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BE A SMART DUCK! 
Safety programs can be positiue. Quite frequently, howeuer, lessons are tauRht in a negatiue way. "Wear '.)'Our 

safety shoes or you'll break '.)'Our foot," we may be told; or "take off your rings while working or ~·ou'll lose a finger." 
Although those statements point out ualuable safety prnctices, it may be that they haue less than maximum impact 
because of their negatiue ouertones. The Inland Waterways Safety and Health Association has instituted a safety 
program which stresses the positiue. I ts effectiveness hinges on two things: first, it creates a sense of pride in the 
wearing of proper safety equipment; second, it publicizes men who, because of a near miss, can be the most e[f ectiue 
spokesmen for the sa/ ety program. The program is called the Smart Duck Club. 

The idea for the Smart Duck Club 
gre"' out of an arr.ident. In early Oc­
tober 1972. a <leckhand \\'as working 
on an underway barge when he ac­
cidentally slipped overboar<l. He was 
wearing a hca\'y coat and a Coast 
Guard appro,·ed work \'est. The rest 
of the crew did not notice his absence 
for about 15 minutes. When they did 
disco,·er that he was missing, a radio 
message was sent out to all boats in 
the area to be on the lookout for a 
man in the water. It was nearly an 
hour later that the man was spotted 
and taken aboard another towboat. 
Ha,mg spent a considerable period of 
time in cold water, the man was in 
shock when rescued. A Coast Guard 
helicopter rushed him to the hospita l 
where he reco\•ered the following day. 
The conclusion was inescapable. H11 l 

for wearing a Coast Guard approved 
work \·est the man would have 
drowned. 

If the man had drowned, he would 
ha\e joinffi 78 others who, in 1972 
lost their li\'C:. by drowning in i11-
du:,trial ac ·idents as a result of ac­
cidental :all imo the water. The 
\\earing of Coast Guard approved 
work \-CSL:. could have played a major 
role in sa'ing the li\·es of many of thr 
'-icrims.. 

It was determined that by de,·i!.in!{ 
a method of publicizing this incident, 
relations \\-ith employees could be im­
pfO\-ed, constructii.-e . hop talk could 
be scimulatrd. and most importantly: 
Jt,·es couJd be sa,·ed. The idea "-a:. 
presented to the annual meeting of 
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the Inland Waterway Safety ancl 
Health Association in late October 
1972. A. program was approved and 
money was appropriated to institute 
it. It was called the Smart Duck Club. 

Sponsorship of the Club is op<"n to 
any maritime industry employer who 
requires the wearing of Coast Guard 
approvc<l work vests by his employees 
when they are exposed to a danger of 
falling overboard. ~fembership in the 
Club is open to ;iny employee who, 
recognizing the potential danger on 
his joh, v:ore a Coast Guard approved 

work vest which prevented his death 
by drowning due to an acci<lental en­
try into the water. 

The first two Smart Duck Club 
awards were presented to Mr. Larry 
Bordelon of the Amerian Commercial 
Barge Lines and ~fr. Charles Felder 
of the Chotin Transportation Corpo­
ration at the Water Resources Con­
gress in New Orleans in February 
1973. To date, 10 more members 
have been admitted into the Club. 
The following is a breakdown of the 

(Continued on page 13.) 
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DEVELOPMENTS IN VESSEL 
OPERATIONAL., SAFETY 

~ 

Lt. Cdr. I<.. E. Wadman, U.S. Coast Guard 1 

This article addresses a subject 
which has long occupied the atten­
tion of the Coast Guard, mariners, 
:shipowners, and, most recently, en­
vironmentalists-Vessel Operational 
:Safety. 

Although there are many facets to 
this complex subject, this article is 
·confined to three areas in which re­
·ccnt improvements have been made. 
These are: 1) Vessel Bridge-to­
Bridge Radiotelephone; 2) The New 
International Rules of the Road and, 
:3) Vessel Traffic Schemes in Inter­
national Waters. 

Bridge-to- Bridge Radiotelephone 

Although the recently passed Ves­
·sel Bridge-to-Bridge Radiotelephone 
Act and the implementing regula­
tions have been occuping our imme­
·diate attention, the concept of vessels 
exchanging information essential to 

·safe navigation by voice radio is not 
new. In many geographical areas of 
the United States, there are existing 
vessel communication system which 
for many years have been using voice 
radio telephone, thus carrying out the 
navigation safety intent of the new 
act long before it was ever enacted 
into law by Congress. The operators 
·of vessels in these areas have become 
thoroughly fami liar with the value of 
th.is form of communications as an 
.aid to safely meeting and passing with 
a high degree of assurance of the in­
tentions of the other vessel. Domestic 

1 Chief, Rules of the Road Branch, 0111.ce 
<>f Marine Environment nod Systems, Const 
Guard Hendqunrters. 
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shipboard voice radio systems have 
been in operation since the 1930's and 
have proven to be a practical aid to 
safe navigation. So, we recognize that 
there are various bridge-to-bridge 
radiotelephone systems in operation, 
and they are effective in their respec­
tive areas. The greatest potential for 
increased navigation safety, however, 
can be realized only when all com­
munications of this type are inte­
grated into one system using one com­
mon language for one common pur­
pose. This is especially true because 
of the relatively recent use of our 
waterways by vessels from other parts 
of the world. 

In the spring of 1964, a joint Coast 
Guard-Federal Communications 
Commission committee on bridgc-to­
bridge radiotelephone was established. 
The task of this committee was to 
determine the need for enactment of 
a law which would require a naviga­
tional communications system that 
could be operated from the pilot­
houses of approaching vessels. In­
creased vessel speed and size indicated 
very strongly that such a system was 
required to provide an increase in 
vessel navigation safety consistent 
with modem technological advances. 
On 22 July1965, this committee made 
public a preliminary proposal which 
later was to be adopted into law. 

The legislation originally proposed 
by the Coast Guard and FCC com­
mittee is essentially the same as that 
finally adopted by Congress as Public 
Law 92- 63 signed by the President on 
4 August 1971, which, incidentally, 

was the one hundred eighty-first an­
niversary of the United States Coast 
Guard. The implementation of this 
Act is e:;..-pected to contribute signifi­
cantly in several areas of vital con­
cern to us all-safety of life and 
property afloat and ashore, preven­
tion of pollution of the environment, 

and improvement in the economic e!li­
ciency of navigation on U.S. waters. 

In recent years, it has become obvi­
ous that there is an urgent need to 
improve marine safety on United 
States waters. Following many colli­
sions between vessels, the question is 
frequently asked by those investigat­
ing these mishaps- "if the vessels in­
volved had been equipped with radio­
telephone on a common frequency 
capable of the exchange of naviga­
tional information, would the collision 
have occurred?" In many cases, the 
answer is no! Time after time during 
these investigations, this same ques­
tion is asked, and the answer is fre­
quently the same. We need an 
effective means of communicating the 
intentions of vessels approaching each 
other over and above the signals pro­
vided in the rules of the road! 

The value of a vessel-to-vessel com­
munications system was clearly dem­
onstrated during World War II when 
it was used e>..'tensively by the allies. 
Constant maneuvering by combat 
vessels made necessary an ability to 
effectively communicate between 
ships. T he system adopted was called 
T BS (talk between ships) and op­
erated basically on the same principle 
as the bridge-to-bridge system now 
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available for major shipping in all 
our waters. 

With the adoption of the require­
ments of the new Bridge-to-Bridge 
regulations, basic shortcomings of the 
rules of lhc road for various waters 
may be effectively overcome by the 
proper use of the radiotelephone. 
When~ any doubt under the rules 
exists, vessels operating on a common 
radio net have the ability to imme­
diately clarify these doubts. 

Consiclerablc effort was dernted 
to the development of regulations 
which implement the requirements of 
the Bridge-to-Bridge Radiotelephone 
Act. Operational and technical regu­
lations, prepared in Coast Guard 
Headquarters and by the Federal 
Communications Commission respec­
tively, were promulgated shortly be­
fore the first of July of 1972 and re­
quired that vessels specified in the act 
be provided with bridge-to-bridge ra­
diotelephone equipment by January 
1973. Tn developing these regulations, 
a process which under the best cir­
cumstances takes a considerable 
amount of time and technical and op­
erational expertise, problems pointed 
out by both Llic.: marine industry and 
others directly concerned with the 
;;afety of navigation had to be re­
solved. In short, the work which re­
sulted in the passing of P ublic Law 
92-63 and the regulations necessary 
to implement the requirements of that 
law included considerable relianc:e on 
the expertise of all segments of the 
marine industry and government. 

