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The Seamen 's Church Institute of 
New York , an agency of the Epis
copal Church in the Diocese of New 
York , IS a unique organization de
voted to the well-being and special 
interests of ac tive merchant seamen. 

More than 350 .000 such seamen 
of all nationalities, races and creeds 

Seamen's Church Institute 
15 State Street, N,V.C. 

90 ,000 men aboard put in at Port 
Newark annually, where time ashore 
is extremely limited . 

Here in the very middle of huge, 
sprawling Port Newark pulsing with 
activity of container-shipping , SCI 
has provided an oasis known as the 
Mariners International Center which 

come into the Port of New York every offers seamen a recreational center 
year . To many of them the Institute is especially constructed , des igned 
their shore center in port and re- and operated in a special way for the 
mains their polestar very special needs 
while they transit of the men. AI') out-
the distant oceans standing fea ture 
of the earth is a socce r fiel d 

First established (lighted by night) 
in 1834 as a floating for games between 
chapel in New York ship teams 
harbor, the Institute Although 60% of 

ff
'd Mariners International Center (SCI) 

o ers a WI e range Port Newark/Elizabeth, N.J. the overall Institute 
of recreational and educational budget is met by income from sea-
services for the mariner . Including men and the public, the cos t of spe-
counseling and the help of five chap- cial services comes from endow-
lalns in emergency situations ments and contributions . Contribu-

More than 2.300 ships with over tions are tax-deductible . 
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5.5. AUSTRAL ENSIGN ... owned and operated 
by Farrell Lines, Inc., New York, N.Y. 

Principal Vessel Characteristics: 

Deadweight: 20,137 tons 
Length Overall : 668V2 feet 
Beam: 90 feet 
Speed: 22.6 knots 
Average number of Crew 

officers 12 
crew members-.1L 

39 
THE AUSTRAL ENSIGN is one of four C-6's built for Farrell Lines and 
delivered in 1972/73 . Two of the four vessels have recently been 
" jumboized" by adding a 144-foot midsection . This increases the ship's 
length to 812V2 feet and provides an overall gain in containercapacltyt 
1,708 20-foot containers including 820 reefer (refrigerated) units. 

Editor' s Note: The following article is adapted from 
a Special Report prepared by Intermodal World, 

April, 1975. 

For the past fifty-two years, the name Farrell Lines has 
been a household word in American trade with Africa. For 
the past 13 years, its renown has extended to business with 
Australia and New Zealand, w here the steamship company 
today is the only American-flag operator from the East and 
Gulf coasts of the United States. 

For shipping history buffs, the name Farrell is much 
older, though. It can be traced back to the middle ofthe last 
century, when Captain John Guy Farrell, who emigrated to 
the United States from Ireland in 1848 and settled in 
Connecticut in the 1860's, commanded the brig Monte 
Christi which sailed in the Caribbean. In 1872, he became 
master and part-owner of the 107-ton, two-masted 
schooner Susan Scranton. However, six years later, in 
1878, the ship was sold. In the same year, the Monte Christi 
was found abandoned in the Bahamas, with no trace of 
captain or crew. This remained, forever, an unsolved 
mystery. 

John Guy Farrell's son, James Augustine , was a 
self-made man in the true American tradition. He went to 
work as an unskilled laborer in a New Haven wire mill; 
later moved to P ittsburgh as an expert wire drawer; 
became a salesman and later foreign sales agent of the 
American Steel & Wire Company which became a 
subsidiary of United States Steel Corporation in 1901. He 
was elected that company's president in 1911. 

Through all these year s, but then particularly as 
president of U.S. Steel, J ames A. Farrell carried on the 
family maritime tradition by involving himself with the 
role of American sh ipping in the development of 
non-industrialized nations. His interest inspired his sons, 
John J. Farrell and J ames A. Farrell , Jr., to found Farrell 
Lines in 1926 and establish r egular merchant marine 
service between the United States and South and East 
Africa. It was actually the continuation of American South 
African Line which was sold by the U.S. Government to a 
syndicate headed by the Farrell family , in December 1925. 

