. He found

it impossible after most exhaustive struggling to place him-
self in a vertical position. Wearers of the exposure suits entering the water
under actual conditions of disaster and in any kind of sea would soon ex-
haust all their strength trying to get themselves in a vertical position and
in all probability lose their heads and drown.

ELECTRIC The lifesaving suits approved by the Coast Guard contain all
LIGHTS the desirable features of the so=called exposure suit and in
OoN addition keep the wearer upright, with his head and shoulders
SULITS well above the water, Electric lights have been installed to

replace the calcium self-igniting water lights which were
attached to life rings and which in modern warfare could be agents of destruc-
tion if they should set the sea afire around a sinking tanker. Thousands of
persons wearingz life preserver lights during the night have been spotted in
the water and rescued who would otherwise have perished,

TMPROVED RATIONS

DR INKING The new laws issued by the Coast Guard give increased pro-
WATER FOR taction to shipwrecked men by providing more and better food
SHIPWRECKED rations for lifetoats and rafts. The most important single
SEAMEN ; item for men cast adrift has been found to be drinking water,

Survivors recounting their experiences have verified the
fact that men can live for weeks without food, but after a few days without
water they are tortured with thirst and soon perish. The minimum amount of
water in a lifeboat isten quarts per person.

PROVISIONS Every item of lifeboat provisions is inspected periodically
INSPECTED to make sure’ 1t has not leaked, evaporated, or become con=-

taminated, Food and water are carefully guarded, The new
laws require that a replacement item has to be made fast in the lifeboat be-
fore the item which it is replacing can be removed.
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MODERN Everyona knows that hardtack was the sailor's food since
HENTS time immemorial. In 1942, Coast Guard Marine Inspectors
did away with hardtack. They said, "Shipwreck survivors, -
after a few days and especially with limited water, lack the strength to
masticate the old style sea biscuit.® Nutrition experts have brought the
1ifeboat menu up to date. A new type of biscuit has been developed, softer,
containing more food value, and fortified with vitamins, These biscuits are
packed in air-proof and moisture-proof containers.

PEMMICAN A compressed food, called pemmican, has been developed,
AND consisting of pounded sugars, fats, and meats, a single
CHOCOLATE ounce of which satisfies almost as much as a course dinners

It keeps indefinitely, Pemmican was first invented by the
American Indians, improved by Arctic explorers, and then further improved by
The Marine Inspection authorities of the Coast Guard. Chocolate, always con-
sidered a high-energy food, is provided in water-proof packages. It i= of a
non-thirst producing kinds The last item on the menu consists of malted milk
tablets, These can be dissolved slowly on the tongue.

AMOUNT OF Three and a half pounds of food mist be provided for every
DATLY person the lifeboat is certified to carry; that is, four-
RATION teen ounces each of the four items, The officer commanding

the 1ifeboat has to decide on the amount of the daily
ration, supervise the issuing of the provisions, and guard against pilfering
and waste. He has to ration the provisions with the possibility of a long
period adrifte

PUBLICATIONS - WARTIME SAFETY MEASURES

WARTE As a result of interviews with thousands of merchant sea-
SAFETY men, the Coast Guard compiled a war book, entitled "Wartime
MANUAL Safety Measures for Merchant Marine,® and distributed copies

to operators, officers, and crew members of all American
merchant ships, In many respects one of the most extraordinary publications
of the war, the book contains all information a mariner can need when cast
adrift and all hope seems gone, and has become a sort of bible to thousands,
second only to food and drink. Such a book had long been needed and often
discussed, but this was the first actually produced.

EDUCATIONAL The manual, compiled by the Merchant Marine Inspection
MATERIAL Division, was prepared in memorandum form in July, 19L2.
INCLUDED It was printed and released to the general public in

January 1943. Extensive research was done in its pre-
paration. The regulations are arranged according to subject. Educational
material is added from a digest of information obtained from various sources.
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CARE OF For example, an article was contributed by the Division
SURVIVORS ; of Preventive Medicine of the Bureau of Medicine and
Surgery, U.S. Navy. It tells what to do in caring for
survivors: first-aid treatment for shock, burns, heat
exhaustion, sun stroke, fractures, flesh wounds; what to do for cases of
extreme thirst, starvation, "immersion foot", frostbite, and prolonged ex-
posure to cold, sunburn, eye inflammation, emotional disturbances. Foreign
regulatory authorities, masters, officers and seamen of American and other
United Nations vessels furnished part of the materiale The suggestions for
safety taken from the comments and recommendations of survivors are the
result of close analysis and careful study. From the gruelling experiences
and bitterly learned lessons of the men who had looked death starkly in the
face many times, the Coast Guard found out what were the faeds of persons
cast adrift for weeks without rations or with only a limited supply, and
published its findings in the manual. Many survivors tell in detail to
what heights of ingenuity the human mind will rise when faced with the final
test of life and death. However, men often perished not because no food or
water was on hand but because they didn't know how to use what was available.

CAIMNESS Over a hundred detailed instructions are given in the
STRESSED safety publication to show the men adrift how to help
themselves. Calmness and human ingenuity are stressed
as the strongest weapons in the victim's long struggle for survival. The
mental struggle is not ignored. Under Hints, on page 99 of the book, a
paragraph on attitude in boats states: Wien in boats should remember that
their chance of survival depends primarily on their mental attitude and co-
operation with the officer in charge. If you can't be cheerful, be quiet.
Experience has shown time and time again that the comfort and indeed the
chances of survival of those adrift depend upon the frame of mind of the
boat's company."

ADVISED TO Men are advised to break the monotony of the day by eating
KEEP BUSY and drinking a little many times, instead of following the

instinct of the hungry or thirsty person and gulping down
the slender rations all at once. No matter how small the ration, it is a
great relief to men, totally alone on the wide expanse of ocean, without
diversion of any sort, with hardly room enough to move, to have something
definite to do at stated intervals, like passing rations. The person in
charge is advised to get the boat's company settled down as soon as possible
and,in order to prevent moping, to assign each person a regular job. Sur-
vivors are told to occupy themselves some way or other.

SURVIVORS TOID The group of survivors who flattened out a tin can and

OF USING TIN CAN fastened it to the blade of an oar, did so because there

TO SIGNAL SHIFS geemed to be little chance of their being picked up by
rescue craft unless they had some way of attracting

attention for as far a ten miles. They hoped that as they rowed, the light

reflected by the tin can would catch the eye of someone on the lookout in

a plane or surface ship who would otherwise not see them. Based on one

chance in a thousand, the device succeeded and the men were picked up by

a craft which had sighted their flashing light across several miles of ocean.
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COAST GUARD than hunger. Coast Guard officials fear most the tendency
BOOK SHOWS of men haif-crazed with thirst to drink sea water. In a
HOW TO very short time, the high sodium and magnesium content of

OBTAIN FLUIDS sea water is fatal to the drinker, The Coast Guard book
B - has elaborated on methods of securing fluids; how to catch
rain water, etc. Survivors are counselled to catch rain water by using the
canvas stowed on their boats or rafts. However, because illnesses and even
deaths have resulted from salt spray blowing into the stretched canvas, the
book instructs seamen to throw away their first canvas-full of water and to
spread tihe canvas as high as possible above the boat or raft.

SUGGESTICNS The Shipping industry, maritime unions, the public and
FOR SAFETY others interested have been strongly urged to send in all
INVITED suggestions for increased safety to the Coast Guard Head-

quarters in Washington. Among such suggestions received
was Governor Pinchots idea for providing all lifeboats and rafts with
fishing kits so that men adrift in the ocean conld keep alive after their
food and water supply had been exhausted. Fishing kits had been considered
for some time and the moman®, was ripe for installing this necessary item
in lifeboats.

GOVERNOR Admiral Waeesche met with Governor Pinchot and other civice
PINCHOT'S minded citizens who had various plans for perfecting the
JDEA fishing kit idea so it could be quickly adopted and put
to uses

THE FISHING An emergency fishing kit, to be opened only for actual

KIT WAS emergency use, became the required equipment of every life-
ADDED TO boat and raft on all Navy and merchant ships of 3,000 tons
PROVISIONS or more, This kit, wpapped in a heavy canvas bag called

a Wpib-apron," is designed to be worn by the senior officer
or master fisherman on the lifeboat. The equipment includes fishing tackle,
hooks and lines, sinker, fishing rigs of varied sizes and types, a dip net,
pork rind bait, knifé, whetstone, cotton gloves, and an instruction sheet on
fishing. Besides telling how to fish, the instruction sheet also tells of
other ways of gaining sustenance from the sea and on uninhabited islands.

All this material is packed in a two-quart, waterproof, key-opening can,

FINDING Survivors landing on uninhabited islands are given in-
WATER structions for finding water by digging on beaches and

near ponds. They can boil water in a seciion of bamboo.
Turtle eggs can be found by traiilting the turtle across the sand when it
comes from the water at night to bury its eggs. The turtle itself, which
is good to eat, can be captured by being turned over, caught by the shell
hear a hind leg and flipped forward diagonally, Of course, men know, and
are reminded that cocoanuts provide both food and drink on tropical islands.
Survivors learn that the large tender bud, or cabbage, at the top of many
palm trees and rattans is edible, that bamboo sprouts can be eaten raw or
boiled. Breadfruit and fish can be cooked in a hole in the ground, with
‘hot stones under a covering of earth and leaves.

=6



CONFIDENTTAL

LY 1K Noowva |

gl AN £ g

*SIVOE SATT ENIHVI

e 1

LT

DNIAVE EAIT 40

zava




CONFIDENTIAL

CATCHING The instructions also tell of .tricks for catching fresh-
FOOD water fish and shell fish. The modern Robinson Crusoces

are advised that birds and animals on tropical islands
can be eaten--that includes monkeys, bats, lizards, land turtles, frogs and
even snakes. It is safe to eat grubs and grasshoppers, toasted on a sticke.
But caterpillars are not to be eaten. "Nearly all the native peoples are
friendly," the instructions declare, "Show them that you are friendly, too.
Except along the coast and in the Northern mountains of New Guinea, you can
almost always go to them safely for help.® The final word of advice about
islands and other problems, for that matter, is thisg "These instructions
do not and cannot cover all cases. The best advice of all is to keep using
your head. Mamy men before you have saved their lives by doing just that.®

A FEW The Coast Guard has issued the following suggestions to
USEFUL men cast adrift with only a limited supply of water on
THINGS TO hand: 1, If you had a good drink before the casualty,
REMEMBER it is not necessary to take a drink for the first 24

hours, 2, From the beginning, ration out your water
at the rate of 16 ounces (1 pint) per man per day. 3. Water is all-
important, food is only a secondary consideration. One can live for at
least 20 days without any food whatsoever, but without water, in a hot cli-
mate, one would be lucky to survive for 5 days. L. Eating meat, fish, or
fruit which has been dried makes you more thirstye. If you have plenty of
water, that is, from 2l to 32 ounces per day, it is all right to eat the
flesh of birds, fish, turtles, etc., which you may catch. If you are on the
minimum pint-a~-day ration, it is better to avoid eating such foods, as the
kidneys would have to draw water from the body to dispose of the minerals
and waste products formed from them. Biscuits, too, are thirst-producing
unless water is plentiful, 5. If you have any anti-seasickness pills, take
one every 6 hours for the first day or two, as water is, of course, wasted
in vomiting. 6. If you are in a hot climate, take extra pains to see that
as little water is lost through perspiration as possible. To effect this,
rig an awning overhead to protect you from the sun's rays, but lsave the
sides open to enable the breeze to cool your body. To this end, most of
the clothes should be removed during the hot hours of the day. If you have
no way of improvising shade, sit upright so that the least possible body
area is exposed to the heat of the sun. Keep your clothes constantly
soaked with sea water in the daytime, for this will cool your body by
evaporation and conserve your tody water, Glothed should be dried out be-
fore evening, however, for you may get a chill even in the Tropics once
the sun has set.

TANKERMAN'S BOOK

ADVICE FOR As a result of many requests and because of the intrinsic
TANKER OFFICERS need, a pamphlet was prepared and widely distributed en-
titled "Suggested Safety lieasures for the Zuidance of

Tanker Officers in Case of Attack by Submarine." This pamphlet, based on the
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experience of 1,000 tankermen attacked by submarines, first appeared in 1942.

A second printing of this publication, in 1943, added two sections: one was
entitled "The (Gas=freeing of Tankers on the Ballast Voyage," the other
nSuggestions for the reduction of 0il Hazards in Marine Salvage Work.® The
information sellected by the Govermment on each tanker casualty is in such great
detail that it is possible to make special studies of the effect of moonlight,
darkness, weather, and so forth, on attack and the effectiveness of various
types of lifesaving devices.

UOHE ATTACKS The book states that experience has shown that more
IN CAIM SEA attacks are made in a calm or moderate sea than in a rough
sea. The enemy seldom is sighted before the attack but
in 4O% of the cases he was sighted after the attack. In a paragraph on "Look-
outs; the book says, "It has been stated that there are certain conditions
of visibility and sea when experience indicates that attack is less likely
than at other times, This does not mean that the vigilance of lookouts should
be relaxsd in the slightest at such times. While true that there is less
chance of attack in a raim squall or in a fog, it &s also true that you have
excellent chances of catching the enemy on the surface at close range under
these conditions. Many submarines have been destroyed by merchant ships under
these exact conditions.®

LIFESAVING It is assumed that each member of the crew is in posses-
GEAR sion of his personal lifesaving gear, consisting of life
ESSENTIAL preserver, lifesuit, whistle and jack-knife, and that

each man is familiar with this equipment and his life-
boat and fire station.

ABANDONING Advice about abandoning ship reminds the seamen that many
SHIP men have been lost from tankers due to launching lifeboats
with too much headway on the ship. The average tanker,
when attacked, is to be abandoned in 11 minutes if afire and 22 minutes if not
on fire. Naturally the spectacle of a tanker on fire would produce a very
understandable urge to get away, but many men have been lost due to excessive
haste.

BURNING OIL~ Burning oil on the water causes men in lifeboats to jump

ATS out of they from fright. The Goast Guard points to the
fact that lifeboats have been rowed through burning oil
on the surface of the water many times, that they have gome alongside the
ship to take off other men, passing on the way through patches of burning
oil, and having completed their mission, they have returned in safety. The
records show that lifeboats are the best of all lifesaving apparatus and
can be relied upon when properly handled.

LAUNCHING ' Men are warned against riding down on rafts--rafts usually
turn over when they strike the sea. The rafts are intended
as a place of safety for those jumping from the ship or
falling into the sea, and are not to be releassed until the ship has lost con-
siderable headway, otherwise they may be some distance from the ship when it

finally comes to a stop.
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DIVING AND Men are advised that the best place from which to dive
NG is on the side of the ship opposite to the damaged side.
When swimming through oil-covered water fhe following
swimming strokes are advocated: "By using the modified breast stroke a path
can be cleared through the oily water by pushing the oil away and to the
sides of the swimmer. Thus, a clear path for swimming is opened in front
of the swimmer. The same clearing of oily water can be done when
the dog paddle stroke. The eyes and mouth should be kept closed until the
shoulders of the seamen are clear above the oily surface." Men are advised
to swim windward so as to get away from the oil patch as quickly as possible.
Under-water swimming is also advocated.

ATTACK It is suggested that attack drills be held at which

DRILLS every attempt is made to simulate the actual emergency
condition of enemy attack. After describing the condition,
each officer is to be asked, by the Master of the vessel, what action he con-
siders appropriate. These conditions and the reasons for certain actions are
to be explained to the unlicensed personnel frequently and in detail,

A 10G BOOK FOR SURVIVORS CAST ADRIFT

10G BOOK In 194k, the Coast Guard issued a Log Book, to be used

1SSUED by United States merchant seamen cast adrift. The 89-

e ——

page book also contains informat;on for use in lifeboats
and rafts. It has been so difficult to get detailed 'information on the pro-
blems which faced survivors cast adrift, that the Coast Guard officials felt
that the condition could be remedied and much useful data obtained by re-
cording events as they occurred day by day. In.the log book, besides the
daily events, survivors can enter comments and suggestions for better means
of abandoning ship and for improving lifesaving apparatus.

WHAT IS The person in command is advised to assign someone to
ENTERED keep the diary or log book. First, he is to enter the

names and addresses of the persons in the lifeboat or
raft; second, the conditions and incidents of abandomnment; third, information
regarding the other boats and rafts known to have "gotten away" successfully
(including the names of other known survivors, if possible); and fourth, a
running log of the events of each day, the course, the speed, weather condi-
tions, etec. An inventory of water and provisions is to be taken as soon as
possible and entered in the log book, with a daily record of how much remained
on hand, since the welfare of everyone depends on intelligent use of food and
water,

ACE FOR There are 62 blank pages in the book, allowing for a

ATLY ACCOUNT 2-page account for thirty-one days adrift. Pages 63
through 89 contain advice of all sorts, much as has been
worked out in the Coast Guard Manual for wartime safety for merchant marine.
The suggestions include what to do when in a boat or raft, medical and first-
aid instructions for caring for the sick and injured, and instructions for
navigation. About a dozen pages entitled "Navigation in Emergencies," were
prepared by Dr. Bart J. Bok of the Harvard Astronomical Laboratory, and are
intended to enable shipwrecked men to find their position and to plot their
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course for the nearest land or position where rescue can he reasonably
expecteds "fthen you have been rescued," the foreword in the Log Book states,
"do not forget that you may be able to help in locating other survivors of
your ship in boats or rafts by reporting what information you have to the
proper authorities." The log book is to be delivered to the first Coast
Guard officer or district Coast Guard office available. If the survivors
land in a foreign country they are to deliver the log book to the American
Consul, requesting that he forward it to the Commandant of the U.S. Coast
Guard, Wasnington, D. C.

ITEiS ADOPTED AS EQUIPMENT

STADARD If all the items possessing merit, which have been pro-
LIFEBOAT posed by survivors and otihers, had been adopted, a half
EQUIPLENT dozen additional lifeboats would have been required just

to carry the equipment. As it is, the list chosen, after
extensive and painstaking consideration of all the testimonies, is imposing.
It is as follows:

Bailer Ditty bag lMassage oil
Bilge pump Drinking cups dast and sails
Blankets Drinking water and Matches
Boast Hooks containers Oars
Bucket First-aid kit Painters
Bullet-hole plugs Fishing kit Pilot chart
Canvas hood and Flash lights Plugs
side spray curtains Grab rails Provisions
Compass Hatchets Rowlocks
Daytime distress I1luminating oil Rudder and tiller
signals Lantern Sea anchor
Distress lignts Life line Signaling mirrors
Distress parachute Life preservers Signal flag
flares Locker Storm oil
Distress signal pistol IManila line Portable radio transmitter
STANDARD Every person is furnished with a life preserver. A sub-
PERSONAL stantial number of additional life preservers have to be
EQUIPLENT stowed in chests strategically located so as to be im-

mediately available. Each person is also furnished with
a whistle, jack-knife, life-preserver light, and on non-passenger vessels,
with a rubber lifesaving suit for immersion or exposure.

ABANDON Vessels are provided with at least two abandon-ship kits

SHIP containing morphine in syrettes, sulfa drugs, cleansing

KITS oil, chemical heating pads, and other first-aid items.
With these are included instructions for their use.

LIFE SAVING Analysis of war casualties shows that the number of sur-

DEPELIDS vivors saved depends on the readiness and availability

ON EQUIPMENT of lifesaving equipment. The skill of the officers and

crew in using equipment to the utmost advantage and with-
out panic is a direct result of the efficiency of the Master and officers in
drilling each member of the crew until everybody is thoroughly conversant
witn the various items.
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NEED FOR Statements from survivors of torpedoed vessels prove not
EQUIPMENT only the desirability but also the absolute necessity for

- : the requirements contained in the Coast Guard book "Wartime
Safety leasures for Merchant Marine.® The Statements showed for example,
that additional rafts have saved about 15% of the survivors and have served
as a temporary refuge for an additional 20%. Every lifeboat carried a sack
of soft wood plugs as its equipment to plug up holes made by machine-gun
bullets.

PORTABLE A portable electric megaphone which provides emergency
EIECTRIC commnications facilities aboard ship, in the event of
MEGAPHONES failure to the regular communications system, has been

approved by the Coast Guard and has become required equip=
ment on all merchant ships. The new device is self=-contained, operating
independently of the vessel's electrical system, Thus, in the event of
damage to the vessel's electrical system or communications equipment, the
new megaphone provides adequate communication between the various parts of
the shipe

MICROPHONE located in the mouth-piece of the new megaphone is a
ATTACHED microphone, The new device is equipped with an amplifier
and a battery carried in a case slung over the user's
shoulder., The operator squeezes the switch in the pistol-type handle and
speaks into the microphone, the amplifier providing sufficient power to
carry the voice a distance of several hundred yards with great clearness.
The Merchant Marine Inspection Division of the Coast Guard has made full
tests aboard ships at sea to demonstrate the satisfactory performance of
the new equipment, and commercial designs have been approved by the Com=
mandant, Every vessel is required to have two of these power-operated
megaphones for the issuance of orders to fight or abandon ship, or for
issuance of such other orders and instructions as may be necessarye

LIGHTS ON Thousands of persons wearing life-preserver lights during
LIFE PRE= the night are spotted in the water and rescued, They would
- SERVERS otherwise have perished, During winter gales, seamen wear-

ing rubber lifesaving suits have jumped into the dicy ocean
and have been rescued by escorting vessels. Portable radio transmitters in
1ifeboats have warned approaching Allied vessels of lurking submarines so
that these vessels could divert their course and avoid attacke.

10SS OF LIFE From the beginning of the war to the summer of 1943, sta=-
DECLINES tistics show that due to the new safety measures, the loss

of 1ife from marine casualties due to war action had de-
creased T5%. It was the objective of the Coast Guard to further reduce that .
percentage so that the only possible loss of life would be such as was the
direct and camsal result of shell, bomb, or torpedo explosions.

DISTRESS The survivor statements indicate that daytime and night-
SIGNALING time distress signals, including signaling mirrors, attract
EFFECTIVE the attention of high-flying planes and distant vessels and

have saved people who were adrift at sea in boats and rafts
for many weeks.
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APFENDIX A

BUREAU MARINE INSPECTION AND NAVIGATION

FUNCTIONS TRANSFERRED TO THE U.S. COAST GUARD

The functions of the former Bureau of Marine Inspection and Navigation
which were transferred to the Coast Guard are as followss approval of
plans for the construction, repair, and alteration of vessels; approval of
material, equipment, and appliances; classification of vessels; inspection
of vessels and their equipment and appliances; issuance of certificates of
inspection and of permits indicating the approval of vessels for operations
which may be hazardous to life or property; administration of load line
requirements; enforcement of other provisions for the safety of life and
property on vessels; licensing and certificating of officers, pilots, and
seamen; suspension and revocation of licenses and certificates; investigation
of marine casualties; enforcing of manning requirements, citigenship require-
ments, and requirements for the mustering and drilling of crews; control of
log books; shipment, discharge, protection and welfare of merchant seamenj;
enforcement of duties of shipowners and officers after accidents; promulga-
tion and enforcement of rules for lights, signals, speed, steering, sailing,
passing, anchorage, movement and towlines of vessels and lights and signals
on bridges; numbering of undocumented vessels; prescription and enforcement
of regulations for outfitting and operation of motorboats; licensing of
motorboat operators; regulation of regattas and marine parades; all other
functions of the Bureau, Offices and Boards which were not transferred to
the Bureau of Customs; and all other functions of the Secretary of Commerce
pertaining to shipping which were not transferred to Customs, including the
remission and mitigation of fines, penalties and forfeitures under the laws
governing these functions. This transfer was for the duration unless changed
by Congress to go back to Commerce, : :

FUNCTIONS TRANSFERRED TO THE BUREAU OF CUSTOMS

The functions of the Bureau of Marine Tnspection and Navigation which
were transferred to the Bureau of Customs were those pertaining to the
followings registry, enrollment, and licensing of vessels, including the
issuance of commissions to yachts, the assignment of signal letters, and
the preparation of all reports and publications in connection therewith;
measurement of vessels, administration of tonnage duties, and collection
of tolls; entrance and clearance of vessels and aircraft, regulation of
vessels in the coasting and fishing trades, and limitation of the use of
foreign vessels in waters under the jurisdiction of the Unitel States; re-
cording of sales, conveyances, and mortgages of vessels; protection of
steerage passengers; all other functions of the Bureau of Marine Inspection
and Navigation which are now performed by the Bureau of Customs on behalf
thereof; and the power to remit and mitigate fines, penalties and for-
feitures incurred under the laws governing those functions. These functions
were transferred to the Commissioner of Customs, to be exercised by him
under the direction and supervision of the Secretary of the Treasury.
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APPENDIX A
{continuwa)

MER 4ANT MARTNE INSPECTORS COMMISSIONED

Former civilian Merchant Marine Imspectors in the Districts and
principal administrative officers of the Merchant Marins Inspection
Division at Headquarters have been comissioned as Regular Reserve Officers
in the Coast Guard.

REGULATIONS WAIVED

Many of the regulations governing marine inspections may and have
been waived by the Commandant, U. S, Coast Guard, under Section 501, Title
5 of the Second War Powers Act delegating such power to the Secretary of
the Navy and the general walver of the Secretary of ths Navy on October 1,
1542, delegating his powers in this respect to the Commandant, U. S. Coast
Guard,
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U. S. Merchant Vessels 1,000 tons or over engaged in Deep-Sea Trades,

Gross Total
Number of vessels Tonnage Personnel
15 tov. 1941 1,127 6,670,566 49,409
15 Nac ;s Tyid33 6,720,042 49,439
15 Jan. 1942 L anly; 6,562,387 47,428
15 Feb e = L5031 6,679,541 48,672
15 Mar, i, 407 6,627,362 118,332
15 Apr. 1,087 6,162,20) 46,990
15 lay 1,095 6,599,854 47,281
15 June 1,079 6,626,26L 47,410
15 July 1,029 6:53,-1:965 Ll}-l:96h-
15 Aug. 1,012 6,386,375 Ll,327
15 Oct. 1,125 7,211,128 47,606
20 Nov. 1,203 7,792,603 51,581
20 Dec. 1,219 75,998,845 51, 633
20 Jan. 1943 1,235 8,157,590 52,891
20cRebss v 1,351 8,962,158 57,816
20 Mar. 1,423 = 9,520,223 61,383
20 Apr. 1,498 10,103, 7Thé - 65,491
20 May 1:565 10, 73149 172 69, 154
20 June , 1,695 11,653,386 7L,998
20 July T, 6208 12,599,147 80,00L
20 Aug, 1,917 13;360:5214- 6‘\4,999
20 Sept., 2,020 1,316,163 89,339
20 Oct. 2,078 11,651,203 92,657
20 lov, : - 2,089 1,747,658 92,781
20 Dec. 2,27 15,702,484 100,073
20 Jan. 19L) 25331 16,612, 799 10k,297
PONKebs Siei 2,419 17,265,093 107,913
20 Mar, 2,490 17,782,125 111,02}
20 Apr. 2,603 18,701,370 118,581
20 May 2,687 19,319,396 122,107

Source: U. S. Maritime Commission, Division of Economics and Statistics
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U.8. MERCHANT SEIP LOSSES
Dec. 7, 1941 to Mar. 30, 1944 (1)

NUMBER TOTAL NUMBER OF VESSELS WHERE

oF GROSS TORNAGE LIVES SAVED WERE
MONTH VESSELS TONNAGE (CONVOYED 75% or more 35%-75% 75% or less (2)

Dec. 1941 22 81,619 4 2 2
Jan, 1942 22 110,128 5 3 4
Febe 28 162,112 8 2 11
Mar. 35 186,359 11,533 13 7 6
Apre 40 204,691 a8 6 2
May 46 233, 060 23,528 1 12 s
Jane 85 265,561 43,587 39 5 4
July 47 262,218 127,004 54 7 0
Aug. 19 109,425 52,681 13 4 1
-Septe 29 149,671 67,208 11 4 4
Octe 26 141,977 43,997 14 s 3
Nov. 26 131,186 36,749 13 2 s
Dec. 10 89,476 1 0 0
Jan, 1943 22 112,573 59,191 9 8 p
Feb. 25 131,408 108,725 12 S 1
Mar, 37 208,308 173,096 19 s 4
Apr. 15 85,875 63,103 7 2 1
Nay 13 65,297 36,579 5 0 0
June 10 57,317 12,727 4 0 1
July 17 111,014 31,826 13 0 1
Aug. 8 23,653 21,612 2 0 0
Septs 12 62,841 27,726 3 2 0
Oct. 13 39,700 25,598 1 0 1
Nov, 14 27,040 13 0 0
Dec. 29 86,878 1,685 18 i 3
Jan. 1944 16 72,634 43,096 11 0 0
Feb. 10 41,522 23,457 7 0 0
Mar, 9 57,934 17,542 7 i o]
TOTAL 655 5,261,677 1,051,984 345 75 56

52% 11% 9%

Vessels making casualty reports 474 78%

Vessels making no reports 181 ggé
TOTAL 655 100

Note (1) The above table shows 4 fewer vessels and 115,960 less total gross
tonnage than the figures from which the accompanying charts were made,
several vessels having been erronecusly reported lost at the time the
charts were prepared.

Note (2) Includes only casualties on which reports (N.C.G.2692 or 924=D=l=2)
were made.
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APPENDIX C

The attached chart (APPENDIX C) "U. S. Merchant Vessels Engaged in
Deep-Sea Trades (1000 gross tons or over)" and "U., S. Merchant Vessels sunk
since FPearl Harbor" show by months the steady growth of the U. S. Merchant
Marine (vessels and tonnage) since Pearl Harbor (see preceding tables) and
the number sunk (number and tonnage). The peak in the sinkings was reached,
it will be noted, in June 1942 (see preceding tables for figures) and steadily
declined until August 1942. After a slight increase in September 1942, the
sinkings again fell to a new low in December 1942, Then they shot up to
almost their June 19h2 peak in March 1943, declining again to June 1943 and
again rising in July. They went downward and somewhat upward uhtil March
19LL, the latest informstion currently available.

Meanvhile the rumber and tonnage of all U. S. Merchant Vessels of 1000

gross tons or over engaged in Deep-Sea Trades has shown consistent growth
every ponth since Pearl Harbor.
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CONFIDENTIAL

APPENDIX D

Another correlation chart (APPENDIX D) gives the relationship by
moriths between U.S. Merchant Vessels sunk and those in the Deep-Sea (1000
gross tons or over) fleet, It will be noted that the dates noted above
the "Line of Regression" with two exceptions (February 1943 and March 19L3)
are all in the years 1941, 1942, indicating that in those years the monthly
sinkings were all above the average for the whole period (December 7, 19L1
to March 30, 19ik.). The 1943 and 194} months, however, were all below the

25 years average aid in llarch 19L); the greatest number was reached with the
secondlowest sinkings.
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CONFIDENTIAL

APPENDIX E

A third chart (APPENDIX E) shows the steady growth of the personnel
of all kinds employed as officers and crew on these Merchant Vessels
(1000 gross tons or over, engaged in Deep-Sea Trades) from Pearl Harbor
to date, and indicates graphically the growing responsibility of the
lMarine Inspection Division of the Coast Guard in increased licensing and
in providing improved safety equipment for 141 per cent more personnel.
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CONFIDENTTAL

APPENDIX F

A fourth chart (APPENDIX F) "U.S. lierchant Vessels sunk since Pearl
Harbor by months" (showing those on which various percentages of lives were
of the fact that in by far the greater

saved) is a graphic opresentation
number of sinkings 75% or more of the lives have been saved.
best indication of the efficiency of the methods and equipment which the

Coast Guard has approved and whose use it has enforced.

This is the

~68=-
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CONFIDENTIAL

COAST GUARD AT WAR - MARINE INSPECTION XIII
APPENDIX G
MONTHLY VESSEL INSPECTIONS
FISCAL YEARS 1942-194l4

i [ R L e T e TR S |

DATE ANNUAL  BE-INSPECTIONS  NEW VESSEL  EQUIPMENT
1941

July Ligh 106 33 58 , 640
Aung. 470 Lot 39 50,607
Sept. 439 203 29 56,965
Oct. 4g1 265 41 97,853
Nov. 419 148 36 22,985
Dec. 39T 131 31 43,085
1942

Jan. 329 154 38 53,683
Feb. 375 174 30 61,941
Mar. 830 146 37 88,296
Apr. 685 113 59 132,569
May b77 142 16 108,371
June 605 203 89 102,331
TOTAL ¥Y 1942 6,201 2,592 538 871,326
July 515 258 SEL s 149,422
Aug. 453 27U 83 101,460
Sept. n52 206 100 104,890
Oct, 505 228 97 127,132
Nov. L5 200 99 8l,952
Dec. 486 140 122 118,093
1943

Jan. 38Y4 208 113 127,129
Feb, uhg 17 117 138,553
Mar. 91k 16 156 126,172
Apr. 831 128 181 107,453
May 1M 152 198 121,499
June 679 196 191 140,005
TOTAL FY 1943 6,883 211%1 15 1,!&6,&60
July 629 247 167 162,451
Aug. 518 225 191 197,319
Sept. 587 183 176 214,836
Oct. 625 145 183 269,461
Nov. S O15 120 189 268,869
Dec. 611 120 210 242,606
= b 56,019
Jan. 0 155 133 256,01
Feb, 531& 150 146 205,252
Mar, 923 149 140 219,0l1
Apr. 9 146 172 262,480
May 83 132 168 234,466

June 69 206 ,leL____lii.%’ﬁ__
TOTAL ¥FT 1944 8,105 1,968 2,001 2,729,639

0=
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COAST GUARD AT WAR
MARINE INSPECTION

X111
APPENDIX H (1)

CONFIDENTTIAL

OFFICER'S LICENSES ISSUED, SUSPENDED AND REVOKED - SEAMEN'S RECORDS ISSUED

FISCAL YEARS 1942-15LlL

NUMBER MERCHANT MARINE LICENSES ORIGINALLY ISSUED, ALL GRADES

June
TOTAL FY 1942

oLz
July

August
September
October
November
December
1943
January
February
March
April
May

June
TOTAL FY 1943

1943
July
August
September
October
November
December
19LL
January
February
March
April
Yay

June
TOTAL FY 19LL

(RENEWALS NOT INCLUDED)

Deck 0fficers
254
34

67L
931

Eggégpar 0fficers

218
230
201
199
231
325

392
k21
323




........