The requirement to participate in 
bridge-to-bridge radiotelephone ap­
plies to all power-driven vessels of 
300 gros~ tons or over, passenger ves­
sels of 100 gross tons and over, com­
mercial towboats of 26 feet in length 
or over and dredges or other craft 
engaged in operations restricting or 
affecting navigation in channels ancl 
fairways. Specifically, these vessels are 
required lo be capable of transmitting 
and receiving on the VHF frequency 
156.65 MHz (channel 13). As pro­
vided in lhe regulations, the power­
dri,·en ,·essels affected arc required 
to maintain a listening watch on the 
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NO PERSON MAY USE THE. FREQOENCY PES/GNATED .. .. 
TO TRANSMIT ANY INl=CRMATION OTHER -n..AN THAT 
NECESSARY FOR T~E SPFE NAVIGA TicN OF VESSELS. 

An illustration from the Coast Guard's publication "Bridge-to-Bridge 
Radiotelephone Communication, Law and Regulations" ( CG-439 ). 

designated frequency whene' er un­
derway and to transmit on that fre­
quently if the master or other person 
in charge of the vessel considers it 
necessary to exchange navigational in­
fonnation with other vessels. Geo­
graphically, these regulations apply to 
vessels operating on the navigable 
waters of the United States inside the 
line which dh-ides international 
waters from waters where the inland 
rules of the road are employed. 

A large percentage of U.S. vessels 
were already equipped with multi­
channel VHF radiotelephone gear 
and thus were only required to add 
the ability to monitor c:hannel 13, the 
bridge-to-bridge frequency. Such an 
installation typically consists of a 
multi-channel transceiver and a sin-

gle-channel guard receiver. Regula­
tions now in effect require a continu­
ous guard on channel 13 ( 156.65 
MHz), as well as a guard on chan­
nel 16 ( 156.8MHz), the national dis­
tress, safety and calling frequency. 

I t's anticipated that the line-of­
sight characteristic of VIIF radio 
with its built-in range limitation, to­
gether with a transmitting power out­
put limited by the FCC to 1 watt, ,\;n 
reduce interference by other relati\'Cly 
nearby stations and eliminate any 
problems of frequency overloading 
and the "capture effect'', or blocking 
out, experienced when the more 
powerful of two VH F transmitters is 
keyed. 

While the use of portable equip­
ment satisfies the requirement of the 
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law, communications experts ht>licve 
that permanently installed VHF 
equipmcnl will result in superior 
antenna radiation patterns and thus 
a. more reliable communications 
capability. 

Since the first of .January when the 
Act hecame effective, there have been 
relatively few problems with .its im­
plementation. Any difficulties have 
been associated with procuremenl 
and installation of required equip­
ment, and minor technical problems 
with multiple VHF equipment instal­
lations. Also, there have been limited 
difficulties with shore based stations 
having a power output greater than 
that of the vessels, thereby causing 
interference in some geographical 
arP.a$. 

Because maximum improvement in 
navigation safety due to the use of 
radiotelephone may be obtained by 
having a system which is broadly 
used, very few exemptions to the re­
qu ir<'ments of the act have been 
granted. Those that ha,·e been 
granted are for vessels operating in 
locations remote from other vessel 
traffic; in olher words, those vessels 
which, even if fitted with the VHF 
gear required by the regulations, 
would have no one with whom LO 
communicate. Vessels operating on 
thP Grc>at Lakes have bePn exc>mpted 
fro111 lhe requiremenlS of the . \ct. as 
there is already a system of \·oice 
racliotelephone communication in use 
which meets the intent of the Act on 
those waters. 

Because of the short pniod the 
requirements of the Act have been in 
elTect, it is impossible to recite sta­
tistics on the relationship hc>twe<'n 
vessel collisions and bridge-to-bridge 
radiotelephone at this time. H owever, 
information brought out when the 
!\ct a11<l ilS implementing regulations 
were being: developed, indicates that 
a substantial increase in safety, at­
tributable lo lhc use of voice brid~e­
to-bridge radiotelephone, can be 
expected. 

The Revised Rules of the Road 

T n O ctober 1972, there was con-
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duded in London a conference on 
the revision of the International R eg­
ulations for Preventing Collisions at 
Sea, commonly referred to as the l n­
lernational R ules of the Road. 

Although basic concepts of the 1960 
Rules have been retained, lhcir word­
ing, format and order of presentation 
have been considerably altered. Those 
area.5 which have traditionally been 
the cause of conslernalion on the part 
of both the mariner and the courts 
ha,·e, hopefully, been clarified. 

In the Regulations as now revised, 
lhe utmost effort was made to avoid 
ambiguities and formulations giving 
rise to varying interpretations. This 
enhancement of clarity has been 
achieved to a la rge extent through 
the use of clearer and more detailed 
definitions and the addition of strict­
ly technical requirements in annexes. 
For the first time, the revised R egula­
tions take full cognizance of lhe 
steadily increasing use of radar in 
ships as well as a recognition of the 
presence of huge \'essels which maneu­
ver with considerable difficulty. Also 
laken into account is the use of future 
technological advances which will 
add to increases in the safely of navi­
gation. 

Generally, it was attempted to pro­
,·ide Tmemational Rules of the Road 
which induce the mariner to take 
action at the earliest possible moment 
and at the same time, Rulc>.s for action 
to be taken in "last minute" siluations 
were set down. The 1csults of these 
attempts are largely reflected in new 
Rules dealing with ass<'ssment of risk 
of collision and action lo a ,·oid colli­
sion. 

The establishmrnt of traffic. separa­
tion schemes, regulating maritime 
traffic in congested or converging 
areas, has for se,·eral years contrih11ted 
to a decreasing numher of collisions 
in such areas, and Lhis bas been re­
flected by the inclusion of a Rule 
regulating the conduct of ships navi­
gating in or near such schemes. 

New ships with increased speed 
have led to revisc>d Rules on increased 
visibility ranges for navigation lights 
and requirements for 111ore efficienl 

sound-signalling apparatus, again en­
abling action to be U:tken at longer 
disLances. In addition, proYisions have 
been made for action to be taken 
when, in restricted visibili ty, the pres­
ence of other ships has been detected 
by radar on ly, that is, before any fog 
signals have been heard. 

T o precl ude unnecessarily burden­
ing the Regula tions with technical de­
tails necessary for contractors, ship­
builders and inspection authorities, 
such details arc now a part of Annexes 
giving scientifically based require­
ments for lights, shapes and sound­
signalling apparatus. 

Prcscnl rnlcs require the use of 
moderate speed in reduced visibility 
hut, no mention is made concerning 
spee<l in clear weather. The revised 
regulations require a vessel at all times 
to proc<'ed at a safe speed so tha t 
effective action can be taken to avoid 
collision. 

Also considered in determining safe 
speed ::ire the state of the , ·isibili ty, 
traffic dcnsily, vessel maneuverability, 
weather conditions, sea conditions and 
radar limitations. 

The revised n 1 lcs, in addition to 
containing more dclail on the main­
tenance of a proper lookout, require 
the use of all available means to de­
tenninc if risk of collision exists. When 
radar is fitted, its use is mandatory. 

The starboard hand rule is retained 
for vessels navigating narrow chan­
nels '' ith the addilional requirement 
of keeping as near to the outer limit 
of the chan nel as is safe and practica­
ble. A specific provision prohibits a 
vessel from crossing a na rrow chan­
nel if it imprdes the passage of aves­
sel which can navigate only within 
such channel. A Vessel o,·ertaking in 
a narrow channel will be required to 
use a new ct of ignals consisting of 
two prolonged blasts followed by 
either one or two short blast~ to in­
dicate tht' side> he intends to pass on. 
The vessel being O\·erlakcn indicates 
agreement bv sounding a prolonged, 
a short, a prolonged, and a short blast 
on the whistle. 