After a period of development and consolidation, 
which was partly interrupted by World War II, the two 
Farrell brothers decided to establish a second route - to 
West Africa, in 1948. Then, in 1965, Farrell service began 
to Australia and New Zealand. 

Since then , the company has experienced significant 
growth. In continually modernizing as well as enlarging its 
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fleet , it has become a major American container operator. 
Today, Farrell Lines serves Australia, New Zealand and 
certain Pacific Islands with a fleet of highly sophisticated 
intermodal carriers. A number of these vessels have 
first-class accommodations for twelve passengers and 
demand is so great that accommodations are usually 
booked-up a year in advance. 

A fleet of modern and fast American flagships also 
sail regularly to the West , South and East coasts of Africa. 
Container space, break-bulk, refrigera ted and liquid tank 
space is available and a number of vessels also offer 
accommodations for twelve passengers. 

In total, the Farrell fleet of seventeen ships is the 
youngest on the seas today with an average age of seven to 
nine years per ship. 

James A. Farrell, Jr., co-founder of the company 
with his late brother John, continues to serve as Chairman 
ofthe Board. He is a familiar figure in downtown New York 
w here his host of colleagues bears evidence of his long and 
active career as a steamship owner. While he has limited 
his outside activities somewhat , he is available in his office 
almost daily for the benefit of his advice and guidance to 
those to whom he has entrusted the day-to-day duties of the 
company . He is very proud of the success achieved by the 
company over the years. He feels that this has been the 
result of good ships, well maintained and operated, and an 
honest approach to the shipping public. Modestly , he never 
fails to give a great deal of the credit to a hard working 
staff. Finally, when pressed, he will admit that while the 
above ingredients go a long way towards success, he doesn't 
overlook the necessity of an occasional bit of luck. 

The company's recent winning bid for American 
Export Lines might well have contained elements of both. 
"Luck" in that the other potential bidders withdrew on the 
day of the sale; and certainly hard work on the part of 
management for the imaginative three-part bid which 
ultimately allowed Farrell Lines to purchase all of 
American Export Lines with the intent to merge it as a 
subsidiary. 

Assuming that tl).e transaction will be approved by 
all parties involved, A.E.L. with a current fl eet of 25 ships 
will continue its present trade routes extending to the 
Mediterranean, Middle and Far East . 

In the relationship between the United States and 
other nations, Farrell Lines, in its areas oftrading, fulfills 
a task that goes far beyond that of mere commercial 
relations . It is a task of fostering, through commercial 
r elations, an atmo~phere of international understanding 
and friendship, for the ultimate benefit of the U.S. flag the 
Farrell ships are fl ying. 

A fine crew, indeed 

Playing to a capacity audience in the In
stitute's auditorium this past January 5, 
twenty-six fifth-graders from the West 
Orchard School in Chappaqua , New York 
proved beyond any doubt that the call of 
the sea still quickens the minds and 
hearts of today's youth just as in days 
gone by. They also proved that youth's 
wit, exuberance and unconscious inno
cence can bring a smile to the face and a 
tear to the eye of even the "saltiest" 
among us. 

Written, staged and produced by the 
young actors, the play was the culmina-
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tion of several months of serious research 
and study of maritime history , ships, sea 
chantys, etc. The performance was also a 
"thank you" to the Institute (and seamen) 
for being a research source and homebase 
for the students when they made field 
trips into the city. 

And, what a show! There were poems, 
and puppets , whales and sails and sea 
chantys galore . In fact, the highlight of 
the production was when - with percale 
sheets in hand; electric fans whirring
the youngsters climbed their stepladder 
masts and set forth with billowing sails 
upon the bounding main. 

We only hope they will join us again 
when they are next in port. Till then , we 
thank each of them, their teachers -
Barbara Fechter, and Elaine Hansen; 
and the many parents who were prop 
crew for the day . To all, thank you for 
your Thank-You, and we wish each of you 
fair winds and blue skies in the days 
ahead. , 

The December meeting of the 
Associated Seamen's Agencies of Greater 
New York was a particularly noteworthy 

occasion. 
Notonly did the meeting mark the 

150th anniversary of one of its members, 
the A merican Seamen's Friend Society; 
butthe Reverend William P. Down, 
General Secretary of the Missions to 
Seamen was a "surprise" and most 
welcome guest. 