NUMBER OF LICENSES AND CERTIFICATES SUSPENDED AND REVOKED

Month
LT
July
August
September
October
November
December
1942
January
February
March
April
May

June
TOTAL FY 1942

92
July

August
September
October
November
December
1943
January
February
March
Bpril
May

June
TOTAL FY 1943
1903
JuIF
August
September
October
November
December
19L)
Jamary
February
March
April
May

June
TOTAL FY 19Lk

Licenses Suspended Certificates Suspended
and Revoked and Revoked

3 2

9 9
Lo 32
7 25
13 7
19 11
17 10
12 1
9 L
ih 10
10 1
9 1
182 U5
9 1
31 15
11 10
18 12
6 11

2 6
21 19
3k 32
27 103
32 150
62 210
il 309
330 eI
55 L33
62 38l
53 L37
63 L18
67 562
32 Lh7
n 507
58 516
70 620
100 T22
80 726
91 192
802 6,56k

~7lie
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Month
July

September
October—
November
Decenmbar

Jamary
February
March
April
May

June
TOTAL

NUMBER OF MERCHANT SEAMEN ISSUED ORIGINAL DOCUMENTS

L7

62143
5399
L1901
4537
3398
14628

1942
8568
6950
9205
8662
8687
9708
78881

APPENDIX H (2)

GRAND TOTAL FISCAL YBARS 19h2-h

—76-

192

9507
6117
82L0
8615
L4267
36L8

P
7282
9212
9876
10322

9559
93913

286579
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Sources for Monograph on Merchant larine Inspection

Captain R. E. Coombs, Acting Chief, lMerchant lfarine Inspection Division,
has reviewed the MS and made valuable suggestions., Through his cooperation
much of the basic material was obtained. 2

1942 Report of Activities: "Work of the Merchant liarine Personnel Division
during 1942 - by Commander H. T. Jewell, Chief. '

19);2 Report of the lierchant Marine Inspection Division.

Notes from the files of Lt. Savonis and other in the Merchant Marine : \ig.
Inspection Division.

Interview with Captain Halert C. Shepheard, Chief of the lierchant Marine
Inspection Division. ‘

Article entitled "Lifeboats that Really Save Lives" in the September 1942
issue of Esquire Magazine, This article was recommended by Capt. Shepheard
who said material for the article had been furnished by his Division.
Annual Reports to the Secretary of the Treasury.
Navy Press Releases.

Coast Guard Alumni Association Bulletin.

"Wartime Safety Measures for the Merchant liarine," a book prepared by the
Merchant Marine Inspection Division of the Us S. Coast Guard.

#The Mast," Jaruary, 19k, a magazine of the U. S. Maritime Service.

tHelpful Information Regarding Fishing," a pamphlet prepared for pu?lication
and consisting almost entirely of material quoted from advice ziven by
Dr. Te P. Shultz, of the National Museum. (Pamphlet given by Capt. Shepheard. )

Magazine article in U. S. Coast Guard Magazine of August_l9h3, on improved
lifesuits,

Radio Script prepared by U.S.C.CG. Public Relations, in which Capt. Shepheard
speaks of his work in interviewing survivors.

War Shipping Administration Release dated June 8, 194li, giving General
" Eisenhower's expression of thanks to Merchant Marine.

"Functions and Activities of the Bureau. of Marine Inspection and Navigation,"
a pamphlet describing the work of the former BMIN, racommended by Mer-
chant Marine Inspection Divisions

| B

"The U. S. Coast Guard Wartime Safety Measures for Merchant Marine," an
article and book review of the book by that name prepared in Merchan®
Marine Inspection Division.



i

Sources Cont'd

Pamphlet entitled "Suggested Safety Measures for the Guidance of Tanker
Officers in Case of Attack by Submarine."

"log Book and Certain Information for Use in Lifeboats and Life Rafts," a
log book published January 2, 19LL, prepared by the U. S. Coast Guard.

vProceedings of the Merchant iiarine Council, USCG," January 194); and May
194 issues.

"laws Governing Marine Inspection," a pamphlet prepared by the USCG.

Miscellaneous articles and notes recommended by Merchant Marine Inspection
Division Officers and other Coast Guard Officers.

Notes taken in an interview with lir. Harrison of the lerchant Marine In-
spection Division. .
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THE COAST GUARD AT WAR
MARINE INSFECTION
XIII - VOLUME IT

BEGINNINGS OF Robert Fulton's first steam—
ION - 1838 boat, the CLERMONT, made

the trip from New York to

Albany on August 17, 1807.
The first American steamboat to cross the Atlantic
was the SAVANNAH, built in New York City by Francis
Ficket, her engine built by Stephan Veil. Launched
August 22, 1818, she left for Savanmah March 28, 1819,
and on May 22, 1819, left Savannah for Liverpool,
arriving June 20th. He captain was Moses Rogers of
Georgetown, South Carolina., The SAVANNAH used steam
as an auxiliary power. Between 1807 and 182) a mm-
ber of steam boats were built and operated, particu-
larly on the Mississippi and Ohio Rivers, The first
steamboat boilers were built square and many used sea
water. While they carried a pressure of not more
than 30 pounds an appalling mmber blew up., As a
result of the increasing number of lives lost in steam-
boat disasters, Congress directed the Secretary of
the Treasury, in 182l, to conduct an investigation of
the causes, The Secretary!s report was duly trans-
mitted to Congress with the statements "I am of the
opinion that legislative enactment is calculated to
do mischief rather thn?l?zevenb disasters," It was
not until July 7, 1838 that the first legislation
was enacted by the federal government looking toward
the "better security of the lives of passengers on
board of vessels propelled in whole or in part by
stean."(2) This act (5 Stat. L. 304) provided that
owners or masters of such vessels were required to
employ a competent mumber of experienced and skillful
engineers to have the lulls of their vessels inspect—
ed every twelve months and the boilers every six
months to determine their strength and durability, and
to provide their vessels with lifeboats, signal lights,
fire pumps, and hose, and other equipment to insure
protection of those on board. A license certificate
had to be procured by such owner or master, sub-
scribing to their compliance with these requirements,
before passengers could be carried.

FIRST INSPECTORS - 1836 The act of 1838 further
authorized district judges
of the United States, within

whose districts any ports of entry or delivery might

be, on the navigable waters, bays, lakes, and rivers
of the United States and "upon application of the
master, or owner of any steamboat or vessel propelled
in whole or in part by steam, to appoint from time to
time, one or more perscns skilled and competent to
make inspections of such boats and vessels, and of the
boilers and machinery of the same," The inspectors
thus appointed were authorized to inspect such vessels
when called upon by the master or owner, receiving
compensation from the owners of vessels inspected, at
the rate of five dollars for each mll and five dollars
for each boiler. If the vessel met all requirements
the inspectors were authorized to issue a license

l. See "The Steamboat Inspection Service" (Service

Monograph of the U. S. Government No. 8) Institute for

Government Research - D, Appleton & Co., N.Y. 1922,

2. The steamboat MOSELLE blew up on the Ohio River -
with a loss of over 100 lives in 1838, Two months
later the steamboat PULASKI blew up off the coast of
North Carolina with a loss of 140 lives, Two days
later the steamer WASHINGTON burned on Iake Erie with
a loss of over 50 lives and shortly thereafter the
steamer GENERAL BROWN blew up on the Mississippi with
2 loss of over 60 lives. An 1838 report to Congress
stated that over 100 boilers had exploded since the
advent of steam for motive power. Most passengers
preferrsd riding on towed barges than on steam vessels.,

certificate or certificate of inspection to the owner
or master, which was required to be posted conspicu-
ously on board for the information of the public. Any
person employed on board a vessel in which lives were
lost through his misconduct, negligence or inattention
to duty was deemed guilty of manslaughter.

OTHER LAWS An act approved March 3,
B34 18h3, (Stat. L. 626) pro-
vided for additional steer—
ing apparatus on steam-
vessels in case of an emergency, such as in the event
of the pilot being driven from the wheel by fire.
Four years later the act of February 22, 1847,
(9 Stat. L. 127) limited the mumber of passengers
that vessels subject to the steamboat laws could
carry. This provision was extended by the Act of
March 3, 1849, (9 Stat. L. 399) to include all ves-
sels bound from any port in the United States to any
port or place in the Atlantic or Pacific Oceans or
their tributaries. This was after we had acquiired
California from Mexico after the Mexican War, 18L6-48,
and the discovery of gold in California, which brought
many L9ers around the Horn and via Central America by
ship,

"STEAMBOAT ACT" = 1852 - The "Steambost Act" of

VISING 1N 0 August 30, 1852, (10 Stat.
L. 1852), however, really
furnished the foundation
for the Steamboat-Inspection Service. It provided
for the Presidential appointment of nine supervising
inspectors. These were to be competent and experienc-
ed in the construction and operation of merchant ves—
sels, They were required to meet once a year for
Jjoint consultation and to establish rules and regula-
tions for the uniform administration of the inspec-
tion laws. At this session the territory over which
each was to exercise supervision and control was
asaigned by the group. They were to supervise the
work of the local inspectors; to assist in the actual
work of inspection when necessary; to report cases of
neglect, carelessness and inefficiency among local
inspectors to the Secretary of the Treasury, who could
remove same; and to furnish the local inspectors with
technical information on matters pertaining to the
welfare of the service. The supervising inspectors
received salaries of $1500 per annum and traveling
expenses,

LOCAL INSPECTORS - 1852 Under the 1852 act, two
local inspectors for each
of certain specified col-

lection districts were to be appointed by a commission

consisting of the district collector of customs, the
district supervising inspector and the judge of the

United States district court, and approved by the

Secretary of the Treasury. One was to be known as

inspector of hulls and the other as inspector of

boilers and their compensations, fixed by the act,
ranged from $200 to $2000 per annum, according to
the estimated amount of work required in the various
districts,

FEES TO TREASURY - Fees for the inspection of
LICENSING ENGINEERS vessels and for the issu=
D PII0TS - 1852 ance of officer!s licenses

3 of such vessels were to be

turned over to the collector

of customs for remission to the Treasury. The local
inspectors, acting as a board, were authorized to
license and classify all engi?igrs and pilots of
Steamers carrying passengers, Appeals from their

1. One of the first licenses to be issued by t he Local
Inspectors at St. Louis was to Samuel Clemens (Mark
Twain) as Pilot on the Miseissippi in 1852,




decisions could be taken to the district supervising
inspector.

SPECIAL PROVISIONS —
TS =

Additional requirements

for vessels, such as pre-
cautions against fire,
additional life-saving
equipment, and a special license to carry certain
dangerous or inflammable articles were included in
this act. The Secretary of the Treasury was authoriz-
ed to receive reports from the board of supervising
inspectors, to inquire into the operation of the in-
spection laws, and to make recommendations to Congress.

CHANGE IN ATTITUDE
CTION

There was considerable hos-
tility and opposition to
the inapection laws in the
years immediately following,
especially among officers
and owners of vessels. The increasing benefits from
their operation, however, gradually became apparent
and the board of supervising inspectors in their
anmual report for the fiscal year 1862 to the Secre-
tary observed;

BY

"A general admission of the great utility of
the law and expressions of satisfaction at the re-
sults which have followed its observance, which to
those interested in such property is now fully ap-
parent, has now taken the place of the original opposi-
tion with which the inspectors were met in many in-
stances, and incomplete as this law (Act of 1B52) may
be, in some respects, the cause of almost every acci-
dent to passenger steamers which now occurs can be
readily traced to a violation of its provisions, or 2
of the regulations of this board pursuant thereto.“( )

OTHER INSPECTION
3 =

A succession of minor enact=-
ments followed the "Steam-
boat Act of 1852." A joint
resolution of March 3, 1853,
(10 Stat. L. 262) more specifically defined the duties
of ctors; the Act of March 3, 1855 (10 Stat.

L. ) regulated the mmber and accomodations of
passengers on steam vessels; the act of June 8, 1864
(13 Stat. L. 120) provided an additional supervising
inspector and two local boards, abolished one local
inspection district, and extended the 1852 act to
include ferry-boats, tug-boats, and canal-boats carry-
ing passengers for hire; the act of July L, 186k (13
Stat. L. 390) further regulated the carriage of pas-
sengers on steamboats and other vessels; the act of
March 3, 1865 (13 Stat. L. 51k) provided for two local
assistant inspectors and one additional local inspec-
tion board, reestablishing the inspection district
abolished in 186l; and the act of July 25, 1866 (1L
Stat. L. 227) further provided for the safety and
accomodation of passengers and for fixing the salaries
of local inspectors.

As early as 1855, the special
agent of the Treasury Depart-
ment appointed by the Secre-
tary to collect information
on steamboat inspection activities and to attend the
meetings of the board of supervising inspectors had
reported to the Secretary:

SUPERVISING INSFECTOR -~

nThe system is at present without an efficient
head. The president of the board of supervising
inspectors is, from the necessity of the case, little
more than a moderator of debates at their annuzl meet-
ings. The powers that the law confers on the Secretary
of the Treasury are very limited. xxxwith the Union
divided into nine districts, and the supervising in-
spector in each district exercising a wide discretion

2, Ibid.

in regard to rules and regulations, there has been
no uniformity in the operation of the act. It is
only at Washington City, where the accounts are col-
lected from all quarters, that there can be a proper
supervision of the system. Whether this should be
by a Supervisor-General, by the Secretary of the
Treasury, or by a board especially constituted for
that purpose, is for the wisdom of Congress to deter-
mine.®

By the terms of the act of February 28, 1871 (16 Stat.
L. LLO) the office of Supervising Inspector-General
was created. Under the direction of the Secretary

of the Treasury, he was given immediate direction

and supervision over the entire work of the service.
He was a Presidential appointee with a salary of
$3500 per annum and travel expenses. The supervising
inspectors, together with the Supervising Inspector-
General, now were to assemble as a board, at Washing-
ton, once a year, and at such other times as the
Secretary of the Treasury might prescribe, for joint
consultation and for assignment to each of their
mumber the limits of the territory within which bhe
should perform his duties. The law vested the board
with authority to establish all necessary rules and
regulations required for the proper and uniform ad-
ministration of the inspection laws, and such regula-
tions when approved by the Secretary of the Treasury,
should have the full force of law,.

ACT OF 1871 The act of 1871 superseded
or repealed all previous
legislation on vessel in-
spection, licensing of officers, and the transporta-
tion of passengers and merchandise on vessels pro-
pelled in whole or in part by steam, except the
section of the 1852 act, which had provided for the
punishment and forfeiture of office of steamboat in-
spectors receiving any fee or reward for their ser-
vices, except that allowed by law., The respective
duties of the Supervising Inspector General, the
district supervising inspectors and the local in-
spectors were outlined in detail., Additional boards
and local inspectors were authorized.

RULES OF THE ROAD = 1871 The board of supervising
inspectors was authorised
to establish such regula-

tions to be observed by all steam-vessels in passing

each other as they should from time to time deem
necessary for safety.

VESSEL TYFES

"All steam vessels navi-
INSPECTED = 1871

gating any waters of the
United States which are
common highways of commerce,
or open to general or competitive navigation, except-
ing public vessels of the United States, vessels of
other countries, and boats propelled in whole or in
part by steam for navigating canals" were included
under the act. The laws for inspection of vessels
and licensing of engineers and pilots extended to
ferry-boats, canal-boats, yachts, and other small
craft of like character propelled by steam, as well
tug-boats, towing boats, and freight boats.

REINSPECTIONS AND

Reinspections were authoriz-
OTHER PROVISIONS - 1871

ed to be made by local in-
spectors at proper times
to ascertain the safety of
vessels for the purposes of navigation and to detect
violations of the inspection laws. Additional re-
quirements were imposed on owners to provide for the
sefety and comfort of passengers and collectors of
custons were forbidden to license, register or enroll
any vessel propelled in whole or in part by steam
until satisfied that all provisions concerning the
regulations of such vessels had been complied with.




PILOTS AND The states were prohibited
OFFICERS LICENSES - 1871 from imposing upon pilots

of steam-vessels any obliga-
tion to procure a state or
other license in additions to that issued by the
United States. The issuence of licenses by boards
of local inspectors to masters, chief mates, engineers,
and pilots of steam-vessels was made the subject of
detailed regulations, especially with regard to the
qualifications of applicants for such licenses, and
the local inspectors were given power to revcke the
licenses of officers in case of "bad, intemperate
habits, incapacity, inattention to duty or -iu-
ful violation of any provision of this act."

PROTECTION The 1871 act sought security
FOR OFFICERS for the lives of all persons
AND CREW - 1871 on board steam vessels,
T thereby giving the officers
and crews of such vessels the lawful protection that
formerly extended only to passengers. The act was
modified and amended from time to time, but it esta-
blished the basic activities and organization of what
came to be Imown, without, however, any specific
legislative designation, as the "Steamboat Inspection
Service."

By the act of April 17, 187k
(18 stat. L. 30) engineers'
and pilots' licenses could
be issued by boards of local
inspectars to aliens who had
declared their intention of becoming citizens of the
United States. The"™assenger Act of 1882" (August 2,
1882 - 22 Stat. L. 1B6) superseded all prior acts
regulating the transportation of passengers onBtean
vessels, Inspectors were directed toascertain the
number of paasenga;rs such vessels could:- -carry with
safety and also the deck space, hospital facilities
and food provided for them, The act of August 7,
1882, (22 Stat. L. 3L6) placed foreign private steam
vessels carrying passengers from any port in the
United States to any other place or country under the
laws regulating steam vessels, Sixteen "special in-
spectors of foreign utaa.m—-vesuela" were provided for,
The "Revised Internatioml Rules and Regulations for
Preventing Collisions at Sea" were adopted by the
act of March 3, 1885 (23 Stat. L. L38). -

DEVEIOPMENT
UNDER TREASURY
IB7L = TEEE

TRANSFER TO NAVY
OPPOSED - 1863

The Steamboat Inspection Ser-
vice had been organized and
developed in the Treasury De-
partment with customs offi-
cers charged with the enforcement of the inspection
laws. In January 2, 1883, a bill wes introduced in the
House of Representatives, upon recommendation of the
Secretary of the Navy to transfer the service, along
with other bureaus of the Treasury Department to the
Navye. The bill was vigorously opposed by the heads

of the various Treasury bureaus involved,(2 A1l
stressed the undesirability of intrusting the ad-
ministration of civil laws to an armed branch of the
government, supported and maintained for war purposes
only. Naval officers while having superior education-
al, theoretical, and technical kmowledge, were held
by the Supervising Inspector-General, to be without
the practical knowledge and experience of civilian
boiler inspectors. Moreover, the proposed change,

he contended, would subject licensed officers of
steam-vessels to technical and impractical examina-
tions which many could not pass, even though pos-—
sessing superior practical qualifications., Equally
potent arguments were adduced by the heads of the
other Treasury bureaus and the bill never becams.law.

1. Tbid.

2. These included the Reverme Marine Service, Coast
and Geodetic Survey, Marine Hospital Service, Life-
Saving Service, Lighthouse Board and Revenue Cutter

Service. -

COLLECTION OF FEES The collection of all fees
ABOLISHED - 1986 for rendering certain ser-

vices by collectors of cus=

toms and inspectors of
steam-vessels to American vessels was abolished under
the act of June 19, 1886 (24 Stat. L. 79). These
officers were to be henceforth paid out of the Treas-
ury such sums as each would have received on the
basis of the services performed at the fees received
prior to the passage of the act.

Inspection of iren and steel
boiler plates at the mills
where they-were mamfactured
was next provided by the

act of Jamary 22, 1894, (28 Stat. L. 28). Material
for the mamfacture of marine boilers when bearing

the stamp of an assistant inspector detailed to a
mill were to be accepted by local inspectors,

FACTORY
INSEECTION - 1854

FOREIGN VESSEL The office of "special in-
INSPECTION = spector of foreign steam

SALARIES BASED ON vessels" was abolished by
WMEER OF the act of March 1, 1895
INSPECTIONS - 1895 (28 Stat. L. 699) and the

duty made part of the regu=-

lar duties of local inspect-
ors and their assistants., Additional boards of local
inspectors were established and the salaries of all
local inspectors were based upon the number of ewes-—
sels inspected during the preceding year, ranging from
$1200 to $2500. Assistant inspectors were authorized
in districts where 225 or more steamers were inspected
anmially. In such districts, clerks for boards of
local inspectors were provided at salaries fixed by
the act,

SERVICE EMPLOYEES By executive order of
Um CIVIL SERVICE -~ 1896 March 2, 1896, all the
employees of the Steamboat
Inspection Service, with
the exception of the Supervising Inspector-General
and the supervising inspectors, were placed in the
classified civil service. Two years later the Super-
vising Inspector-General in his annual report declared
the step not a success because of the serious delay
in the work of the Civil Service Commission and the
lack of candidates because of their aversion to taking
the examination. Congress, however, made no change.

FIVE YEAR The term of all licenses
OFFICER LICENSES - 1896 issued to officers of steam-

vessels was made five yeara

by the act of May 28, 1896
(29 stat. L. 188) and provided for their renewal at
any time before their expiration., This act defined
what vessels should be deemed "vessels of the United-
States" and required that the watch officers of such
vessels, including pilots, should be citizens of the
United States. This act was not, however, to repeal
the 187 law which authorized aliens who had declared
their intention of becoming citizens to be issued
engineers! and pilots' licenses.

hD‘IOR BOAT Under the act of Jamuary 18,
ULATION - 1397 1897, (29 Stat. L. L89) 8].1

vessels of more than 15 tons

burden, carrying freight or
passengers for hire, propelled by gas, fluid, naptha,
or electric motors were made subject to the laws
governing inspection of mlls and boilers and to the
licensing of engineers and pilots. They were also
brought under regulations as to lights, fog signals,
steering, and sailing rules, which the board of
supervising inspectors had established.

EXPANSION OF Any foreign vessel admitted
JURSIDICTION 1897-1903  to American registry was,




by the act of March 3, 1897 (29 Stat. L. 687), to be
inspected in the same manner as American vessels and
issued the usual certificate of inspection. Chief
mates and watch officers of ocean and coastwise
steamers as well as mates of river steamers were to
be examined, licensed and classified under the act of
March 23, 1898 (30 Stat. L. 3L0). Inspection of ves-
sels and licensing of officers were to include sail
vessels of over 700 tons and all other vessels or
barges of over 100 tons carrying passengers for hire
under the act of December 21, 1898 (30 Stat. L. 76L).
Reciprocal recognition of Imll, boiler, and equip-
ment inspection by foreign countries having inspec-
tion laws of passenger steamers similar to or appro-
ximating those of the United States was provided in
the act of February 15, 1902, (32 Stat. L. 3L4). Many
of these changes in the inspection laws had following
specific suggestions made by the Supervising Inspector-
General in his annual reports to Congress. The func-
tion of the service was thus steadily developed as
one vitally necessary to the protection of the lives
of those subject to the dangers of navigation.
TRANSFER TO When on December l, 1901,
DEPARTRENT OF a bill was introduced into
COMVERCE AND LABCR the Senate to establish a
1903 3 Department of Commerce and
Labor "to foster, promote
and develop the foreign
and dometic commerce, the mining, manufacturing,
shipping and fishery industries, the labor interests,
and the transportation facilities of the United
States" it met a more favorable reception. The bill
proposed to transfer to the new department all bureaus
whose work and duties were connected with or germane
to such objectives. The House Committee on Interstate
and Foreign Commerce reported favorably on the propo-
sal with some modification on January 6, 1903. "Pos-
sibly the Steamboat Inspection Service might be trans-
ferred without great injury to the public interests®
the report stated "but that bureau has largely to do
with collectors of customs at the different ports,
and 1t has not been thought wise by your committee at
this time to recommend its transfer." As finally
passed by the House, however, the bill was substantial-
1y that introduced into the Senate in 1901. Under the
act of February 1, 1903 (32 Stat. L. 825) as finally
approved "all the duties, power, authority, and juris-
diction, whether supervisory, appellate, or otherwise,
previous imposed or conferred upon the Secretary of
the Treasury by acts of Congress and relating to the
control of American and foreign shipping or to the
Steamboat Inspection Service and officers thereof, is
transferred to, and imposed upon the Secretary of
Commerce and Labor." (1 ‘

THE "GENERAL SIDCUMR
DIS. -

The need for revising the
steamboat inspection laws

was now recognized by the
board of supervising in-
spectors who met shortly after the t ransfer to’' frame

a bill embodying amendments to existing inspections
laws necessary to bring them, as well as the organiza-
tion of the service, into closer harmony with current
developments in marine transportation. The bill
introduced in Congress March 29, 190L, failed of en-
actment. On Juns 15, 190k, the excursion steamer
GENERAL SIOCUM burned in the East River, New York,

and 957 persons, most of them women and children, lost
their lives. An investigating commission appointed
by President Roosevelt placed the responsibility large-
1y upon the officers of the Steamboat Inspection Ser-
vice and cited:
at the Port of New York; (2) opposition from the
public to the delays in steamer turnaround incident to
reinspection (3) reluctance of owners of vessels to
maintain life-saving and fire fighting equipment in
proper condition; and (L) inadequate supervision

1. Ibid.

(1) an inadequate corps of inspectors.

by the supervising and local inspectors over the
assistant inspectors who performed the actual work
of inspection. The commission submitted many recom-
mendations for the improvement of the service. While
the Supervising Inspector General, who was a member
of the commission, concurred in the report, except

as to placing the responsibility upon the supervising
inspector, the President approved the report in its
entirety and ordered the dismissal of all officers

of the service involved.

AMENDMENTS

Congress now acted promptly
TO LA - Tgok

and on March 3, 190L, passed
a series of amendments

(33 stat. L. 1022) which
embodied many of the commission's recommendations,
These included: (1) authorizing supervising inspectors
to prescribe measures to be taken by owners to guard
against and extinguish fire and to prescribe the
exact number and craracter of life-saving equipment
to be kept on board; (2) in case of revocation of
certificates of inspection of vessels or licenses of
officers by local boards, appeals could be taken to
the supervising inspectors in the first instante,

and to the Supervising Inspector-General, with the
approval of the supervising inspector, in the second;
(3) detail of assistant inspectors from one port or
district to another by the Secretary of Commerce and
Labor, as the needs of the service dictated, and
placing them definitely under the direction, supervi-
sion and control of the local inspectors in the per—
formance of their duties; (L) repeal of the provisions
of the act of March 1, 1895, basing the salaries of
local inspectors upon the mumber of,vessels ammually
inspected and definitey determining them at fixed
figures irrespective of such considerations; (5) pro-
vision for amending rules and regulations made by the
board of supervising inspectors by an executive com-
mittee, consisting of the Supervising Inspector -
General and two supervision inspectors, to be called
by the Secretary of Commerce and Labor at any time.
Such amendments of the rules and regulations when
approved by the Secretary, were to remain in effect
until 30 days after the adjournment of the next meet—
ing of the board of supervising inspectors. This
made possible changes necessary to meet emergencies
arising due to rapid changes and improvements in the
practice of steam engineering and steam navigation.

CHANOGES IN LAW The most important changes
1906 = 1913 which were effected by
Congress in the inspection
laws in the next seven years
were s

1, Vessels of 15 gross tons or less, propelled
in whole or in any part by gas, gasoline, petroleum,
or electricity could be operated only by persons
licensed by a board of local inspectors,

2, Local inspectors were empowered to deter-
mine the necessary complement of officers and c rews
of all vessels of the United States subject to in-
spection and enter them upon the ship!s certificate
of inspection, subject to appeal first to the super—
vising inspector and then to the Supervising Inspector-
General,

3. Sea-going barges were required to submit to
an annual inspection of mll and equipment.

L. Regulations concerning the navigation of
Sea-barges and towing vessels within any of the inland
waters of the United States were to be established
by a special board.

5. Beginning with the fiscal year 1912, perma-
nent indefinite appropriations for salaries and



expenses of the service were repealed in favor
innually submitted budget estimates.

6. Anmial reports of the supervising inspectors
+ to be made to the Supervising Inspector-General
ead of to themselves, meeting as a board.

7+ An additional board of local inspectors was
blished.

Under the "Motor Boat Actn
of June 9, 1910, (36 Stat.
L. L62) motorboats were
defined as vessels propelled
achinery and not more than 65 feet in length,

pt tug-boats and tow-boats propelled by steam,
such steam driven motorboats were made subject to
ection of engine, boiler and other operating
inery by local inspectors of steam vessels who
also to approve their design, Regulations as
ights, whistles, fog horns and bells were esta=
hed. All motor boats carrying passengers must

y one life preserver for every passenger on board
could be operated only by a person duly licensed
local board of inspectors, without examination,
subject -to revocation or suspension for miscon=

» Bross negligence, recklessness in navigation,
iolation of law.

'R_BOAT ACT =
'

DEPARTMENT When by the act of March L,
OMUERCE - 1913 1913, (37 Stat. L. 736) the

Department of Labor was

organized from Bureaus of
Department of Commerce and Labor, the Steamboat
sction Service remained with the Department of
erce, under the direction of the Secretary of
arce.

DMENTS

The most important amend-
= 1522

ments to the inspection
laws between 1913 and 1922
were a3 followsg

l. Crude petroleum, gunpowder, kerosene, and
Lcating oils as stores, transportation and use
2soline or other petroleum product to operate
18 or supply auxiliary lighting and wireless
ms could be transported on passenger vessels
= regulations prescribed by the board of supervis-
inspectors, thus modifying the regulations restrict-
the transportation of dangerous and inflammable
3les on such vessels.

2. A satisfactory examination for color-

iness must be passed by masters, mates or pilots
team-vessels before their licenses could be re=-
1 by local boards of inspectors.

3. The requirements for inspection of foreign
> vessels registered under the Ship Registry Act
igust 18, 191k (38 Stat. L. 693) were suspended
Mo years by Executive Order of September L, 191,

Le The mmber of passengers vessels were per-
:d to carry by local inspectors could be decreas-
it their discretion, by supervising Bﬂpectora
mly increased with their approval.(

5. Appeals by persons directly interested or
'ted by any decision or action of local inspectors
| be taken to the supervising inspector of the
dct and from him to the Supervising Inspector-

'his and other amendments were occasioned by the
ng of the excursion steamer EASTLAND at her dock
dcago on 1915 and recommendation of a Board of
Iy on August 15, 1915, on the problem of over—
ng passenger steamers,

General, whose decision was to be final,

6, 1In cases of disagreement between members of
local boards within their respective districts, super-
vising inspectors could investigate and decide, or
review any decision or action of such boards upon
their own motion.

T« Any decision or action of either the super-
vising or local inspectors could likewise be reviewed
by the Supervising Inspector-Gieneral, whose decision,
when approved by the Secretary of Commerce, would be
final,

8.. Reviewing officers were empowered to administ-
er oaths and to summon and compel attendance of wit-
nesses, when necessary, by & process similar to that
employed by the United States district courts.

9. Four travelling inspectors and a Deputy
Supervising Inspector-General, as well as addition
to persomnel were provided, including boards of local
inspectors and assistant inspectors.

10. All steam vessels owned or operated by the
U. S. Shipping Board, or by any corporation organized
or controlled by it, were to be inspected by the
service,

11, Cargo vessels, documented under the laws of
the United States could carry not more than 16 pas-
sengers in addition to their crew without being class-
ed as "passenger vessels" within the meaning of the
inspection laws. They were not exempt from regula-
tions governing life-saving equipment, however, and
were required to give notice to such additional per-
sons carried of the presence of dangerous articles
on board or of other conditions of risk to safety of
passenger or crew,

Under the "Seaman®a Act®
of March li, 1915, (38 Stat.
Le 116h4) the board of super-
vising inspectors was to
establish rules and regulations, to bo approved by
the Secretary of Commerce governing the mmber and
character of life-saving appliances required by law
to be kept on board. Local inspectors were to exa-
mine and grant certificates of service to able sea-
men, which were to be accepted as evidence of the
possessorts rating as such, A complete record of
all such certificates issued, together with such
affidavits as might be filed by applicants, were to
be kept by each local board. Certificates to per—
sons qualified to serve as 1life boatmen 'zas'e also to
be issued by boards of local inspectors. (L

"SEAMEN'S ACT"-
AL AL

BUNEAU OF NAVIGATION
AND STEAMBOAT
INSPECTION - 1932

On June 30, 1932, under

the "Economy Act" approved
on that date, the Steamboat
Inspection Service and the
Bureau of Navigation of the
Department of Commerce were consolidated as the Bureau
Navigation and Steamboat Inspection. The offices of
Supervising Inspector-General of the former Steamboat
Inspection Service and of Commissioner of Navigation
were merged into one as the Director of the new
Bureau, The Bureau of Navigation had been created

in the Treasury Department by the act of July 5, 188L.
It provided for a Commlssioner of Navigation who
"shall investigate the operations of the laws relative
to navigation, and annually report to the Secretary

1l. The "Seaman's Act" embodied most of the recom-
mendations regarding life-saving equipment made at
an international conference on safety at sea held in
Iondon in 1913-1l after the sinking of the TITANIC
in 1912,



of the Treasury such particulars as may, in his judge-
ment, admit of improvement or require amendment. "He
shall be specifically charged with the decision of
all questions relating to the issue of registers, en-
rollments and licenses of vessels, and to the filing
and preservation of these documents." He "shall be
cnarged with the supervision of the laws relating to
the admeasurement of vessels and the assignment of
signal letters thereto, and of designating their
official mumber; and on all questions of interpreta=
tion growing out of the execution of the laws relating
to these subjects, and relating to the collection of
tonnage tax, and to the refund of such tax, when col-
lected erroneously or illegally, his decision shall
be final," He was to publish anmually a list of
vessels of the United States belonging to the commer-
cial marine, specifying the official mumber, signal
lettera, names, rig, tonnage, home port, and place
and date of building of every vessel, distinguishing
in such list sailing vessels from such as may be
propelled by steam or other motive power." He was
also to report anmally the increase in vessels of
the United States "by bullding or otherwise." He
could also change the names of "vessels of the United
States under such restriction as may have been or
shall be prescribed by Act of Congress." Under the
act of February 1, 1903, the Bureau of Navigation of
the Treasury Department had been transferred along
with the Steamboat Inspection Service to the Depart-
ment of Commerce and Labor effective July 1, 1903.

Early on the morning of
September 8, 193L, the deck
night watchman of the MORRO
CASTLE, a lwxury liner, en
route to the West Indies but then off the coast of
New Jersey, with 318 passengers and a crew of 231
aboard reported that smoke was coming out through

the ventilator on the fidley. The flames first made
their appearance in the ceiling and locker in the
writing room on the port siide of B deck. They spread
rapidly and in an incredibly short time swept through
the public rooms on B deck, attacking both forward and
aft main passenger stairways to the lower decks. This
prevented passengers using those stairways to reach

A or B decks. The result was disastrous, One hundred
and thirty four persons were burned to death and
drowned in the disaster. Following this disaster the
whole organization of the Bureau was set up under
revised regulations. A technical staff was created
in 1936 and at the same time the name of the Bureau
was changed to Bureau of Marine Inspection and Navi-
gation.