Vessels using traffic separation 
schemes will be required to proceed 
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in the appropriate traffic lane in the 
general direction of traffic flow fo r 
that lane, keeping clear of separation 
lines or 1ones. Insofar as they can , ves­
sels must avoid crossing traffic lanes. 
When crossing a lane is necessary, it 
must he accomplished as nearly as 
possible at right angles to the general 
direction of traffic flow. Vessels not 
using a traffic separation scheme will 
be required to avoid it by as wide a 
margin as conditions permit. Other 
provisions concern entering and leav­
ing lanes, inshore traffic zones, fishing, 
anchoring, small vessels, sailing vessels 
and general precautions. 

The mles concerning the conduct 
of vessels in overtaking, head-on and 
crossing situations remain substanti­
a lly the same as the present niles. T he 
rule concerning the stand-on, or priv­
ileged vessel. has been modified to 
require action hy that v<'ssel "to 
avoid" collision when the giveway, or 
burdened vessel, is so close that col­
lision cannot be avoided by the ac­
tion of the give-way vessel alone. In 
addition, the stand-on vessel may take 
avoiding action as soon as it becomes 
apparent that thl' give-way vessel is 
not taking appropriate action in ac­
cordance ·with the ru les. 

The right~-of-way among ,·arious 
categories of vessels has been com­
bined into a single rule for clarity and 
ease of reference with new provisions 
for vessels constrained bY their drafts. 
V csscls not under comm~nd and those 
restricted in their abilitv to maneuver 
are gi\'t>n the hi~hest 'priority, with 
vessels con~trained by their drafts, ves­
sels engaged in fishing, and sailing ves­
sels givrn priority in that -lescending 
order. Seaplanes on the water will be 
required to keep well dear of all ves­
sels and avoid impeding their naviga­
tion, but in cirr11mstance1; where risk 
of collision exists the normal rules of 
the road apply. 

The term "vessels restrictPd in their 
ability to maneuver" includes anv ves­
sel enga~ed in: laying, serviri~g or 
pir.king 11p a naviga tion mark, sub­
marine cable or µiµclinc: dredging. 
survcyin~ or underwater operations: 
rcplenishmrnt or transferring persons, 
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provisions or cargo while underway; 
launching of or recovery of aircraft ; 
mincsweeping operations; and tow­
ing operations such as renders a ves­
sel unable to deviate from its course. 

Vessels constrained by their drafts 
arc defined as power-driven vessels 
which are severdy restricted in their 
::ihility to deviate from the course be­
ing followed because of the vessels' 
draft in relation to the available depth 
of water. New provisions for the dis­
play of lights and clay shapes hav<~ 
been developed to indic;ite a vessel 
corn:trained by its draft. 

Tn restricted visibility a vessel which 
detects by radar the presence of an­
other vessel in a developing closc­
quarters situation (or where risk of 
collision exists) is cautioned, when 
taking avoiding action, to avoid al­
terations of cour e to port for a 
vessel forward of the beam or al­
terations of course towards a vessel 
abeam or abaft the beam. A study 
of past collisions reveals that a large 
percentage of these cas11alties could 
have b<'en avoided if one or both 
vessels had not turned to port when 
they had neared the point of ex­
tremis. Every vessel which hears ap­
parently forward of her beam the 
fog signal of another ve_~sd will not 
be rcq11ired to stop her engines as re­
quired by present rules. The rule has 
been modified to provide that, ex­
cept where it has been determined 
that a ri ·k of collision does not exist, 
every vessel "shall rcdurc her speed 
to the minimum at which she can be 
kept on her course." Taking all her 
way off if necessary and "in any 
event navigate wilh extreme caution 
until danger of collision is over." 

Visibility requirements of naviga­
tion lights have been changed. In ves­
sels of 50 meters ( 164 ft.) or more in 
length, masthead lights must be Yisi­
ble a t 6 miles, sidelights, sternlights 
and olhcr colored light5 at 3 miles. In 
\·essels of 20 meters ( 65.6 ft.) but less 
than :JO meters, masthead lights must 
he visible at 5 miles and other lights 
at 2 miles. For vessels of less than 20 
meters, but 12 meters (39.4 ft. ) or 
more in length, masthead lights must 

be visible at 3 miles and other lights 
at 2 miles. In vessels of less than 12 
meters, masthead lights must be visi­
ble at 2 miles, sidelights at 1 mile and 
all other lights at 2 miles. 

Air-cushion vessels operating in the 
nondisplacement mode will be re­
quired to exhibit an all-round flash­
ing yellow light in addition to lights 
normally required of power-driven 
vessels underway. 

Lights and day shapes for fishing 
vessels remain as they arc at present, 
with the exception that the masthead 
light abaft the fishing identificalion 
lights, for Yessels of 50 meters (164 
ft. ) or more in length, w.ill be shown 
higher than presently required. Ad­
ditional signals for vessels fishing in 
close proximity to one another may 
also be exhibited. These signals are 
similar to those provided in the Con­
vention on the Conduct of Fishing 
O perations in the North Atlantic, 
1967 and may he used by fishing ves­
sels to indicate when they are shoot­
ing (setting) their nets, hauling their 
nets, when a net has come fast upon 
an ohstmction, when pair trawling 
and when using purse seine gear. 

When towing, power-driven ves­
sels will be required to display, in ad­
dition to the usual navigation lights 
for vessels engaged in towing, a yel­
low light above the stcrnlight. When 
a pushing vessel and a vessel being 
pushed ahead arc rigidly connected 
in a composite unit they shall be re­
garded as a single power-driven ves­
sel for lighting purposes and are to 
exhibit the usual navigation light~ of 
power-driven vessels. ,\.hcnever a 
vessel is engaged in a towing opera­
tion that renders the vessel unable to 
deviate from her course such vessel 
will d isplay the lights or shapes pre­
scribed for vessels restricted in their 
ability to maneuver in addition to the 
usual towing lights or shapes. 

New provisions have been included 
for vessels engaged in dredging or 
underwater operations when they are 
restricted in their ability to maneuver. 
In addition to the display of lights or 
day shapes for such vessels, when an 
obsu·uction eixsts, such vessels will 
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also bt: required to exhibit special 
lights or shapes to indicate the side 
on which the obstruction ex.ists. 
Whenever the size of the vessel en­
gaged in diving operations makes it 
impracticable to exhibit the pre­
scribed day signal, a rigid replica of 
the International Code flag "A" must 
be exhibited. 

Sound signals for use in restricted 
visibility are generally the same as the 
1960 Rules. 

Light signals to supplement whistle 
signals when maneuvering were per­
mitted under the 1960 Regulations. 
Such a provision remains, with the 
modification that pcnnissirn opera­
tion of the maneuvering light signal 
may be repeated as appropriate 
wh1:n al tering course lo µort or star­
board and when operating astern 
propulsion. 

The use of the danger signal of five 
short and rapid blasts on the whistle 
has been e>..'tended to any situation in 
which a vessel fails to understand the 
intt:ntions or actions of another vessel 
or is in doubt whether sufficient ac­
tion is being taken by another vessel 
to avoid collision. Under the 1960 
R ules only a p1;viJeged Yessel could 
Hse this signal The warning signal 
may also be supplementt:d by a light 
signal using five short and rapid 
Aashes in a group. This change adopts 
the concept now used in inland U.S. 
waters. 

i\ny vessel which complies ";th the 
prc:;cnt 1960 International Regula­
tions concerning na\ igalion lights, 
m<iy he exempt<'d from compliance 
with the new Regulations, providing 
that its keel was laid bdore entry 
into force of the 1972 Regulations, for 
a period of: 4 years for light<; and 
rang<:S and Lhe installation of lights 
with color specifications prescribed 
in Annex I ; 9 years when reposition­
ing masthead lighls 011 vessels of 150 
meters ( 492.l ft.) or more in length 
is required, or the rcrpiirements of 
sound signal appliances. A pennanent 
exemption from repositioning of 
lights as a result of conversion from 
imperial to metric units, or the repo­
sitioning of masthead lights on ves.<;els 
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of less than 1.50 meters (492.1 ft.) in 
length is also provided. 