During the business session, Chaplain 
William A . Hallen gave a hrief history of 
the work of the American Seamen's 
Friend S ociety (ASFS) since its founding 
in 1828: and Father Down spoke on the 
work and current concerns of the M iss ions 
to Seamen. Havingjust completed a tour 
of the missions' Flying Angel Clubs 
throughout the world, he noted that he 
was gratified by the increas ing 
international cooperation among today's 
seamen's agencies. 

Later,FatherJamesR. Whittemore, 
SCI Director, officiated at a chapel service 
of lessons and carols where 
representatives of the various member 
agencies read the lessons in their native 
language. 

Following the service, Chaplain Hallen, 
executive director emeritus of the ASFS, 
hosted a Christmas and 150th 
anniversary reception and dinner for all 
the friends of seafarers attending. 

Prior to leaving for London, the next 
day, Father Down left the following brief 
account of his introduction to the work of 
the Institute. We thought you might enjoy 
reading it, and appreciate h is taking the 
tIme to prepare it for us. 

Father William P. Down 
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A testimony to the work 
of the 

Seamen's Church Institute 
of New York 

In 1963 Ijoined the chaplaincy staff ofthe 
Missions to Seamen, and was posted to 
South Shields on the Northeast coast of 
England. The maritime world was com
pletely new to me and it was fascinating 
and exciting becoming a part of it. 

Early on, I came into contact with the 
magazine of the Seamen's Church Insti
tute of New York, the Lookout. From this 
I learned something of the wide range of 
ministry undertaken by the Institute, 
but it was not until late in the 1960's 
when I was chaplain at Hull on the 
Northeast coast of England that I came 
into direct contact with the staff. 

It happened like this. 
At 10:00 p.m. one Saturday evening in 

the summer, I received a telephone call 
asking me to go to the hospital where a 
seafarer's infant son was critically ill and 
not expected to live. The baby's mother 
was desperate to contact her husband and 
to get him home ifpossible. 

I went to the hospital and saw the baby 
who was lying in an incubator gasping for 
breath . He was suffering from 
pneumonia and the nurse told me he did 
not have very long to live. My heart went 
out to the baby and I committed him to 
God's healing love. 

Then I talked to his mother. Her hus
band was on a ship on the Eastern Sea
board of the United States and because of 
the vessel's uncertain schedule, she was 
not exactly sure where it was. The ship 
was owned by an overseas company and 
she had not been able to contact the agent 
since the baby's illness began. Could I get 
in touch with her husband; and, if possi
ble, get him home? 

I went to our Flying Angel Club of the 
Missions to Seamen in Hull , and there 
with the (telephone) aid of a kindly and 
helpful member of the Lloyds staff at the 

other end in London, we traced the 
New York. The ship was due to 
York at the time when we were 
So I immediately rang the 
Church Institute of New York. It 
.1early midnight in England, 7:00 
New York. 

One of the chaplains of the 
came to the telephone and I ~~J~.a.UleOI 
situation to him , stressing the 
haste. "Leave it all to me," he said, 
what I can." 

I went back to the hospital to teU 
baby's mother what we had done, 
dreading that the baby might ha 

He was still alive; and as I drove 
aftertalking to the mother, I 
what that baby must mean to his 
knowing what our own children 
me. I prayed that God would heal 
I went to bed fearing the worst . 

In the morning I went into the 
where the baby was now not only 
alive, but holding his own. Then I 
to our club where there was a 
me from the chaplain of the 
Church Institute of New York. 
been able to get in contact with the 
on which the baby's father was 
The ship had actually just left New 
but with the aid of the 
chaplain had gotten a message 
ship, and the captain had agreed 
baby's father must go home. He had 
brought ashore by launch and was 
homeward bound. 

When the baby's father got 
son was over the worst of his illness, 
ultimately , made a complete 
The rejoicing of the family was 
warming, and I felt proud 
the family of Jesus Christ in 
vidual members will do so 
people they have never met and, 
bly , never will meet . 