WMORRO CASTLE"
D -

FUNCTIONS At the beginning of World
TRANS. War IT in 1942 the funttions
TO COAST GUARD of the Bureau were trans-
AND GUSTOMS ferred temporarily from the
TEPORARILY - 1942 Department of Commerce,
FERMANENTLY — 1946 partly to the Coast Guard

and partly to the Bureau of

Customs under the First War
Powers Act, by Executive Order No. 9083 of February
28, 1942 SF.R. 1609). This arrangement proved suc-
cessful(l) and under Reorganization Plan No. 3, which
was transmitted to Congress May 16, 19U5, pursuant to
the provisions of the Reorganization Act approved
December 20, 1945, it was made permanent. The func=-
tions transferred permanently to the Coast Guard,
affective July 16, 1946, were;

Approval of plans for the construction, repair
and alteration of vessels.

Approval of materials, equipment and appiiancea.

Classification of vessels,

1. SEE APPENDIX B.

Inspection of vessels and their equipment and
appliances,

Issuance of certificates of inspection and of
permits indicating the approval of vessels for opera-
tions which may be hazardous to 1life or property.

Enforcement of other provisions for the safety
of life and property <cn vessels,

Iicensing and certificating of officers, pilots
and seamen,

Suspension and revocation of licenses and
certificates.

Investigation of marine casualties.

Enforcement of manning requirements, citizenship
requirements, and requirements for the mustering and
drilling of crews,

Control of log books.

Shipment, discharge, protection and welfare of
merchant seamen,

Enforcement of duties of shipowners and officers
after accidents.

Promilgation and enforcement of rules for lights,
signals, speed, steering, sailing, passing, anchorage,
movement, and towlines of vessels and lights and
signals on bridges.

Numbering of undocumented vessels,

Prescription and enforcement of regulations for
outfitting and operation of motorboats.

Regulation of regattas and marine parades.

A1l other functions of thé' Bureau, offices, and
boards, which are not specified as being transferred
to the Bureau of Customs,

All other functions of the Secretary of Commerce
pertaining to those functions of the agencies abolish-
ed, including the remission and mitigation of fines,
penalties and forfeitures incurred under the laws
governing these functions and those incurred tinder
the Act of December 17, 1941 (55 Stat. 808, as
amended).

The functions relating to the award of mumber to un-
documented vessels vested by law in the collectors of
customs were, under the same plan, transferred to the
Coast Guard.

FUNCTIONS The functions transferred
TO CUSTONS to the Bureau of Customs
= (1946 of the Treasury under this

plan weres the registry

enrollment and licensing
of vessels, including the issunance of commissions to
yachts, the assignment of signal letters, and the
preparation of all reports and publications in con=
nection therewith.

The measurement of vessels, administration of
tonnage dutles, and collection of tolls.

The entry and clearance of vessels and aircraft,
regulation of vessels in the coasting ans fishing
trades, and limitation of the use of foreign vessels
in waters under the jurisdiction of the United States.
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Recording of sales, conveyances, and mortgages of
vessels,

Protection of steerage passengers.

Al11 other functions of the Bureau, offices and
boards which were performed by Bureau of Customs in
their behalf prior to the effective date of Executive
Order No. 9083 of February 28, 1942 (F. R. 1609).

And the power to remit and mitigate fines,
penalties and forfeitures incurred under the lawa
governing these functions.

ABOLITION OF Along with the Bureau of
OFFICBS-19L6 Marine Inspection and Navi-

gation, and its Office of

Director, the offices of
supervising inspectors, principal travelling inspect—
ors, local inspectors, assistant inspectors, shipping
commissioners, deputy shipping commissioners, and the
Board of Supervising Inspectors, boards of local in-
spectors, the Marine Casualty Investigation Board,
and’ the marine boards were all abolished. An entirely
new organization was set up in the Coast Guard.

With succession of the Coast
Guard to the duties of the
Board of Supervising In-
spectors and to the duties
of the Secretary of Commerce
in administering inspection and navigation laws, there
were established in the office of the Commandant of
the Coast Guard at Headquarters three units:

COAST GUARD
MARINE INSPECTION

1. Merchant Marine Inspection Division.
2, Merchant Marine Personnel Division,
3« Merchant Marine Council.

The first handled inspection of vessels generally,
the second the licensing and certificating of mer—
chant marine personnel, and the third advised on pro-
blems of the merchant marine involving the Coast
Guard reviewing proposed merchant marine regulations.
The office of local inspector was abolished and each
district was given a marine inspection officer who
assisted in the direction of vessel inspection,
licensing, and certificating, investigation of
casualties and other merchant marine regulatory acti-
vities. He was also in charge of mmbering mt?f’s)oats
and handling violations of the navigation laws.

l. For an account of the funviioning of Marine In-
spection during World War IT see "The Coast Guard at
Wer - Marine Inspection - XIII - Volume I."

FIRST NAVAL DISTRICT

NATURE OF THE The First Naval District,
DISTHICT comprising the New Eng-

land States except

Comnecticut, includes
three ports in which shipping is active in peacetime
and wartime; viz; Boston, Massachusetts; Portland,
Maine; and Providence, Rhode Island, in the order
of importance. Shipping in other smaller ports is
minor, except for fishing activity. Accordingly,
Marine Inspection units were established at: these
three localities,

PRE-WAR Prior to 30 June, 1932,
the functions of this
division were carried

out by the Bureau of Marine Inspection and Naviga-

tion, and the Steamboat Inspection Service. By Act
of 30 June, 1932, these two were consolidated, and
becane known as the Bureau of Marine Inspection and

Navigation. The Director of this Bureau, under

direction of the Secretary of Commerce, was given

general superintendence of merchant seamen of the

United States, as well as that of inspection of

material. Marine Inspection contimed under this

Bureau on a civilian basis, without material change,

until after declaration of war. As pre-war shipping

activity increased, the work load of the Bureau of

Marine Inspection and Navigation grew commensurately,

TRANSFER TO By Executive Order No.
CORST GUARD 9083 of 28 February,

1942, under the First

War Powers Act, all
functions of the Bureau of Marine Inspection and
Navigation, including those exercised by the Director,
the Board of ‘Supervising Inspectors, the Supervising
Inspectors, and the Local Board, were transferred
from the Department of Commerce t¢ the Commandant of
the Coast Guard. By Headquarters letters of 1 June,
1942, (C0-020) and 2k June, 1942 (CO-701l) the organi-
zation of the Marine Inspectien Division was esta-
blished. The Commandant delegated considerable
authority and responsibility for the performance of
marine inspection functions to the DCGOs and through
them to Officers in Charge, Marine Inspection, as sub-
ordinates of the DCGOs.
ADMINISTRATIVE The general administra-
tive organization for
all Districts was similar
and that of the First Naval District varied in no
important particular from the general plan outlined
by Headquarters. Initially, the functions of the
Division were divided into three distinct categories,
(a) Material Inspection Section, (b) Licensing and
Certificating Section, and (c) Shipment and Discharge
Section. Headquarters letter 222030 May, 19L3,
directed all DCGOs to establish Hearing Units. - There-
fore, in addition to (a), (b), and (c), a hearing unit
was established in the First Naval District, 31 August,
1943, oOfficers in Charge of these four units were
directly responsible to the Officers in Charge, Mar-
ine Inspection, who headed up Marine Inspection Units
at the various ports, and these, in turn, were re-
sponsible to the Marine Inspection Offiter who was a
member of the Staff of the DCGO, and directly respon=-
sible to him. Routine office work at the various
Marine Inspection offices was in charge of a Chief
Clerk. Each Marine Inspection Office functioned as
a unit, and was administered as a unit. The per—
somel complement for each office included all per-
forming material inspection, persomnnel, shipping
commissioner (shipment and discharge), and hearing
unit functions. This plan of organization was fol=-
lowed at the offices at Boston, Portland and Provi-
dence, except that in the smaller offices, more than



one function came under the direct supervision of
one officer. At Boston, certificating was done in
the office of the shipping commissioner, who was in
charge of shipment and discharge.

ADMINISTRATIVE It is the opinion of the
TESSON ISARNED Marine Inspection Officer,

1ND, that had the Head-

quarters Organization
Manual been strictly adhered to in its entirety, a
better and more successful operation of the offices
in Boston would have resulted. The Marine Inspec—
tion Officer would have been kept in closer con-
tact and would have had much more authority
than was finally vested in him at the close of the
war. Under such conditions, there would have been
less discontent among ship owners and operators in
New England, as well as among the licensed and un-
licensed personnel. However, the Portland and Pro-
vidence offices followed the letter of the Mamal,
and observed scrupulously the authority and jurisdic-
tion of the Marine Inspection Officer, reporting to
him all the incidents and cases.

Due to the nature of the
Marine Inspection Office,
no termination of this
activity has occurred.
After VJ-day, the work of these units sfeadily in-
creased due to the return of troops through the Port
of Boston, together with the resumption of the opera-
tion of freight and passenger vessels by Steamship
Operators. Transfer from the Department of Commerce
to the Coast Guard was for "duration and six months."
This was made permanent under the President's Reor-
ganization Plan III which became effective July 16, ,
19L6.

NO_TERMINATION OF
THIS ACTIVITY

EACH FUNCTION TREATED
SEPARATELY

Because each of the func-
tions of Marine Inspection
is distinct from the others,
the subjects are treated
geparately as follows:

Section T Material Inspection
Section II Licensing and Certificating
Section IIT Shipment and Discharge
Section IV Hearing Unit

Experience of the Portland and Providence offices was
similar to that of the Boston Office except for the
difference in the Hearing Unit at Providence mention-
ed in Section IV.
FERSONNEL CHART A chart showing the person-
nel and organization of the
Marine Inspection Office
(Boston) is presented on the following page. This
was the personnel as of 31 May, 19L5.

SECTION I

MATERTAL INSPECTION
PRE-WAR STATUS An Act of Congress esta-
blished the Steamboat In-
spection Service in 1838.
Various subsequent acts were passed expanding, limit-
ing, revising and other amending the original organiza-
tion and functions. This developed into the Bureau
of Marine Inspection and Navigation, with headquarters
at Washington, D. C. The head of the Bureau was known
as the Director, who was assisted by a staff of tech-
nicians and traveling inspectors., Before hostilities,
this activity was separate from the Coast Guard, so
that there was no pre-war Coast Guard history in
Marine Inspection.

PRE-WAR ORGANIZATION Boston was the headquarters
= e e of one of the Seven Inspec-—
tion Districts into which
the United States was divided. The Boston district
operated under the direction of a Supervising Inspec—
tor, and was further divided into local districts
headed by a local board of two inspectors, Hull and
Boiler, The various Supervising Inspectors formed a
Board which convened at Headquarters annually and at
other times when called by the Director. At these
meetings, the "Rules and Regulations! were drawn and
amended from time to time, within the limits imposed
by statute. In addition, each Supervising Inspector
was responsible for close attention to the operation
of his local boards for promotion ¢f proper and uni-
form dispatch of business within his district.

By Executive Order No. 9083,
under the authority of the
First War Powers Act, the
Bureau of Marine Inspection
and Navigation was transferred from the Department of
Commerce to the Coast Guard on 28 February, 1942. The
assumption of this responsibility came during a period
of enormous expansion of the Coast Guard!'s regular and
wartime activities, and was an additional burden on an
already heavily taxed organization. At Boston, the
Local Board of Inspectors and a staff of seven assist-
ant mll inspectors, seven assistant boiler inspectors,
and eight clerks constituted the force at this time
handling inspections from scuthern New Hampshire and
Vermont to the Comnecticut border, exclusive of south-
eastern Massachusetts west of the eastern shore of
Buzzards Bay. Initial communications from Coast Guard
Headquarters in the name of the Commandant were, in
effect, instructions to carry on as before, but re-
vamping office hours to conform with established hours
of the Coast Guard.

TRANSFER TO
COAST GUARD

In most of its basic laws
governing Marine Inspection,
Congress charged the Board
of Supervising Inspectors with the responsibility for
drafting Rules in line with the principles of the law,
Nearly all of the administration of the Inspection
Laws and Rules lay in the hands of the local boards,
members of which, with their assistants, performed the
actual inspections and carried out edicts of law. Busi-
ness in the field in which Headquarters was involved,
cleared through the local boards, which issued Certi-
ficates of Inspection to vessels. Business with the
local boards and with Headquarters was cleared through
the Supervising Inspector. The chain of appeals from
the decisions of the local boards passed to the Super-
visors, to the Director, thence to the Secretary of
Commerce.

PERIOD OF TRANSITION

The Coast Guard, upon taking over this activity,
abolished the local board in Boston. .Instead, it ap-
pointed a single Officer in Charge of Marine Inspec-
tion, in order to fit this new function into the exist-
ing and constantly expanding regular and wartime acti-
vities, Assistants to this officer were also appointed.
The chain of command was through the Officer in Charge
directly to DCGO. The Supervising Inspector's office
was abolished. The former Supervising Inspector was
assigned to the Staff of the DCGO as Marine Inspection
Officer, and he assisted the DCGO in matters pertain-
ing to Marire Inspection., The change—over process wWas
graduated so as not to disrupt operations which, in
themselves, had become complicated by the extraordinary
wartime activity of merchant shipping. An outline of
the ultimate organization is given in the introduction.

The expansion of the Mer-

chant Marine did not become
apparent in the inspection
records of the Coast Guard

EXPANSION OF
THE ACTIVITY
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in the Port of Boston until about a year after the
beginning of hostilities, and nine months after trans-
fer to the Coast Guard. This was due to four princi-
pal factors;

1. The shipbuilding program did not reach an
appreciable production stage until then;
2. The Port of Boston's facilities for shipping
were rather limited until the Army Base had
been expanded and until Army yards were in
mass production with their output in motion
toward the seaboard;

No new shipbuilding yards were established
within the Boston district, (there were new
yards at South Portland) and the existing
yards were largely confined to the con-
struction of Naval vesselsj

L. Losses from enemy action had actually reduc-
ed the number of vessels in operation.

There was, therefore, no apparent pressure and im-
mediate need in the early period of additional per=-
scnnel for inspection work., However, the business
of the Boston office had become much more burdensome
without a noticeable increase in th& statistical
volume, The reason for this lay in the profound
change in the nature of the field work. Vessels were
no longer manned by skilled seamen, and no longer was
the shipyard worker a man who spoke the same language
and who had the same skills as the seaman. This is
enlarged upon under personnel problems. Eventually,
an increase in personnel became necessary. A4s of 31
May, 1945, the personnel of the Materiel Inspection
Section comprised fourteen Lieutenant Commanders, in-
cluding the Senior Marine Inspector, Materiel, six
Lieutenants, one Lieutenant (j.g.), seven enlisted
men and three civilian employees.

FUNCTIONS OF
“CTION

In accordance with Marine
Inspection Memorandum No.
92, (CAM) 7 May, 19L5,
functions of the Senior
Marine Inspection, Materiel, under the direction of
the officer in Charge, Marine Inspection, were as
follows:

a. The conduct of annual inspections of vessels and
their appliances; inspection of new construction;
reinspections; drydock examinations; damage surveys;
sanitary inspections; inspections of vessels for
compliance with the requirements of Sub-Chapter "gn
and other special inspections of vessels;

b. The conduct of factory inspections of boilers,
life preservers, lifeboats, life-rafts, life-floats,
davits, winches, line-carrying guns; and other
equipment ;

ce The review of vessel and vessel equipment plans,
as required;

d. The conduct of pre-sailing fire and boat drills,
and the instruction of crews in the proper use of
safety devices;

e, The inspection of boilers at Government esta-
blishments and of Government hulls and boilers afloat;
and

f. The performance of other related materiel inspec-
tion activities.

The anmal

inspection of
vessels coincignf with
their certification was

INSPECTIONS
OF VESSELS
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held throughout the war period. These inspections
were largely routine, without special accomplishments
or unusual circumstances. The Bosten office had no
experience with new construction during the war
period, due to the fact that the existing building
yards in the Boston district were given over almost -
entirely to Naval construction. However, new con-
struction was of concern to the Portland office. The
function of the Boston office in inspections of ves=-
sels with respect to stability, is outlines in the
regulations and consisted chiefly of inguiring into
and observing vessels to uncover causes of doubtful
or definite instability. In such event, inspections
designed to furnish Coast Guard Headquarters with all
pertinent data were undertaken. The information was
forwarded to Headquarters, and the actual work of
conducting experiments, making calculations and im-
posing restrictions on the vessel was handled by that
office. Headquarters office used the facilities of
the local offices in the actual field work of deter-
mining stability. Stability tests on vessels in the
First Naval District were confined to tests of ships
that had undergone radical changes that might tend
to alter their stability. On the whole, the tests
were satisfactory, and furnished the infermation
desired by the architects making the stability cal-
culations,

Drydock examinations and damage surveys were con=
ducted. Structural failures can be divided into
three groups;

a, Failures resulting from deterioration of struc-
tural parts;
b. Failures resulting from faulty design;

c. Failures resulting from extraordinary stresses
due to collisions, groundings, storm strain, etc.

In the event of a structural failure, Marine Inspec-
tion made a survey of the structure and determined
(a) the cause of the failure, (b) steps necessary to
restore sufficiency, and analyzed the causes and
effects and made recommendations to avoid recurrence.
The individual reports from the various field offices
were screened to eliminate misconceptions, personal
opinions and otherwise useless suggestions.

The establishment and modification of rules and
regulations are based upon such reports. Another
immediate result of such survey is the placement of
requirements against the vessel to restore her see=-
worthiness.

The work of inspections can be broken down into
several phasess

1. Survey to determine the nature and extent
of irregularities;

2. The process of informing the proper authori-
ties of the defects, and requirements to bring same
into compliance;

3. Check-up on rectification of irregularities
by actual attendance upon the vessel while the
changes are being made;

L. Final check-up to see if the vessel is in
compliance on completion of the inspection.

The inspection activities connected with alterations
during the war period were, in themselves, sufficient
to keep the entire staff of the Boston office con-
timously employed. There was a constant and unin=-
terrupted flow of alterations. The existing vessels
in the Merchant Marine had been built from specifica-
tions that were primarily intended to cover com-



mercial operation in peacetime, There was a lack of
precedent in the particular requirements for opera-
tion of these vessels during wartime. The result
was that alterations were made in accordance with
knovn requirements, only to be re-altered at a later
date in the light of subsequent developments., Lack
of skilled workmen complicated this operation,

Inspections were conducted involving items of fire
centrol, fire proofing and fire-fighting equipment.
Such inspections were both of a routine and special
nature. The routine inspections consisted of a check
against the requirements set forth in the vessells
Inspection Certificate and standard regulatory re-
quirements. Special circumstances involved surveys
and decisions under unusual circumstances, such as
conversions of ordinary merchant vessels to trcop
carriers. The chief difficulties encountered in this
type of work were trying to fit the stendard regula-
tion into the new picture. There was a surprising
lack of interest on the part of ship personnel in
many cases. This personnel apparently had the idea
that the functions of the Inspection service was to
install, service, maintain and opérate this équipment,
whereas, its actuzl function was to exercise a sort
of supervisory and police activity. There appears to
be a very strict limit to the amount of substitution
and variation from established practice that can be
successfully undertaken. New and untried devices
and equipment had a habit of developing many diffi-—
culties after having been put in service.

Vessels built, or owned, or cperated by the Govern-
ment were operated under a special commission set up
like a private corporation, and their property was
subject to all the laws and regulations of both the
civil and military authorities, as though privately
owned. Vessels whose titles are vested in the United
States and are operated in public service are exempt
from Marine Inspection rules, Hence, Army vessels
including transports are within this group. Thus,
certain relaxations of the safety rules were under-
taken, in degrees varying with locetions, and with
no uniformity. fhe liar Department used Marine Inspec—
tion as an outside authority in the supervision of
their vessels. This lack of uniformity complicated
inspections, at one locality and then another.

The method of enforcing the laws and rules is confined
to (&) invoking of monetary penalties in which the
office exercises the function of complainant, the
actual invocation being made by the Federal Courts or
the Collector of Customs, (b) the withholding or with-
drawal of Certificates of Inspection, without which
the vessel cannot operate legally and will not be
granted clearance by the Collector.

CERTIFICATES

Delivery of a Certificate
OF INSPECTION

of Inspection is the last
step in the process of in-
spection, and is an acknow-
ledgement by the Coast Guard that the subject vessel
is in full compliance with the laws, rules, and regu=-
lations. Sea trials of the vessel precede the issu-
ance, if circumstances require it. The certificate

is delivered to the master of the vessel, and copies
to the Collector of the Port, the owners of the ves—
sel, and Coast Guard Headquarters as a centrat deposi-
tory. The issuance of these certificates was an im-
portant function of the Materiel Inspection offices
of the First Naval District, but it was, in itself,
routine and without special incidents of note.

L10AD LINE The issuance of Load Line
CERTIFICATES Certificates is an ordinary

function of Marine Inspec-
tion. This, also, was
carried out very much as a matter of routine in the

First Naval District, without special incident. The
office of Material Inspection determined by means of
inspections that there were no violations of the re~
gulations before issuance of certificates,

The inspection of boilers
is probably the most im-
portant single item of
inspection. Regulations
call for an annual hydrostatic pressure test, usually
one dnd one-half times the working pressure of the
boiler. In addition, the boiler is examined on the
inside end outside including fire and water sides in
a manner designed to disclose any and all defects.
Compliance with the code is a "must" and no certifi-
cates were issued without such compliance. "The operat-
ing engineers of a vessel are required by law to re-
port any irregularities in their boilers noticed be-
tween annual inspectionss The system of inspections
is designed to make it inpossible for a boiler to be-
come dangerous without the imowledge of Marine Inspec-
tion, All boilers are passed on the presumption that
the sufficiency is not a matter of days but will
cover with an ample safety margin operation for one
calendar year. ‘henever a report of defect in a
boiler was received, an inspector was detailed to the
vessel and continued certification was made contingent
upon rectification of the trouble. Unfired pressure
vessels are a similar hazard, but somewhat less
hazardous than fired vessels,such as a boiler. Boiler
inspections were made anmually, or oftener as necessary.
During wartime, inexperienced personnel often failed
to make reports of faulty conditions, and it became
the custon of Marine Inspection in the First Naval
District to board vessels without application by the
owners and look for trouble rather than wait for it
to be reported.

INSPLCTION

SHOHZ BOILER

Federal buildings and such,
INSPECTION

usually contain certain
hazardous machinery. Pri-
vate buildings are insured
and company inspectors attend to inspection. Federal
buildings are not covered by underwriters, and hence
the Government has found it desirable to use the faci-
lities of lMarine Inspection because the operating per=-
sonnel for such machinery are not always skillked in
Judging the nature and degree of the hazards involved,
Marine Inspection cooperated in providing this service.
Annual inspections were conducted at the various
Federal institutions and buildings, and reports were
made to the agencies in control of the particular pro-
perty. There is no statutory, or other, means of en-
foreing the requirements in such cases, and this is
an important weakmess in this activity.

DHILLS The peacetime policy of
Marine Inspection regarding
fire and boat drills is to

educate the personnel in the Merchant Marine in drill-

ing methods so that uniformity with its benefits would
result throughout the Merchant Marine. Thus, at regu-
lar annual inspections log books and records of the
vessels are checked to determine if the law has been
complied with., As a matter of test and method of in-
struction it is a standard requirement to have the ves-
sel conduct fire and boat drills in the presence of the
inspector before issuance of certificate, This uncover-
ed operational or equipment defects and faulty methods.

With the advent of war the extraordinary number of cases

involving abandoning ship raised this particular phase

of the inspection work in the First Naval District to
one of utmost importance, and the policy of the Coast

Guard was altered in accordance with wartime require-

ments. Every vessel that made the major ports of the

District was boarded at some time if al all possible,

and part of the check-up was the fire and boat drill

These were all held under conditions and using methods

=l
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simulating actual abandonment, In addition, crews
were lectured on hazards coincident with the handling
of boats and fire-fighting equipment as a further
educational function. There were very few vessels
that sailed without having had a supervised drill.
During the war period, there was a probable average
of 50 drills a month held at Beston, the number each
month actually varying between 15 and 100.

LOTORBOAT
REGULATIONS

llotorboat regulations were
enforced by the Marine
Inspection office only in
cases of inspected motor=-
boats. The restrictions on such vessels were such as
to practically eliminate this work. The examiner
for personnel issued any necessary -licenses to motor—
boat operators. Numbering of undocumented vessels
was handled by the Motorboat Division of Marine In-
spection.
EARLY PROBLELS Vihen the Coast Guard assum-
ed Marine Inspection, the
extraordinary hazards to
life and property at sea, incidental to operations in
the war zones, were without parallel and had no ‘real
counterpart even in World War I. The advent of air-
craft and greatly increased efficiency in submarine
operations in the raiding of merchant shipping super-
imposed upon an already complex system of safeguards,
an urgent necessity for additional safeguards. The
local office of HMarine Inspection at Boston received
from Headquarters a resume of experiences and amend=-
ments to the rules almost daily. Headquarters, in
turn, solicited reports and suggestions from the lecal
offices, A great deal of time was spent in inter-
viewing survivors of sinkings, and in the preparation
and forwarding to Headquarters of reports concerning
these interviews, The necessity for corrective and
defensive measures was starkly apparent in the appall-
ing casualty figures, but the remedies were a problem
to be solved only by careful consideration of the
hazards and a costly and time-consuming process of
proposal by trial and error.

Data on casualty experiences had to be gathered and
reported to form a basis for analysis and correction.
The Boston office was in almost daily receipt of ad-
vices and directives, and new regulations emanating
from Headquarters as a result of the study of tnese
reports. These regulations had to be put into im-
mediate effect witliout tenefit of time for study, dis-
cussion, and advertising to t.e industry. In time,
the number of special regulations desizned as antidote
to the war hazards approached, if not equalled, the
existing safeguards against the ordinary hazards of
the sea.

PROBLEIS OF Skilled seamen no longer
PERSONNEL manned the Merchant vessels,
Shipyard workers were men
to whom ships were unfamil-
iar. An entirely new complement of workmen and sea-
men had moved in as a result of wartime pressure, The
number of available esperienced seamen had been whittl-
ed down by losses at sea, the demands of armed sea—
going services, the reluctance of some to go to sea,
and by other obscure causes. The activity of the
shipyards had so increased that the former workmen
formed only a skeleton framework upon which the ex—
panded organization hung. Consequently, the Field
Inspector could no longer continue in his former capa-
city of abstract supervisor, the bulk of whose work
consisted in probing and rectifying the occasional
and technical divisions and omissions from proper
and lawful ship construction and operation. He found
it necessary to enter into every detail and particular
of these practices and to constantly check on method
and progress, quality and sufficiency. Not only did

he cite the requirement of Rule or Law, and pass
upon it after compliance, but also the method and
manner of compliance had to be constantly checked and
directed if enormous waste of time and material
through mistakes were te be avoided.

The personnel problem became more acute as time wore
on. The visible supply of labor was diminished by
induction of many skilled hands into the armed forces.
Everyone seemed a novice at his work. Good mechanics
becane foremen, foremen became superintendents, and
the latter moved into management. Each in turn had
to learn his business from a new viewpoint., Volume
of work increased as more ships were placed in opera-
tion, and maintenance, repair and conversion opera-
tions rivaled new construction in ecope. This delay-
ed and complicated expedition of the work of inspec-—
tors.

Vith war supplies and troops moving in volume to the
war theaters, Boston became second port. All avail-
able piers were worked to capacity, including the
enormously expanded Army Base Port of Embarkation.
Tonnage moving in and out of Boston reached unpre-
cedented volume. The ship personnel situation was
very serious. Not only were skilled and experienced
seamen practically non-existent, but those who were
in service shifted from ship to shore, and ship to
ship, so frequently that the a 11-important asset of
familiarity of seamen with their own particular ships
never developed in fact, The figures representing
casualties and irregularities attributable directly
to lack of skill kept mounting. All this served as
an additional burden on Marine Inspection and develop-
ed into a nightmare for management in the industry.
The work of Marine Inspection gradually overlapped
the function of management. This trend was not only
vwelcomed by management but even solicited in some
cases. Several directives from Headquarters were re-
ceived in the Boston district authorizing and urging
this cooperative attitude.

War necessity required additional personnel in the
ships, additional means of signaling and communica-
tion, and special instructions in lighting of the
vessel to conform with blackout requirements. In
most cases, this called for wiring and electrical
equipment which, in itself, constituted a load com-
parable to the regular and ordinary electrical
system. The work undertaken by Marine Inspection in
connection with these alterations was equal in volume
to the ordinary work connected with the installation
of the regular system. It was further complicated by
the lack of skilled workmen with the general over-all
Imowledge of requirements in the industry. A further
difficulty was the numerous changes that were made
by authorities as the experience gathered from war
activities increased.

PROBLEM A personnel problem relat-
IN DRILLS ing to fire and lifeboat

drills was serious. As a

whole, the crews of ves-
sels regarded the drills as a necessary misance.
Considerable effort was entailed in convincing the
men of their importance. The chief difficulty in
conducting these drills lay in choosing a time when
the crew was on board the ship, and the boats, decks,
and ships' side clear so that boat launching opera—
tions could be conducted. The use of barges for the
loading of heavy-lift cargoes, the practice of fueling
ships lying at their loading berths, and of berthing
ships alongside each other all reduced the number of
days available for drilling. Not the least of the
difficulties was the lack of sufficient crew on beard,
This lack of crew can be laid to several causes —
men on leave, unfilled berths, press of ship's work,
and deliverate evasion by members of the crew,
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PROBLEM IN There was a problen of
MATERIALS materials and the necessity
R for substitutions and make=
shift design. Obviously,
nunercus mistakes and misconceptions were unavoidable
under such circumstances. Not the least of the trouble
in keeping shipping in operation stemmed from the mul-
tiplication of control. A Marine Inspector's business
was formerly confined to contact with the vessels!
ovmers or official personnel. He now had an owmer to
deal with in the form of the Yar Shipping Administra-
tion represented by a managing operator as well as a
regional office. Superimposed on this was an indirect
interest involving the U. S. Navy, charged with de-
fense, and in most cases the charterer in the form
of the U. S. Army, not to mention contractors and sub-
contractors. It was often difficult to determine
where jurisdiction of one began and the other left
off.

Obviously regulations promulgated with the haste dic-
tated by war necessity were designed to cover average
conditions, whnile the inevitable exceptions were left
without precedent for uniform disposal. Hence, the
inspector in the field was often "on his own" for
decision in these cases, Not less obvious was a re-—
sultant diversity of ruling by individual inspectors
scattered throughout the country., This lead to cri-
ticism of the Coast Guard, much of which was without
foundation, but served to increase the pressure on
individual inspectors as well as the supervising offi-
cers with a resulting over-all tension. It can be
assumed that such handicaps were of a transitory na-—
ture, and were corrected by the accumulation of skill
and familiarity with the problems by personnel. Also,
industry was getting into high gear on production of
material. There was a distinct improvement in the
supply of material, and by 19kl it ceased to be a
major source of trouble.

PROBLEL IN BOILER
AND _APPURIENANGE

Annual inspections of
boilers and vessel equip-
ment were insufficient
under the stress of war
use, and many interim inspections were necessary.
During wartime the persomnel of ships were somewhat
inexperienced and did not always understand their
duties and responsibilities to Marine Ipspection.
Hence, rumerous instances of faulty conditions were
discovered without benefit of a report by the ship's
personnel. In line with this development, the policy
of Marine Iaspection was altered somewhat, in that
inspectors boarded vessels without application by the
owners, operators, or crew to discover faulty condi-
tions that might not have been reported.

Special problems of func-
tional jurisdiction and
practice arose in the case
of vessels carrying troops.
There were no laws or regu-
lations applicable to such ships. Some privately
ovned vessels were operated for Army account, others
were operated by the Army. Some were ovmed and operas-
ed directly by the War Department. But they were all
engaged in transportation of troops to the war zones,
and the primary consideration was the transport of

as large a number of men as compatible with reasonable
safety. Clearly, the safety standards of regular
passenger ships had to be altered in these cases.
With no clearcut basis to work on, the Boston inspec-—
tion district established liaison with Army Transport
officials, and a set of working rules was arbitrarily
set up and practiced. It is to the crcdit of both
the Coast Guard and Army that an enviable spirit of
cooperation existed between these two services from
the start, and a continuance of the same spirit pre-
vailed throughout the trying period from 1942 to 1945.

il

When Marine Inspection had a legal obligation to
modify practices in the operation, alteration, or
building of vessels carrying troops, the task was |
undertaken with full knowledge of the special prob-
lems and needs of the military; likewise, the Army
in Boston made every effort within its power to com=
ply with the requirements of Marine Inspection.

Where Marine Inspection had no legal jurisdiction
over Army vessels, it acted in the capacity of ad-
viser to Army Transport officials. This advice was
solicited and received by these officials in the
same manner and spirit that it was tendered by the
Coast Guard, and after considering the special nature
of the Army operations, the Army vessels were as
close to meeting the Coast Guara standards as was
possible and still carry on their business. lhere
a marked discrepancy existed, it could usually be
attributed to circumstances beyond the control of
either service. It was rarely ever possible to fit
exactly the right type of vessel to the right trans-
portation job.
LZSSONS LEARNED A definite lesson was learn-
ed as a result of inspec-
tions of fire control, fire
proofing, fire fighting, and certain other items of
equipment. There is a very strict limit to the
amount of substitution and variation from established
practice that can be successfully undertaken. The
terrific depreciation imposed upon equipment by the
elements, with which a vessel is in constant contact,
calls for only the best of materials and designs, —
those which have proven themselves satisfactory over
a long period of years. New and untried devices and
equipment developed many difficulties after having
been put in service. Liberal relaxation of the rules,
while often seemingly necessary under press of war
necessity, was a mistake from the practical stand-
point of vessel operation. Relaxations expedited the
operation of vessels, but it was found later that it
were better to have adhered to the rule and rote in
the first place, as subsequent delays and troubles
were the normal reaction to relaxations, and there
was no net gain in the final analysis.

Skillfulness on the part of ship personnel in life-
saving operations is of paramount importance. This
should be recognized by every party in interest in
the operation of ships in wartime. Life-saving de-
finitely should be given a place in the schedule of
the vessel equal in status to that of other opera-
tions such as fueling, loading, berthing, sailing
and discharging. As a result of required drills con-
ducted by Marine Inspection in the First Naval Dis-
trict, it was learned that the lack of knowledge and
skill by the crews of vessels, including the officers
in many cases, was abysmal. Marine Inspection found
itself, in numerous instances, trying to fit its ef-
forts to indoctrinate personnel into a schedule that
gave this function a place of minor importance. It
is believed that the efforts of the Coast Guard in
this respect can best be directed toward training the
officers of ships so that they, in turn, can train
the rest of the crew along the same lines,.