Each rule has been considered in 
detail, and the principles contained in 
the present rules have been retained. 
Any changes or additions to the rules 
are the result of the work of hundreds 
of experts from throughout the world. 
Hopdully these efforts will result in 
a uni\'ersal increase in vessel naviga­
tion safety. 

Traffic Separa tion Schemes 

Traffic separation schemes in In­
t£>rnational waters art: recommended 
vessel routes endorsed by Intergovern­
mental Ma1;time Consultative Or­
ganization (IMCO) nwmber nations 
and therefore internationally recog­
nized. They are normally developed 
hy li ttoral states, following guidelines 
cl down in the IMCO publication 

on Ships Routing, and then sub­
mitted to IMCO for adoption. As far 
as is knO\rn, only Great Britain has 
announced national regulations spe­
cifically requiring compliance with 
these schemes by British v1:sscls. Other 
nations, including the United States, 
consider that presently effective navi­
gation statutes arc sufficient to require 
compliance by ship mastt:rs. 

H istorically, modern maritime traf­
fic separation schemes probably date 
from the development of the North 
Atlantic Routes. These were devised 
more than 100 years ago to provide 
separate routes whereby eastbound 
and westbound ships could take ma..xi­
mum ad\·antage of prevailing winds 
for the shortest and safest of crossings. 

In 1911, U.S. and Canadian inter­
ests adopted separate upbound and 
downbound lan<'s on Lake Superior 
and Lake Huron. By 1949, similar 
lanes were in use in all five of the 
Great Lakes. These lanes have made 
a significant contribution to the fact 
that the waters of the Great Lakes 
are among the world leaders in vessel 
navigation safety. 

A study of vessel collision statistics 
will readily affirm that the problem of 
vessel collisions is most prevalent in 
congested and converging areas such 
as at the ends of the North Atlantic 

Routes and that collisions most often 
occur between meeting rather than 
crossing or overtaking vessels. 

In 1965, the Coast Guard invited 
maritime intercsls tu study this prob­
lem. As a result of their recommenda­
tions, a set of sea lanes were established 
in the spring of 1967 at the ap­
proaches to ~ew York H arbor and 
Delaware Bay. 

Rt:cornmendations by similar mari­
time committet:s, rcsullt:d in s1:alanes 
at the approaches to San Francisco, 
Chesapeake Bay and this past July in 
the approaches to Narragansett and 
Buzzard Bays. .\dditionally, coastal 
seaplanes ha,·e been implemented 
through the Santa Barbara Channel 
of Southern California with the dual 
purpose of separating traffic and pro­
viding safe passage through areas of 
densely populated oil exploration rigs. 

?\fany international traffic schemes 
havt: been de,·eloped elsewhere from 
the Baltic Sea to the Persian Gulf and 
eastward. 

The concept of \·essel traffic separa­
tion schemes is relatively simple ancl 
can be compared to divided highways. 
These schemes are presented to the 
mariner both b\• means of Notices to 
Mariners and ·by being printed on 
navigation charts. The schemes in­
clude traffic lanes in which vessels 
proct:ed in only one direction whir.h 
are removed from one another by 
either a separation zone or a separa­
tion line, depending on the amount 
of s1:a room, much like the median of 
a highway. " 'here there are converg­
ing sealanes, or in areas of particular 
hazard, the use of circular precau­
tionary areas, in which mariners arc 
urged to exercise special caution are 
£>mployed. 

There are some basic requirements 
that must be met prior to the estab­
lishment of \·essel traffic schemes. For 
example : if the shipmaster is going to 
bt: required to navigate his vessel 
within specific geographic boundaries, 
then he must be provided with aids to 
navigation which will permit him to 
ascertain his position with sufficient 
accuracy to keep within the traffic 
lane. Also, because huge vessels are 
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expected to be the major users of these 
separation schemes, there must neces­
sarily be sufficient depth of water and 
width for such vessels to navigate. 
Hence, the traffic Janes cannot be es­
tablished where there arc uncleared 
sunken wrecks, shoals or other 
dangers. 

Because masters must be left with 
the final decision as to the safest and 
most efficient routes for their vessels, 
international routing schemes are vol­
unta1-y, and their effectiveness there­
fore depends on the degree of accept­
ance by individual ship masters. To 
this end, all schemes whirh impinge 

Grinding Wheel 
Care and Safety 

The bursting of a grinding wheel 
while in use may be clue to rough 
handling, improper mounting or im­
proper storage of the wheel before it 
is placed on the spindle. Such acci­
dents arc usually very serious. It is 
important that all grinding wheels be 
handled and stored in such a manner 
that they will not be subjectecl to in­
ju1-y. They should never be left on a 
floor or thrown into a pile. If one 
should be dropped or damaged in any 
way, it should be tested inunediately 
for defects; and if found defecti\·e, 
remo\·ed from servic:e at once. 

Extreme care should be exercised 
in the storage of wheels. They should 
be stored in dry placr.s and on edge 
in racks. Straight sided shellac and 
rubber bonded wheels, % inch or less 
in thickness, must be laid flat on a 
straight surface to prc,·ent warpage. 

As soon as a new wheel is received 
from the manufacturer, it should be 
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upon international waters are sub­
mitted to lMCO for adoption. This 
has resulted in worlciwide uniformity 
~ncl broad acceptance of traffic sep­
aration s<.:hemes. 

Conclu sion 

In <.:onclusion those associated with 
the marine industry have long recog­
nized the direct economic relationship 
between safely conducted marine op­
erations and profitable business. The 
safety of navigation is expected to be 
greatly enhanced by the use of Bridge­
to-Bridge Radiotelephone, the new 
International Rules of the Road and 

unpacked and carefully inspected for 
any damage suffered in shipment. Jt 
should be gi,·en the "ring" test for 
flaws or cracks, since most defects are 
not visible to the eye. This test should 
also be used immed iately before 
mounting a new or usecl wheel on the 
spindle, especially if the wheel has 
been stored for some time. 

To make this test, suspend the 
wheel free and clear, and tap it gently 
with a light implement such as a 
wooden screwdriver handle for light 
wheels, and a wooden mallet for 
heavy ones. If a wheel is sound, it 
will give forth a cleai·, metallic tone 
when tapped. If defective, there ,.ru1 
be no ring. '\'heels bonded with or­
ganic material do not give forth quite 
the same metallic sound as do vitri­
fied and silicate wheels. All wheels 
must be dry and free from sawdust 
when given this test, otherwise the 
sound " ·ill be deadened. 

Never force the work against a cold 
wheel. Apply it gradually, giving the 
wheel an opportunity to warm. This 

Vessel Traffic Separation Schemes. 
This is particularly significant when 
you consider the thousands of ,·csscls 
operating in international waters, 
coastal U.S. waters, the Great Lakes, 
the Intracoastal Waterway and the 
Inland rivers "''hich will be participat­
ing in these important safety pro­
gra111s. Their adoption is another posi­
tive step in our continuing efforts to 
encourage marine safety on all waters 
which are navigated by U.S. vessels. 

Eo. Norn: This article is adapted 
from a sj1eech delivered before the 
Marine Section, National Safety Con­
gress in October, 1973. 

kssens the r.hance of hrcakage. 
Do not take chances by operating 

a wheel that is loose on the spindle 
or out of balanr.e. 

Never allow a wet grinding wheel 
to stand partly immersed in water. 
The water-soaked portion may throw 
the wheel dangerously out of balance. 

Keep the tool rest as close to the 
wheel as possible without touching it. 
Never adjust the rest while the wheel 
is in motion. 

rever place the tool rest beneath 
the center line of the wheel. 

Do not grind the ends of heavy 
bars and shapes against the side of a 
wheel. Use the face of the wheel. 
:-fe,·er strike the wheel a side blow. 

Grinding on the flat sides of straight 
whr.cls is hazardous and should be 
done only in case of necessity and 
then only when using extreme care. 
Employees grinding on wheels must 
be equipped wil11 suitable goggles or 
be protected by a safety guard ad­
justed to protect them. 

-Courtesy National Safety Council 
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Captains or Masters? 

Ships or Boats? 

Upbound or Downbound 

Dear Billy, 
Your letter expressing confusion 

over nautical lingo on the Great 
Lakes is not too difficult to under­
stand. 