I shall not forget what the 
the Seamen's Church Institute 
York did that night ... nor what I 
seen of the Institute's work on the 
sion ofthis, my first visit. 

byAlfredL.Lomax 
And what stories she could have told of 

h r 65 years as a fine-lined cargo ship on 
the trade lanes to her final service as a 
training hip in World War II. 

When R. Steele & Company launched 
the 3-~asted , full -r igged, two-decked 
Iron .hlp from their Greenock, Scotland 
yard I.n September 1883, they had no in-
Imahon that she would be one of the 

mo d· nd a mired squareriggers of her time 
o~e of the last of her kind in the 

mencan merchant marine. 
na~lke mo t newly-built ships her origi
ownn:m~ lnuerglass was carried from her 

rs In the UK A t 1· until h . . us ra Ian trade 
Llve~ ~as sold to the Sierra Line of 

, ngland , and renamed Sierra 

Lucena. From 1904 to 1923 she sailed 
under Norwegian registry as the Sophie 
in the U.K. - East Coast of South 
America grain trade, and after that coal 
cargoes from Hampton Roads, Virignia to 
Scandinavian ports. 

In the latter year , a writers' club call
ing themselves the "Three Hours-for
Lunch Club" filled with the romance of 
the sea , bought the graceful windship for 
$10,000 and renamed her Tusitala the 
Samoan name for Robert Louis St~ven
son's , "Teller of Tales." The literary ob
jectives of the club and Stevenson's repu
tation as a writer of sea stories made the 
name appropriate . 

The Tusitala's entry into American 
registry was an occasion by the club for a 
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The Tusitala dropping 
the pilot off Sandy Hook 

from Puget Sound ports went v' 
Panama Canal to the East Co la ast 
82-day voyage. • 

Although she was essentially a 
carrier, Mr. Farrell k ept her 
white hull and decks in 
condition so that she looked more 
private yacht than a commercial 
In fact, she was operated with 
thought of profit; the T usitala was 
Mr. Farrell's delightful hobby. 

As a 14-knot ship, a speed 
better than the World War II 
ships at 11 knots, she was ' ''' <:lClllll<wi 

of the most beautiful ships of her 
but sadly, the last to furl her 
Pacific Coast ports. 

After five years of operations on 
intercoastal route she was in lay-up 
several years. When World War II 
tered normal activity on the trade 
the Tusitala was loaned to the 
States Maritime Commission ... 
Shipping Administration as a 

celebration as recounted by Walter 
MacArthur in his "Last Days of Sail on 
the West Coast." "Mr. Mikkelsen, the 
mate, blew a whistle and the houseflag of 
the Three-Hours-for-Lunch Club broke 
out from the halliard, while the stars and 
stripes flew at the mizzen." Champagne 
was broken over the bell and letters from 
distinguished literary men and maritime 
personalities were read - Joseph Con
rad, Christopher Morley, Felix Reisen
berg. 

ship. In this capacity she was "n'tt~ •. _.t .... 

St. Petersburg, Florida under the L--------
ministration of the Coast Guard. T_ 
ing facilities here were augmented by 1---------
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The lofty aspirations of the club man-
ifested at the rechristening were in con
trast to the two unprofitable voyages 
which the ship made in the coal and iron 
trade and the Club decided to dispose of 

her. 
In 1924, James A. Farrell, president of 

the United States Steel Corporation be
came enamored of the ship's graceful 
lines and stately bearing; bought her 
with the idea that she would be the sym
bol of America's merchant marine of the 
sailing ship era. Although the Tusitala 
was Mr. Farrell's personal property, she 
flew the houseflag of the company's Ar
gonaut Line and was placed on the inter
coastal route carrying chemical fertiliz
ers from the East Coast to Hawaii. Re
turn cargoes of lumber and other cargo 

full-rigged ship the Joseph Conrad. 0. 
can imagine the two oldtimers, now 
snug harbor in their declining years, 
calling the days when under full 
they were the pride of their owners 
objects of maritime beauty in their 
spective ports of call. 