The Boston office of Marine Inspection had virtually
no activity relating to blueprints of new vessels
submitted for review and examination, because most
construction within its jurisdiction was of naval
craft. There was much construction of merchant ves-
sels at Portland. As a result of war urgency, it was
not possible to consume the usual time required in
the preparation, review and criticisn of plans, for
the need for speedup was desperate. Many plans were
never completed and finally approved before completion
of the vessel, Many alterations were made by "eye"
where plans were drawn from the finished structure



for purposes of record and information. There was an
attempt to reduce difficulties to a minimum by con=-
stant attendance on vessels undergoing construction
or repair and where formal and routine approval was
required, in order to anticipate criticism of the re-
viewing authorities and approve the immediate set-up
on the inspector!s own responsibility. This was done
to expedite work, and there appeared no other way.
All were cognizant of the necessity for by-passing
regular channels. There appears to be no way to cir-
cumvent the delays entailed by requirement of govern-
mental supervision except by relaxing methods to suit
the times, It was learned that, especially under
these conditions, the importance of qualified per-
sonnel could not be over-stressed. Spot judgment
necessarily had to replace established regulatory
supervision.

Vmssels owned by the United States and operated in
public service are exempt from the inspection rules.
Hence, Army vessels (transports) are included in this
group. The .War Department has seen fit to use the
facilities of Marine Inspection as an outside authority
for supervision of their vessels. Because regulations
were designed primarily for the operation of privately
owned merchant shipping, they did not fit into War
Department requirements in wartime. The principles of
policing merchant vessels in time of peace are entirely
different from those of policing an Army Transport in
time of war, In peace, the rule for merchant shipping
is "Safety First." Since the hazard of operating in
the face of the enemy in wartime was infinitely greater
than any hazard during peacetime, the slogan "Safety
First" went by the board. Relaxation was necessary,
but there was nothing officially definite about its
degree. Since it was a matter of judgment, and the
Judgment was exercised by upwards of a thousand indi-
viduals  throughout Marine Inspection field offices,
uniformity was impossible. When the war was about
over, in'May, 1945, there #as an attempt to establish
definite uniform regulations, but no adequate code

was ever forthcoming. As a result of wartime experi-
ence in this regard, it would appear that a special
set of uniform regulations applicable to vessels on
military missions should be established, and that

such regulations should always exist, at least in
draft form, to be ready for immediate execution in

the event of emergency.

The Marine Inspection activity in the First Naval
District was complicated by transfer of competent,
long-experienced inspectors to other duty. Replace-
ment with inexperienced personnel whose official con=—
tacts with masters having life-long experience at sea
brought about some embarrassing situations. One les-
son learned in this connection is that it would be
far better, for the efficient and smooth operation of
this function, if experienced inspectors and other
personnel were allowed to remain in their primary
assignments, [

RECOMMENDATION The tendency over the past ten
or fifteen years has been to
make the structure of Marine
Inspection grow comprehensive and elaborate. This

is in no small measure due to the pressure of public
opinion resulting from wide publicity given certain
comparatively recent disasters. It is possible that
the structure has become more elaborate than is neces=—
sary, and has reached the point where the functions of
Marine Inspection are beginning to become somewhat
handicapped by ponderous and complicated procedure,
Careful examination of any proposed reorganization
with the purpose of simplifying procedure and reducing
the chain of responsibility to that bare minimum which
will pramote uniformity, might well result in salutary
benefits to the service.

ACHIEVEMENTS OF
MATERTEL INSPECTION

Materiel Inspection was, of
necessity, largely a matter
of routine duty. As such,
there were no outstandingly
spectacular achievements. The principal achievement
of the activity was the complete coverage of its
assigned duties under the press of war conditions in
the second port of the United States, despite a suc-
cession of problems as already indicated. Materiel
Inspection is the only Govermmental agency directly
and comprehensively concerned with the safety of life
at sea that is at the same time empowered by law and
has the facilities for enforcement.

SECTION IT
LICENSING AND CERTIFICATING

The Licensing Unit issued
seaman certificates from its
inauguration in 1915 until
September, 1942. Examinations for certificates as
able seamen, qualified members of the Engine Depart-
ment, and tankermen, were conducted by the Licensing
Unit, and this contimued throughout the war period.
There was no change of consequence in this Unit's
activity with the advent of war except in the great
increase in volume of examinations and licenses, and
transfer of the activity to the Coast Guard.

PRE=I/AR SYSTEM

In September, 1942, Certifi-
cating was assigned to the
shipping Commissioner!'s Unit,
which carried on this work until September, 1945, when
the Certificating Unit, as such, was established under
the Senior Marine Inspector, (Personnel), Wartime'
certificating is covered in Section III, Shipment and
Discharge, concerning activities of the Shipping Com-
missionerts Office.

CERTIFICATING

PROCEDURE WITH

‘Upon receipt of an application
APPLICANTS

for examination, the applica-
tion was checked and reviewed
by the examining officer, the applicant's discharges
were also checked, and the birth or naturalization
certificate was examined. If these plus the man's
experience were proper, the application was approved.
The applicant was then given a physical examination,
finger printed, and examined on First Aid. If this
was all passed successfully, the written examination
was given. The standards and procedures used in pass—
ing upon qualifications of applicants are defined
under rules and regulations for MLicensing and Certi-
ficating of Merchant Marine Personnel," and these
were strictly followed. This is uniform in all Dis-
tricts, and is a matter of routine. Applicants were
generally found qualified insofar as sea-time was
concerned, about 80% of them having been so qualified.

QUALIFICATIONS LOVERED Qualifications were lowered as
AS A WAR ITY a result of war necessity.

Prior to the war a man was re-

quired to serve one year on
his license before he could raise his license, During
the war the term was reduced to six months. For ori-
ginal licenses, there were many changes as to amount
and type of experience required. Since the amount of
sea service camot be compensated for by any other
means, the result was a generally lower level of com-
petence on each grade of license, and more operational
and personnel difficulty in the Merchant Marins.

PROCEDURE WITH

Examination procedures were
EXAMTNATIONS

about uniform in all Districts.
Originally, and during the

war pericd, examinations were
compiled locally, and conducted daily. The candidate
was handed a question along with epitome and nautical



almanac when necessary, he copied the question and
wrote his answers, all scrap paper was destroyed,

the final result put in the candidate file jacket,
and another question was given. The examining offi=-
cer read the examination, graded it, and on comple-
tion approved it if a mark of 70% or better was ob-
tained. The examination was approved by the Officer
in Charge, Marine Inspection, before the clerk made
out the license. The examiner was free to converse
with the candidate during examination on any question
and decide if the man really knew the answer. On

1 Septenber, 1945, Headquarters put into effect a
new type of professional examination on direction
and under control of Headquarters. It has been found
that this plan of a centrally controlled examination
is a more effective and satisfactory method of handl-
ing this phase of licensing.

EXAMINATIONS FOR
L

Pilot examinations are essen-
tially specialized on local
waters and, therefore, the
nature of the questions was
less generalized and more specific. Many indorsements
for extension of pilot route were made on current
licenses, on which no figures are available.

Exaninations were conducted

by qualified eRamining offi-
cers who specialized in this
work and who held Marins licenses., They were well
versed in the rules and regulations covering this
procedure, and with the many changes which came with
wartime operation. Fortunately, officers assigned to
Licensing at Boston vere very capable and were re-
tained on this assigmment. The activity was virtually
free from perscnnel problems.

PERSONNEL

PROBLEMS The Licensing Unit encountered
no problems worthy of mention
regarding review of applicants,
conduct of examinations, issuanceof licenses, finance
or supply. There was no over-lapping of authority or
functions.

ISSUANCE OF LICENSES During the war the Licensing
Unit kept moving the largest
group of candidates ever to

pass through the Boston office. Between 28 February,

1542, and 1L August, 1945, the following pilot licenses

were issued:

Original Renewal
First Class Pilot 29 L7
Second Class Pilot il L

In the fiscal year ending 30 June, 1945, a total of
2352 licenses was issued, of which 536 ware original
licenses. A total of 76 licenses was refused, of
which about O vere applications for original license.
Renewals of licenses totaled 475, and licenses for
raise of grade reached 13L1. The more mumerous classes
and grades of license issued during the period 1 July,
1942 - 30 June, 19L5:

Original Renewal Total

Total

HMaster ocean steam

and Motor Vessels L7 181 230
Chief Mates ocean
steam and motor
vessels 25 451 L3
Second Mates ocean
steam and motor
vessels 25 28
Third Mates ocean stea

steam and motor

vessels

669 T22

L23 33 Ls6
Chief Engineers
ocean steam
vessels

332 167
First Assistant
Engineers ocean
stean vessels 272 3
Second Assistant
Engineers ocean
steam vessels 1 77 473 591
Third Assistant
Engineers ocean
steam vessels L39

73 512

Total, all licenses for above period — 5021

ACHIEVEMENT OF

There was no single outstanding
LicEmsnC tiT

achievement of the Licensing
Uinit, for all of the activity
was of routine nature and carried
out according to specific rules and regulations. How-
ever, with the available personnel, the handling of
such a large volume of candidates so expeditiously and
smoothly was, in itself, a commendable .achievement.
Also worthy of notice, was the task of reading and
grading the vast number of examinations so that the
candidates knew their results within a few minutes
after completion of their work.

IESSON IEARNED In general, this examination
s o system has been in vogue for
such an extended period that,
with the change of 1 September, 1945, already noted,
there appeared to be no need for any radical change.
However, it should be emphasized that during wartime
requirements for licenses were lovered, and this re-
sulted in a lover level of efficlency among officers
and crews of merchant vessels. .esults were some-
times unfortunate. Such lowering of qualifications
should be definitely avoided in another emergency if
at all possible. 4he solution of this problem de-
serves a great deal of attention,.

NO CURTATIMENT
OF THE 1V.

licensing and Certificating,
being a vital activity to both
the wartime and peacetime Mer-—
chant Marine was contimed.



SECTION IIT

SHIPVENT AND DISCHARGE

PRE-WAR The Shipping Commissioner's
DEVELOPIENT 0ffice functions and is govern-

ed by statutes enacted by Con-
gress as early as 1872, for the shipment and dis-
charge of American seamen and their families.

By Act of 30 June, 1932,

the Bureau of Navigation

was consolidated with the
Steamboat Inspection

Service and in 1936 the consolidated services were
lnown as the Bureau of larine Inspection and Naviga-
tion. The Director, under the direction of the
Secretary of Commerce, was given general superintend-
ence of merchant seamen of the United States, so far
as seamen were not under existing laws subject to
the supervision of any other officer of the CGovern-
ment, The basic legal status of the Shipping Com=-
missioner remained as promulgated by Navigation Laws
and Statutes,

CONSOLIDATION
OF THE SERVICE

CERTIFICATES OF The Act of 25 June, 1936,
TDENTIFICATION AND  (Public Law No. 908, 7hth
CONTINUOUS Congress) Sec. 2, and the Act
DISCHARGE BOOKS of 2l darch, 1937, Sec. (b)

designated the Shipping Com-
missioner to issue Certificates
of Identification and Continuous Discharge Books to
seamen. The law prescribed that an American Mer-
chant Seaman shall exhibit to the Shipping Commis-
sioner, at the time he signs on the shipping articles,
his proper identification, and the rating for which
he is qualified to serve on board the vessel., These
documents have a control nmumber and that mumber is
noted on the shipping articles.

WARTIVME DEVEIOPIENT On 28 February, 1942, by Execu-
AND ESTABLISHLENT tive Order No. 9083, the func—
tions and personnel of the
Bureau of Marine Inspection
and Navigation were transferred to the United States
Coast Guard for the duration of Vorld Var II and six
months thereafter. At that time, the Shipping Com-
migssioner's Office for the Port of Boston was staffed
with experienced civilian personnel trained in proce-
dure and in the interpretation and adjudication of
the governing the functions of the office.
PERSONNEL On transferto the Coast Guard,
S the Shipping Commissioner was
- the only member of the staff
to accept a Commission, it being not mandatory that
the Shipping Commissioner or his deputies accept
militarization. A Shipping Commissioner is appointed
in accordance with Navigation Statutes but was de-
signated Senior Merchant Marine Inspector (Personnel)
for purposed of issuing seamen's certificates of
service in conjunction with seamen's certificates of
identification and continuous discharge books. In
July, 1942, the Shipping Commissioner at Boston was
taken ill, and his duties were assumed by the Chief
Deputy Commissioner who, due to long experience, was
capable of taking over the duties and responsibili-
ties of the Office. In October, 1942, the former
Shipping Commissioner died and the Chief Deputy was
appointed Shipping Commissioner. With the creation
of the War Shipping Administration, two deputy
shipping commissioners attached to the office were
transferred to that organization, leaving three
experienced deputies to organize and meet the de-
mands of a work load which had grown to huge propor-
tions cue to the war. The staff, therefore, was in-
adequate to handle the volume of work. Both military
and civil service employees were attached. As the

civilian personnel were not subject to the military
rotation, it was much more expedient to retain the
civilian personnel.

Prewar policy had been to train clerks in the

Shipping Comnissionerts Office in all phases of
duties and functions of the office, allowing time

for the study of, and application and interpretation
of, the Navigation Statutes. The Clerk acquired the
ability to adjudicate, and the experience to apply
the statutes. The Chief Deputy (Civilian), in her
supervisory capacity, trained all personnel attached
to the Shipping Commissal oner's 0ffice. Ko regular
school was set up at this port. To meet the demands
of the work-load, military personnel were added to
the complement. The work was dissevered, and sections
were set up to expedite the movement of vessels, certi-
fication of seamen, and disposition of ship's data.
Filing records were expanded and a stemographic sec-
tion established. To guard against the stoppage of
functions of any section due to absenteeism, the
personnel were trained to be fluid and capable of
carrying on the work of an absentee,

FUNCTIONS OF

In order that no advantage may
THE ACTIVITY

be taken of a seaman and that

he may understand his respon-
sibilities, his contract of employment (The Shipping
Articles) is supervised by the Shipping Comnission

or Depuby Shipping Commissioner. 'here unusual pro-
visions are to be incorporated in the contract, be-
cause of the nature of the voyage or the cargo carried,
such provisions are explained to the members of the
crew by the Shipping Commissioner at the time the sea-
men sign the contract for the voyage.

SHIPPING ARTICLES The particulars of engagement

are completed on the Shipping
Articles. A seaman is allowed

by law to allot a portion of wages he may earn to
relatives set forth in the statute. The Deputy ap-
proves the allotment and must exercise care that the
proper amount is alloted, A Certificate of Snipment
signed and sealed with the official seal of the.Ship~
ping Commissioner is attached to the Shipping Articles.
Two sets of the agreement are left with the Master of
the vessel, and one set is held for the Shipping GCom-
missionerts files, frem which a copy is made for
Headquarters where data is posted to the seaman's
Jacket.

OFFICIAL LOG BOOK At the termination of the voyage,
the Shipping Commissioner reviews
the entries made by the Master

in the 0fficial Log Book, and adjudicates such claims
as are presented to him by members of the crew or the
laster. Entry of every offense committed by any member
of the crew for which it is intended to prosecute, or
to enforce a forfeiture must be made by the Master.
Entries calling for the forfeiture of wages and effects
must be carefully scrutinized to decide whether the
offense had been properly entered and brought within
the statute. The Shipping Commissioner or Deputy
reads the entry in the Log Book — obtains the facts
from the Master and seaman, and adjudicates the case.
The decisions of the Shipping Commissioner or Deputy
is final. If the entry and facts as ascertained by the
Commissioner sustain the Master!s charge, the for-
feiture or logging as to infractions of the law are
sustained by the Commissioner. If the Commissioner is
satisfied that the entry is incorrect or the logging
excessive, the logging is not sustained and an adjust-
ment of the fines deducted from the seaman's wages is
made, The Commissioner completed the particulars of
release, obtains the seaman's signature to the shipping
articles and issues a certificate of discharge to the
seaman. The Commissioner issues a Certificate of

— =



Compliance with the laws to the Master, and the con-
tract for the voyage is closed.

During the war, from September,

CERTIFICATING
et 1942 to September, 1945, all

certificating of unlicensed sea=- °

men was accomplished in the Shipping Commissioner!s
0ffice and files and records maintained. Applications
for documents were received and passed upon by the
Shipping Commissioner of Chief Deputy for Certificate
of Tdentification, Continuous Discharge Books, Certi-
ficates of Service, and raise in grade. Affidavits
and fess for dupticate documents were handled by this
office, as were applications for Staff Officers who
were interviewed and passed upon. From December, 1936
to September, 1945, the Shipping Commissioner at the
Port of Boston received applications for and issued
all Certificates of Identification, and Contimuous
Discharge Books, for the first endorsement. These
were completed as to the facts shown in the appli-
cant!s records, and the seaman's Certificate of
Identification or Contimious Discharge Book number,
and the port at which the document was issudd, were
indicated on the first endorsement and signed by the
Shipping Commissioner or Deputy.

NATURE AND SCOPE OF The following tabulation
GHIPUGNT AND DISCHARGE shows the work-load in the
functions of the Boston
Shipping Commissioner's
0ffice for September, 1945, compared with that of
Septenber, 19393

1939 19L5
September September
Number of seamen discharged 639 LliBL
Certificates of Discharge ul70
Number of seamen shipped 1221 3165
Mumber of allotment notes issued 817
Certificates of Identification 275 333
Certificates of Service 270
Indorsements 200
Number of vessels. serviced
in the office 180
Number of vessels serviced
outside 130 .
Duplicate documents issued 57 L7

Certificates of Registry

to Staff Officers 13
Continuous Discharge Books

issued 19 8
Designation of beneficiary 7
Mumber of vessels signed on 20
Number of vessels paid off 19

MILITARY POLICY
OF ROTATION —
A DETRIMENT

The military policy of. rota-
tion was found to be a detri-
ment to the functioning of
the office because of constant
transfer of partially trained
personnel. A training period is definitely required
by a deputy. The clerical duties shown by the Ship-
ping Articles are only a very minoi' part of the know-
ledge of statutes, adjudication of laws, tact and
judgment required to keep upon a level keel the Ship=-
ping Comnissioner's affiliations with Steamship com=
panies and Seamen's Unions, and other Government
officials. Many errors were unavoidably made by in-
experienced attachees.
RELATIONSHIP WITH The Shipping Commissiocner's
OTHER ACTIVITIES Office for the Port of Boston
has maintained amicable rela-
tions with Unions, and every
case brcmiht to the Shipping Commissioner for atten=
tion and decision has been settled to the satisfaction
of all concerned. The Customs Service, Immicration

Service, Var Shipping AdminZstration, Intelligence
Service, the several Consulates, and the U. S. Mari=-
time Service received and gave satisfactory coopera-
tion.

RELATION TO The jurisdiction of the
U. S. COURT disposition of wages and

effects of deceased and

deserting seamen is vested
in the United States Court and the District Court
for the Port of Boston, for whom the Shipping Com-
missioner acts as Custodian. The latter receives
accounts of wages and personal effects of deceased
seamen, and the forfeiture of wages and effects of
deserting seamen. The Shipping Commissioner, hav-
ing read the Official Log Book entry made oy the
Master, and found it in order, receives from the
Haster an account of the wages earned, and a check
or money order covering the wages due, and reports
to the U. S. District Court. In the case of a de-
ceased seaman, the family is advised as to the pro-
cedure in obtaining the return of wages and effects
deposited with the Court, and in many instances is
assisted in executing documents. It is advised as
to agencies where relief may be obtained for the
many difficulties arising from the loss. Approxi-
mately 300 deceased seamen's effects and wages were
reported to the U. S. Court at Boston.

The deserting seamen's wages are invariably applied
for by the offender, and every effort is made to col-
lect the wages turned in to the Court by the Shipping
Commissicner. The Court at Boston has ordered that
"upon application of the V. S. Shipping Commissioner
for the return of wages of seamen deserters, as to
whom the charge of desertion has been withdrawn, (by
the Master or Company acting for the Master) the en-
tire sum deposited shall be returned to the U. S.
Shipping Commissioner for delivery to the seaman en=
titled thereto...." There were approximately 150
desertion charges sustained and return made to the
District Court — tie number not sustained cannot be
estimated without referring to Log Books, some of
which are now filed at the National Archives,

PROBLEY PRESENTED The Merchant Marine Hearing
BY JERCHANT MARINE Unit was established during
HEARING UNI Ylorld Var II and as an added

measure of discipline, a

.seaman was subject to the
loss or suspension of his documents for certain of-
fenses, ameong which was included desertion. Much
annoyance and confusion was caused to Steamship Com-
panies, Masters and operators by the conflicting opin-
ions arising between the ifarine -Hearing Unit and the
Shipping Commissioner as to desertion. In many in-
stances, the charge of desertion made by the Master
had been sustained by the Shipping Commissioner whose
decision is fin2l, and the man's wages deposited with
the Court. The seaman then appeared before the Hear-
ing Unit which boarded the vessel, and which cleared
the man of the charge of desertion as it affected his
seaman's documents. The man then confronted the
Shipping Comaissioner with a statement made by another
Unit of the Coast Guard in which the man was cleared
of the charge of desertion, and much embarrassment was
caused. The Shipping Commissioner then had to persuade
the seaman that he must follow the procedure prescribed
by the Court for the return of the wages and effects
he has forfeited by his deserting the vessel. The
offenses and punishment of a merchant seaman are set
forth by statutes enacted by Congress and adjudication
is within the jurisdiction of a U. S. Shipping Commis-
sioner and the U. S. District Court. Under a separate
statute a seaman may forfeit his seaman's documents
for infringement of laws =-- however, desertion has been
definitely placed within the jurisdiction of a U. S.
Shipping Comissioner and, therefore, penalizing a
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seaman a second time by another Unit must of necessity
create confusion.

ACHIEVEMENTS OF
__Em"f AND DISCHANGE

The outstanding achievement
of the Shipping Commission-
erts 0ffice was the expedi-
tious paying off and signing
on of crews; the organization of personnel for the
issuing of seamen's documents, and assistance render-
ed the unions and War Shipping Administration by
certificating seamen with the minimum of delay. The
accomplishments of the tactful adjudication of cases
by the Shipping Commissioner or his Deputies were in-
murerable, and no full records were maintained., As
in other functions of Marine Inspection, duties were
largely routine requiring expeditious performance.

The following is a summary of the activities of the
Shipping Commissioner!s Office, Boston, for the
fiscal years ending 30 June, 1943, 19LL, and 11 months
to,31 May, 19L5.

1943 pn 195
Number of men shipped 6,054 18,229 25,382
Original Seamen's documents
issued (Certificates of
Identification) 3,539 L,056 2,22
Certificates of discharge
issued 6,275 17,6L6 23,382

A breakdown of the figures for the year 1945 through
August shows the following:

Number of Original Certificate
men shipped certificate of
of discharge
Identification
January 3,104 278 2,047
February 2,310 2 2,166
March 2,392 297 2,218
April 2,507 296 1,967
May 1, 76k 252 2,216
June 2,03L 267 2,156
July 1,866 92 1,681
August 2,0LL 102 3,075
MISTAKES MADE AND The early separation of
TIESSONS LEARNED trained personnel was the

outstanding mistake. When
the armed forces returned
from the theatre of war, the work-lead in the Ship-
ping Commissioner!s Office increased, The office

was left with an inadequate and untrained staff,

Those in supervision at this office are of the opinion
that, to meet another emergency, the former policy of”
training clerks for advancement should be strictly
adhered to and that the civilian status of the Office
should remain unchanged. Organization and administra-
tion in another emergency, should remain with career
incunbents of the Shipping Commissionerts Qffice who,
from long experience, are familiar with measures to
be taken in an emergency whereby all phases of the
work can be expeditiously handled, and who can evolve
programs of training for new employees.

After cessation of hostili-
ties in Europe, the work-
load, in connection with
the shipment and discharge of seamen and the disposi-
tion of data, correspondence, and claims adjusted,
steadily increased due to the return of troops and
the resumption of the operation of freight and pas=-

PRESENT STATUS
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senger vessels by Steamship Operators. The peace-
tine functions of the office will contimue.

SECTION IV
MERCHANT MARINE HEARING UNIT

Before VWorld War. II, there
was no hearing unit. Upon
transfer of Marine Inspec-
tion duties frem the Department of Commerce to the
Coast Guard, it became evident that hearing units
should be established due to the greatly expanded
Marchant Marine, and the correspondingly larger
mmber of cases requiring hearings, investigation,
and discipline,

PRE-WAR. STTUATION

ESTABLISHMENT

The first hearing unit was
OF THE UNIT

established at New York,
under Headquarters letter
222030, May 15L3, to all
DCGOs directing establishment of such units. On

31 August, 1943, the Merchant Marine Hearing Unit,
First Naval District, Boston, was established within
the Marine Inspection Office, Boston. Although the
MMHU, First Naval District, was located at Boston,
Hearing Unit activities were thereupon conducted by
the Officers in Charge of ¥arine Inspection at Port—
land, Maine, and at Providence, Rhode Island. When
so requested, and deemed necessary, officers and
stenographic personnel were despatched from Boston
to Halifax, Nova Scotia, to make investigations and
hold hearings, since there was no Hearing Unit at
that port. The above offices were staffed by Marine
Inspectors and by officers trained at the Hearing
and Examining 0fficers! School at New York.

RELATTONSHIP

The activities of the Port-
EBTVEEN OFFICES

land and Providence offices
were closely coordinated
with those of the Boston
Unit through the ministrationscof the Senior Hearing
Officer at Boston, who acted as liaisen officer and
co-ordinator of Hearing Unit activities for the First
Naval District. However, the Portland and Providence
offices were not subordinate to the Boston officer,
but were independent and operated under the District
Marine Inspection Officer.

ORGANIZATION AND

The Hearing Unit was one of
ADIINISTRATION

the four major subdivisions
of activity coming within
Marine Inspection. The
Senior Hearing Officer was directly responsible to
the Officer in Charge, Marine Inspection who, in
turn, was responsible to the District Marine Inspec=—
tion officer. The Boston Unit was composed of sever-
2l Hearing Officers and yeomen. At Partland, the
Unit consisted of two hearing officers schooled at
New York and further trained at Boston, who devoted
full time to this activity. At Providence, there was
no Hearing Unit as such, although certain officers

in the Marine Inspection Office at that port had been
schooled at New York in hearing unit work, and sat at
such hearings-as were necessary.,

PERSCNNEL Originally, the Unit at
Boston was composed of four
officers.who had been indoc-
trinated for this special work at the Hearing and
Examining Officers School. Later, this Unit added a
stenographic force of five persons. The increase in
the volume of this Unit's activities at the Boston
Port of Embarkation necessarily brought about the
need for additional officers and stemographic
assistance during the peak of the work-load., The
Unit became expanded to eight officers and ten steno—
graphic personnel. In the Fall of 1945, the person-
nel had declined to six officers, and nine steno-



graphic persomnel consisting of four Spars, three male
yeomen, and two civilians. At Providence, no person-
nel were assigned solely to hearing wnit duties, but
at Portland the two officers had appropriate office
assistance. All officers in this Unit were assigned
directly by Headquarters. There was no rotation of
personnel in the Hearing Unit, so that problems inci-
dental thereto were absent. Experience of the Unit
suggests that operations were better on a military
than on a civilian basis, for control over personnel
is better, and the man in uniform receives greater
respect from those appearing before the Unit.

PURPOSE AND SCOPE The Unit was created for
the purpose of investi-
gating marine casualties
including collisions, groundings, strandings, heavy
weather damage, and war casualties, Also investigated
were cases involving misconduct, negligence, inatten-
tion to duty and various other faults on the part of
the Merchant Marine personnel serving on board U. S.
merchant vessels and Panamanian and Hendurian vessels
under charter to the War Shipping Administration.
These functions, which had been formerly exercised by
the office of Marine Inspection, were placed under
the jurisdiction of the Hearing Unit for more effi-
clent and expeditious handling, and to allow the
Marine Inspection office to devote its efforts ex—
clusively to marine inspection work. Wartime condi-
tions brought about a great increase in the volume

of crew trouble and marine casualties, and segrega-
tion of this activity into a special unit was con-
structive from all angles. ‘hrough 31 July, 1545,

the Boston Unit handled 3,55l misconduct cased and
1,677 casualty cases, Among these were all cases of
oil pollution and all cases involving the violation
of Teaffic Regulations of Boston Harbor.

EARLY PROBIEMS In the early days of
the Unlt, when procedure
was new, time, effort,
and patience were required to develop a smooth-rumning
organization, Personnel was short, and time was re-
quired for training, whereas work for the Unit mounted
more rapidly than personnel became available, This
was corrected through training at New York, and the
force became adequate. Yeoman had to be broken in at
the office of the Unit, and time was required to build
up proficiency. In later days, competent persomnel
were always available. However, throughout the acti-
vity, was the problem of young ensigns with four or
five weeks' training, sitting in judgment on Masters
and other experienced seafarers who had spent their
lives at sea and in command of ships, and who resent-
ed the situation,
OPERATIONS Originally hearings were
handléd by the office of
Marine Inspection, with
three boards; Board "A"™ - on cases involving loss of
life, vessels, etc; Board "B" - on cases involving
serious accidents; and Board "C" - on cases involving
routine matters. On establishment of the ‘Hearing
Unit, procedure was changed, and became similar to a
Court case with the Hearing Unit Officer sitting as
Judge. In addition, there was an Examining Officer.
The defendant was represented by a lawyer if he so
desired. Hearing Officers included licensed Masters
who sat on deck cases, and licensed Engineers who sat
on engineer and technical cases, In addition to the
3,554 misconduct cases and 1,677 casualty cases
handled through 28 November, 1945, mentioned pre-
viously, investigations were conducted at Boston on
the following;
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Col11810NS sececesccsccresccsss 364
Heavy weather damage secessssses 160
Enemy action damage s..eesesess 59
Other damage ..eeeeseesesccssss S84
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The Boston Hearing Unit interviewed all seamen re-
patriated through the Port of Boston from abroad,
who had departed their vessels in foreign ports by
reason of enemy action, their own fault, or illness,
Interviews with survivors of sinkings were conducted
by this Unit. If survivors reached Boston by train
or otherwise by land, interviews were held at the
Hearing Office, If they arrived by land, interviews
were held on board upon arrival, Other
authorities also interviewed these men, usually at
the same time, The interviews were held chiefly to
ascertain how persomnel behaved in the emergency,
and to discover if life saving equipment and other
apparatus and appliances worked properly, and what
was used. In most cases it was found that equipment
was adequate. Use was made of any information of
value obtained in these interviews. Often the men
were fed at Coast Guard mess halls until transporta-
tion was obtained.

A typical summary of a month's work of the Boston
Unit is the following, for June, 1945,

MERCHANT VESSEL ARRIVALS AND BOARDINGS

Us Se Vossels arrived ssesesssesss 126
WSA Operated Panamanians arrived . 9

CASUALTY CASES INVESTIGATED

Groundings sscecccccccss 11
Co0llisions ssesssssceces 13

MERCHANT VESSEL ARRIVALS AND BOARDINGS

Average Crew, all Vessels sssee. [;9.53

Boardings by Examining Officers. 79

Vessels Covered Other than by
Boardings by Examining

OFFICOra soosssansesnsssansese, Olf
CASUALTY CASES INVESTIGATED

Personnel (death-injury) 19
A1l Others (fire-
machinery, etc.) «.... 41
Resultant Hearings-
licensed secesessssess 6
Resultant Hearings-
unlicenBed sesscssssss O

DISPOSITION OF CASES

Us S+ Vessels
Lice:

Admonitions Given on

Investigations 2 k2
Dismissed on Investigation 33 13
Charges Preferred 10 31
Hearings Held 7 27
Dismissed after Hearing 2 b
Admonitions Given after

Bearing 0 [+]
Cases Referred for Campletion 15 70
Investigated but Action Pending 19 L7
Appeals Indicated by Peraon

Charged 1 (1]
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DISPOSITION OF CASES

Panamanian Vessels
Iicensed Unlicensed

Admonitions Given on
Investigations

Dismissed on Investigation

Charges Preferred

Hearings Held

Dismissed after Hearing

Admonitions Given after Hearing

Cases Referred for Completion

Investigated but Action Pending

Appeals Indicated by Person
Charged

[=NeloReNololeNa)
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ACTIONS AFFECTING DOCUMENTS

Licenses

Revoked

Suspended Without Probation

Suspended With Probation Granted
Suspended Plus Probation

Probationary Suspensions Made Effective
Voluntarily Surremdered

wHMPWwoOo

Gertificates

Pan. « Cards

0
10

[
coQCcoooO0

Total persons who were the subject of Investigation = = = = = = = = = = = = = = 3n

The investigations of both casualty and misconduct
cases have resulted in a large mumber of hearings
under the provisions of Section LL50 of the Revised
Statutes of the United States, as amended, and the
regulations promilgated pursuant thereto, looking
towards the revocation, suspension, or suspensicn on
probation of licenses and certificates of service.

RELATIONSHIP WITH

BELATIONSHIP WITH The MMHU at Boston worked
OTHER ACTIVITIES

very closely with the Cap-
tain of the Port, Boston,
in connection with traffic
violations, oil pollution, and other matters which re-
quired investigation and appropriate action. Similar
close cooperation was given the Port Director as well
as the Army at Boston Port of Embarkation, thereby
effectively aiding in the maintenance of safe traffic.
The Unit received good cooperation from the Captain
of the Port, Transportation, and Intelligence, and
there were no cases worthy of mention wherein coopera-
tion from and with agencies outside the Coast Guard
was subject to criticism, There was highly satisfac-
tory relationship between MMHU and the District Law
Office. An officer, originally in the office of
Marine Inspection, Boston, (a lawyer in civil life)
was transferred to the Law Office, acted as liaison
and assisted in legal matters concerning all functions
of the Marine Inspection office, inclnding the Hearing
Unit, AJ1 MMHU proceedings were reviewed by the Dis-
trict Law Officer or his assistants. As the MMHU de-
veloped, the District Intelligence Office received and
carded information on crew members of the American
merchant vessels and kept the MMHU informed. This was
not an entirely satisfactory system, for the responsi-
bility for investigation and the responsibility for
exclusion were divided. Certain seamen were often
wanted by MMHU or the Marine Inspection office, and
Intelligence furnished considerable assistance, As
an example, from 10 July, 194k to 10 July, 1945, 205
such men were reported by Intelligence to these units.
In the same twelve months, 56 boardings by Intelli-
gence were reported to MMHU.

OVERLAFPING Some overlapping was ap-
parent between MMHU and the
office of the Shipping Com-
missioner, Boston. There was confusion between these
two offices with respect to men charged with desertion
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While this did not appear to trouble MIHU, it was a

source of concern to the Shipping Commissioner.

This would bear study and correction. In many in-
stances the charge of desertion made by a Master was
sustained by the Shipping Commissioner, but on ap-
pearance before the Hearing Unit the latter would
clear the man of the charge as it affected his sea-
man's documents. This conflict of opinion, mention=-
ed in the history of Shipment and Discharge, caused
amoyance and confusion to steamship companies,
Masters and operators. It placed the Shipping Com-
missioner in a very embarrassing position, even
though his decision is final. Such confusion should
be avoided. ;
There were no outstanding
achievements of the Boston
MMHU. The work of the
Unit was "run-of-the-milin
and there were no circumstances which set any one
case noticeably above the others. A very large vol-
ume of work was handled, with adequate persomnel.