Yes, there are boats and there arc 
ships. Similarly, there are captains 
and there are masters. And it is en­
tirely possible for ships to be outward 
bound or homeward bound at the 
same time they are either upbound or 
down bound. 

You might say that people con­
nected with the Great Lakes shipping 
industry have kind of become bilin­
gual since the opening of the St. Law­
rence Seaway in 1959. It's no secret 
that the nautical lingo of the Great 
Lakes differs considerably from that 
on the high seas. And it's a situation 
that has been known to cause raised 
eyebrows on a navigation bridge, in 
a shipping office, in a pub . . . or 
any other p lace where a saltwater 
sailor may happen to meet his fresh­
water counterpart. 

While the saltwater seafarer thinks 
of "going to sea," a Great Lakes sea­
man thinks of "going sailing" or 
"stean1boating"-and on a "boat" 
rather than a "ship." A lakes seaman 
similarly thinks of seagoing as "sail­
ing on saltwater" or "sailing down the 
coast." 
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An oceangoing vessel, regardless of 
its size, should always be referred to 
as a "ship." To the saltwater sailor, a 
"boat" is simply the lifeboat hanging 
in its davits on the "boat deck." 

Lake freighters, on the other hand, 
have been called "boats" for more 
than 100 years and "boats" they con­
tinue to be, even though their lengths 
have reached 1,000 feet. 

It has also become tradition 
throughout the Great Lakes-Seaway 
region to identify oceangoing ships as 
"salties" and lake freighters as 
"lakers." Perhaps, Billy, a special note 
of caution is due at this point because 
we know of at least one incident when 
a ship's master tried to discourage use 
of the term "salty." 

This occurred when the lake 
freighter Cadillac passed the Nor­
wegian motor vessel R anella during 
the wee hours of morning off Michi­
gan's Keweenaw Peninsula in Lake 
Superior. The communication be­
tween the vessels went like this: 

"Steamer Cadillac calling the 
downbound 'salty' off Eagle Har­
bor." To which the master of the 
Norwegian ship replied, "This is the 
motor vessel Ranella to the upbound 
'freshy' off our starboard bow." The 
r.onversation that followed was polite 
but short. 

The term "rnastcr" is appropriate 
on the high seas, but is rarely heard 
on the lakes. And the duties of this 
senior officer arc to "command" his 
ship. On the lakes, the senior officer 
is almost always referred to as the 
"captain" and he "sails the boat" or 
"has a boat to sail." Both master and 
captain are commonly called the "old 
man" by their respective crews, but 
never when within earshot. 

On the lakes, the "helmsman" or 
"quartermaster" is known as the 
"wheelsman." The " lookout" is a 
"watchman" and lesser deck ratings 
are "deck watch" or "deck hands." 
Thus, the deck crew spends the sea­
son "wheeling," "watching" or "deck­
ing." As for the engine room, the 
terms "oiling" or "firing" apply to 
both salities and lakers. 

Somehow, Billy, all freighters sail­
ing the lakes are either "upbound" or 
"downbound." 

On a "trip" (the term "voyage" is 
seldom heard on the lakes) from 
Lake Erie to Lake Superior and re­
turn this is easy to visualize, but other 
lake trips are more confusing, espe­
cially if you attempt to correlate the 
status of upbound and downbound 
with the status of whether a vessel is 
light and going after a cargo or 
·whether it is loaded and coming back. 
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For instance, a "light" 'essel going 
to Lake Superior for iron ore or grain 
is always upbound and coming back 
loaded is always downbound. But, a 
light vessel sailing from Buffalo to 
Chicago for cargo is upbound while 
sailing westward and sometimes 
soulhweslward on Lake Erie, is up­
boun<l while sailing northward on 
Lake Huron, but is downbound on 
the same trip sailing southward on 
Lake Michigan. Part of the upbound 
traffic on Lake Superior is headed 
well to the southward and part of the 
downbound traffic is headed well to 
the northward. 

Another apparent anomaly of the 
lakes is the relative position of stand­
ard upbound and downbound courses 
which most vessels adhere to. 

On most ocean Yessels, both the 
deck and engine departments are 
housed in one main superstructure. 
On lakers, the deck department is 
known as the "forward end" and the 
engine department as the "after end." 

To all saltwater seamen, ocean ves­
sels have lheir "main deck" at "deck 
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line," or at the level of the top of the 
sheer strake. On the lakes, however, 
this is the "spar deck." The "main 
deck" of a laker is at a level of the 
tops of the side tanks, or one deck be­
low the spar deck. While lhe bottom 
of the cargo hold on salties is the 
"cargo deck" or "hold deck," this 
deck on lakers is simply the "tank 
top." 

We might also point out that ocean 
ships have "passageways" and "lad­
ders" while their lake counterparts 
have "hallways" and "stairs." There 
is one minor exception. Lakers do 
have a "boarding ladder'' while the 
sallies have a "gangway." 

When vessels transit locks of the 
Seaway, Welland Canal or Sault Ste. 
:tvfarie, lhey "lock up" or "lock down." 
An uµLound passage is toward higher 
water levels. :-fever mind that freight­
ers locking upboWld t.hrough the Wel­
land Canal toward L ake Erie are pro­
r.eed i ng almost due sout.h. 

In contrast to t.he ancient sailing 
r.oncept of going to the right and pass­
ing port-to-port, the recommended 

coUJ es are so laid out in Lakes Huron 
and uperior that upbound ,·esscls are 
close to the U.S. shore and down­
bound vessels are 10 miles or so fur­
ther out in the lake, creating the im­
pression, at least to the newcomer, of 
passing to the left, or starboard-to­
starboard. However, the reason for 
keeping the heavy laden vessels out in 
deeper water is readily apparent. 

In narrow channels or rivers, ves­
sels keep to the right and µass port· 
lo-port, or, as lake sailors say, "pass 
on the one-whistle side." 

Finally, Billy, we can advise that it 
is entirely appropriate to ask ocean­
going seamen about rough weather 
sailing on the high seas and to ask lake 
sailors about a good blow on the lakes. 
On the other hand, never attempt to 
tell lake sailors about how tough sail­
in~ may be "on the coast" or North 
Atlantic. Save your breath. 

Best \ Vishes, 
Captain J ack. 

-Courtesy Minnesota's World 
Ports Seaway Port Authority of 
Duluth 
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SAFETY AND THE LIFEBOAT RADIO 
By Alex W owczuk, Radio Electronics Officer, Delta Lines 

It is a goo<l idea for acldiLional 
shipboard personnel to be familiar 
with automatic operation of the life­
boat radio in case Sparks <locsn't 
make the scene. The purpose of auto­
matic operation is to enable sunrivors 
not familiar with the Morse code to 
put out a distress signal which hope­
fully will be heard by at least two sta­
tions in contact with each other so 
they can take radio bearings to locate 
the lifeboat. This method is certainly 
no substitute for two-way corrununi­
cation, but it is better than nothing. 
The purpose of this article is to pre­
sent a simplified discussion to famil­
iarize personnel with the procedure. 

Learning something new can often 
be made easier by comparing it to 
i;omething old which is similar. For 
example, putting the lifeboat radio 
into operation is easier when you 
think of it as being similar to setting 
up a radio in your own quarters. The 
three basic considerations in both 
cases arc: ( 1) securing the radio in a 
convenient place; (2) hooking up the 
antenna, ground, and power; and (3) 
operating the controls. Let's take 
them one at a time. 

Securing the Radio in a Convenient 
Place 

Getting the lifeboat radio into the 
boat and securing it in place can be a 
hassle if you're not familiar with a 
few points: 

a. Know where the lifeboat radio is 
stowed and how to remove it from its 
mount. I t's a little clumsy and heavy 
for one r.1an to handle easily, so get 
souwonc lo help you carry it to the 
boat. 

h. A line is attached to its handles in 
the cvc11t it has to be lowered into a 
boat. The radio is supposed to be 
watertight and is supposed to float to 
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prevent loss in case it accidentally 
falls into the sea. 

c. After it's in the boat, remove the 
front cover by unsnapping the 10 
fasteners and then secure it at a con­
venient place on a scat (thwart) , us­
ing the hooks and straps stowed on 
its top. Crisscross the straps across 
each side of the set and place the 
hooks to grab the fore and aft edges 
of the seat. Then tighten the straps 
to secure the radio firmly in place. 