With the termination of the war, 
services no longer needed, in 1948 
was consigned to a Mobile, Alab8111 
breakup yard, where cutting torch 
duced her once shapely hull to mate 
for the steel furnaces and rolling mills 
be reincarnated as structural steel fit 
modern traveler on the world's 
lanes. 

Tusitala dimension s (Ameri 
Bureau of Shipping Record ): 

Length: 261 feet 
Beam: 39 feet 
Net Tonnage: 1,624 
Gross Tonnage: 1,748 
Draft: 23 feet , 5 inches 

Reprinted from the Lookout, June 

Reproduction of a letter 
presented by 

r. James A. Farrell , Sr. 
\0 SCI's Joseph Conrad 

Memorial Library 

---
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This is the thirteenth of 16 articles in the 
series "Oceans: Our Continuing Frontier." 
In this article, Herman Kahn of the Hudson 
Institute discusses recent developments in 
merchant shipping, which has become 
increasingly important to the world 
economy and increasingly dangerous to the 
environment. These articles, which explore 
the whole range of human involvement with 
the sea, were written for Courses by 
N ewspaper, a program developed by 
University Extension, University of 
California, San Diego, and funded by a 
grant from the National Endowment for the 
Humanities. 

Through special permiss ion we are 
offering this course to our readers in 
monthly installments. 

The views expressed in this series are 
those of the authors only and do not 
necessarily reflect those of the Uni versity of 
California, the National Endowment for 
the Humanities the distributing agency nor 
this publication. 

OCEANS: OUR 
CONTINUING 

Lectur 
THE SEA: Conne 

or Barri 
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About the Author: 

HERMAN KAHN, a defense 
analyst and futurist, is 
Director of the Hudson 
Institute in Croton-on
Hudson, N. Y., a policy
research organization 
that he and his associates 
founded in 1961 . From 1948 
to 1961 he was senior 
physicist and military analyst with RAND 
Corporation, and he has been an advisor to 
the Atomic Energy Commission and the 
Office of the Secretary of Defense. His 
books "On Thermonuclear War," a 
best-seller in 1 960, and "Thinking the 
Unthinkable " (1962) aroused a storm of 
controversy. His other books include "On 
Escalation: Metaphors and Scenarios," 
"The Year 2000" (with Anthony Wiener), 
"Why ABM, " and "The Emerging 
Japanese Superstate-Challenge and 
Response. 

Werman ........... 

. ''- ' . 

have played two very 

T
HE oceans . 
. t rol es in human history. 

dlfferenft as in the Mediter-
r 0 en , . ., 

Ve y latively prImItive sea-
even re . h ranean. h the coast usmg t e sea uld ug , 

farers co I highway for trade and 
~ e natura 

a l~ '. n However, the oceans, espe-
colonlzstlO . ' fi and the Atlantic, were 

II the Paci IC 
CIa Y b . rs to serious commerce. . g arne 
IInposiO t t which the largest ocean 

Th exten 0 
e Pacific will now become an 

of all. the ecto; rather than a barrier 
/liclent conn . t' 

f th more interestmg ques IOns 
one 0 e . th t decade. If thIS occurs, e 

for the nex . . I d' . f the Pacific basm (me u mg 
countrle 0 . h ' h h 

t · such as BrazIl w IC tee -
me na IOn P ' f ' 

II d not border on the aCI IC 
nlca Y 0 d fi but whose commerce an man-

an. . I . I 
CIa I relation increasmg Y mvo ve na-
tions which do) would surely form a rela
ti ely tight Trading and Investment 

ommunity. 
uch a development would represent a 

new tage in the march of history which 
focused fir t on the Mediterranean and 
then on the North Atlantic. I am suggest
Ing also that a remarkable amalgam of 

e em Chinese, and Indian cultures 
ill be created around the Pacific basin 

"connector. ' In some ways Sinapore is a 
prototype of the new culture since it 
mi Western (mainly American and 
Briti h) with Sini tic (Chinese and 
Japanese) roots and adds a significant 
Indian influence. 