The activities of the Unit were of value in main-
tenance of discipline among the officers and crews in
merchant vessels of the United States and those ves-
sels under charter to the War Shipping Administra-
tion. Moreover, the investigations of marine casual-
ties and resultant hearings, and appropriate action
taken against licenses and certificates of service of
the persomnel involved, did much to prevent many
serious marine disasters by engendering a greater
degree of efficiency and vigilance on the part of

the officers and crews. The outstanding accomplish-
ment of the MMHUs of the First Naval District was

the handling of a heavy volume of work expeditiously
and to the satisfaction of most concerned.

OUTSTANDING
ACHIEVEMENTS

MISTAKES AND
INS

Apparent overlapping or
confusion in the duties of
MMHU and the Shipping Com—
misd onaire relating to
men charged with desertion was unfortunate. Further
clarification of the rules regarding functions of
the MMHU doubtless would result in avoiding such
confusion in the future.

It is the opinion of the Marine Inspection 0fficer,
11D, and attested to by practically all ship opera-



tors and owners, that Masters and chief engineers
faced by charges that had been awarded an investiga-
tlon, should be heard in trial before an officer at
least equal in rank to that of the man being charged.
Only in this way can justice be meted out on the same
principles as in the regular Navy and Coast Guard.

THIRD NAVAL DISTRICT

On July 7, 1838, Congress
approved an Act which pro-
vided for the better secu=-
rity of the lives of pas-
sengers on board of ves-—
sels propelled in whole

or in part by steam by the organization of the Steam-
boat Inspection Service. Under this act, U. S. Dis-
trict judges appointed inspectors of mulls and boilers,
in their respective districts and the Treasury Depart-
ment had supervision of ths service. In the year 1852,
Congress approved an Act known as the "Steamboat" Act.
This Act with subsequent modifications and minor
changes was really considered as the establisiment of
the Steamboat Inspection Service.

U. S. COAST GUARD
VERCHANT MARINE

HANT
TNSPECTION DIVISION -
THIRD NAVAL DISTRICT

The functions of the Steamboat Inspection Service were
governed by the Steamboat Inspection Laws and the U. S.
Navigation Laws.

The supervision of the Steamboat Inspection Service
was transferred to the Secretary of Commerce and
Labor in 1%903. In the year 1913 the Department of
Labor was organized and the Steamboat Inspection Ser—
vice became a bureau of the Department of Commerce
and under the direction of the Secretary of Commerce.
In 1932, the Steamboat Inspection Service and the
Bureau of Navigation merged and the name changed to
Bureau of Navigation and Steamboat Inspection, At a
subsequent session of Congress in 1936 legislation
was enacted, which changed the name to Bureau of
Marine Inspection and Navigation, Innovations were
adopted to adequately cope with the advancement in
design and construction of vessels, machinery and
equipment., Supervision and duties were greatly in-
creased.

Under Executive Order No. S003, the functions of the
Bureau of Marine Inspection and Navigation, were
transferred to the U. S. Coast Guard on February 28,
1942, - Section (1) of the Executive Order No. 9083
directed and provided that all functions of the
Burean of Marine Inspection and Navigation, the of-
fice of the director thereof, the offices of super-
vising inspectors, principal traveling inspectors,
traveling inspectors, assistant inspectors, shipping
comnmissioners, deputy shipping commissioners and the
Board of Supervising Inspectors, the Board of Local
Inspectors, the Marine Casualty Investigation Board,
the Marine Boards, and those functions of tha Secre-
tary of Commerce which pertain thereto, were thereby
transferred to the Commandant of the U. S. Coast
Guard, to be exercised by him under the direction and
supervision of the Secretary of the Navy. -

The foregoing functions included;

1l. Promlgation of rulss and regulations
governing vessel inspection, nautical rules
of the road, and material specifications and
engineering regulations, etc,

2. Inspections of the hulls, boilers, machinery
and equipment of vessels,

3. Issuance of Certificates of Inspections to
vessels, without which they may not lawfully
be navigated. Also issuance of permits to
vessels to proceed to other ports for repairs.

L. ILicensing of merchant marine deck and en-
gineer officers, and pflots.

5. Certificating of all merchant seamen.
6. Investigation of all marine casualties.,

T« Trials of licensed officers and certificated
seamen for misconduct, negligence, inatten-
tion to duty, etc.

8+ Shipment and discharge of merchant seamen.

9+ 1Issuance of Certificates of Award of Number
to motorboats and other undocumented vessels,

10. Enforcement of the Load Line Act.

1l. Processing of cases of violations of the
Navigation Laws,

12, Approval of plans for the construction of
new vessel and the repair and alteration
of existing vessels.

13. Registration of Staff 0fficers on merchant
vessels including pursers, surgeons, etc.

The Coast Guard then established the Merchant Marine
Inspection Division, and the personnel transferred
under Executive Order No. 9083 was assigned to the
Division,

As the war progressed, the activities of the Merchant
Marine Inspection Division expanded greatly, parti-
cularly ths inspections of large mmbers of new cargo
vessels and troop transports being completed. Fac—
tory inspections of machinery and equipment required
on such vessels also multiplied. As a result, it
becane necessary to increase the personnel of the
Division, and the Coast Guard assigned many of its
officers and enlisted personnel to marine inspection
duties. The investigations of casualties also in-
creased considerably, and a Merchant Marine Hearing
Unit was establishad in each port in the United States
as well as in many of the principal ports of the world,
Many Coast Guard officers were trained as Hearing and
Examining Officers and assigned to such Hearing Units.

One of the busiest districts of the United States for
the activities of the Merchant Marine Inspection Divi-
slon was the Third Naval District, particularly at the
port of New York through which passed the greatest
number of cargo ships and troop transports during the
war,

‘Prior to the transfer of the Buresu of Marine Inspec-
tion and Navigation, Captain George Fried was super-
vising inspector of The Second Supervising Inspection
District, which was comprised of local offices at

New York, N. Y., New Haven, Conn.,, Albany, N. Y., and
San Juan, P. R. After the Second Supervising Inspec—
tion District became Coast Guard Merchant Marine In-
spection Division of the Third Naval District, the
port of New London, Conn., came under this district and
the port of San Juan, P. R. became part of the Tenth
Naval District.

Captain George Fried was assigned to duty as the Mar-
ine Inspection Officer on the staff of the DCGO. Third
Naval District, and his duties were increased, Addi-
tional duties assigned to him were the registration of
motorboats and other undocumented vesssls, processing
of cases of violation of Navigation and Vessel Inspec=-
tion Laws, and issuance of waivers of the various
Navigation Laws to vessels engaged in the war effort.
Most of these functions had previously been assigned
to the U. S. Customs Service, but were also transferred

Sl



SURVIVORS IN THE TROUGH OF THE SEA LOOK FOR RESCUE
IN THIS OIL PAINTING
BY CHIEF BOATSWAIN'S MATE HUNTER WOOD, U, S. COAST GUARD COMBAT ARTIST

STRAINING NUMB FINOERS, OFFICERS OF A TORPEDOED BRITISH MERCHANT SHIP
GRIMLY HOLD ONTO THEIR HEAVING RAFT A LITTLE LONGER
AS FELLOW CREV MEMBERS CLAMBER ABOARD A SUB-HUNTING COAST GUARD CUTTER
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to the U, S. Coast Guard by Executive Order No. 9083.

Captain William M. McGuire had been Local Inspector
of Hulls for the Bureau of Marine Inspection and
Navigation at the port of New York since 1929. Mr.
Howard C. Bridges, had been Local Inspector of Boil-
ers at New York, N. Y. since 1928, Upon the transfer
of the Bureau, "Captain McGuire" was commissioned as
Captain, USCGR, and Mr. Bridges, as Commander, USCGR.
Captain McGuire was subsequently appointed as Officer
in Charge, Marine Inspection, New York, and Commander
Bridges, as Senlor Marine Inspector, Materiel, New
York.

War Conditions required the .setting up of special
units in the Marine Inspection Division to handle
specialized tasks, and personnel was trained by the
Marine Inspectors for these special duties. Some
of the units established, and a description of their
work, are given below,

The Pre-sailing unit con-
sisted of a detail of
Marine Inspectors, assign-
ed to board merchant ves-
sels in the harbor which were about to sail, The
purpose of their visits was to hold fire and boat
drills and to instruct and advise the officers and
crews of such vessels in the use of lifesaving, fire-
fighting and wartime emergency equipment. They ascer-
tained on these visits that the vessels were provided
with the required emergency equipment and also that
this equipment was in good working condition,

PRESATLING
INSPECTION UNIT

TANEER As an added precaution
SAFETY UNIT for better port security,

the Tanker Safety Unit

was established to control
the hazard involving tankers requiring repairs when
not entirely gas-free. The persomnel of this unit
were called upon to inspect tankers about to undergo
repairs, to determine whether conditions aboard were
such that repairs could be undertaken with safety to
life ana property. Arrangements were made with the
various interests concerned, to await the decision
of this unit before starting proposed repairs,

LICENSING OF OFFICERS Owing to the large number
AND CERTIFICATING GEAUMEN of prospective officers
and seamen enrolling at
the various training
schools in the District,
special units were established at the U, S. Maritime
Academy at Kings Point, Long Island, for licensing
officers and certifying seamen, and at the Maritime
Service Training Station, at Sheepshead Bay, New
York. These units were placed under the immediate
supervision of qualified Marine Inspectors and suf-
ficient personnel were assigned to give examinations
to the large mumbers of graduates from these schools.
The licenses and certificates for those candidates
passing the required examinations were issued by the
personnel at these schools.

INSPECTION OF In order to facilitate the
ARMY VESSELS - sailing of Army vessels
ARNY BASE carrying troops and sup-
mm“‘,u. Y. plies, a special unit was

established at the New

York Port of Embarkation,
Army Base, Brooklyn, N. Y. A staff of fifteen (15)
Marine Inspectors was assigned to this unit. The
inspectors at this unit inspected Army vessels im-
mediately upon arrival to ascertain what repairs were
required and what emergency equipment was missing or
in bad condition, The purpose of these inspections
was to inform Army authorities as promptly as possible

of the necessary requirements before each vessel

could be considered seaworthy and in compliance with
the emergency regulations and law, This made it
possible for the Army authorities to take care of
any requirements immediately and tlus be able to
maintain a regular sailing schedule for all their
troop transports and cargo vessels,

A special detail of two
Marine Inspectors was assign-
ed to inspect vessels in
port for deficiencies in

fire fighting equipment, to eliminate any fire ha-
zard and to see that the Port Security requirements
were upheld.

VESSEL INSPECTION
PORT SECURITY UNIT

PRESATLING INSPECTION All commercial ocean-going
OF SEAGOING TOWS  and coastwise tows were re-

quired to undergo a presail-

ing inspection by Marine
Inspectors to determine the seaworthiness of towing
vessel, vessel or vessels being towed and the towing
vessel to maneuver or handle tows during heavy
weather.

#* 3

The following is a special assignment of a Marins
Inspector during the war.

Shortly before the invasion of France, U. S. Army
authorities made secret plans to send a flotilla of
tugs, small tankers, cranes, and car floats to
England and eventually to Cherbourg, France to assist
the invasion forces after landing, They requested
the assignment of a Marine Inspector of the Coast
Guard to make an inspection of each vessel to deter—
mine what was necessary to make each unit seaworthy
for the proposed voyage. Lt. Commander, Edgar L.
Raymond, one of the Marine Inspectors was assigned
this duty. The Army authorities subsequently learn-
ed the Comander Raymond had a background of many
years of experience with offshore towing vessels and
tows. They then requested that Commander Raymond be
assigned to accompany and take charge of the flotilla
on the proposed voyage, which was done.

The flotilla was composed of fifty-one (51) units
consisting of 1 car floats, (seven were 360 feet
long and the others 200 feet long), 1l large wooden
tugs of LOO gross tons, 11 small steel tugs of 100
gross tons, 1 tug of 1,500 gross tons which towed a
crane capable of lifting 100 tons, and a crane of
75 tons capacity which was towed by a small tug,

12 small tankers, a Navy tug, a Navy oiler, and
escort vessels,

Prior to the voyage an ingenious method was devised
for reducing the number of units to be towed. This
was accomplished by the sinking at the dock of the
large car floats and then having the small car
floats floated directly over the sunken floats and
secured to the decks, then the large floats were
pumped out and floated, this reduced the car floats
to seven units.

The flotilla made the voyage in 26 days and arrived
safely despite mumerous breakdowns,

LB N

The volume of work of the various activities and
functions of the Merchant Marine Inspection Division,
Third Naval District, for the years 194} and 1945

is shown on sheets attached hereto., The years are
divided into quarterly periods for purpose of com-
parison.
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STATISTICAL EECORD

U. S. COAST GUARD, MARINE INSPECTION DIVISION - THIRD NAVAL DISTRICT
QUARTERLY PERIODS - 194l

TYPE OF INSPECTIONS Jamary - March April = June July = September October = Deceamber
Vessels, Anmal Inspection 352 561 158 L0
. 1,623,213# _2,073,182% 1,636,621 1,602,L07%
Examination of Foreign Passenger Vessels 31 28 22 20
. 805,558% 571,185% 607,166 55,1524
Vessels, Reinspection 57 9l 128 %
L03,529% 19l;, 826w 327,134 205,061
Vessels, Drydock Examination L67 555 545 575
1,076,531% 3,003, 918% 2,158, L20x 2,395, 962%
Tail Shafts Drawn 62 51 - L8
Inspection for Repairs 3% LoB 331 -
Sanitary Inspections 398 628 563 -
Govermment Imlls inspected n L L 2
Goverment boilers inspected 15 32 18 66
Government Stationary boilers 12 22 31 21
Safety Valves Set and Sealed 1266 1754 36 1ol
Examination to carry person in
addition to crew 128 168 158 133
Electrical Inspections sk 75 161 100
Checking deficiencies 625 676 557 507
Checking blue prints N - 57 31
FACTORY INSPECTIONS
Lifeboats accepted 783 123} 8o7 666
Liferafts accepted 667 501 Ll 561

# Qross Tons
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STATISTICAL RECORD

U. 8. COAST GUARD, MARINE INSPECTION DIVISION = THIRD NAVAL DISTRICT

QUARTERLY PERIODS - 19k

TYFE OF INSPECTIONS Jamary - March April - June July - September October = December
Iifefloats accepted - Lk 780 Lh97
Life Preservers accepted 301,122 721,52 267,478 337,850
Life Ring Buoys accepted 16,857 14,883 8,199 14,903
Buoyant Apparatus accepted 8L 133 3ke 301
Davits (sets) accepted 2,065 2,102 903 665
Winches (Iifeboat) accepted 317 106 3hy 215
Iine Throwing Guns accepted " 35k 35 1k Loo
Boiler Drums 105 (3 57 20
Unfired Pressure Vessels 1,850 1,686 1,808 1,494
W&cellanecus, consisting ?

of Fire &nd Boat drills, 1,504 1,5k 1,479 1,96k
Tests of materiel and equipment, etc.

LICENSE EXAMINATIONS

Original (Deck and Engineer) 3,311 3,21l 3,016 3,05
Raises of Grade (Deck and Engineer) 1,097 1,054 926 899
Renewals (Deck and Engineer) 8Lo 826 6 731
Failures (Deck and Engineer) 885 65 521 53k
Total Examinations (Deck and Engineer) 6,133 5,667 5,179 5,528
Gertificate of Bervice, BIficiency, eic.,

consisting of Able Bodied Certificate, Life-

boatmen, teankermen. Enginsering Dept. Service

Registry, Identification, Discharge books

and Endorsements 30,513 Lk, 236 29,145 37,589

R



U. 8. COAST GUARD, MARINE INSPECTION DIVISION = THIRD NAVAL DISTRICT

STATISTICAL RECORD

QUARTERLY PERIODS - 1945

April - June  July - September

TYFE OF INSPECTION Jamary - March October - Decémber
Tooelas drmal Dopeoticus 1!59325111;* z,zm,fuii{‘u 1,6H3,]$]';'b6* 1,973,322&
e L 229,296% 111,088 19,0888 606, 3708
Tremeln e r et 3%232& m,s?zg* h?o,%gl 222,923*.
e an sy emiation 2,731, 3300 3,103,008 2,168,556 2, 866, B
Tail shafts drawn 29 29 372 70
Inspections for repairs 242 159 152 1E8
Sanitary inspections 7 - 1 23h
Government ulls inspected 21 5 3 5
Govermment boilers inspected 10 7 15 1o
Government Stationary boilers (] 3 17 3
Safety valves set and sealed 861 1L . 17 723
Examination to carry persons in addition to crew 134 60 n3 _359
Elsctrical Inspections 17 18 E 2 yat
Checking deficiencies 600 450 Log L20
Checking blue prints 19 - - =
PACTORY INSPECTIONS

Lifeboats accepted 775 986 623 Lh6
Liferafts accepted 603 713 233 27
Lifefloats accepted k,817 7,8k1 3,545 315
Life preservers accepted 208,682 197,986 206,030 290,198
Life ring buoys accepted 14,630 9,352 5,877 L, L7h
Buoyant apparatus accepted 1,492 110 1n 17
Davits (u.eta accepted) 156 531 153 LLs

# Gross Tons
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STATISTICAL RECORD

U. S. COAST GUARD, MARINE INSPECTION DIVISION - THIRD NAVAL DISTRICT

QUARTERLY PERIODS - 1945

TYFE OF INSPECTION

January = March

April - June July - September

October = December

Winches (lifeboat) accepted 267 301 231 kN
Line throwing guns accepted 191 334 288 215
Boiler drums 86 8l 261 50
Pnfired pressure vessels 136 691 359 Lé3
ﬁi’ﬁ”ﬁ“ﬁ"&i%ﬁ”i’?ﬁi&?&“ 837 150 10 176
equipment, etc.

LICENSE EXAMINATIONS

Original (Deck and Engineer) 2,568 3,248 - -
Raises of Grade (Deck and Enginser) 1,L0L 1,401 - -
Renswals (Deck and Engineer) 755 729 - -
Failures (Deck and Engineer) 510 61 - -
Total Examinations (Deck and Engineer) 5,257 6,072 - L

-2 =
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It appears that the volume
and importance of Merchant
Marine activities in and
about New Haven Harbor
warranted the establishment, in July of 1895, of a
branch Office of United States Local Inspectors,
Steamboat Inspection Service, under the Treasury
Department. There has been an increasing amount of
work ever since, which has justified the continua-
tion of the small office in this highly industrializ-
ed area.

MARTNE INSPECTION
FEW HAVEN, CONNEGTICUT

A1l this time the office personnel consisted of but
three; namely, a local inspector of hulls, a local
inspector of boilers and a clerk, except for a period
from 1918 to 1921 during which two aseistant inspec-
tors (one of hulls and one of boilers) were added
because of accelerated post World War I vessel con-
struction activities, No other change in the number
of persommel was made until 1942 when an assistant
inspector of hulls and one clerk were added, again
raising the personnel here to a2 total of five (5).
This is the most personnel the office has had to date.

Jurisdiction by the New Haven inspection unit is

held over sn area bounded approximately as follows;
On the north by the Massachusetts—Comnecticut state
line; on the east by a line drawn from a point on

the Massachusetts-Connecticut state line at longi-
tude 73° W southerly through Winsted and Bristol,
Connecticut, then scutheasterly to 0ld Kelsey Point,
Connecticut, across Long Island Sound to Riverhead,
Long Island, New York, and then southerly from there
to the Atlantic Ocean; on the west, from the junction
of the Massachusetts southwestern and the Comnecticut
northwestern corners by a line in a direction a
little west of south and passing Carmel and Pelham
Manor, New TYork, from the latter place the boundary
line goes south-southeast across the Sound and Iong
Island to the Atlantic Ocean. The water area within
these boundaries includes almost all of Long Island
Sound and its tributaries and also the most important
part of the south shore of Iong Island with ite tri-
butaries. It is generally believed, that these waters
float the worldts heaviest concentration of yachts.
owilng to its location near New York City and this
country's most heavily industrialized section, the
commercial traffic on these waters is also very heavy.

The United States Coast Guard had had military con-
trol over this activity since 1 March, 1942, and all
inspectors there had held military status since
June, 1943. Its geographical location placed it
under the authority of the District Coast Guard Offi-
cer of the Third Naval District whose office wes in
New York City. Contact with the office of the Dis-
trict Coast Guard Officer was made through the Marine
Inspection Officer who was on his staff, Relation=
ship with Headquarters was through the District Coast
Guard 0fficer. This office also conducted business
with the Army, particularly the inspection upon re-
quest, of its vessels; we had little or nor contacts
with the Navy. Repeated contact were made with the
United States Customs Service and the United States
Public Health Service, each having an office in New
Baven; the work of the three organizations was closely *
related, The District Coast Guard Intelligence
0ffice wes also closely involved with the work of our
office. During part of the recent wartime period
assistance was rendered by the office of the Assistant
Captain of the Port of New Haven; this consisted of
conducting practical tests of examinees in signalling
and handling lifeboats, Other fruitful contacts were
also made with that office.

The only overlapping of any consequence of our acti-
vities with those of other govermment departments or
private agencies appearsd to be with the American
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Bureau of Shipping. This condition, however, was
largely corrected by the fact that the findings of
the Bureau in certain cases, may be accepted as
official by the Marine Inspection Division of the
Coast Quard; this arrangement was also reversed at
times.

Although New Haven is located on Long Island Sound,
it is classed as a sea port and is accessible to
ocean vessels of almost any size. A1l the inspection-
al functions required under United States laws for
both United States and foreign vessels were conducted
by New Haven inspectors. This applies to hulls and
their equipment, boilers and machinery, lifesaving
and fire-fighting equipment, examining, licensing
and certificating vessel personnel, conducting emer—
gency drills, regulation of passengers, conducting
investigations and hearings concerning casualties,
etc. These activities involved all classes and types
of craft both afloat and in drydock, except combatant
vessels,

The year 194 was the busiest wartime period at New
Haven and the five persons attached to the office
carried the full load successfully. In addition to
consistently carrying out their duties during the
leng work days of the war period, the personnel here
subscribed 100% to the Coast Guard's bond allotment
program and received a complimentary letter from the
District Coast Guard Officer. Work accomplished dur-
ing two periods of three months each, is shown on
following pages. One of these periods occurred
during 1940 and is representative of pre-war acti-
vities; the other occurred during 194} and is re-
presentative of wartime actdvities. The time that
has passed since VJ-day the Inspector of boilers was
also transferred in addition to the Assistant In-
spector, “hartly after that the office acquired the
services of an Inspector who acted in the dual capa-
city of Assistant Hull Inspector and Assistant En-
gineer Inspector., He was, however, restricted in
the performance of work as an engineer inspector be-
cause of his limited qualifications as steam engineer.
This assistant inspector remained here until December,
1945, when he was separated from Military Service,
thus the officer in charge was for the second time
the only inspector attached to the office. This con=
dition existed a short time, after which a boiler
inspector was again added which brought the total
personnel up to four, Following is an organization
plan and chart of this office. No proposals have
been made for postwar organizational plans, but any
changes that do come with the post-war period will
mean more work; a trend whose effect concerning ves-
sel inspections has already been felt.,

. Prior to the outbreak of World War II, a large part

of the work of this office was seasonal. The spring,
summer and to a lesser extent, the fall seasons, were
busy periods as compared to winter. In spring the
inspectional work in the field increased sharply, us-
ing up a major part of inspector!s time, These con=
ditions left little opportunity to attend to office
duties, such as the examination of candidates and
issuance thereto of licenses or seamen's documents,
the investigation of casualties and resultant hearings
and the proper time needed for the study of routine
daily correspcndence. The winter lay-up of vessels
caused a decrease to a similar extent in outside work
and thus afforded timeto Mecatch-up® on overdue office
work, as for example, the revision of examinations
for licenses, bringing office publications and records
up to date, etc. World War IT caused a considerable
decrease in the mmber of vessels operating in the
district. An increase in factory inspections of ap=-
proved equipment, life preservers, ring life buoys,
life rafts and floats, line-carrying guns, etc,,
however, more than offset ‘the time gained from that



decrease and even necessitated requests for assistance
from other inspection offices. The addition of an-
other inspector and a clerk to the office force solved
this problem satisfactorily. The Coast Guard's thor-
ough coverage of marine matters and personnel acti-
vities brought an increase of administrative work to
this unit over the amount required prior to its
acquisition by the Coast Guard., Some of the vessels
of this district, that dropped out of commercial ser-
vice because of the war are now (19L6) returning. Also,
it is to be expected that some vessels which have
been permanently removed from our jurisdiction for

one reason or another will be replaced by their form-
er owners, There also will be added newcomers expect-
ed in the marine industry, some of whom have already
appeared. The improvement of New Haven Harbor has
already resultea in additional vessel traffic therein,
with prospects for further increase because of addi-
tional improvements definitely planned.

Due to the extensive shore lines under the jurisdic-
tion of the New Haven office, inspectors had to do
considerable traveling to effectively carry out .their
duties. For reasons of both speed and convenience
the automobile was preferred for such travel. By
carefully planned assignments, travel was kept to a
minimum and the most possible benefit of teamwork
was derived. It has been possible to keep abreast
of the current demands for the office with the pre-
sent personnel; the expected limited increased duties
can also be executed with no increase in persomel.

It is probably worth mentioning that during the latter
part of 1945 the Coast Guard seriously considered
discontinuing the New Haven Inspection Unit. The idea
seens now to have been abandoned, and it is thought
that probably the very ambitious plans which the local
govermment has for making New Haven one of the more
important ports on the Atlantic seaboard haa some
influence in this commection.

WORK FERFORMED BY THE MARTNE INSEECTION UNIT, NEW HAVEN, CONNECTICUT, AS
SEOWN_BY ITS RECORDS, THE WORK TN EACH OF THE THO YEARS. TNDICATED WAk —
TOTATED SEPARATELY AND THEN AVERAGED INTG QUARTERLY PERTODS, HESEECTIVELY

1940
(a) Anmal inspections conducted sesessssssesssscssssssssssasessascesase 1
(D) Rl N Da e B NS o a e vas'atn e nrisnnassiesedsrions e s e oo an s TR &
{c) Drydoglc axantnations cuisesssesessessinessssssioessbibesatsestessases 6

(d) Miscellaneous examinations (includes examinations of repairs, check-
ing deficiencies, change of name of vessels, and.inspections of

CreW qUArters) secscecceccsssscsessserseasasssnsenscsscsnssnsnssanes 32
(e) Special BUrVEYS sevesssescnses Shessessescsncaaasatestasasennnsareans 1
(£) Govermment land boilers inSpected eescesecsssssssssesssssssoveonsces ik
(g). Certificates of inspection iSS5UBA seesessssessssessasscsssssss 1
(h) Certificates of inspection refused, revoked or withdrawn ... ves L
(L)L icenssn S iaBI00 e essssesascossrrupessarihessione oot e ot a8
}jg L1CanEen  re e st e e csanscrianrtensssayrsinonsbehersessheeteotean L
k) L canson endorsad i ot v e corisasssasisstinaiiashnsle sy il 13
(1) certificates of Service and Efficiency issued (includes Cortifi-

cates of Reglstry to Staff Officers) v.sessssssvsssssscccsssecsssses 53
(m) Certificates of Service and Efficiency refused (included Certifi-

cates of Reglstry to Btaff Officers) ..vcesecescsscnserossscenscenes 2
(n) Certificates of Service and Efficiency endorsed eueeseseescsscesesses 9
(0) Welders! Qualification CArds iSSUBA seeeessssessssassssascnsnsnsnnns 1

(p) Welders! Qualification CArds TefUSEd .ese.eesessssasssscssascssennes
(q§ Life preservers paB58d ssesssesesecssecsacsscccssssasscasascnancsore 233

Life preservers Iejectld ceccsssesscsesssssscssanssss

(8) Life floats passed .... tesesessssensias

(t) Life rafts passed ....... sesessessasssssssesnsnsana ceee
(u; Buoyant apparatus passed s.eeecccsccsssssssncens ssssescesany vererace
(%) RN T POy DAREA N e st s s s nss i as s bats o ts SRR cesssscnes

(W) 1ine-carrying guUn8 PASBBA «eecsssssssscstcsssnsssassrnassnssssansass
() By L s AB B e s S5 st e b e et reh ey Lo SRR
(y) Fuel oil heating and pumping pressure Piping assemblies passed .....
(3) Air ohamberA/DABEEU fusssanssesoronsvssisvassensoniiaseatassontensiass
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1.
2.

3.

L

1
1
Both Inspectors as 1
Occasion Requires t

ORGANIZATION PLAN
MARINE INSPECTION OFFICE —— NEW HAVEN, CONNECTICUT

An Officer in Charge, Marine Inspection, responsible for all
functions of the office.

One inspector, an engineer officer, to assist the 0fficer in
Charge, Marine Inspection,

Two clerks, the senior of whom is responsible for files, records,

reports and all other clerical work for the office; the junior
clerk to assist the senior.

Shipping Commissioner functions in this district are performed
by the U. 5. Customs officials at New Haven and Bridgeport,
Connecticut, and by the office of the United States Shipping
Commissioner, New York, who enters this district as necessary.

ORGANIZATION CHART

Marine Inspection 0ffice
New Haven, Connecticut

1
1

1

1

! 0fficer in Charge,
! Marine Inspection

1

! J. Bs Hunziker

' ILieut, Comdr,, USCGR(S)
1

1
" James R. Hooper 1
' Lieut. Comdr., USCGR(S) !
1
1

! Inspector of Boilers

Licensing and Certificating

1 T
1 [
1 1
! Officer in Charge !
! Marine Inspection !
1 1
1 1
1 1

Other Inspector as
Occasion Requiresa

—EnT e

'  Both Inspectors



OPERATIONS
SHIPPING COMMISSIONER

Prior to June 7, 1872, numercus Acts had been passed
by Congress designed to regulate the Merchant Marine.
However, it was not until June 7, 1872, that any
steps were taken to establish a special service or to
appoint special officers for the enforcement of those
Acts. Preceding this date, the administering of thesa
laws was entrusted to the Circuit Courts and certain
officers of Government Departments,

Through the passage of the Act of June 7, 1872, a
beginning was made toward the creatlon of a special
service for the enforcement of the Navigation Laws.
This Act provided for the appointment of Shipping
Commissioners to the more important ports of the
country. The Shipping Commissioners were to administ-
er those portions of the Navigation Laws having to do
with the engagement, discharge and care of seamen on
American merchant vessels.

Generally, the Shipping Commissioners were required
(1) to afford facilities for engaging seamen by keep-
ing a reglster of their names and characters; (2) to
superintend their engagement and discharge in the
manner prescribed by law; (3) to provide means for
securing the presence on board at the proper time of
men who we~ so engaged; (L) to facilitate the making
of apprenticeships to the sea service and (5) to per-
form such other duties relating to merchant seamen as
are now or may hereafter be required by law.

The prevalent practice of securing crews by "shanghai-
ing" them, or by utilizing the services of disreput-
able individuals (commonly known as "erimps") who
too often extorted money from seamen and masters, pro-
moted desertion, drunkenness and Yshanghaiing," was
largely respensible for the designation of the
Shipping Commissioners as employment officers for
seamen, State laws failed to remedy the odious prac-
tice that existed and, although the Act of June 7,
1872, reduced them considerably, it was not until
June 28, 1906, that legislation was passed which made
illegal the inducement, through force, threat or mis-
representation, of any person, or of one who was in-
toxicated, to go on board of any vessel engaged in
trade and commerce among the several States or with
foreign nations, or to sign an agreement to go on
board any such vessel.

The Shipping Commissioners Act of 1872 provided

that Shipping Commissioners hear and decide questions
which masters and seamen mutually agreed to submit

to them. The judges of the Circuit Courts were author-
ized to appoint Shipping Commissioners at their dis-
cretion and were empowered to remove, supervise and
control the Shipping Commissioners thus appointed.

The passage of this Act relieved the Courts of a

large amount of work in comection with the shipment
of seamen and the adjudication of controversies be-
tween masters and seamen. In addition, it provided

for masters and seamen an easy access to summary jus-
tice and obviated the necessity for them to remain
ashore and await the calling of their cases on court
calendars and the incurring of heavy expenses occasion-
ed by court hearings.

The Act of 1872 required that the master of every
vessel of the burden of seventy-five tons or upward,
bound from a port in the United States to a foreign
port, enter into an agreement, in writing or in print,
with the crew, before he proceeds on such voyage, and
every such agreement except those specifically exempt=
ed, were required to be signed by each seamen in the
presence of a Shipping Commissioner. Similarly, the
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discharge of such seamen was required to be effected
within a specific time after the termination of the
voyage for which they were engaged, and it was further
required that they be discharged and receive their
wages in the presence of a duly authorized Shipping
Commissioner,

Without citing numerous other statutes, it can be
readily seen from the above the determination of
Congress to safeguard the welfare of seamen serving
aboard American vessels. The responsibility for the
administration of these laws was almost exclusively
that of the Shipping Commissioners,

A sweeping revision of the laws with respect to
Governmental supervision over the shipping and dis=-
charge of merchant seamen, accomplished by the pass-
age of the Act of December 21, 1898, added greatly
to the duties of the Shipping Commissioners. The
Commissl oner of Navigation, in his anmual report for
1899, characterized this Act as "the most comprehen-
sive measure ever passed in this country for the
benefit of seamen." It is probably within bounds to
assert that no parliamentary body ever before adopted
legislation which has worked so radical a change in
the historical relations betw ®n the seaman and the
master or "owner." The Act of 1B98 was the first
application made by any govermment of the provisions
of common law, relating to civil contracts for labor,
to the agreements between seamen and masters or owners.
The essential portion of the Act gave to seamen the
right to quit work in the domestic or "nearby" foreign
trades, subject to no penalties of consequence ex—
cept 1liability to suit for breach of contract. Ac-
cording to the Commissioner of Navigation, it was due
to tact and industry of the Shipping Commissioners
that the radical changes made by the Act of 1898

were effected with less friction than was at first
feared,

Concerning the general effectiveness of the work of
these officers the Commissal oner wrote "There is an
increasing tendency on the part of owners, masters
and seamen to refer to the arbitration of the com=-
missioners, those disputes which seem to be in-
separable from labor at sea. The settlement of such
disputes is one of the useful functions of the com-
missl oners, and appeal to them should, in the great
majority of cases, render unnecessary expensive liti-
gation.n

In 1920 the Commissioner of Navigation reported
"gupervision by the Government of the form of con-
tracts or agreements between the seamen on merchant
ships and the masters or owners of ships and of the
falfiliment of the contract is a long established
practice of maritime nations., It has a twofold pur-
pose, The Government has, first, a spescial interest
in merchant msemen because they are the reserve force
on which it must rely in the event of war to man its
increased war fleets. In the second place, .the nature
of the seamen's calling distinguishees it in most re-
spects from occupations on land, for during the prac-
tice of his calling the seaman is remote from the
courts to which the landsman may always appeal in case
of real or fancied injury. Opportunity for injustice
is greater and for redress is less. Govermments,
accordingly, to forestall injustice, scrutinize closely
the maldng of seamen's contracts and the method of
their performance, as land contracts are not scrutiniz-
ed. Accepting the British method of attaining these
purpose, Congress established Shipping Commissioners
at seaports who were the officers of Federal District
Courts to which appeal was provided from the quasi-
Judicial decisions of Shipping Commissioners. The
purely mechanical and clerical work of giving effect
to these purposes is considerable, because crews as
a.rule are shipped and paid off on board and Shipping
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Commissioners must go to the crew, the crew does not
come to the Commisei oner's office. The Shipping
Comnissioners! service is an essential factor in the
successful and creditable operation of a merchant
marihe,which is as different from a vast tonnage
built with Treasury funds as a veteran regiment is
from a cromd of newly drafted men., The Shipping
Commissioner!s service should receive consideration
somemhat in proportion to our maritime pretensions
if those pretensions are to be realized."