H ooking up the Antenna, Ground, 
and Power 

Putting up the antenna is the most 
involved part of the procedure, but it 
is not difficult, although at first it may 
appear to be. Hooking up the ground 
and power is easy : 

a. The antenna consists of a 15-
foo t rod that installs into a socket at 
the top of the set and four wires con­
nected to two clamps that are p laced 
on the rod near its top. The wires are 
separated outward to the sides of the 
boat via four insulators secured by 
four ropes. The components are all 
sto\\'ed on the back of the front co\·er 
that ,,.as previously rcmo,·ed. Pro­
ceed as follows: ( 1) assemble the rod 
by snapping together the 11 m;tions 
of tubing, which arc held together by 
internal flexible cables fastened with 
springs (take care not to pull these 
cables too far apart lo avoid breaking 
the springs) ; (2) slip both clamps 
over top section of rod and slide down 
se\·eral inches and tighten the thumb­
screws; (3) untie and straighten out 
the four bundles of rope, insulators 
and wires that arc attached to the 
two clamps so they will hang free 
when you raise the rod; ( 4 ) remove 
the artificial antenna (can with lamp 
on top ) by pulling it Ollt of the anten­
na socket and install the rod antenna 
in its place; ( 5) separate the four 

ropes and lash two to each side of the 
boat to equally brace the antenna. 
The wing-nut terminal on the anten­
na socket is used to connect a wire 
antenna, instead of the rod, in case 
the rod gets lost or broken. Addi­
tional wire for this purpose is also 
stowed in ide the co\·er. But remem­
ber, and this is important, the wing­
nut terminal on the antenna socket 
is not a ground connection. 

About the Author 

j\tfr. Alex W owc.wk began to be­
come interested in radio theory and 
.Morse Code in Chicago while he was 
in high school. By the time he had 
graduated he already had gotten an 
FCC commercial radiotelegraph li­
cense. He went to sea in the Mer­
chant Marine in 1945 as a third radio 
operator. After his marriage in 1958, 
Mr. Wo wczuk remained ashore work­
ing as a technical writer for about 6 
,,ears. l n 1968 he returned to sea with 
Delta Lines where he is presently 
radio electronics officer aboard a 
freighter. 11 e has an associate de­
gree in electronics engineering. 
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b. To hook up the ground, all you 
have to do is unwind the 20-foot 
length of wire stowed at the bottom 
of the set and which has a lead sinker 
at one end, make sure it is connec:ted 
to the front panel on the other end, 
and drop the sinker over the side into 
the water. 

c. To hook up the power, all you 
have to do is remove the two crank 
handles that arc secured on the top of 
the set, shove them into the holes on 
on each side of the set, and get 
old "Hoss" to start cranking. Make 
sure he's cranking in the direction of 
the arrows painted on the side. Crank 
at about 65 rpm which is about 1 
tum every second. There arc no bat­
terir.~ in this set. 

Operating the Controls 

In automatic operation the set con­
tinuously sends distress signals on the 
short-range distress frequency (500 
KC ) to alert ships and stations near­
by, followed by transmissions on the 
long-range distress frequency 8364 
KC) to alert distant shore (Coast 
Guard) stations. Defore you place the 
set in automatic operation, you have 
man ually to tune the antenna to op­
erate on 500 KC and also on 8364 
KC. Here is how you do it: 

a. Have one or two men steadily 

total membership by industries : 

Inland ' '\"aterways Transpor-
tation ---------------- -- 5 

Corps of Engineers _________ 3 

Dredging--------------- 3 
:Marine Construction------- 1 

Further information about the 
Smart Duck Club may be obtained 
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crank the generator in direction of 
arrows at no less than one tum per 
second and place the MASTER 
SWITCH in MANUAL 500 KC po­
sition. Hold the key down and turn 
the 500 K C Ai~TENNA TUNING 
knob until the 500 KC ANTE A 
INDICATOR lamp lights. Keep 
turning it to get maximum brightness. 
Release the key. T hen press the key 
again to see if the 500 KC AN­
T ENNA. I NDICATOR lights. If it 
does, the antenna is tuned for 500 
K C operation. If it doesn't, try re­
adjusting the 500 K C ANTENNA 
TU rr JG knob and also check to 
make sure that the ground connection 
on the front panel is tight. 

b. With the generator still being 
cranked, place the MASTER 
SWITCH in MANUAL 8364· KC 
position, hold the key down again, 
and this time turn the 8364 KC AN­
TENNA TUNDIG knob to get maxi­
mum brightness on the 8364 KC AN­
TENNA INDICATOR. Release the 
key. The set is now tuned for 8364 
KC operation as well as 500 K C op­
eration. Keep cranking. The set is 
ready to transmit automatic distress 
signals. 

c. Place the ~1ASTER S' VITCH 
in the AUT0~1ATIC position. The 
set will start sending distress signals 

SMART DUCK 

(Continued from page 3.) 

by writing the Inland Waterway 
Safety and Health Association, c/ o 
W. Fassler, 225 Baroone St., New Or­
leans, LA 70112. 

The Inland Waterway Safety and 
Health Association and its members 
are congratulated for the develop­
ment and initiation of this positive 
safety program in a serious safety 
problem area. Of course falls over-

on 500 KC for 7.5 seconds and then 
automatically switch over and send 
distress signals on 8364 KC for 45 sec­
onds. This sequence is repeated as 
long as the set is being cranked. You 
can monitor the sequence by watch­
ing the two indicator lamps. The 500 
KC lamp will show a series of 12 
dashes, three dots, three dashes, three 
dots (SOS). T he dashes are each 
four seconds long and are separated 
by one second intervals. The dashes 
are followed by the SOS signal re­
peated three times. The set then auto­
matically switches over to operation 
on 8364 KC. SOS will be repeated 
three times and will be indicated on 
the 8364 KC lamp followed by a long 
clash lasting 30 seconds. The purpose 
of the long dash on 8364 KC is to en­
able distant short-wave stations to get 
a bcarii\'! on you. On 500 KC the 12, 
four-second dashes serve to trigger 
the auto alarm system aboard near­
by ships and aftciwards can be used 
by them to take bearings. Hopefully, 
two or more ships in the vicinity will 
hear the distress signals and establish 
contact with each other to get a fix 
on you. 

So, if anybody asks you if you know 
anything about using the lifeboat 
radio, tell them, S H 0 (Securing, 
Hooking up, Operating) . 

board are to be avoided if humanly 
pos.sible, and it is therefore to be 
hoped that the Smart Duck Club's 
membership remains small. But it is 
also hoped that every man who works 
in danger of falling into the water is a 
prospective member because he wears 
a Coast Guard approved work vest. 
Smart Ducks are better than dead 
ducks. d; 
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PROPOSED CHANGES TO THE 
COAST GUARD'S DANGEROUS 

CARGOES REGULATIONS 
By Lt. Cdr. C. L. 1\.eller, Office of .\/erchant .\1arine Safety, Cargo and llazardous .\fatrnals Dil:ision 

ln Tfazarclous Materials Regulations 13oard docket 
number HM-112, published in the federal Register, a 
co111plcte revision of the Coast Guard's Dangerous Cargoes 
l' egulations in Title 46 of the Code of Federal Regula ­
tions, Part 146 (Subchapter N) appears as a Notice of 
Proposed Rulemaking. The revision involves changes in 
both format and substance (see box) . What follows is a 
capsule description of the major revision proposed to 
' ubchapter N. 