The likelihood that the Pacific Ocean 
III increasingly become a connector of 

nations and peoples does not, of course, 
d pend imply on sh ipping. For the 
P ific to work effectively in this way, 
n telecommunications systems are 
needed that can tie organizations to

her almost as tightly as if they were in 
me building. Supersonic aircraft 

m likely, eventually , to facilitate the 
mo ement of key personnel and objects 
and thus further the interconnectedness 

th area. 
But the most . t . . 

~,_ Impor ant smgle mgre-
--nt for dra' thO . wmg IS huge regIOn to-
~wo.uld be a continuation of the ex-

bee
y VIgorous economic growth which 

n occurring there since World 

War II. This seems likely for the next 
decade or two. 

A NATURAL HIGHWAY 

To a considerable extent, the sea is a 
great natural highway . No energy is re
quired to keep masses of goods afloat, and 
little to overcome the modest friction of 
water, unless high speed is wanted. 

Thus a freighter can carry ten 
thousand tons on one-fortieth of the 
power required to move a jet carrying 
perhaps one hundred tons - at thirty 
times t he speed . Even on expensive 
roads, a car requires a thirtieth of the 
freighter's power to move a payload of 
perhaps a quarter-ton at three times the 
freighter's speed. And, until recently, ex
tensive paved highways have been built 
in only a very few parts of the world. It is 
hardly surprising, then , that a great part 
of the world's commerce h as a lways 
moved - and still moves - by water. 

BULK CARRIERS 
At the moment, the best way of moving 

great masses of homogeneous material is 
by the so-called VLCC (Very Large Crude 
Carrier). The larger the ship , the less fuel 
it has to expend per ton tra nsported . 
Th u s, the s ize of tankers has mush
roomed from individual capacities of 
twenty thousand tons in 1945 to 0.5 mil
lion tons 30 years later . 

The dramatic increase in size involves 
serious consequences to the environment 
(in the event of disaster a t sea) and to the 
pattern of port use (most ports cannot 
accommodate very large tankers). In a 
future war - or other situation of vio
lence such as terrorism - ships will pro
vide fewer targets of individually greater 
value - and individually far more dif
ficult to replace or salvage. 

Currently there is much study of the 
possibility of moving large tonnage by 
submersibles - or even by a train of 
submersible "plastic" bags towed by 
submarines. Both theory and experiment 
indicate that such submersible transpor
tation should have very low resistance if 
moved slowly and should result in large 
savings of energy. 

Oil is by no means the only bulk com-
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BREAKUP OF SUPER TANKER TORREY 
CANYON, MARCH 27, 1967. " The dramatic 
increase in size [of tankers] involves serious 
consequences to the environment." 

modity to move by sea. For well over half 
a century, the steel mills of Ohio, 
Pennsylvania, and Michigan have been 
fed by iron ore from the mines of Min
nesota - carried across the Great Lakes 
in big bulk carriers of specialized design. 
More recently large iron ore carriers 
have been built for the international 
trade; other ships cater to bauxite, grain, 
and even wine . Luckily, operators of 
large bulk carriers are able, to some ex
tent shift their ships from one trade to 
another as trading conditions have 
changed. 
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CONT AINERSHIPS 
The rise in bulk trade has been paral

leled by a rise in the trade in manufac
tured goods, which were traditionally 
handled in small lots. Since unloading a 
large ship piece by piece is a lengthy and 
uneconomical process, the container has 
been developed. Goods move into a ship 
prepackaged in sealed metal containers, 
which can be loaded and unloaded 
rapidly and may be transferred on land 
to trucks or railroad cars. 

Another modern innovation is the reg
istration of ships controlled by owners 
in advanced industrial nations - with 
high labor costs, taxes, and safety stan
dards - to so-called flags of convenience , 
like Liberia . This strategem doesn 't 
mean that these ships completely evade 
regulation . Since all operators must 

carry insurance, t h e insurance 
panies are very vigilant in eX~lmiinill 
what really counts in terms of the 
they accept. As a result, despite 
concern, safety standards are reasonBIII 
good for the ship and the fireman. 