Among the various duties imposed by law upon Shipping
Commissioners, none is more important and requires
such a high standard in the character of the person-
nel of these offices, than that which directs Com-
missioners to hear and decide questions between
masters, consignees, agents, or ewners of vessels,
and their crews, which both parties agree in writing
to submit to them. Commissioners, in the conduct of
such arbitration proceedings, are empowered to call
as a witness any person connected with the ommership
and operation of the vessel and to examine any books,
papers, or other documents pertaining to the vessel
which might serve as evidence; awards made by the
Commissioners are binding on both parties and are
deemed to be conclusive as to the rights of the par—
ties in any legal proceedings.

The Commiseioner of Navigation, in his annual report
for 1509, recommended that the powers of Shipping
Commissioners be extended so that on application of
either party to a dispute relating to wages, forfei-
tures, disrating, or allowance of provisions, the
Commissioner could render a binding decision sub-
Ject, of course, to judicial review. The consent of
both parties, however, is still a requisite to the
institution of arbitration proceedings before Ship-
ping Commissioners, although they are very frequently
called upon for advice regarding disputes that are
not submitted to them for arbitration, and their
opinions are invariably accepted the same as an award
in arbitration.

The Commlssioner of Navigation, in 1920, called at=-
tention te the important discretionary powers with
which these officers are vested, which call for the
exercise of good Judgment, firmness, tact, an exten-
asive knowledge of shipboard practices, procedures and
customs, a thorough knowledge of the law and of the
decisions of courts, and numercus other qualities
above the mere ability to keep books and perform
clerical labor. Commissioners alsc search files to
secure records of seamen's service required for ad-
mission to Snug Harbor, Marine Hospitals and similar
institutions, to complete papers of applicants for
naturalization, and to furnish lost addresses of de=
ceased seamen for relatives. They consult with
foreign Consuls concerning enforcement of allotment
and anti-shanghaiing laws on foreign ships, and with
Clerks of United States and attornmeys concerning
wages and effects of deceased and deserting seamen,
litigated cases not brought before the Commissioners
as arbitrators, and enforcement of allotment and anti-
shanghaiing laws.

The Seaman's Act of 1915 made it possible for amy sea-
man to allot a portion of his wages to certain speci=-
fically designated beneficiaries. These allotment
notes must be in writing and signed and approved by
the Shipping Commissioner, whose duty it is to also
examine such allotments and the parties to them and
enforce compliance with the law., This section is
applicable as well to foreign vessels, while in the
waters of the United States, as to vessels of the
United States. -The Seaman's Act of 1915 also abolish-
ed the section of the Act of June 7, 1872, which en—
abled a Court to imprison seamen for desertion. Ex=-
tensive additions to the laws regarding merchant sea=-
men have been passed in recent years such as that
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setabhlehing tha Tpan T gnte femhe Rt RE.eueb e
employed upon vessels (1915) and the division of
seamen into watches (1915,1936)., The Merchant Marine
Act of 1936 fixed the percentage of aliens that could
be employed as seamen aboard various classes of ves-
sels, required every seaman to obtain and carry
either a contimous discharge book or a certificate
of idontification and a certificate of service quali-
fying him for the position aboard ship in which he

is en:aged and made further changes in the watch and
watch system. The enforcement of these laws was made
largely the responsibility of the Shipping Commission-
8rés

The Shipping Commissioners' service was originally
under the supervision of ,the Circuit Courts. Later,
however, it was transferred to the Treasury Depart-
ment (June 26, 188lL), the Department of Commerce and
Labor (February 1l, 1903) the Department of Commerce
(March L, 1913) and the Navy Department, United States
Coast Guard (March 1, 1942). The Executive Order
transferring the Shipping Commissioners to the United
States Coast Guard was to operate originally for a
period not exceeding six months after the termina-
tion of the National emergency under which the order
was issued, The transfer beceme permanent in 19L6.
The tasks performed by the Shipping Commissioners
have increased steadily in both importance and volume.
An examination of the records maintained by the Ship-
ping Commissioner at New York showed that this office
had issued, in the three month period ending Septem-
ber. 30, 1945, 26,869 documents to seamen and had en-
dorsed for additional ratings 2205 seamen's certifi-
cates of service. For the same periocd in 1942,

13,898 documents were issued to seamen and 1405 certi-
ficates of service were endorsed for higher ratings.

In 1939, 42 accounts of deceased seamen together with
the wages of such seamen amounting to $2,376.1:6 were
transmitted to the Unlted States District Court via
the Shipping Commissioner at New York. In 1943 this
had risen to 2,248 accounts and $1,212,002.28.
Similarly, accounts and wages of deserting seamen
transmitted to the Court by the Shipping Commissioner
at New York rose from 258 accounts and $l,839.Ll in
1939 to 511 accounts and $80,485.10 in 1943. During
the years 1939-45, both years inclusive, the Shipping
Comnissioner at this port has transmitted to the Dis-
trict Court $2,756,363.1l in deceased and deserting
seamen's wages in addition to a very considerable
amount of such seamen's effects.

This office in 1939 completed 2825 aseigmments aboard
ships with a total staff of 36 persons, In 1945, with
a total staff of 83 persons, 9428 shipboard assign—
ments were handled. As a consequence of the greatly
increased volume of work a very considerable amount
of overtime service was rendered by the staff of this
office. In addition, the Shipping Commissioners are
charged with the responsibility of filling in and
witnessing the signature of seamen to forms for the
designation of beneficiaries to War Risk Insurance,
carrying out the regulations regarding waivers of
Navigation Laws with respect to the manning of ves-
sels, the citizenship and the certificating of seamen.
As a further result of the tremendous increase in the

allotment notes approved at the port of New York has
risen from a few hundred a month to a peak of more
than 10,000 a month. In spite of the unprecedented
demands made upon them, the Shipping Commissionerts
office at New York worked excessively long hours and
at no time was responsible for delaying a sailing of
a vessel., Under-staffed as it was, the office per—
formed a truly amazing task under tremendously diffi-
cult conditions. Statistics do not tell the complete
story since no record is kept of opinions or advice
given by Shipping Commissioners, nor the amounts of



TWO HIGH RANKING COAST GUARD OFFICERS
CAPTAIN H. C. SHEPHEARD, LEFT, CHIEF OF THE COAST GUARD'S MERCHANT MARINE INSPEGTIGN DIVISION
AND HIS ASSISTANT, COMMANDER R, E. COCMBS
DISPLAY SOME OF THE LIFECRAFT EQUIPMENT
DESIGNED TO HELP MERCHANT SEAMEN FORCED TO ABANDON SHIP

THIS PORTABLE COMBINATION WATER PURIFIER AND COOKING AND HEATING STOVE
DESIGNED FOR USE IN LIFEBOATS IS SHOWN DURING TESTS BY U. S. COAST GUARDSMEN
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time, and money saved in preventing litigation by the
acceptance of these opinions. That his opinions and
advice are readily accepted by both seamen and masters
is an irrefutable indication of the faithfulness with
which the Shipping Commissioner has discharged the
responsibilities imposed upon him by law and of his
conscientious devotion to furthering the development
of the American Merchant Marine,

The Shipping Commissioner's office at New York has the

respect and confidence of the seamen, their organiza-
tions as well as that of the owners and operators.

MERCHANT MARINE HEARING UNIT

PURPOSE The Merchant Marine Hearing
Unit is one of the newest

of the Coast Guard activities.
The first Hearing Unit was established in New York
City in February, 19l43. About sixteen officers, five
hearing officers and eleven officers were
assigned to the Unit in tbe first few months of its
existence. These men handled some six hundred cases

a month., The need for this type of activity was de-
finitely established, The purpose of the activity

was (a) the maintenance of discipline on United States
merchant vessels and (b) the safety of life and proper-
ty at sea.

Under the provisions of Revised Statute section LL50,
as amended (46 U.S.C. 239), the Bureau of Marine Tn-
spection and Navigation of the Department of Commerce
was vested with the authority to investigate marine
casualties us well as acts of incompetency, miseconduct,
unskillfulness, or willful violations of law by licens—
ed or certificated persormnel of the United States Mer—
chant Marine.

Executive Order No. 9083, 28 February, 1942, (7 F.R.
1609) issued by the President under Title I of the
First War Powers Act (50 U.S.C. 601), transferred the
functions under R,.S. LL50, as amended, from the Depart—
ment of Commerce to the Commandant of the United States
Coast Guard for the duration of the emergency and six
months thereafter. The Commandant, under R.S. LL50,
as amended and modified, has issued the Temporary War-
time Rules governing investigations of accidents and
casualties (L6 C.F.R.136). Headquarters dispatch
222030, May 1943, to all District Coast Guard Officers
directed that Merchant Marine Hearing Units be esta-
blished. The number in each district was left to the
discretion of the District Coast Guard 0fficer. It
was desirous that a Hearing Unit with adequately train-
ed persomnel be established in each major port of the
United States. Part time personnel were to be assign-
ed in such subports as the work there warranted. The
District Coast Guard Officer designated the Senior’
Hearing Officer of the Merchant Marine Hearing Unit
to be the Officer in Charge of that Unit. The Officer
in Charge of the Hearing Unit was responsible to the
Officer in Charge, Marine Inspection of that port.
MISSTON It is the duty of the Mer-
chant Marine Hearing Unit
and the officers attached
thereto to carry out under the procedures set forth
in the Merchant Marine Inspection Manmual, the func-
tions of the Coast Guard relating to the suspension
and revocation of licenses and certificates of service
- as well as the investigation of marine casualties.
The jurisdiction of the Hearing Unit extends the length
and breadth of the Coast Guard District in which it is
located. It has jurisdiction over all acts of mis-
conduct, incompetency, unskillfulness and inattention
to duty which occur aboard American flag vessels any-
where in the world, It also has jurisdiction over
such of the Panamanian Flag vessel as are covered by

=

the War Shipping Administration General Order No. ll,

21 May, 1911E (46 C.F.R. 304.61-30L.72, as supplement-

ed). The Unlt also has jurisdiction over all maritime
casualties in which American Flag wessels, other than
public vessels, are involved.

The Merchant Marine
Hearing Unit at New
York requires a full-
time staff of approxi-
mately thirty examining and hearing officers so as
to provide an adequate coverage of the pert. In
addition to the aforementioned officers a clerical
staff of thirty members is also required. An average
quarter's work consists of about 2,000 disciplinary
actions of all types and 550 marine casualties rang-
ing from slight to major disasters.

OPERATIONAL ACTIVITIES
AND PROB!

The Unit in New York has also undertaken the respon-
8ibility of issuing the Panamanian Employment Cards.
About 200 of these cards are issued each quarter.

One of the distinct advantages of placing the adminis-
tration of R.S. LL50, as amended, under a separate
Coast Guard activity was the expeditious handling by
speclally trained personnel of the cases within its
Jjurisdiction. The investigation, action and disposi-
tion of the case, involving disciplinary action, was
often completed within 36 to 48 hours after reception
of the original complaint. Under the old procedure
of the "C" Boards, weeks or even months would elapse
before a final adjudication had been entered. In
marine casualties not involving the loss of human
life, the streemlined procedure set forth under the
Temporary Wartime Rules was followed. In marine
casualties involving the loss of mman life the old
procedure that governed the "A" Boards is followed.

A hearing officer, who sits as judge in the case, an
examining officer, who investigates the facts and
presents the evidence, and a reporter, who takes down
the testimony, are the minimum requirements for a Hear-
ing Unit. The mmber of each i1s determined by the
volume of work in the port. The following is an out—
line of how the New York and other domestic Hearing
Units operatej

(a) Ships were boarded at or near Quarantine

in New York harbor by an examining officer who makes
inquiry as to whether any incidents have arisen dur—
ing the course of the voyage which require discipline
ary action, He did this by checking the log, talking
to the master and officers, and by interviewing the
crew's union delegates. If it appears from this pre-
liminary investigation that the facts warrant a fur-
ther investigation he proceeds immediately while all
witnesses are available, b

(b) The examining officer considers all the
information available and if he is of the opinion that
any offenses warranting a ction have been committed,
he gives the persons involved an opportunity of ex—
plaining their side of the matter before charges are
filed, This is a safeguard against arbitrary action.

(¢) If the examining officer finds that the
offense is of minor importance or that there were ex-
temating circumstances, he may admonish the person
involved instead of preferring charges against him.
This practice minimizes many first offenses and sub-
stantially reduces the rumber of charges filed. This
admonition is a summary determination of guilt and
is made a matter of record which is considered in
cade of subsequent proceedings against the same indi-
vidual.

(d) In the more s erious cases warranting pro-
secution, the examining officer prepares the charges
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Male Coast Guardsmen and Spars who have graduated
from the Merchant Marine Hearing Unit Reporting
School are now reporting cases in all parts of the
world. In addition to learning thousands of short-
hand expedients and specialized phrases with respect
to Merchant Marine nomenclature, theze student re-
porters were given some daily instruction and dicta-
tion covering other fields of business in order to
develop the all-round skill so necessary to success-
ful reporting. They have learned their job well and
the Coast (uard is proud of them.

The existence of the Merchant
Marine Hearing Unit and the
flerchant Hariue Detail .Herchant Marine Detail with
its system of investigation,
hearing and appellate procedures has demonstrated
that the expeditious handling of disciplinary pro-
blems in the merchant marine is more important than
the severity of punishment which may be inflicted
for infragtion of rules.

EVALU. ATION

The speedy disposition of an investigation required
the development of a close working system of liaison
with other govermmental agencies and activities.

This was responsible in a mmber of instances in
elimination duplication of effort. It was also in-
strumental in developing "leads" that would not have
been available without this system of liaison. The
best results were obtained by the assigmment of offi-
cers with a legal background and some sea experience;
or, men of long sea experience coupled with a techmi-
que for handling men,

There is no steadfast rule of stare decisis followed
in Merchant Marine procedure, but rather the more
equitable rule of allowing each case to turn upon its
own facts., This is the time-honored custom of the
equity courts.
BOARDING There were three methods of
covering the vessels arriving
in New York Harbor.

First; During the war when large convoys ar-
rived, Ten to twelve examining officers would board
the arriving vessels with the Public Health Doctors
at Quarantine Station. A great mmber of cases were
disposed of in this way. :

Secondg On the day vessels not covered at
Quarantine were scheduled to pay off, an examining
officer would be assigned to ocver the payoff, The
Second largest mmber of cases were investigated by
this method,

Thirds Special calls to the Hearing Unit office
any interested party or agency requesting a Coast
Guard officer to investigate crew trouble accounted
for a number of cases of serious nature. ' Upon re-
ceipt of such a complaint, an examining officer was
dispatched to make an investigation.

TYPES OF

Casualties; Collisions,
CASES INVESTIGATED

» heavy weather
damage to the vessel, enemy
action, materiel failnres,
injuries on board vessel, deaths at sea, and fires.

Crew trouble; Misconduct, inattention to duty,
negligence, incompetency (both physical and profession-
al), desertions, failures to join, and oil spillage
in’ the harbor, as well as the violation of any Federal
Statute by a seaman holding United States seamen's
certificates of service or licenses.

The above are only an emmeration of the more frequent
types of cases which are handled by this activity.

CASUALTIES INVOLVING
TCOAST GUARD VESSBLS

There are others which arise depending upon’ the facts
of the situation and the Federal Statute involved in
the violation.

In maritime casualties in-
volving private and Coast
Guard vessels, it was the
usual practice to designate
and authorize, by a precept of the District Coast
Ouard Officer, a Merchant Marine Hearing Unit officer
to conduct a formal investigation and to file a report
of findings of fact, conclusions and recommendations.
The District Coast Guard Officer was thereby informed
of the facts of the casualty, and enabled to take
prompt action to protect the Ccast Guard interests.
This procedure thereby facilitated the handling and
disposition of the case,

In the period covering Jamary, 1943 to January, 1946,
166 cases of this type were handled by the Merchant
Marine Hearing Unit, New York District.

OPERATIONS

MOTORBOAT REGISTRATION AND
NAVIGATION FINES SECTION

The Motorboat Registration
and Navigation Fines Section
was originated by an Act of
Congress, dated 7 June, 1918, for the purpose of anti-
smuggling. This unit was then attached to the office
of the Collector of Customs, at the Port of New York.
By Executive Order of the President, Mumber 9083,
dated February, 1942, it was transferred under the
Jurisdiction of the United States Coast Guard.

ESTABLTS{MENT

CGEOGRAPHICAL AREA The principle change affect-
ey T R ed by the transfer from the
Collector of Customs to the
Coast Guard was the geographical area covered. Under
the old procedure, applications for mumbers were
f£iled with and mmbers were issued by the Collector
of Customs for the Customs Collection District in which
the owner resided., TUnder the new procedure, mmbers
Wwere assigned by the District Coast Guard Officer in
the area in which the owner resided. The difference
in Collection District and the Coast Guard District
is great. The Collection District covers Northern
New Jersey, which does not include Mercer, Morris, and
Scmerset Counties; but it does not include Commecticut
or further than Albany, Mew York. At the present tims,
this unit covers the entire Third Coast Guard District,
which splits states and counties. Boats on Greenwood
Lakd), whioh is an interstate commerce lake, are also
registered in this office. Twelve per cent of the
entire country's registration are in the Third Coast
Guard District.

RELATTONSHIP WITH The Motorboat Registration
OTHER AGENCIES and Navigation Pines Section
of the Coast Guard funstion
very closely with the Col-
lector of Customs decumentation section and admeasure-
ment section, the Federal Bureau of Investigation,
Police Department, Federal Communications Commission,
0ffice of Price Administration, Internal Reverme, and

A=



other Govermment agencies too mumerous to mention.
FUNCTIONS A1l motorboats operating
T navigable waters under five
(5) net tons used for com-
mercial purposes, and under sixteen (16) gross tons
used for pleasure are registered by this office.
Qutboard motorboats under sixteen (16) feet, speci-
fically designed for engines, are also registered
here. Each vessel coming within this purview of the
law is issued an identification mmber which might
be displayed on each side of the vessel, three (3)
inches in height. The statute applicable for the
registration of these boats is forty-six- (L6)
United States Code 288, This statute was amended
on 5 August, 1935, and again under Executive Order
mentioned above.

Another function of this unit is the handling and
processing of navigation fines which are covered
in Title eighteen (18) Thirty-three (33), forty-six
(46) and fifty (50) of the United States Code,
These violations constitute equipment, reckless
navigation, inspection, espionage, collision, and
other violations under the navigation laws for all
boats from rowboats to foreign seagoing vessels.
These violations originate with the boarding officers,
Merchant Marine Hearing Unit, Collector of Customs
and with all other informers.

REGISTRATION AS
FISHING VESSELS

During the war, when the
Office of Price Administra-
tion rationed gasoline by
coupons, commercial fishing
vessels received an un-
limited supply. To obtain precious gasoline, approxi-
mately sixty-five per cent (65%) of the people owning
motorboats changed the status of their boats to com-
mercial fishing vessels., This was detected by this
unit since the certificates of award were sent here
with requests that service be changed.

After many such requests, this office instituted a
special form questioning the service of the boat,
occupation of the owner, period of time boat was to
be used for commerciel purposes, and location of
operation. It was found that people working in war
plants, attorneys, brokers, doctors, and people with
other such occupations changed the service of their
boats with the purpose being to get additional gaso~
line ration coupons, to evade the pleasure use tax
stamp,  and commercial boats were permitted offshore.

In addition, commercial boats were permitted to pur—
chase new engines on priorities. Several hunfired
applications were rejected with no authority other
than the Commandant's directive requesting all
District Coast Guard Officers! cooperation with the
Office of Price Administration. When this authority
was questioned by many people, this unit suggested
to the Office of Price Administration that a ban be
placed on all pleasure boating.

When this matter was taken up by the local Office of
Price Administration with Washington, the result

2 ban on all pleasure boating throughout the country.
A1l pleasure boating detected by boarding officers
was reported to this office, and, in turn, forwarded
to the 0ffice of Price Administration for action. As
a result, many ration coupons were forfeited and
people were penalized.

OVER-LOADING Several complaints were re-
VIOLATIONS ceived by Motorboat Resistra-
tion and Navigation Fines
Section that some small ferry
boats were carrying too many people on board. Yet,
there was not statute prohibiting over-loading on

boats less than fifteen (15) gross tons., The Ad-
ministrative Assistant in charge of this office went
to the dock at Babylon, Long Island, New York, and
checked the number of people going on boats. He
found fifty (50) foot boats, that were admeasured
under fifteen (15) gross tons, were carrying as many
as one-hundred and eight (108) people.

However, the regulations provided that as long as

one life preserver ws on board for each person, the
boat was operating within the law. Therefore, unable
to detect any other violations, it was determined
that Title L6, Section 526F of the United States Code
was applicable. This statute, which is reckless
navigation so as to endanger life, limb, and property,
carries with it a monetary penalty of two thousand
dollars (2,000) or one year in jail,

This office then proceeded to inspect boats under
fifteen gross tons for the purpose of safety, counted
the passengers with an official clock, photographed
the existing situation, and proved their case under
Section LLSO of the revised statutes, The result
was the suspension and revocation of the motorboat
operators! licenses, The Commandant approved this
practice and directed that all Districts follow suit.

Because of the continual
turn-over of personnel on
boarding patrol of the Port
BSecurity Office, several
hours each day were required of the supervisor of
the Motorboat Registration and Navigation Fines
Section to explain boarding procedure and navigation
laws to them. When he refused his time for this
purpose, an officer from the Training Office at
Headguarters and a representative of the Jan Handy
Organization, an educational film company, requested
his assistence in producing an instructional film
about boarding.

BOARDING FILM
VRITTEN

The boarding film was written by him, edited, and
produced in New York; then it was distributed through-
out the Nation and is being used at the Coast Guard
Academy. This film, which explains boarding of every
type and size vessel, shows the functions of Coast
Guard, Customs, and other goverrment agencies. It
cost approximately nine thousand dollars and consti=
tutes four hundred feet of sound film and approxi-
mately thirty-two (32 roles of slide film which takes
ten (10) hours to show. It has questions and answers,
and is used for classroom instruction.

FIRST DETECTION

Through the registration of
OF NAZI SABOTEURS

their motorboat, MLEKELA,"
in 1939, the Motorboat
Registration and Navigation
Fines Section was instrumental in detecting the eight
(8) Hazi saboteurs, who were executed on 8 August,
1942,

Paul G. Schwarz, who scld the "LEKELAY to'eight Ger-
mans wham he met at the German Consul!s Office, re-
ported to this unit, in November, 1939, that the men
had left with the MIEXELA," on which he held a six
hundred dollar mortgage. This office had no authority
in the matter of the mortgage, but suspected Nazi
activity.

Since a German tanker was reported loitering in Florida
waters, it was supposed that the boat might be headed
south to join it. A dispatch was sent to all stations
on the Eastern Seaboard to locate the ®IEKELA" and
determine her route. Replies indicated she left City
Island, New York, and was headed South,

The New York office found a violation, in records
outstanding, against the boat for having no whistle
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or bell. When she arrived in Wilmington, North Caro-
1ina, the Coast Guard was dispatched to hold the ves-
sel pending investigation regarding violations by the
Customs. This was done at the risk of being sued.
The United States Attorney in North Carclina was con-
tacted to have a bond posted so the men could not get
off the boat. Each of the five men gladly posted
five hundred dollars and still had more’ money. The
boat was detained approximately one week under bond,
and the German tanker in the Florida waters evident—
ally could not wait that long and disappeared. The
WIEKELA" was followed by dispatch as to whereabouts
as she proceeded to Florida, There she was sold to
people who were residents of Connecticut, and later
was enrolled in the Coast Guard Auxiliary in the
Third Naval District.

The Nazis who made this trip from New York to Florida
werey Kurt Grahm; John Kerling, alias Edward Kelly;
Richard Guelle; Louis Geroge Dedel; Paul Schroeder;
F. W. Doell; Herman Neuber; Franz Cappiletti, Joseph
Nussbaum, Richard Kienz, Mane Keshung., Nothing more
was heard of these Germans until 13 June, 1942, when
some were found by a Coast Guardsman on Long Island
and others in Florida, bringing with them sabotage
equipment and plans.

ANALYSIS AND This office processes appro-
EVAIUATION xinately 65,000 letters and
issues approximately 12,000
certificates of award yearly.
The navigation cases amount to about 3,000 per year,
with statutory penalties aggregating $109,910. The
total number of motorboats registered in this District
as of 1 December, 19L5, was LlL,L72.

The personnel complement for.this office was two male
and two female civil service employees, two enlisted
Coast Guardsmen, and five (5) enlisted Spars. The
complement now does not include the five Spars. 4n
Administrative Assistant, a civilian with twenty years
experience in the Customs Service, is in charge of
this office; there is no Coast Guard officer there,

During the time of war, this unit was exceptionally

busy due to the fact that many of the men, who were
called to the armed services, transferred the title
of their vessels to other people; and many violations
under the Espionage Act were detected by boarding
officers and required the action of this office. At
the present time, an increase in the volume of busi-
ness is expected, since most of the men are returning
from the Service and new boats are being built and
constantly coming off the assembly lines. Many of
these men never had a taste of boating before the war,
and now they are getting boats for themselves, 1In
addition, boats operating on Greenwood Lake are to
be registered for the first time, and the United
States Army is releasing amphibious trucks, "ducks,®
which must be registered.

It is impossible to determine the number of personnel
that may be required to carry on these functions or
the financial status, since this unit may revert back
to the Collector of Customs, although it is now func-
tioning under the Treasury Department.

This organization is contimally growing and is ex-
pected to triple within the next two years. Many
solutions that can remedy conditions are expected
within the next two years. Another problem that
probably will confront this unit will be aviation.
Seaplanes, when landing on navigable waters, are
under the jurisdiction of this unit.

When this office was originally organized and statutes
made, it was not intended that it would grow as large
as it is at the present time, The statutes should

not be amended to meet the time. Many suggestions
along that line can be made in this District, since
twelve per cent of the entire country's registrations
are handled here. The suggestion is to register all
boats regardless of size, either permanently or tem~
porarily equipped with engines.

Another is that the mumber be displayed on the stern
of the vessel as well as on the bows, so that when a
patrol boat observes a violation, it may note the
identification before the violator gets away. There
should be a fee for the registration of boats accord-
ing to the size of the vessel, so that the unit may
be self-sustaining and dble to carry the required
personnel and supplies. All boarding officers should
be indoctrinated in procedure on boarding.

UNITED STATES COAST GUARD
Third Naval District
New York

Motorboat Registrations Section
Barge Office, Room 21
South Ferry, New York City

QUESTIONATRE TO BE FILLED IN BY OWNERS
OF UNDOCUMENTED VESSELS FILING APPLICA-
TIONS FOR COMMERCIAL OCCUPATION

1. What type of "Commercial Occupation" will the
vessel be used for,i.e., Commercial Fishing for
Market, Carrying Fishing Parties for Hire,
Towing, Work Boat, etc. (state details);

2. What is your regular occupation?

3. How often is such boat to be used for such
comme reial purposes?

L. Where do you intend to operate?

5. On what days and during what hours?

e

Pursuant to the above information, I hereby
request that the ervice of my vessel be indicated
as :

(Commercial Fishing, Parties for Hire, etc.)

Signature of Qwner

Motorboat No.




FOURTH NAVAL DISTRICT

Among the many changes which
the war brought to the Coast
Guard, one of the most signi-
ficant was the assignment of
the duties formerly perform-
ed by the Bureau of Marine Inspection and Navigation,
an organization which had been in existence under the
Departnent of Commerce since approximately 1838. With
the aim of securing better coordination and increas-
ing the wartime effectiveness of the various activi-
ties of the Burdau of Marine Inspection and Navigation,
the Bureau of the Budget had made a study of the in-
spection situation and recommended certain consolida-
tions., In line with these recommendations, the
President, on 27 February, 1942, signed Executive
Order #9083 which placed a few of the functions of

the Bureau under the Commissioner of Customs and the
majority of them under the supervision of the Com=
mandant of the Coast Guard. Among those transferred
to the Coast Guard were the safety inspections of all
American merchant marine vessels; all marine casualty
investigations; the functions of the Shipping Com—
missioners, including the supervision of the signing
on and discharging of crews and the welfare of mer-
chant seamen aboard vessels; the licensing of officers
and the certification of seamen. This order was to

be effective on 28 February, 1942, but in view of the
extensive organizational changes required, it was not
until sometime in April, 1942, that the transfer was
in all respects carried out in this district.

CREATION OF THE
MERGHANT MARTNE
INSFECTION OFFICE

ORGANIZATION The marine inspection acti-
OF THE OFFICE vities of this particular

district were, in 1912,

under the direct supervision
of the Supervising Inspector of the Third Inspection
District who maintained an office in Norfolk, Va.,
and there was only one Marine Inspection Office,
located in Philadelphia. It was decided that the
Marine Inspection District for this area should coin-
cide with the limits of the local Coast Guard Dis-
trict, an arrangement which remained unchanged through-
out the war,

A description of the Philadelphia office as it was in
April, 1942 showed the following attached: L. H.
Schackelford (CAF 12) as Local Inspector of Hulls
with ten Assistant Inspectors, R. G. Willoh (CAF 12)
as Local Inspector of Boilers with 11 Assistant In-
spectors, seven clerks. Of these, three boiler in-
spectors and four hull inspectors were assigned to
the Sun Shipyard; one boiler inspector and one hull
inspector were a ssigned to the Pusey and Jones Ship-
yard; two hull inspectors were assigned to factory
inspections of life-saving equipment; one boiler in-
spector was assigned to mill tests and inspection of
steel; one hull inspector and one boiler inspector
were assigned to "C" boards and the examination of
drawings; one hull inspector and one boiler inspector
were assigned to the small shipyards and drydocks in
New Jersey; one hull inspector and one boiler inspec-
tor were assigned to the examination room to examine
men for licenses and certificates; one hull inspector
and two boiler inspectors were assigned to miscella-
neous inspections; one boiler inspector and one clerk
were stationed in Coatesville, Pa., to handle inspec=-
tion of steel and reports thereon in that area. In
addition to the above assigmments, specified inspec-
toras were sent to various points throughout Eastern
Penngylvania to test and qualify welders and to test
and inspect and stamp pressure vessels, furnaces, etc.

On 1 June, 1942, Coast Guard Headquarters issued a
change to the organization plan so as to include the
new Merchant Marine Inspection functions., According
to this plan, the offices of Local Inspectors and

e e

Shipping Commissi oners were replaced by local Mer-
chant Marine Inspection Offices, each headed by an
Officer-in-Charge. In place of the former Supervis-
ing Inspectors, a supervising lerchant Marine Inspec-
tor was to be designated as a member of the staff of
the District Coast Guard Officer, and to have full
responsibility for all vessel inspection, licensing
and certificating, shipping commissi oner functions
and ship personnel inspection activities within the
district. In this district, the result of this order
was the organization of the local Marine Inspection
Office as a part of the District Coast Guard Office
and the designation of L. H. Shackelford as Supervis-
ing Merchant Marine Inspector on the staff of the DCGO
and Merchant Marine Inspector in Charge of the Marine
Inspection Offices G. W. Callbeck was designated as
Senior Merchant Marine Inspector (Materiel) and R. H.
Farinhold was designated as Senior Merchant Marine
Inspector (Personnel), but Mr. Callbeck later assumed
both positions,

In February, 1943, all inspectors were offered com-
missions in the Coast Guard Reserve or Temporay Re-
serve, with the result that fifteen inspectors were
appointed Lieutenant Commanders in the Coast Guard
Reserve and five, who were unable to meet the physical
or age requirements of the service, were enrolled as
Iieutenant Commanders in the Class (T) Reserve.

Also in February, 1943, certain changes in the Mari-
time Investigation Rules were made, the majority of
them for the purpose of giving the DCGO greater con-
trol over the activities of the inspectors. Accord-
ing to the new rules, the DCGO was to designate the
officer to perform the preliminary investigation of
casualties and submit the report to Headquarters.
Previously, the Merchant Marine Inspector had appoint-
ed the officer, although thd report was sent via the
DCGO. The DCGO was also made responsible for the
appointment of examining officers for preliminary in-
vestigations relative to the suspension or revocation
of licenses and of hearing officers to try cases in
which the preliminary investigations indicated reason-
able grounds for suspension or revocation of licenses.
Under the previous arrangement, hearing officers were
designated by the Commandant and the inspector who
conducted the investigation could act as hearing
officer if the person charged consented., This latter
arrangement was forbidden in the new regulations.
Another important change was that in the event the
person charged was found guilty, the order suspending
or revoking his license became effective immediately.
Formerly, such an order was not effective until the
30 days allowed for an appeal had expired. The re=—
sult of thie system was that the man retained his
license and would often leave the district so that
when the 30 days were up he could not be located and
the order could not be placed into effect. The pro-
visions of the amendments were immediately placed
into effect in this district.

As the war progressed, the Merchant Marine Inspection
office continued to expand and rearrange its organiza-
tion to meet the needs of the situation. By the
spring of 195, the office was organized as follows;
an organization which was substantially the same on
November 25, 19L6.
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bound convoy when the CAMAS MEADOWS, outbound fron
Philadelphia, was seen approaching on a course which
would collide with that of the convoy. Apparently,
in an attempt to challenge and warn the merchant ves—
sel, the naval vessel cut across her path and was
rammed. The CGC's THETIS and ARGO, who were with the
convoy immediately came to the rescue of the survi-
vors of the crash and performed heroic work in the
face of heavy seas, strong winds and cold water. Two
Boards of Investigation were conducted in this case,
a Navy Board and a Coast Guard Board, the Boards
meeting jointly to hear the testimony and submitting
separate reports. The Coast Guard Beard consisted

of Captain Coffin, Commander Callbeck and Commander
White, the Headquarters! representative. This Board
found that there was no evidence of incompetence,
misconduct, unskillfulness or violation of law on
the part of the officers and crew of the CAMAS MEADOWS.
The collision seems to have been caused by the fact
that the ST. AUGUSTINE was improperly maneuvered, but
evidence on this point was incomplete since the
officers qualified to testify had all lost their
lives,

The Board recommended that officers of escort and
patrol vessels be instructed to be extremely careful
in challenging a merchant ship so as to prevent any
maneuver which would lead to a collision. It was
also recormended that Navy routing orders be changed
to require merchant vessels to burn running lights
when crossing conveoy lanes and to have signalmen or
radio operators on the bridge when in the vicinity
of such lanes.