Those people who are primarilr concerned with water 
tra11sportation are familiar with the Coast Guard D anger­
ous Cargo Regulations in 46 CFR 146 and are aware that 
they list requirements for the carriage of ha;:ardous ma­
tPrials by water that must be met both by the shipper 
who sends a shipment into the transportation system an<l 
the cr1rrier. What is often not understood is that these 
Coast Cuar<l regulations in Subchapter that are di­
rected at the shipper, namely dassification of the material, 
thr use of the proper package, thr marking and labeling 
on the package and the documentation on the shipping 
papc1s. are based on similar regulations issued by the De­
p:i rtment of Transportation Ha7a rdous Materials R cgu-

CURRENT .. 49 CFR 170-189 
MAXIMUM OVl\NTITV 

ARTICLE CLASS PACKAGING LABEL CONTAINER 
llAIL EXPRESS 

ETHYLENE F. L NO RED 300 POUNDS IN CVLIN 
OXIDE EXEMPTION DERS 

1 13. 12 4 

CURRENT..,46 CFR 146 FORMAT 
lllOUIRlO CONDITIONS FOR 

AATtC&.E PROPERTIES LABEL 
TAA._ • .,.,....RTATU"\N 

CARGO M$$ FERRY R.R FERRY 
llESSEl VCSSll Vi:SSfL VESSEL 

E rHYLENE OILY REO STOWAGE: NOT PER· NOT PER· NOT PER· 
OXIDE \/OLA TILE ONDECK MITTEO t.HTTEO Mnn-n 

1 IUUlll ON orcK 
PACKAC':IN Ci: 
STEEL BAR· 
RELS 

Figure I 
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lations Board for land transpurlalion thal are in Title 49 
Parts 170 thru 189. It is essential that these regulations 
and the Coast Guard Regulations in 46 CFR 146 be <.:On­
sistC'nt; otherwise, differing requirements for Janel and 
water 1110\·ements of these materials would soon l<':id to 
chaos. 

As presently arranged the J-fazardous Materials regu­
lations for water and land a rc in separate publications 
with a great deal of duplication. Shown in Figure 1 arc 
excerpts from both +9 CFR and 46 CFR 146 for ethylene 
oxide. The excerpt from Title 49 ( for land ) is from the 
list of hazardous materials, which pro\·ides the user \,·ith 
the proper class, label and a reference to the proper pack­
age to he used . The cxci-rpt from 46 CFR 146 is from 
one of the tables which list carh ha7.ardous material, pro­
viding the user with the proper class, label, the authorized 
packages and permitted stowage location aboard cargo 
vessels, passenger vessels, or ferry vesst"ls. Figure 1 <lemon­
strates lhe degree of similarity in the t\1·0 regulatory 
formats. 

To eliminate this duplication the l,;.S. Coast Guard in 
late 1971 proposed to the D epartment of Transportation 

HAZ 
AADOUS 

,._AT(JlltAl 

llliVLlNl. 
OXIDE 

CURRENHt49 CFR 170·189 

l\R llClE CL/\SS 

(LA$$ 
HI• 

FL.AM 
MADU 
LIQUID 
.11> 

lAUELISI 

FLAM 
MABU 
llOUIO 

~AXIMU"*' QUANT ITV 
PACKAGING I.ABEL CONTAINER 

RAIL. cxrncss 

llL U lOOPUUNOSINCVLIN 
0£RS 

FORMAT 
P' K MAXl'-'U'-' QUANTITY 
AGl-.0 I t.I 0~£ ,MKAr.r 
ilXlW P C 
fl~S AIACAAI 1 AIHCHU I 

fL.M1 "'0 M>I nR 
\1A8L£ ()(£MP Mlf TEO 
CAS TION 

113 124 

Figure 2 

JOO 
POUNUS 
INCVllN 
0£RS 

STOWAGE 
stCRECAHO'f 

vrs.o;ru; 

1,2. PASS[l'..:G(A 
VESSELS I 
SEGREGATION 
SAMt AS ton 
FLAMMABLE 
GASES 
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Hazardous :\falcrials Regulatio11s Board a plan, which 
was eventually approved, to consolidate the two selS of 
regulations in one volume of the Code of Federal Regu­
lations. At the same time, the Federal Aviation Admin­
istration also was giving consideration to combining its 
shipper regulations for hazrudous materials with lhose in 
Title 49. 

The result of lhcsc actions, when finished, will be one 
set of regulations dealing with the i.ntermodal shipment of 
packaged hazardous materials in all four modes-rail, 
highwar, water, and air. 

To combine the regulatiom, the existing fonnat of Title 
49 will need modification. Shown in Figure 2 is the pro­
posed new format. Shown above the new fo1mat is the 
current Title 49 format. Arrows arc used to depict how 
the old relates to the new. 

Figure 3 illustrates how the current format of 46 CFR 
146 relates to the new Io1mat. Again arrows are used to 
<lepict this relationship. At this point Jcl's look in some dc­
tai I al the new fmmar since it will be a key element in 
the new regulalions. 

CURRENT~46 CFR 146 FORMAT 
Arou1nro CONOITIONS fOH 

TAANSPOATA.TION 
AR llCLE !PHOfl'lA 11LS L A8rl C.:AUGU l'AtiS. HHHY H H 1-tHHY 

VUS!l VESSEL VESSEL VESSEL 

ETHYLENE OILY HEO !>IOWAOr NOT rcn- N01 Jllll NOT PCR· 
OXIDC YOLAlll( ON DICK MITTEO "JllTTEO MITTED 

llOUIO ON OtC.K 

( ntYl(N( n . .ua. n AM 
OXIOf MAil( MAIL( 

LKlUtO LIOUIO 
3S 

•uu• 
MABLE 
GA.'; 

NO NOT 'ER· 
l1llMP MITTEO 
110"'f 
UJ Uc 

Figu1e 3 

)l)O 

'°"'l>l. INCYllN 
OERS. 

t.2.,ASS!frrfG(A 
VlSSElS: 1 
SECREGATIOH 
$A.Mt A$FOR 
rlAMMA8l( 
GASES 

The first three columns of Figure 3 are self explana­
to1y and are equivalent to the current columns in both 
49 CFR and 46 CFR 146. One exception is the number 
35 shown in column 2. This number refers to a Hazard 
Information System under development within DOT 
under ,,-hich a given number will reflect some of the 
hazardous properties currently shown in lhe Tables in 
46 CFR 146. The number is included on Figure 3 only 
to demonstrate its proposed placement. 

The fourth column, headed "I:\1CO CLASS/ 
LABELS," is a listing of the class and label recommended 
by the Intergovernmental Maritime Consultative Or­
ganization ( IMCO) for e thylene oxide. Note that IMCO 
and the Department of T ransportation now classify ethyl­
ene oxide differently, thereby requiring different marking 
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and labeling on the exterior of the package. Si.nee ships 
calling upon our ports originate from many different 
nations it is essential that some degree of flexibility exist; 
couscquently the U.S. Coast Guard will permit packages 
marked and labclc<l in compliance with either the De­
partment of Transportalion or Intergovernmental .'.\Iari­
timc Consultative Organization standards within U.S. 
waters. Whih: <liscrepancies between the Department of 
Transportation and Intergovernmental Maritime Con­
sultative Organization classifications are rare, they do 
exist; and one was chosen as an example to illustrate the 
importance of colwrm 4 in the proposed regulations. 

Column fivC"-titled "Packaging/ Exemptions"-is an 
exact carry-over from Title 49. The Coast Guard regula­
tions in 46 CFR 14·6 list prescrihed packages in a much 
different manner from those in Title 49, but the require­
ments, with minor exceptions, are the same. Selecting the 
proper packa~c to use for a given material is a responsi­
bility of the shipper. Consequently, the regulations on this 
subject have been retained in the format currently used 
by the Department of Transportation in Title 49, the one 
most familiar to shippers. 

Column seven-titled "Stowage/Segregation Ves­
sels"-is devoted entirely to the requirements for water 
transportation. It represents a consolidation of columns 
headed "Required Conditions for Transportation" in the 
current tables used by the Coast Guard in 46 CFR 146. 
Rather than treat four categories of vessels, namely cargo 
vessels, passenger vessels, ferry vessel and railroad car 
ferry, as is the current practice, it was determined that 
only two categories were needed. The cargo vessel desig­
nation is retained, but the other three categories arc com­
bined and treated as passenger vessels. 

The entry "1,2" in column 7 indicate· that ethylene 
oxide is permitted to be stowed both on deck and below 
deck on board a cargo vessel. The numeral 1 refers to "on 
deck" and the numeral 2 refers to "below deck" . The 
cntq ', " Passenger vessel l" indicates that ethylene oxide 
may be stowed only on deck on board a passenger Yesscl. 
Tf the entry "1,2" were not followed by any statement re­
ferring to passenp;er vessel thrn the indicated stowage lo­
cations would he permitted on board both cargo vessels 
and passenger vessels. 