THE "COST" OF ECONOMY 
One problem, h owever , is 

economies of scale have dictated 
and larger ships, and the longer the 
the easier it is to drive with fewer 
power per ton of ship. But this also 
"with less and less effective 
since the efficacy of a ship's rudder 
pends on the volume of water (i.e., 
power) thrust upon it by the propeller. 

Economics also dictates smaller 
and a reduction in duplicate 
That is , the potential onboard 
force shrinks, while the sign 

in question grows. The con-
h Item f h of poor maintenance 0 suc 
~n~ . . d d 

I r ~hlp can b~ very serIlfous l.n ee ~ 
nd not for the shIp alone. an mexpen-

-d rew runs an underpowered super
t nnke~ aground, a ver~ nasty and highly 

_ ble oil pill can easIly result. 
I h" 1 Furthermore , the s lpowner s vu -

n rabtlity to the legal vengeance of those 
~ ho :ufTer from the spill is reduced by the 
us of flags of convenience, which can 
I d to a we lter of confused jurisdictions. 

The dominant feature of modern com
mercIal hipping, then, is the rise in both 
h :Ize and number of cargo carriers. 

Th larger hips are usually faster but 
I maneuverable than their smaller 
predece or. Since they can use fewer 
port~. the greatest sea lanes have become 
IOcr a ingly congested. Indeed, radar 
hIp control imilar in spirit to the air

e fl control at busy airports has already 
n introduced in some ports. A corol-

r) trend has been a much more careful 
undlOg of coastal waters as ships have 
\\ n 10 draft. 

FUTURE TRENDS 

An oppo ite trend must also be men
Ion d While conventional ships are 

Iamlt d to . peeds below fifty miles per 
hour, con Iderably less if they are to be 

onomlca\), new technologies hydro-
II and veh' I 'd ' IC es n mg on an air cush-

Ion pro~ i e hip-like vehicles capable of 
p (> tWIce thi limit - alb't 'th l' I d I el WI lm-

I/ayoads. Such vehicles, which 
u era the Atlantic in little over a 
a~. may revi th 1 ~ ve e ong-range pas-

It h rtthraffic lost to the airlines. It seems 
. at the mea f III prol· r ns 0 ocean commerce 

lIerate and it 1 n m' s vo ume increase 
are 10 the fut h . ure t an m the past. 

by Jim Carpenter 
As anyone who has served long periods 

at sea will tell you, behavior patterns 
under those circumstances can assume 
strange dimensions, and little things, 
especially those connected with the mess 
assume outlandish proportions. ' 

So it was that the Chief Engineer of a 
certain merchantman , long in a combat 
zone, became unusually obsessed with 
"his" coffee mug, guarded it zealously 
and insisted that no one else use it. 

The Chief was not the most admired 
man aboard and , so when he would leave 
the mess, certain of his messmates in an 
attempt to goad him (and others just for a 
source of general a musement) would 
pour the dregs of their coffee into "his" 
mug, leave a dirty spoon in it or conjure 
up some other means of leaving the im
pression that the mug had been used in 
h is absence. 

This never failed to result in a profane 
and lengthy demonst ration upon the 
Chief's return which became, for several 
days , the pr incipal entert a inment 
aboard. 

Not quite certain whether others were 
actually using "his" mug or whether he 
was being made the subject of pranks, 
and thinking to put an end to this non
sense in any event, the Chief surreptiti
ously placed a note in "his" mug as he left 
the table after dinner one evening. On 
the note was written , "I spat in this mug." 

When he returned for breakfast the 
next morning he found a second note on 
which was printed, "Me, too! " 
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CJ-t-'

TOUTE SU ITE (TOOT SWEET) 

A man can whistle - so can a bird, 
There 's even a whistling fish, 
But the friendly toot or the royal hoot 
Of a boat whistle is my dish. 
The tugboat's shrieky snort is one 
Just like a terrier's bark, 
While the big yacht's sweet, symphonic call 
Can be likened to that of a lark. 
The tanker gives a drawn-out moan, 
The steamer a raucous scream, 
But the ferryboat , with its heartfelt Ooooh, 
Echoes a landlubber's dream. 

Helen T. Brown 
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