The third major casualty occurred on 21 Jamary, 19lk,
when the tanker, PLATTSBURGH SOCONY collided with the
freighter S5 CHARIES HENDERSON off Lewes, Delaware,
causing the former vessel to burst into flames. Two
Coast Guard picket boats who rushed to the scene of
the crash rescued the entire crew of the PLATTSBURGH
SOCONY, with the exception of one man who had jumped
overboard and could not be found. The Board of
Investigation on this case was composed of Captain
Coffin, Commander Callbeck and Commander Smith. Un=—
fortunately, a copy of this Board is not available

at this office,

With regard to the conduct of pre-sailing fire and
boat drills and the instruction of crews in the pro-
per use of safety devices, a letter from Captain
Wells to the Commandant, dated 12 February, 19k,
stated;

"HQ is informed that the Merchant Marine In-
spectors in this District have conducted lifeboat
drills on better than 75¢ of merchant vessels sailing
from this port. In a few cases, drills were not held
because carfloats and lighters alongside of vessels
or because of the inadequacy of the crew at the time
of boarding. In every case, however, a concerted
effort is made to conduct these drills on all merchant
vessels wherever they may be found in the District.
The cccompanying chart illustrates some of the acti-
vities of this section.®

THE LICENSING AND Also under the direction of
CERTIFICATING SECTION  Commander Callbeck was the
Licensing and Certificating
Section of the office, the
duties of which involve all functions concerned with
the examination of candidates for merchant marine
licenses and the award of such licenses; the examina-
tion of seamen and the issuance of Certificates of
Service; the registration of merchant marine staff
officers; the issuance of Contimous Discharge Books
and Certificates of Identification. In addition, the
registration of motorboats had been performed by this
section. Assisting Commander Callbeck in the work of

the section were two marine inspectors, two civilian
clerks and two SPAR yeomen. The accompanying chart
illustrates the extent of the activities of the sec-
tion.

THE SHIFMENT AND The Shipment and Discharge Sec-
DISCHARGE GECTION  tion was under the direction of
the Shipping Commissioner, Lt.
Comdr. John Ulery, Jr., USCGR(T) who was assisted by
four civil service workers and two members of the
Coast Guard Reserve who performed the duties of
deputy shipping commissioners and a clerical force
of four civilians, two SPARS and a Chief Specialist,
USCGR. This office was charged with the supervision
of the shipment and discharge of seamen; the arbitra-
tion of disputes between masters and crews when au-
thorized by both parties; the receipt and disposition
of the wages and effects of deceased and deserting
seamen. In addition, applications for Certificates
of Identification and applications for new certifi-
cates to replace lost certificates were handled by
this section, which then forwarded them to the Merchant
Marine Screening Unit of the Intelligence Department
before submission to the Licensing and Certificating
Section or to Headquarters for issuance. This system
enabled the Intelligence Department to keep a close
check on seamen applying for new Certificates and also
enabled Headquarters to check on unauthorized dupli-
cates of Certificates.

THE MERCHANT MARINE The Merchant Marine Hearing Unit
TEARING UNIT  was a comparatively new section
and one of the principal wartime
accomplishments of the department.
Under the Executive Order which transferred the func-
tions of the Bureau of Marine Inspection to the Coast
Guard, the Coast Guard was charged with the investiga-
tion of acte of incompetency and misconduct committed
by officers and seamen while acting under the authority
of their licenses and certificates when the persons
were found guilty of such acts. An investigation and
report of the system by which such cases were then
being handled was made by the Coast Guard, and the
result was a complete revision of the old procedures.
A resume of the principal changes made is given in a
memorandum of 23 June, 1943, to Assistant Secretary
Bard from the Commandant of the Coast Guard, and
states in part;

(a) Under the old procedure most cases were
investigated and heard by three member boards, and
the Board which heard a case did not have authority
to enter a decision. The Board merely preparea a re-—
port and recommendation which were sent to Washington
for review and decision by the Director of the Bureau.
This was not only inconsistent with the well recogniz-
ed principle of administrative law that "he who hears
should decide" but almost invariably resulted in a
delay of from four to seven months between the hear-
ing and the decision. Under the new procedure cases
are heard by individual hearing officers, Complete
authority to make the decision is vested in the offi-
cer who hears the case and the decision is made im-
mediately following the conclusion of the hearing.
Under the old procedure apreals from decisions of the
Director were also considered in Washington. The
revised regulations provide for their disposition by
the District Coast Guard Officer of the district in
which the case was heard. The law allows persons con-
victed 30 days in which to appeal and under the old
procedure persons charged were permitted to retain
their licenses and certificates until after the ex-
piration of the appeal period. As a consequence, in
cases in which appeals were denied it was necessary
to locate and take up the papers of the man involved
in order to make thlh decision effective. Now licenses
and certificates are required to be deposited with the
hearing officer at the start of the trial and a person
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who wishes to appeal is given a letter good only for
one voyage or until the appeal has been acted upon.
Thus it is possible to make the punishment effective
at once.

(b) The old regulations did not provide for
separation of the functions of investigation, pro-
secution and adjudication. Consequently, it often
happened that the same Board acted in all three capa-
cities, a condition which had been criticized by the
Attorney General's Committee on Administrative Pro-
cedure in 1940, and which had given rise to dissatis-
faction on the part of seamen and their counsel. The
new regulations remedied this situation by prohibiting
any officer who participates in investigating a case
from acting as hearing officer in such case,

(c) Under the old procedure the Boards which
investigated complaints and passed upon the guilt of
seamen against whom charges had been preferred were
for the most part made up of inspectors whose primary
Job was the inspection of the hulls and the machinery
of ships. Under the new procedure personnel assigned
to this work are given five weeks of special training
at the Examining and Hearing Officers school which has
been established in New York for that purpose. The
curriculum includes indoctrination into the new poli-
cies and procedure, instruction in investigative tech-
niques, the conduct of hearings and a detailed study
of the laws governing the relationship between master
and crew. It is contemplated that every officer assign-
ed to this duty will go through the school. Further-
more, in all ports in which the volume of traffic
Justifies such action, officers assigned as examin-
ing and hearing officers spend full time on that work.

(d) Under the old regulations most of the in-
vestigations conducted prior to trial-to determine
whether there was a reasonable basis for the filing
of charges were attended with all the formality of a
trial, In the interest of speedy administration, the
new procedure dispenses with this formal investiga-
tion and substitutes an informal preliminary investi-
gation, the sole purpose of which is to enable the
responsible officer to determine whether reasonable
grounds for prosecution exist.

5. In addition to the basic changes outlines above,

a nuber of other steps have been taken to improve
administration, Under the old system the machinery
rarely was set in motion until a complaint was filed
in the office of the inspector, and very seldom was

an independent effort made to find out whether breaches
of discipline had occurred on & voyage. Furthermore,
several days usually intervened between receipt of a
complaint and the beginning of the investigation,
Under the new procedure each ship is boarded at
Quarantine by a Coast Guard Officer who makes specific
inquiry as to the state of discipline during the voy-
age. If it appears to the boarding officer that there
has been crew trouble during the voyage, an Examining
Officer comes aboard immediately and the investigations
are made while the vessel is on her way to the dock.
Arrangements have been made with the State and Navy
‘Departments and the War Shipping Administration where-
by consular officers, naval observers and port repre-
sentatives in foreign ports report cases of misconduct
occurring abroad by cable in order that the investiga-
tion may be started immediately upon the return of the
vessel to the United States, Manuals outlining steps
in the procedure and forms, which require only a few
minutes to fill out, have been prepared and made avail-
able to simplify and speed up the work.

The Merchant Marine Hearing Unit in this district was
established in May 1943, .under the direction of Lieut,

Comdr, William Gallagher, USCGR, & former Merchant
Marine Inspector. Unlike the other marine inspection
sections, the personnel of the Hearing Unit had
varied considerably during the latter war years.
Starting off with a force of two officers and a civil
service worker, the wnit increased rapidly in size
until by the middle of the year 194L the peak of 12
officers, two civil service workers and 12 Coast
Guard enlisted personnel, largely SPARS had been
reached. With the end of the war, the activities
and personnel of the unit dropped off sharply, and
there were then attached to the office five officers,
two civil service workers, one SPAR and two enlisted
men. With the exception of Lieut, Comdr. Gallagher,
the officers of this unit were not former inspectors
but Coast Guard Reserve officers, many of whom had
had some legal experience in civilian life. All
officers assigned to the unit were sent to the New
York Hearing Unit School for training and experience
in this type of work. 2

The offices of the Hearing Unit were set up in the:
Custom House next to those of the Merchant Marine
Inspection Officer, and were so divided as to permit,
in general, private offices for every two examining
officers, In addition, a court room was set up next
to the Shipping Commissionert's Office on the first
floor of the Custom House. In the furnishing of this
room, every effort was made to create a court-like
atmosphere of dignity and decorum, with a raised bench
for the Hearing Officer, a raised witness stand, large
table for counsels and reporters and benches for
spectators. Decorations consisted of large American
and Coast Guard flags flanking the bench.

The procedure which was generally adhered to by the
Hearing Unit in this district was as follows; Every
ship arriving in the part of Philadelphia was boarded
by an Examining Officer from the unit. This officer
made inquiries as to any crew trouble aboard the

ship by talkdng to the master, officers and crew
delegates and by checking the ship's log. If there
was any evidence of trouble, he investigated the
situation and decided whether or not it was necessary
to prefer charges. In many instances of minor of-
fenses he might give admonitions rather than prefer
charges. Such admonitions were recorded so that if
the individual again got into trouble a record of the
admonition was available. When the case warranted
prosecution, the Examining Officer prepared charges
and specifications, set a time for the hearing and
issued summons to the person charged and subpoenaed
all necessary witnesses. The person charged was
informed fully of his rights and privileges and was
accorded every opportunity to prepare his defense.
The hearing was held within the next few days in the
Court Room of the Merchant Marine Hearing Unit. The
Examining Officer acted as prosecutor while one of
the senior members of the Unit served as Hearing
0fficer. The person charged might have any person
he desired as counsel or might request a member of
the Hearing Unit to represent him, The procedure
was similar to that of any court, and the Hearing
O0fficer made every attempt to get at the tre facts
of the case before passing judgment. If the person
charged were found guilty, his license or certificate
might be revoked or suspended, or he might appeal a
decision to the District Coast Guard Officer, or,
further, to the Commandant of the Coast Guard; but
the decision was effective as moon as it was rendered,
and the appeal had to be made within 30 days. This
procedure had proved quite satisfactory.

In addition to cases of misconduct, the Hearing Unmit
also handled casualty investigations and, when
negligence was apparent, prosecuted the offenders in
a mamer similar to that described.ebove.
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CHIEF ENGINEER ABOARD A MERCHANT VESSEL IN PORT FOR REPAIRS,
CHECKS THE MAIN PANEL BOARD IN HIS VESSEL'S ENGINE ROOM
FOR THE BENEFIT (F COAST GUARD COMMANDER JOHN R. COITEUX,
HEAD OF THE COAST GUARD MARINE INSPECTION DIVISION OF THE 14th NAVAL DISTRICT
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February 28, 1942

The President's Executive Order No. 9083 dated
February 28, 1942, transferring the functions relat-
ing to safety of life at Sea, Marine Inspection,
Seaments Welfare, and certain other maritime activi-
ties exercised by the former Bureau of Mdrine In-
spection and Navigation, Department of Commerce, to
the Commandant, United States Coast Guard, was ef-
fected.

Local Inspection district personnel, Norfolk, Va.,
previous to February 1942;

In 1902 the local Inspection office personnel con-
sisted of the Local Inspector of Hulls and the Local
Inspector of Boilers. In 1903 two assistant Inspec-
tors were appointed, one designated as Assistant In-
spector of Boilers. In 1911 the Inspection Personnel
was increased to four Assistant Inspectors. In 1916
the personnel was increased to six assistants, and in
1920 the Assistant Inspectors were reduced to four
assistants. In 1931 the Inspectors personnel was
again increased to six assistants. In 1941 the Local
Inspection personnel consisted of the two Local In—
spectors and twelve assistants.

The President!'s Executive Order No. 9083 dated Febru=-
ary 28, 1342, transferring the functions of the Bureau
of Marine Inspection and Navigation to the U. S. Coast
puard was effected. The Marine Inspection Service
was reorganized under the Supervision of the U. S.
Coast Guard, the Local Office of the Inspection Ser=—
vice Personnel was changed as follows; The Officer

in Charge, Marine Inspector, Material Inspector, and
Assistant Marine Inspectors, due to the great demand
imposed on the Inspection Service by an increased war
effort and greater activities, a vast Merchant Marine,
building programs, and the great increase in Merchant
Marine personnel. The Local Inspection Office per-
sonnel was increased to 2L assistant Marine Inspectors.
The mumber of assistant Inspectors varied at times to
a greater mmber as Reserve Officers were placed in
the Local Office for temporary assignments.

Relationship with District Staff Officers, Navy,
Governmental, and Civilian Agencies:

A semi-monthly report of activities was made to the
District Coast Guard Officer. Special surveys were
made upon request of naval officials to damaged naval
vessels. Examinations and Inspections were made in
Stationary, Locomotive, and Locomotive Crane Boilers
and equipment owned by the U. S. Army located in the
Sth Naval District upon request of Army officials;
examination and inspection on bollers owned by tle

U. S. Government, upon request by U. S. Govermment
officials.

Inspection of life saving and fire fighting equipment
on board U. S. Army Transports. Enforcing the regula-
tions pertaining to the radio equipment installed on
Merchant Marine Vessels and licensed by the Federal
Communications Commission.

Early in 1942 the U. S. Coast Guard established a
school in New York City for instruction officers of
the Marine Inspection Service, in the proper routine
rules and laws for conducting hearings of accused
American Merchant Marine personnel.

In June 1942, Lt. Comdr. C. P. Etheridge and Lt.
Coardr, J. O. Thompson put into effect the first U.
S. Coast Guard hearing unit in the Norfolk District.

Merchant Marine Hearing Unit had gone a long way in
checking misconduct of Merchant Marine personnel and
had been praised by the Masters and other officers of

- L8 -

our ships for the good work it had accomplished.
SHIPFING COMMISSI ONER

The Shipping Commissioner, under the direction of

the Officer in Charge, Marine Inspection was re=-
sponsitls for the immediate supervisioh of those
activitlius of the Merchant Marine Office which related
tog ¢

The shipment and discharge of the Merchant Marine
seamen;

The arbitration of disputes between the Master of the
vessel and the crew;

The receipt and disposition of the wages and personal
effects of deceased and deserting seamenj

The performance of other activities pertzining to the
shipment and discharge of Merchant karine persc-+ 1

CLASS, GROSS TONNAGE, AND VATERS NAVIGATED
(Vessels inspected in the Norfolk District of the

Bureau of Marine Inspection and Navigation prior to
1942, also vessels inspected in 1943, 19LL, 19L5)

DATE NO. VESSELS GROSS_TONNAGE
1919 238 299,2L8
1923 500 546,11
15L0 288 352,731
9l 330 396,677
1942 304 Lik8,029
1943 178 132,792
9Lk 277 928,723

SIXTH NAVAL DISTRICT

By virtue of authority of Title I of the First iar
Powers Act, 1941, approved December 18, 19)1, the
President of the United States by his Executive Order
No. 9083 dated February 28, 1942, to be effective
March 1, 1942, provided for in Sections 3, 6, 7, and
8, transferred the following functions of the Bureau
of Marine Inspection and Navigation, Department of
GCommerce to the Commandant, United States Coast Quard
to be exercised by him under the direction and super-
vision of the Secretary of the Navy:

1. Administration of all laws to the approval of
plans for the construction, repair, and alteration of
merchant vessels,

2. Approval of materials, equipment, and appliances,
3.

L+ Inspection of vessels and their equipment and
appliances,

5. Issuance of certificates of inspection and per-
mits indicating the approval of vessels for operations
which may be hazardous to life and property.

6.

Classification of vessels, *

Administration of load line requirements.

7. Enforcement of other provisions for the safety of
life and property on vessels,



8, Iicensing and certificating of officers, pilots,
and seamen.

9. Suspension and reveocation of licenses and certi=-
ficates,

10. Investigations of Marine Casualties.

11. Enforcement of manning requirements, citizenship
requirements and requirements for the mustering, and
drilling of crews.

12, Control of log books.

13. Shipment, discharge, protection and welfare of
merchant seamen,

1. Enforcement of duties of shipowners and officers
after accidents.

15. Promulgation and enforcements of rules for light,
signals, speed, steering, sailing, passing, anchorage,
movement and tow lines of vessels, and lights and
signals on bridges.

15. Numbering of undocumented motor vessels.

174 Prescription and enforcement of regulations for
outfitting.

18, Licensing of motor boat operators.
19, Regulation of regattas and marine parades,

A1l other functions of the Bureau of Marine Inspection
and Navigation which were not transferred to the
Bureau of Customs, Treasury Department, including the
remission and mitigation of fines, penilties, and for-
feitures incurred under the laws and those incurred
under Public Iaw 351 of the Sevenfy-Seventh Congress
were transferred to the Commandant, United States Coast
Guard, i

The authority vested in the Secretary of Commerce by
Exascutive Order No. 8976, December 12, 1941, to waive
compliance with the navigation and vessel inspection
laws was transferred to the Secretary of the Navy, to
exercise such authority with respect to the functions
transferred to the United States Coast Guard,

At the time when the Coast Guard assumed the functions
of the Bureau of Marine Inspection and Navigation,

March 1, 1942, there weré located in the Sixth Naval
District the following Marine Inspection offices;

Marine Inspection Offices at Charleston, South Carolina;
Savannah, Georgia; and Jacksonville, Florida, together
with a Shipping Commissioner's Office at Savamnah,
Georgia.

In addition to the Marine Inspection duties emumerated~
previously, the following functions of the Bureau of
Marine Inspection and Navigation under the Department
of Gommerce which were being performed by the Collector
of Customs in the various ports of this District were
taken over by the Coast Guard;

1. On 1 August, 1942, the Coast Guard took over the
function of the Motorboat Numbering from Collector of
Customs, Jacksonville, Florida; Savannah, Georgia;
Charleston, South Carolina; and Wilmington, North
Carolina, and the office was centralized in the District
Coast Guard Office of the Sixth Naval District. On the
same date the Coast Guard took over the handling of
violations of Navigation Laws from the Collector of
Customs office in Jacksonville, Florida; Savannah,
Georgia; Charleston, South Carolina; and Wilmington,
North Carolina.

2. On 15 July, 1943, Merchant Marine Hearing Umits
for the investigation of Marine Casualties and sus-—
pension and revecation of licenses and certificates
were established in Charleston, South Carolinaj
Savannah, Georgia; and Jacksonville, Florida.

3. On 15 July, 1943, the functions of the Shipping
Commissioners' offices in Jacksonville, Florida;
Savannah, Georgia; Charleston, South Carolina; and
Wilmington, North Carolina, were transferred to the
Coast Guard.

Due to the large increase in the volume of Marine
Inspection activities in Wilmington, North Carolina,
a sub-office was established there 1 October, 19L3.
The organization of the Marine Inspection Offices

in this Distriet had not changed appreciably from
its organization under the Department of Commerce
except for the addition of the Hearing Unit and
Shipping Commissioner functions. The volume of work
done in the Sixth Naval District increased to such
an extent with the war that the regular inspectora
could not handle it, and it became necessary to pro-
cure additional Marine Inspectors fram the licensed
officers of the Merchant Marine, from the Coast Guard
Academy graduates, and from among warrant officers
and enlisted men who had worked with the service.
The Navy Intelligence History for this District has
an interesting paragraph on the value of Marine In-
spectiong

"In February, 1943, however, the regulations
governing the activities of the United States Mer=-
chant Marine Inspector, the Government agency charged
with the duty of disciplining merchant seamen, were
made simple and workable, thus enabling that officer
to take positive action and clear up the unfortunate
situation which was hampering the efficient function
of the Merchant Marine. Here again the Naval In-
telligence Service, an information agency, and the
Merchant Marine Inspector, an agency with police power
teamed up with excellent results. Information contimu-
ed to be received by the Commerce and Travel Officers
concerning misbehavior of merchant seamen., This was
then promptly reported to the Merchant Marine Inspector
for action and the offender, if guilty, soon found
himself on the beach. The effect of this teamwork was
salutary and immediate. Breaches of discipline in the
Merchant Marine decreased, and the morale of merchant
crews consequently improved tremendously. Respect
forthe Naval Intelligence boarding officers were re=-
stored and the ship's officers became once more co-
operative.n -

A close affiliation was formed with the Army Transport
Service for which Marine Inspection performed inspec-
tions for seaworthiness on uninspected Army tugs and
tows, The Army Transports and Hospital Ships were
checked to comply with passenger ship rules, and certi-
ficates of inspection were issued when the rules and
regulations were complied with. Mavy Barges and Tows
were also inspected for fitness for sea by request of
the Port Director'!s Office. In comnection with Navy
convoy procedure, Marine Inspection required all mer-
chant marine deck officers to pass a proficiency test
in signalling. A1l of the construction work on the new
vessels built in the many shipyards of the District
were examined, checked, and tested by Merchant Marine
Inspectors, Contacts were maintained between Port
Security Officers and the Marine Inspection Office for
the purpose of reporting violations of the rules and
regulations. All waivers on explosive loadings were
issued by the Marine Inspection Office. Aids to Ravi-
gation was advised by Marine Inspection when casualties
occurred in which Aids to Navigation were involved.
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MARINE INSPECTION - SIXTH NAVAL DISTRICT

ACHIEVEIZENTS OF THE ACTIVITY

Outstanding wartime accomplishments

Charleston Savannah Jacksonvills Total

(Mar. 1942 -  (¥ar. 1942 -  (Mar. 1942 - in

Oct. 1945) oct. 19L5) 15 Sept. 1945) District
Vessels over 7,000 G,T. built #225 173 86 L8l
Vessels under 7,000 G.T. built —_ 23 b 37
Jessels certificated 307 2L 319 810
Dry Dock Examinations 112 el 121 304
Reinspzctions 20 33 53
Incidental to Repairs 177 -— 96 273
Government Hulls L7 27 b
Government Boilers Afloat L6 27 73
Government Land Boilers U0 188 ns LL6
Safety Valves Set 8Ls 732 778 863
Fire and Boat Drills 18l 21 155 553
Tail Shaft Examinations in 71 121 363
Sanitary Inspections Lo9 171 57 637
Factory Inspection of Life Preservers 13,136 13,136
Miscellaneous Inspections 2,93 1,887 180 5,010

# Built at Wilmington, North Carolina

LICENSING AND CERTIFICATING

Seamen Certificates 6,l82 1,8L0 3,159 11,521

Seamen Endorsements 3,403 737 L, 140
Licenses Renewed 273 23k Lho oL7
Licenses Issued B16 285 530 1,631

HEARING UNIT ACTIVITIES (JULY 1943 TO SEPT. 19L5)

Investigations 339 336 196 871
Casualties 9L 36 53 183
Hearings 97 199 1nl Lo7
Boardings # 56L 363 268 1,195

#The earliest record in the files of the number of boardings dates from Jamuary, 19Lk.
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SEVENTH NAVAL DISTRICT

The Merchant Marine Inspection Division became a
part of the Coast Guard on 1 March, 1942, in accord-
ance with Presidential Order No. $083, dated 28
February, 1942. This order transferred the Bureau

of Marine Inspection and Navigation from the Depart-
ment of Commerce and the numbering of undocumented
vessels from the Bureau of Customs to the Commandant.
Prior to March 1, 1942, there were two merchant mar-
ine inspection districts under BMIN, located in the
area which became the 7th Naval District. A local
board consisting of a hull and boiler lnspector was
in charge of each district, The Miami inspection
district established in 1940 included the Florida
Keys and the entire eastern porticn of Florida sguth
of Jacksonville. The Tampa inspection district which
was established in 1918 included the west coast of
Florida east of the Apalachicola River, with the ex-
ception of the Florida Keys. Both of these inspec-
tion districts were a part of the Lth Supervising
District of the Bureau of Marin. Inspection and
Navigation with headquarters at Neir Orleans, lLouisi-
ana.

Upon assuming jurisdiction of the BMIN, the Com-
mandant abolished the l¢ ~ boards of inspectors and
assigned one officer in charge of each port formerly
governed by a local board of inspectors. In all
‘cases, however, one member of the former local board
was appointed officer in charge and the other member
was assigned to the duties of senior materiel in-
spector. In this commection, Dwight W. McLellan,
Local Inspector of Hulls, Miami, was appointed Officer
in Charge, and in addition, was assigned the duties

of Marine Inspection Officer, USCG, Tth Naval Dis=-
trict, with the rank of Lieutenant Commander, Tem-
porary Reserve. John R. Blair, Local Inspector of
Hulls, BMIN, Tampa, was also enrolled in the Temporary
Reserve as a Lieutenant Commander and appointed
officer in Charge, Marine Inspection, Tampa., In
August 194), Commander R. T. Eiland, USCGR, a former
Principal Traveling Inspector, BMIN, assumed command
as Marine Inspection Officer, Tth Naval District,

with Lieutenant Commander McLellan continuing as
officer in charge of the Miami area. At the time BMIN
was transferred from the Department of Commerce to

the Coast Guard the personnel consisted of two inspect-
ors and two clerks at Miami and Tampa, a total of
eight persons. During the peak of activities under
the Coast Guard in 19k}, there were approximately
fifty persons assigned to marine inspection duties

in this district, which included fifteen merchant
marine inspectors.

The principal duties of the Merchant Marine In-
spection section of the Coast Guard consisted of.in-
spection of merchant vessels, their hulls, boilers,
fire=fighting and lifesaving equipment. In this con=-
nection, all merchant steam vessels and motor ves=-
sels over 15 gross tons carrying freight or pas-
sengers for hire were required by law to be inspected
and certified annually. Passenger vessels were also
inspected quarterly and a pre-sailing inspection was
made on board all ocean-going cargo vessels during
the emergency. The underwater body of every inspect-
ed vessel was examined each time these vessels were
hanled out on dry dock. An examination was made of
all repairs to inspected vessels and major altera-
tions to their construction were required to be ap-
proved by Headquarters, During the period of 1942
to 1945 the construction of approximately 75 new
vesgels which included 25 large seagoing concrete
steamers, was supervised by merchant marine inspect-
ors at Tampa and Miami. One of the major problems
encountered bythe BMIN during the emergency was the
certification of the many small non-descript motor
vessels operating from ports in this district to the

—iEgns

Weat Indies. These vessels were put in sérvice to
take the place of the regular steam vessels engaged
in this trade which had been diverted to the war
effort. As most of these small vessels were unable
to comply with the applicable laws and regulationms,
it was necessary to issue waivers for one or more
VOYyages.

In 1942 anmal inspections were made on board Tk
vessels of 51,709 gross tons and there were 57L mis-
cellaneous inspections. The following is a summary
of merchant marine inspection activities for the
calendar year 19L5:

Annual vessel
inspectionS.essesesss107  Gross tons.....121,976

Vessel inspections

other than annual......656 Gross tons...l,306,186

Miscellansous inspections

(Load lines, motorboats, etce)eseessssccaceesal,122

With respect to factory inspections, there were three
companies engaged in the mamufacture of life preserve
ers and buoyant cushions in this area. Each life
preserver was inspected and approved before it was
permitted to be used on board merchant vessels and
buoyant. cushions, the mamufacture of which was ap-
proved by HQ for use on motorboats, were carefully
examined and given buoyancy tests at frequent inter-
vals, :

Part of this increase of merchant vessel inspection
was made possible by the increase in staff. These
figures do not include the many inspections of boil-
ers and special vessels made at the request of other
Govermmental agencies such as Army occupied hotels,
veterans hospitals, and Department of Agriculture
experimental stations, etc.

Another function of the merchant marine inspection
section was the issuance of licenses to officers in
the merchant marine and documents to unlicensed per-
sonnel. All licensed officers were required to pre-
sent documentary evidence of service and to pass a
rigid examination before receiving a license. A card
system was adopted by the Coast Guard in the examina-
tion of licensed officers and examinations were made
increasi ngly difficult in an effort to raise the
standard of licensed officer on board merchant ves—
sels of the United States. During the calendar year
1945 there were 378 licenses issued to officers in
this district. In 1942, 6,593 seaman certificates
were issued and in 1945, 19,501 merchant seamen were
certificated in this district. The reason for this
large muber of merchant seamen being certificated
may be attributed to the graduation of merchant sea-
men from the U. S. Maritime Commission Training
Academy located at St. Petersburg,

Shortly after the Presidential Order transferred the
BMIN from the Department of Commerce to the Commandant,
U. S. Coast Guard, a new branch of the merchant mar-
ine inspection section, the Merchant Marine Hearing
Unit, was created. The procedure used by the hearing
unit was arranged in such a mamner as to streamline
the former BMIN. A, B & C board procedure under R. S.
L450 as amended. Previously the local inspectors act-
ed only in the capacity of investigation officers who
reviewed cases of reported misconduct, incompetency,
marine casualties, etec., and forwarded their findings,
conclusions, and recommendations to the Director of
the BMIN for his decision. Obviously, this procedure
was not well adapted to the urgency of wartime acti-
vities.



Under the new MMHU system, ceses involving casualty
investigations or disciplinary action against the
license or certificate of merchant seamen could be
heard and the necessary action looking toward ad-
monition, suspension or revocatiou of licenses and
certificates could be taken immediately. The deci-
sion of the Hearing Officer was final subject to
appeal to the District Commander, Appeals, however,
from the ruling of a District Commander might be
made to the Commandant at Headquarters. In all
cases persons charged were informed of their right
to counsel and appeal,

In July 1943, Merchant Marine Hearing Units were
established at Tampa and Miami with sub-otfices of
Miami at Key West and Port Everglades. The Hearing
Unit consisted of officers trainea at the Coast

Guard IUHU school at New York, most of whom either
haa a legal background or were former BMIN inspectors.
The basic functions of the MIHU was to expedite
rather than impede the quick turn around of merchant
vessels engaged in carrying vital war cargoes.

The organization of the Hearing Unit was comprised
of a senior hearing officer located at Tampa, Miami
and Key (fest, with an examining officer in charge of
the sub-office at Port Everglades. The senior hear—
ing officers were under the Qfficers in Charge of
Marine Inspection, who in turn were responsible to
the Marine Inspection Officer, a member of the Dis-
trict Commanderts staff,

The volume of shipping due to the malking up of convoys
together with its remote location, made it necessary
to have both a hearing officer and an examining of fi-
cer stationed at Key West. In all cases, however,
where charges were preferred by the examining officer
at Port Everglades, a hearing officer was dispatched
from the Miami office.

From the time the Merchant Marine Hearing Unit offices
were opened until the sub-offices at Key West and
Port Everglades were closed in 1945, the Hearing Units
collectively handled approximately 3500 cases, As
the volume of wartime shipping decreased in this dis-
trict in 1945 it was further expedient to discontinue
all Merchant Marine Hearing Units other than those
located in Miami and Tampa.

Due to the extensive curtailment of personnel and
appropriations, the examining officer assigned to the
Miami office now covered the entire Miami inspection
district and the examining officer at Tampa now cover—
ed the entire Tampa inspection district. This was
made possible by a marked decrease in the volume of
personnel cases together with the policy adopted by
Headguarters not to board merchant vessels in search
of irregularities, etc, With the removal of the gaso-
line fuel restrictions, however, and the reactivating
of more than 16,000 privately owned motorboats in this
district, the volume of casualty investigations had
shown a marked increase.

During the calendar year 1945 the Merchant Marine
Hearing Units boarded 1,43l merchant vessels with a
gross tomnage of 4,125,176; 1,163 crew members were
investigated; 167 admonitions were given; 119 hearings
were held; 351 cases were referred to other districts;
and 23} casualties were investigated.

Another function of the former BMIN taken over by the
Coast Guard was that of the U. S. Shipping Commission-
er, an office maintained in all the principal ports

of the United States. In ports where no shipping com-
missioner had been appointed the Deputy Collector of
Customs for that port was authorized by Congress to

act as Shipping Commissioner. Although Shipping Com—
missioners were not appointed in the Tth Naval District

prior to 19h2, a Shipping Commissioner was deemed
necessary by the Commandant at Miami, Tampa, Key
West and Port Everglades due to the tremendous in-
crease in shipping during the emergency, In all
cases, Shipping Commissioner offices were establish-
ed in conjunction with the MUHU with the officer
appointed as senior hearing officer acting in the
dual capacity of U. S. Shipping Commissioner.

The duties of Shipping Commissioner consist primarily
of witnessing the signing on and paying off of crews
on articles of agreement between the master and the
seamen bound U. S. merchant vessels. Shipping Com-
missioners are also charged with the duty of enforc-
ing those navigation laws which require all merchant
seamen to have proper licenses and certificates for
the capacity in which they are shipped. Shipping
Commissi oners also acted as arbitersbetween masters
and seamen., Complaints on the part of any seaman

or the master of vessels which had signed articles
before a Shipping Commissioner, involving basic

wages or any other conditions inherent in the articles
of agreement, might be submitted to the Shipping
Cormissioner for a decision. During the calendar
year 1945, there were 3,261 seamen signed on; 2,896
seamen were signed off articles before the U. S.
Shipping Commissioners in this district, and 717 ves-
sels were involved in these transactions with a gross
tomage of 1,66l,734. Since the functions of the
Shipping Commissioner were effected by the decreased
volume of shipping and because of the separation of
officer personnel by the point system, it was found
necessary to discontimue the Shipping Commissioner
offices at Key Vest and Port Everglades at the same
time the Hearing Units in these ports were discon-
tinued. The office of the Shipping Commissioner,
however, was still maintained in connection with the
Hearing Unit at Miami and Tampa, with the outlying
ports being handled by these two offices.

In addition to the inspection and certificate of
merchant vessels, including many foreign vessels, the
investigation of merchant s eamen and casualties under
R. S. ULi50, the examination of able seamen, life-—
boatmen, qualified members of the engine department,
and licensing of officers and the issuance of docum
ments to these seamen and the functions of the ship-
ping comnissioner, the Presidential Order No. 9083
also transferred the administration of the Numbering
Act of 1918 from the Bureau of Customs to the Coast
Guard, In assuming this responsibility, the Com-
mandant decided to retain the numbers issued by the
various customs districts. In this connection, the
records received from the Collector of Customs of
this district at Tampa, were distributed to the Coast
Guard districts having jurisdiction over the area in
which the owners of the undocumented vessels resided.
In the case of this district, therefore, records for
that area west of the Apalachicola River were for-
warded to the Bth Coast Guard District at New Orleans
and the records of owners residing in Nassau and Duval
Counties, Florida, were forwarded to the 6th Coast
Guard District at Charleston. In all cases, however,
the Customs number 18 was retained for all registered
undocumented vessels in the enitre 7th Naval District.

At the time the Coast Guard took over the mumbering
of undocumehted vessels, there were approximately
14,000 actively numbered vessels in the Tth Coast
Guard District and approximately 1,000 new mmbers
have been issued to vessels of this class each year.
As the one clerk assigned to issuance of mumbers to
undocumented vessels in this district was unable to
efficiently carry out these duties, an additional
clerk and a Y2c (WR) were assigned to this section.
Besides registering and issuing mumbers to undocument-
ed vessels, a complete file of each vessel was main-
tained from the time the vessel was constructed to
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its present owner. These files were frequently in-
spected by various Government officials such as county
tax collectors for the purpose of taxation, and the

U. S. Army Engineers to compile statistics required
for the:inland waterways, etc.

During the calendar year 1945 there were 1,101 new
certificates of award of mumber issued; L4,080 motor—
boat ownership transfers; 426 awards cancelled; and
78 cancelled numbers reissued.

Another duty assumed by the Coast Guard in taking
over BMIN was the administration and enforcement of
the Load Line Regulations. Under these regulations
all ocean and coastwise merchant vessels of more than
150 gross tons are required to be in possession of a
valid Load Line certificate and have the load lines
clearly marked on each side of the vessel. All ves-
sels of this class were also required by law to make
entries in their log book of their draft and freeboard
before departure from each port. In the event that
violations of the Load Line Regulations were reported,
the owners of the vessels were liable for a fine of
upward to $1100 for each offense. In this connection,
the assessment of penaltiés for violations of the
Navigation and Vessel Inspection Laws, another func-
tion of the former BUIN, was assigned to the District
Commander and, in turn, delegated to the Marine In-
spection Officer of each district.

During the national emergency, all state pilots were
enrolled in the Temporary Reserve and for the purpose
of uniformity in the administration of all functions
dealing with pilotage, an officer assigned to BMIN
was appointed as pilot control officer.

EIGHTH NAVAL DISTRICT

The Bureau of Marine Inspection and Navigation traces
its origin to two laws enacted by the First Congress
of the United States having for their purpose the
establishment of proper safeguards for the protec-
tion of our domestic and foreign water-borne commerce.
on JUly 20, 1789, a law was passed providing for the
imposing of duties on the' tonnage of vessels, and
later, on September 1, the Congress enacted legisla-
tion providing for the registering and clearing of
vessels and regulating the coastwise traae. These
laws, in fact, were the foundation on which succeed-
ing Congresses have built a system of laws designed
to meet the growth and changing conditions of our
water-borne commerce, with special and increasing re-
gard to the safety of life at sea.

In these earlier years, the administration of the
navigation laws, and rules and regulations thereunder,
was under the direction of the Secretary of the
Treasury. With the increasing magnitude of the task
due to the advent of steam as a means of propulsion
of yessels, following Robert Fulton's successful
demonstration in 1807, an act of Congress established
the Steamboat Inspection Service in 1838, This law
was enacted primarily to protect the lives of pas-
sengers from boiler explosions on steam vessels, a
very common occurrence during this period, to increase
the seaworthiness of vessels and to insure the in--
stallation of approved lifesaving and fire-fighting
equipment. Succeeding Congresses strengthened the
powers of this agency.

In 188Y, the Bureau of Navigation was established,

in the Treasury Department, under the direction of a
Commissioner of Navigation who was charged with the
general superintendence of the Commercial marine and
merchant seamen of the United States, not then subject
to any existing laws.
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Upon the establishment of the Department of Commerce
in 1903, these agencies were transferred to its
jurisdiction, and, in August, 1932, the functions of
the Bureau of Navigation and Steamboat Inspection.
During the Seventy-fourth and Seventy-fifth Congresses
more legislation pertaining to incressed standards of
safety for the American lMerchant Marine was enacted
than during the previous 25 years. This legislation
broadened materially the scope of the Bureau!s re-
sponsibilities and extended its jurisdiction to
classes of vessels not heretofore subject to inspec-
tion. It was during the Seventy-fourth Session of
Congress that the name of the Bureau was changed to
"Bureau of Marine Inspection and Navigation.®

Marine Inspection and Navigation was charged with

the administration of the laws concerning the con-
struction, equipment, manning, inspection and ad-
measurements of commercial vessels of the United
States, the assignment of signal letters and official
numbers thereto, the supervision of shipment and dis-
charge and living conditions of seamen, and the ad-
ministration of the Navigation Laws of the United
States.

The far-reaching scope of the activities of this'
Service, as presently constituted, included the ad-
ministration of the provisions of those laws having
for their purpose the increased safety of almost
every type of American vessel engaged in commercial
pursuit, includings

(1) Steam vessels, passenger vessels, freight
and towing vessels, and excursion steamers.

(2) Steam-driven fishing trawlers.

(3) Motor vessels of more than 15 gross tons,
carrying freight or passengers for hire,

(L) Seagoing vessels, over 300 gross tons,
propelled by internal combustion engines.

(5) Vessels engaged in the transportation of
dangerous cargo, etc,

This Service was also responsible for regulating
motorboats and the enforcement. of navigation laws
in regard to equipment required on board. All offi-
cers were licensed and all seamen were certificated
by this Service,

From the moment the keel of a new ship was laid,
until after her weatherbeaten hull was sold for junk
or let slip to a watery grave in Davy Jones! locker,
this Service followed that vessel's career, testing
inspection, registering, examining and safeguarding.
Iet us trace the records which this Service kept for
the life of a typical American paasenger ship of
today and observe the untiring zeal with which this
Service discharged its responsibilities for the ef=-
ficient water transportation of the potential
traveler,

Before a new ship was built, the active interest of
this Service in her welfare began. Blue prints of
plans for the construction of the vessel were sub-
mitted.and checked to ascertain whether or not they
conformed in every respect to all the requirements
prescribed by this Service ag to hull structure,
boilers, equipment, etc. The design of the boilers
to be used had to be approved by this Service and all
material entering into their construction subjected
to tests at the place of mamufacture by representatives
of this Service in order to be assured that the mate-
rial was of the highest quality. The actual con-
struction of the boilers was given close supervision



in the shop, as well as after instellation. In the
case of welded boilers, then being used extensively,
this Service insisted upon practical tests to deter-
. mine whether the welding operators were competent to
make sound welds. The work was supervised by re-
presentatives of this Service and X-ray pictures were
teken of the welded joints to ascertain whether or
not the welds were sound, Examination of the films
were made with a special instrument, and these films
were made a part of the permanent record of the boil-
ers, Before boilers were used, they were subjected
to a hydrostatic test equal to 1% times the working
pressure at which the builer would be permitted to
operate. The same careful procedurs applied to wir-
ing, electrical equipment and awdliaries, piping,
appurtenances and equipment pertaining to the main
propelling plant.

Before the ship was launched, a thorough inspection
was undertaken. Inspectors clambered through double
bottom tanks, deep tanks, fore peak and after peak
tanks, cargo holds, and inside of the boilers, in-
specting materials and constructicn. When launched,
a special test was made of the ship's stability, in-
volving weight placements and complicated calcula=-
tions. Every lifeboat wes inspected to see that its
construction conforms to the specification laid dowm,
and that it contained the score or more requisite E
supplies and equipments The fire-fighting and life-
saving apparatus, lighting installations, internal
communications systems, loudspesker systems, pro-
pelling machinery, steering engines and signal gear
were thoroughly examined.

Upon completion of the vessel, a trial trip, with
inspectors from this Service aboard to cbserve the
vessel carefully under actual operating conditions,
were required before the vessel was permitted to be
placed in service.

The effective administration of the foregoing was
vested in L5 Boards of Inspectors, located in as many
ports throughout the United States and its possessions.
In order to insure uniformity of procedure and proper
coordination of effort, these Boards were geographic-
ally grouped into seven Supervising Inspection Dis=-
tricts, each of which was in charge of a Supervising
Inspector. These Supervising Inspectors, in addition
to their supervisory work, comprised the Board of
Bupervieing Inspectors, which met annually and at
such other times as might be directed, for the purpose
of formilating new or revised rules and regulations,
the approval of various types of equipment to be used
on board vessels, and the consideration of such other
questions of similar nature as might be provided by
law.

. This Service was also responsible for the admeasure-
ments of all vessels, that is, the making of certain
calculations to determinsthe gross and net tonnage of
the vessel, This factor was of utmost significance,
since it was thereafter used as a yard-stick in the
collection of tonnage taxes and other fees throughout
the life of the vessel., To prevent overloading of
the wessel, a mark is placed upon the sides, amid-
ships, indicating the water line below which it may
not ‘be submerged in loading, This mark is deter-
mined by the applicaticn of rules first agreed upon
by the Internstional Conference of Maritime Experts,
and later incorporated in regulations of this Ser-
vice,

When all these steps were completed, the vessel was
ready to be documented under the American flag,
This process involved filing the necessary applica-
tion, supported by pertinent data required, and the
authorization to engage in foreign or coastwise
trade or commercial fisheries.
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Marine documents were divided into three classes;
namely, registers, enrollments, and licenses, All
vessels to be placed in the foreign trade had to be
documented under a register. Vessels of 20 net tons
or upward, to be engeged in the coastwise trade or
commercial fisheries touching ports of the United
States, operated under an enrollment and license,
but for vessels under 20 net tons, a license, only,
was required.

For the protection of our domestic commerce, only
vessels owned by American citizens were permitted to
engage in the coastwise trade, and with certain ex-
ceptions, the vessels were required to have been
built in the United Staetes,

Next we considered perhaps the most important safety
factor - a proper crew to man the ship. The human
element contributed to many of our marine disasters,
and had, therefore, to be carefully considered. Suf-
ficlent licensed personnel, having previously satis-
fied this Service as to their qualifications by pass-
ing strict examinations, had to be provided. It was
the responsibility of this Service to see that an
adequate crew, both as to number and qualifications
was provided, to insure the safe operation of the
ship. Thie Service also mainteined complete records
of licensed officers and unlicensed seamen employed
on board vessels of tiie American Merchant ilarine,
These records included such date as place and date

of birth, nationality, capacity in vhich employed,
ete.:

Before leaving and on arrival at any American port,
the many regulations of this Service pertaining to
menifests of cargo, clearances, fees, taxes, and
employment contracts, were observed, and the neces-
sary transactions relating to them were coopleted.
If the vesselwas sold, mortgaged, or transferred
from foreign trade, let us say to the coastwise ser-
vice, a new set of requirements was enforced, with
the officers of this Service serving as the combined
focus of operations, information service, legal re-
pository, court of law, and statistuical nerve center
for navigation in the United States.

llore than 300,000 snall motor craft also came under
the jurisdiction of this Service, which, by means of
a small fleet of inspection vessels on the Atlantic
Gulf, and Pacific Coasts, and the Mississippi River,
enforced the law, requiring the registration of such
craft and the installation of lifesaving equipment
and obedience to the principals of navigation.

The jurisdiction of this Service did not end with

the sailing of the ship on her maiden voyage. There
was a continuing responsibility to assure that preper
safeguards v ere maintained. Each ship had to undergo
a very vigorous inspection, annually, to make sure
that the vessel was maintained in proper s eaworthy
condition and equipped with the latest safety devices;
also, intermediate inspections were frequently made,

Every officer!'s promotion, as he progressively climbed
the ladder from Third Mate to laster or from Third
Assistant Engineer to Chief Engineer, was accomplish-
ed by examinations before officers of this Service.
Every new mechanical installation of importance,
every overhauling, drydocking or major change in the
vessels equipment or construction was examined and
checked before it went into effect. And, in addition,
at specified intervals an inspection no less rigorous
because of its regularity was carried out from stem
to stern,

Another important phase of the Service's activity
was the investigations and trials incident to marine-
casualties. The power to make a searching inquiry



to determine the cause of marine casualties enabled
this Service to take the necessary corrective steps
to prevent recurrences.

In connection with marine casualties involving loss
of life, a Board comprised of a representative of
this Service, the U. S. Coast Guard, and the Depart—
ment of Justice, investigated and prepared written
reports of its findings, the main objective of this
Board being to determine whether incompetence, mis-
conduct, negligence, or willful violation of the law
on the part of the ship's personnel or a failure due
to design or structural deficiencies, contributed to
the accident. In connection with marine accidents

of a serious nature, but not involving the loss of
life, a Board comprised of a Supervising Inspector
and two Principal Traveling Inspectors conducted

a similar investigation and rendered a report.

Minor casualties or accidents were investigatea by

a Marine Board consisting of such representatives of
this Service as might be designated. If, as a result
of investigation by these Bo:crds, it has found tkat
there was substantial evidence of misconduct or negli-
gence on the part of a member of the ship's personnel,
such member was cited for formal trial, at which he
was confronted with specific charges and permitted

to appear with or without counsel to answer the
charges. The findings of the Board were then sub-
mitted to a Board at Headquarters in Washington, D.C.,
for final decision., Provided the charges were sus-—
tained, this Board was empowered to suspend or revoke
his license or certificate. A right of appeal from
the decision of this Board might be made to the Com-
mandant, whose decision was final.

The revocation or suspension of licenses and certi-
ficates, resulting from these trials, was intended
as disciplinary, rather than punitive, and the in-
fluence exerted by this authority wisely exercised
could not be overestimated in its contribution to
ship disciplins and the reduction of accidents.

As already stated, many other changes were effected
in the Bureau of Marine Inspection and Navigation due
to legislation enacted during the Thth and 75th Con-
gresses. On February 18, 1938, the Bureau of Marine
Inspection and Navigation celebrated it's 100th Birth-
day. With the passing of the Merchant Marine Act in
1936, an enlarged shipbuilding program was started
and a new era began for the American Merchant Marine.
This shipbuilding program added considerable new
duties to the bureau and with the advent of the nation-
al emergency quite a few new ships had been construct-
ed and were in operation.

After the Pearl Harbor attack by the Japanese on
Decenber 7, 194l, and the beginning of a global war,
the President of the United States, by Executive
Order 9083, dated February 28, 1942, transferred the
Bureau of Marine Inspection and Navigation trom the
Department of Commerce to the Coast Guard for the
duration of the war and six month thereafter. A4s a
result therof, since the Coast Guard operated under
the control of the Navy, this transfer did not only
militarize t he entire persomnel of the Bureau of
Marine Inspection and Navigation, but brought the en-
tire American Merchant Marine more or less under mili-
tary control.

The entire personnel of the Bureau of Marine Inspec=—
tion and Navigation, supervising, local and assistant
inspectors were enrolled in the Regular or Temporary
Coast Guard Reserve and commissioned. Other changes
were effected in the organization.

The former seven supervising inspection districts
were set aside and sixteen districts were set up in
place thereof to coincide with the existing naval

districts. The former supervising inspectors who
supervised all functions of the local offices within
their respective districts and reported directly to
the Director of the Bureau at Vashington, were placed
on the staff of the District Coast Guard Officer to
recommend to the District Coast Guard Officer amy
and all procedures to be followed or actions to be
taken in connection with Marine Inspection in the
different districts and their titles changed from
Supervising Inspector to District Marine Inspection
officer. I} is needless to say that since the dis-
tricts were increased from seven to sixteen, Dis=-
trict Marine Inspection Officers were increased in
proportion. The former Supervising Inspectors also
constituted a Board of Supervising Inspectors who
sat as a board once a year or oftener as the needs
required in Washington, D. C., to formulate rules
and regulations or make changes pertaining thereto,
approve equipment, etc. This board was superseded
by a so-called Merchant Marine Council, who functions
under the supervision of the Comnandant in Washington,
D. C. This Merchant Marine Council was now acting in
the same capacity in which the Board of Supervising
Inspectors formerly acted.

Further changes were effected in the different local
offices of the different districts. All local offices
formerly operated as prescribed by law under the super-
vision of a Board of Local Inspectors, consisting of
one Local Inspector of Hulls and one Local Inspector
of Boilers. These boards were also set aside and re-
placed with an Officer in Charge to set in lieu of
former Board of Local Inspectors. A new position of
Senior Merchant Marine Inspector of Material and a
new position of Senior Marine Inspector of Personnel
was created. The Officer in Charge and all personnel
connected with Marine Inspection, Marine Inspectors
as well as the clerical staff in the different ports,
now function under the Captain of the Port, instead
of, as formerly, under the supervision of the Super-
vising Inspector of the district. The office of the
Shipping Commissioner also operates under the Officer
in Charge of Marine Inspection.

The passing of the Merchant Marine Act in 1936 has
proven to be one of the most fortuitous circumstances
in the history of the United States. It awakened an
interest in the Merchant Marine, with the consequent
renaissance of the shipyards, so that at least a
nucleous for the inauguration of the most prodigious
shipbuilding program ever conceived by any nation was
had. During the war years the United States spent
billions of dollars on its shipbuilding program and
on August 1, 1945, had a fleet of k4,270 vessels, of
which 3,538 of a total of dead geight of 3k,772,000
tons were dry cargo carriers, 732 with a dead weight
of 10,841, 000 tons were tankers, 6 special ore
carriers with a dead weight of 82,000 tons and col-
liers or other bulk carriers mmbering 59, with a dead
weight of 549,000 tons, practically all engaged in the
war e ffort. It may be of interest to note that prior
to the beginning of the second World War the Merchant
fleets of all nations in the world consisted of only
5000 ships.

Due to the enormous shipbuilding program underway
during the war and the stupendous increase of U. S.
Merchant vessels during- the war years, together with
the enormous increase of officers and seamen to man
these ships, it naturally became necessary to augment
and enlarge same of the functions and procedures in
connection with the duties of Marine Inspection,

Section 501 of the Second War Powers Act, 1542 (50
U.S.C., 1940 ed., Sup. II, 635) provided in Substance,
that the head of each Government department responsible
for the administration of the navigation and vessel
inspection laws may waive compliance with those laws

~ R
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whenever he deems that such action is necessary in
the conduct of the war. Exacutive Order N,. 5083,

28 February, 1942, 7 F.R., 1609, transferred the
function of administration of many of the navigation
and vessel inspection laws to the Commandant, to be
exercised by him under the direction and supervision
of the Secretary of the Navy. Thus, the Secretary of
the Navy was authorized to relieve any vessel from the
obligation to comply with any navigation or vessel in-
spection law administered by the Commandant, in any
case in which the Secretary deemed that the conduct

of the war made it necessary to do so.

This grder gave a wide latitude under which the re-
quirement of the laws in question in any urgent situa-
tion could be relaxed by the District Coast Guard
Officer or his designated representative - in ports
located within his respective district and by de—
signated representatives of the Commandant in foreign
ports at which Coast Guard Officers were assigned to
duty.

If the military urgency in the conduct of the war
justified the reason involved, waivers could be issued
covering the construction, equipment and personnel of
vessels.

A card system was met up and all seamen were carefully
screened, Any and all seamen with subversive inclina-
tions and bad records were debarred from vessels and
waterfront facilities for national security reasons.
The crew lists of all incoming and outgoing vessels
were carefully checked. Reinspections, fire and boat
drills were held on all vessels upon arrivals and de-
partures to familiarize the crews with the handling
of boats and their designated fire and boat stations,
in case of emergency, due to enemy attack.

In order to cope with the tremendous increase of sea-
men and infractions of the Navigation Laws by crew
members aboard U. S. vessels, the former C Boards
were superceded by so-called Merchant lfarine Hearing
Units. These Hearing Units were set up to board ves-
sels, examine log books, interview officers and crews,
hold investigations, trials, and examinations in all
matters relating to minor accidents, casualties, and
misconducts committed on board vessels during the voy-
age. Major marine casualties were and still are in-
vestigated by boards appointed by the Comnandant. The
designated head of these units known as the Senior
Merchant Marine Hearing Officers, were authorized to
make decisions and impose penalties in cases of minor
infractions and casualties, thereby expediting the
handling and conclusions of the enormous increase of
such cases due to the tremendous increase in ships and
their personnel necessary for the prosecution of the
war. Thousands and thousands of cases were handled
by these hearing units during the war years.

To save life and property at sea during the war,
additional rules and regulations were promulgated and
placed into effect under the title Sub-Chapter "O,"
Regulations Applicable to Certain Vessels and Shipping
During Emergency, and consisted of many necessary regu-
lations, with pertinent recommendations, that had the
primary object of giving better and increased protec=-
tion to seamen, vessels and their cargoes. Further,
these regulations were based on the practical experi-
ence of seafaring personnel engaged in the war effort
and were found very effective in practice. They were
further based on the results of many lessons learned
and augmented by the investigations of casualties to
Arerican vessels in the war zones from a digest of in-
formation contained fromfforeign regulatory authorities,
masters, officers and seamen of vessels of the U. S. A.
Since the cessation of hostilities the regulations con=
tained in Sub-Chapter "O" have been rescinded. The

blication, however, is considered of great value
Hhould another emergbncy arises & i
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A book could be written with reference to the Her=-
culean task so magnificently performed by larine
Inspection during World var II, but due to time and
space, only the high points have been touched upon
this resume.

In conclusion, last but not least, it may be stated
that the entire shipbuilding program during the war
years was supervised, that all vessels while under
construction were contimously under the watchful
eyes of llarine Inspectors, that upon completion the
vessels were given the final inspection, observed
while on trial runs before commissioning, equipped
in accordance with requirements, certificates of in-
spection issued and manned by the thousnads upon
thousands of officers, examined and licenses, and

by the thousands upon thousands of seamen, examined
and certificated during the war Uy Marine Inspection.
The Marine Inspection Service with its limited per-
sonnel did not only establish a record heretofore
unprecedented in the annals of history, but deserves
the highest praise and commendation for the efficient
performance of all its duties and its untiring ef-
forts, during these critical years. For without
ships this war could not have been won.

STATISTICS
ON
MARINE INSPECTION
EITHTH NAVAL DISTRICT

NIBER  GROSS TONS
GALVESTON, TEXAS
(1940 - lay 29, 1946)
Repairs or conversions 2301
New construction 2h9
HOUSTON, TEXAS
(May 15, 19Lh through March 21,
1946)
Repairs or conversions 71
New construction
Steam vessels (Liberty) 76 550,772
Hotor vessels 19 72,295
Tank barges 13 6,756
Anmual inspections
Stean vessels 28 206,459
Tank barges 155 68,696
Steam tugs 7 3,619
Dredges 1 2,8L0
Motorboat 1
Constructed and inspected
but not certificated 1l Lk, 2o
31 955,713
FORT ARTHUR, TEXAS
(1940 - ray 29, 19L6)
Constructed ana repaired 329
NEW ORIEANS, LOUISTANA
(Jan 1940 - March 3, 19L6)
Vessels constructed 156 1, LiBly, 345
MOBIIE, ALABAIA
(1940 - nay 29, 15L6)
Constructed and repaired L,0B 2,799,181



NINTH NAVAL DISTRICT

(ST. LOUIS)

The functions and personnel of the Bureau of Marine
Inspection and Navigation of the Department of Com=-
merce were transferred to the jurisdiction of the
Coast Guard effective 1 March, 19L2, under the terms
of Executive Order 9083 issued on the basis of the
powers conferred on the President by the provisions
of the First War Powers Act.

The field organization of the Bureau of Marine In-
spection and Navigation in the St, Iouis, 9th Naval
District, on the date of transfer consisted of nine
(9) Local Inspection Offices and one (1) Supervising
Inspector!s Office, located as followsg

Supervising Inspector's Office, Cincinnati, Ohio
Local Inspection Cffices

1. Cairo, Illinois

2. Cincimmati, Ohio

3. Dubuque, Iowa

L, Louisville, Kentucky

S. Memphis, Tennessee

6. Nashville, Tennessee

7. Pittsburgh, Pennsylvania

8. Pt. Pleasant, West Virginia
9. St. Louis, Missouri

The incumbent Supervising Inspector at the time of
transfer was Mr. R. E. Coombs, presently Captain R.
E. Coombs, USCGR, of Headquarters iMarine Inspection
staff.

on 1 July, 1942, in conformity with Commandant!s Cir-
cular Letter of 1 June, 1942, which provided for con-
-solidation of lMarine Inspection activities with other
activities of the Coast Guard, the office of the
Supervising Inspector was moved from Cincinnati, Ohio,
to the headquarters of the DCGO at St. Louls, Mo., and
the title of the official involved was changed to
Supervising Merchant Marine Inspector.

Effective the same date, i.e., 1 July, 1942, Mr.
Coombs was transferred to Coast Guard Headquarters,
Washington for Marine Inspection duty and R. G.
Willoh, at that time Local Inspector of Boilers,
Philadelphia, Pa., mas transferred to St. Louls and
assigned to serve on the staff of the DCGO as Super-
vising Merchant Marine Inspector, a title that sub-
sequently was changed to District Marine Inspection
Officer.

In addition to this change in organization, other
changes provided for by the cited Commandant's Cir-
cular Ietter were placed in effect. These included
the abolishment of the Local Board form of administra-
tion of local offices and the substitution of a single
officer bearing the title, Merchant Marine Inspector
in Charge (subsequently changed to Officer In Charge,
Varine Inspection) for each such Local Board; also

the inguguration of a revised procedure for conducting
investigations of marine casualties and license sus-
pension and revocation actions. No difficulty was en—
countered in making these changes and the Marine In-
spection staff contimued to carry out assigned duties
smoothly and efficiently despite the heavy work-load
incident to war conditioRs,

Militarization of Marine Inspection personnel, other
than clerical personnel was instituted on 1 August,
1942, with the Commissioning of the Supervising
Marine Inspector as a Lieut., Comdr. in the Regular
Reserve. By early 1943 all Marine Inspection person—
nel with one exception, had been commissioned as
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officers of the Temporary Reserve and subsequently

all personnel holding such commissions who could
rmeet the age and physical standards were recom-
missioned in the Regular Reserve, Militarization

of personnel provided a more flexible and efficient
means of administration than would have been pos-
sible with a purely civilian or mixed civilian and
military staff and has worked out very satisfactorily.

Barly in 1943, owing to difficulties encountered in
attempting to enforce Port Security Regulations
throughout the District with relatively green and
inexperienced personnel than available, the DCGO
requested Headquartert!s authorization to designate
each of the nine Officer in Charge, Marine Inspec-
tion as Captain of the Port for the area under his
Jjurisdiction and to have the DMIO assigned as
District Security Officer in addition to his other
duties. This authorization was granted by Head-
quarters and imnediately placed in effect.

The broad knowledge of river conditions and the

wide acquaintanceship among vessel owners and operat—
ing personnel possessed by these officers soon led

to securing a far greater degree of cooperation on
the part of owners and operating personnel in in-
suring compliance with security regulations than had
previously been the case, and this system of adminis-
tration, coupled with intensive traim.ng of patrol
officers and other personnel, ultimately resulted

in the development of a highly efficient Port Security
force which functioned with a minimum of friction with
affected interests and yet maintained a very high de-
gree of security for war facilities throughout the
entire emergency period. As an example of the effect-
tiveness of this force, one may cite the method pur-
sued to insure safe practices in the field of tank
barge operation. This consisted of assigning care-
fully selected groups of enlisted men to an experi-
enced Marine Inspector for a thorough and intensive
on=-the-job course of instruction in tank barge cargo
transfer safety practices, and additional instruction
covering the regulations governing general operation
of tank vessels and required equipment. Upon com=-
pletion of this prescribed course of instruction,
written examinations were given and only those who
achieved satisfactory passing marks were accepted

for subsequent assignment to a tank barge security
detail, By the use of such methods and efficient
supervision of the work of those well-trained se-
curity groups, a record-breaking tonnage of petro-
leun products was transported without a single major
casualty.

INSFECTICN STATISTICS

The work load during the war period was, of course,
far in excess of normal, and shortage of experienced
personnel made the inspection task involved extreme-
1y difficult to handle. This problem was solved,
however, by resort to the expedient of breaking down
each major inspection task into a limitéd mumber

of relatively simple minor inspection tasks that
could be handled by carefully selected and specially
trained enlisted personnel, thus permitting the ex—
perienced inspectors to devote their time to the more
important inspection assignments.

This method was followed with great success in con-
nection with the construction of lifeboats, life
rafts, and liferaft skids at the plant of the Globe
American Corporation, Kokomo, Ind.; also at a rmmber
of shipyards in connection with the construction of
tank barges. In the field of beiler and unfired
pressure vessel construction, a similar’ procedure
based on using enlisted personnel who had had funda-
mental instruction in engineering at an accredited
college was used very successfully.
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A more comprehensive idea of the results achieved with
a force which during the peak period of war construc-
tion never exceeded 102 experienced commissioned in=-
spectors and enlisted men, can be obtained from the
following inspection date covering the period 1 larch,
1942 to 1 September, 19L45:

Inspection of vesselsg

Steam and motor vessels 1295
Tank Barges 1660
Drydock Examinations 782

New Boilers Constructed:

Welded water tube boilers 3313
Boiler heater sections 3678

Government Equipment Inspectedi

Hulls and equipment 263
Boilers 3161
Casualties investigated: 873

Licenses and Certificates issued:

Licenses 272
Tankermen certificates 362
Certificates of Service 1336
Welders tested - qualified 533
Construction and conversion k3

Miscellanecus inspections:

Davit heads 625
Sets of winches 328
Davit castings L261
Sets of Davits 752
Steel plates 9916
Pieces of Class T Pipe 4296
Rivets 63,007 1bs.
Independent cargo tanks

for tank barges 52
Life preservers 1,050,000
Cartridges 502,000
Pistols 3k,000
Lifeboats 6,000
Liferafts 4,600
Reverse gear mechanisms
for liferaft skid 5,000

The above figures do not include inspections of mis=-

cellaneous materiel; reinspections of steam.and motor
vessels; special examinations incidental to repairs;

or the setting and sealing of safety valves.

HISTORY OF THE MARINE INSPECTION OFFICE IN ST. IOUIS

During the National Emergency period in 1941 im-
mediately preceding "Pearl Harbor" a great many new
construction programs had been started. These were
chiefly concerned with the building of tank barges
by the St. Iouis Shipbuilding and Steel Co., St.
Louis, Mo., and steam boiler drums and unfired pre-
sure vessels by five major boiler mamufacturing com-
panies - Combustion Engineering Co., the Alpha Tank
and Sheet Metal iarmufacturing Co., the Missouri
Boiler and Sheet Iron Works of St. Louis; the Spring-
field Boiler Co. of Springfield, Ill,; and the J. P.
Devine Co. of Mt. Vernon, Ill.

Construction programs remaining unfinished on 1 March,
1942, and subsequent programs completed prior to 2
September, 1945, listed according to mamfacturers

and type of equipment built were as followsg
(a) St. Louis Shipbuilding & Steel Co., St. Louis,Mo.

27 Tank barges, commercial for Inland River
Service

27 Tank barges, Government (Defense Plant Corp.)
for service

6 Steam towboats, Government (Defense Flant
Corp.) for Inland River Service

60 Total

These towboats and barges were used during the war
years for transporting petroleum products on the
Mississlppi and tributary rivers, and all of the
barges and several of the towboats are in commercial
service.

(b) Combustion Engineering Company (Heinie Boiler
Division), St. Louis, Missuri

633 Boiler drums

10 Unfired pressure vessels
(air starting wanks)

643 Tt al

(¢) (1) Springfield Roiler Cé.
Springfield, I11.

(2) J. P. Devine Co.
Mt. Vernon, Ill. (Sub—contractor)

12l; Boilers, complete
2,LLB cast steel headers

(d) uissouri Boiler & Sheet Iron Works,
St. Louis, Mo.

LO Unfired pressure vessels
(Air starting tanks)

(e) Alpha Tank & Sheet Metal Mfg. Co., St. Louis, Mo.

154 Unfired pressure vessels
(#ir starting tanks)

The total mumber of 12l complete water tube boilers,
6L3 steam drums, 2,LL8 cast steel headers and 15l
pressure vessels were built and shipped to various
shipyards for installation on U. S. Maritime Com—
mission Cargo and Victory ships, All boiler drmums

and pressure vessels fabricated were hand electric

arc welded throughout except 124 drums fabrcated at
the Springfield Boiler Co. where the Submerged Union
ltelt process was employed. All seams were X-rayed
and each unit was placed in a furnace and stress re-—
lieved. A1l radiographs and records pertaining to each
unit are part of the permanent files of CGUT, St. Louis
Office.

In connection with the welding program at shipyards
and the various boiler manufacturing companies re-
quiring gualified welders performing work on vessels
and equipment subject to inspection, a mumber of in-
dividuals were given the welders qualification tests.
Those who passed the tests received Welders Identifi-
cation Cards showing kind of equipment permitted to
weld and position for which qualified. The total
number of welders tested, showing the mmber quali-
fied and failed as follows:
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210 passed
1LS failed

359 welders tested

During the peak of the construction pericd it was
necessary, because of the limited number of regular
qualified inspectors, to employ enlisted personnel
working on 8 hour shifts of 2L hour periods each day
including Sundays and holidays. The 2L hour work
days continued until the winter of 19LL-L5, when the
major construction programs began to lighien up and
the work days then were reduced to 16 hours, and in
a few instances to ¢ hours. During the period in-
volved the maximun number of Inspectors assigned to
the St. Louls 0ffice was 8 regulars (officers) and
18 assistants (enlisted personnel). Only regular
qualified inspectors were permitted to pass on the
inspection of vessels and equipment requiring tech-
nical knowledge and skill, and enlisted personnel
were used principally as assistants in the field
handling the vast amount of paper work in connection
with checking material, making various reports and
maintaining records and files at boiler shops and
shipyards perteining to field inspection activities.

On 25 February, 1943, the Officer in Charge was ap-
pointed as Captain of the Port for St. Louis in addi-
tion to his regular duties and served in such dual
capacity until 1 December, 1944. In connection with
the Port Security program a special tank barge de-
tail, attached to the Varine Inspection 0ffice con-
sisting of § enlisted men, wes organized and trained
to inspect tank barges for safety regulations during
transfer operations at the major refineries and oil
docks in the St. Louis area. There were no major
oil fires or accidents in connection with tank barges
in the St. Louis area after the organization of the
special detail and during the period of its activity
tihe detail inspected a total number of 2,416 tank
barges, L

HISTORY OF THE MARINE INSFECTION OFFICE
AT CIICINI » OHIO

The Merchant Marine Inspection Office at Cincinnati,
Ohio, carried out its functions from 1 lfarch, 19h2,
to 2 September, 1945, under the jurisdiction of the
U. S. Coast Guard. The approximate totals in round
figures are listed below of the inspections of ves-
sels during this period in which inspections were
performed by the Marine Inspection personnel proper
consisting of four inspectors. Occasionally assist-