Column 7 also contains specific information that may 
be needed to address the particular hazardous material in 
question. For example, ethylene oxide is considered by 
the United States to be a flammable liquid while IMCO 
considers it a flammable gas. A flammable gas is treated 
quite differently than a flammable liquid for purposes of 
segregating from other classes of hazardous materials. In 
order to assure compliance with I MCO storage standards, 
the Coast Guard will treat it as a flammable gas for segre­
gation purposes. A statement to this effect appears in 
column 7, on Figure 3. 

Colwnn 7 may contain other vital information for the 
proper stowage of the hazardous material in question. For 
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example, column 7 might read "stow away from powdered 
metals" if the regulated material reacts dangerously with 
powdered met.als. 

Another example of a specific hazardous material is 
ethyl ether illustrated in Figure 4. In this example both 
I MCO and the United tate.~ agree on the dass for the 
material. Thus the same information appears in column 1-
that appears in colw1rns 2 and 3. Column 7 shows that 
ethyl ether can be stowed both on deck and below deck 
on board a cargo vessel, b11 t it is not permitted to be car­
ried on board a passenger vessel. 

/ 49 CFR 170·189 """ / 46 CFR 146 

""' / ~ 
NEW-49 CFR FORMAT 

HJ\Z. '""0 '•cte. \tAXl\tU .. OVMTITY STOWAGlf 
ARDOU< CLAU/ LA.8CLl$t CLA.~ 

A<;l'OG '"°" U"ftAC[ 
SECHlC.OAIM>'I 

MATERIAL H" LABH4St 
t XU,1P· p c. 

vr~1o; 
TIONS: AIRCRAFT AIRCRAFT 

ETHE.A. I I AM· Fl.AM- """' 11J 118. 10T. 100Al. 1,2. KUP COOl 
lrtllVLJ MABLI MAIRt MAO LE 173 119 NOr PLUMll ll n 

LIOUIU LIOUIO LIOUIO ON PhSSENOt:ll 

'" VESSELS. 

I ll Ill (3) (4) lb) f(iJ 171 

Figure 4 

The examples thus far discussed are from the proposed 
commodity list. However, there is information aside from 
the commodity list in the proposed regulations. Figure 
5 illustrates the proposed format for presentation of other 
information in Title 49. Each transportation mode will 
have a part in the regulations in which to deal \v-ith par­
ticular requirements that are not covered elsewhere. For 
example, the water mode requires certain segregation 
among the various classes of ha.7.ardous materials, a 
dangerous cargo manifest, supervision of stowage by a 
competent person, ventilated holds in some cases, and so 
on. These req uirements will be addressed in Part 176. 

49 CFR FORMAT 

Part Description 

17G-1 il General. 
li2 Commodity List, labels, morklng, shipping papers. 
173 Oe11erol rockoging. 
174 Air. 
175 Rail. 
176 Wnt.cr. 

A. Carrier Requirements. 
D. Stowage. 
C. Seiregation. 

177 H.lghwny. 
17$-179 Pookugi11g. 

Figure 5 

The present Coast Guard regulations regarding segre­
gation are proposed to be revised extensively. To con­
form to international standards the segregation recom­
mended by IMCO is proposed for adoption. 

The IMCO recommendations for the required segre­
gation among the various hazardous materials are much 
simpler than the present Coast Guard requirements which 

16 

contain almost as many exceptions as general rules. The 
IMCO segregation recommendations ran be described 
by a matrix, an excerpt of which is shown in figure 6. The 
complete matrix would show the degree of separation re­
quired between each class of hazardous material. There 

SEGREGATION ... 

CORROSIVES 

EXPLOSIVES 

ORGANIC PEROXIDES 

EXPLOSIVES 

Figure 6 

are five categories of separation denoted by the letter X 
and the nwnbers 1 thru 1. The letter X indicates that no 
separation is required. 

The numeral 1 in the matrix stands for "away from", 
as illustrated in Figure 7. In pracrice "away from" means 
sufficient separation to ensure that no inter-action of the 
two materials can occur while in transportation. 

The numeral 2 refers to "separated from". To achieve 
this degree of segregation, the packages must be stowed 
in separate holds as is shown in Figure 8. The packages 
in question may be sto\\"ed in adjacent holds separated 
hy a deck provided the deck is resistent to fire and liquid. 

The numeral 3 refers to '·separated by an intervening 
complete hold". Figure 9 illustrates how th.is degree of 
segregation is achieved. Again. any intervening decks must 
be resistmt to fire and liquid. 

The nwneral 4 refers to "separated longitudinally by 
::in intervening complete hold.', and figure 10 illustrates 
how this ciegree of segregation is achieved. 

The segregation terms just described relate prinlarily 
to break-bulk vessels; these terms have to be modified to 
cover the situation aboard containerships, roll on/ roll off 
,·csscls and barge carrying vessels. The present regulations 
do not clearly treat segregation as applied to these vessels. 
T he proposed rules would specifically address these vessels. 

I n summary, then, the proposed revisions of the Coast 
Guard's Dangerous Cargo Regulations would: 

1. Combine Subchapter ?\ \\;th its cow1terpart in the 
land regulations, which covers similar material; and 

2. Adopt the IMCO Code recommendations for stow­
age and segregation on hazardous materials. 

The Coast Guard has prepared a 30-45 minutes tape/ 
slide presenta tion describing this major change which 
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is available at local Coasl Guard District Offices for 
presentation to interested groups. Any quesLions regarding 
the availability of this program or any aspect of this major 

AWAY • ~ FROM 

• 

RE(ERENCE 
PACKAG( 

~ INCQllPATIBLE 
~ PACl<AGE 

Figure 7 

SEGREGATION 

CJ • SEPARATED 
BY AN 

~ INTERVENING 
COMPLETE 
HOLD 

~ ~-

• RErERENCE ~ INCOMPATIBLE DECK 
PACKAGE PACKAGE c::=:J RESISTAl'IT TO 

U)UIO t FIRE 

Figure 9 

The substantive changes discussed in this article include the 
adoption of the IMCO rec.:ommendations for stowage and 
segregation of dangerous goods. 

Shortly after the 1960 SOLAS Convention, IMCO began 
work on a Code covering a recommended procedure for the 
safe handling and transporting of dangerous goods. The Code 
has now been adopted by many maritime nations as the basis 
for their national regulations. 

The United States assisted in the development of the Code. 
Although it differs from our present regulations, the Code 
achiev('S a comparahle degree of safety for the transportation 
of hazardous materials through a simpler approach, leading to 
a set of standards more universally applied and understood. 

The changes outlined in this article will be published in the 
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change ran be addressed to Commandant ( (' ,-MHM/ 83 ) 
U.S. Coast Guard, Washington, D.C. 20590. Questions 
by phone arc also encouraged at (202-426-1177 ) . 

SEGREGATION 

SEPARATED 
FROM 

• 

REFERENCE 
PACKAGE 

LONGITUDINAL 
SEPARATION 
BY AN 
INTERVENING 
COMPLETE 
HOLD 

• REFERENCE 
PACKAGE 

~ 

EJ 

r:;;:J INCOMPATIBLE 
~ PACKAGE 

Figure 8 

~ 

~ 

~ 

• 

DECK 
r::::::::J RESISTANT TO 

LIQUID & FIRE 

• 

~ INCOMPATIBLE 
PACKAGE 

Figure IO 

Federal Register in late January or early February as Docket 
No. HM-112 by the Hazardous Materials Regulations Board 
of the Department of Transportation. 

Persons who ha\·e evinced a continuing interest in the 
Coast Guard's regulatory programs will be mailed a copy of 
the Marine Safety Council Public Hearing Agenda (CG-249) 
dated June 1, 1973 which helps explain many of the proposed 
changes to the Coast Guard regulations. Due to its size, the 
official Federal Register Document will not automatically be 
distributed to our regular subscribers. Persons having a demon­
strable interest in the proposal may obtain a copy of the 
relevant Federal R egister part by writing Commandant 
(G- MHM }, U .S. Coast Guard, Washington, D.C. 20590. 
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ANNUAL STATISTICS OF CASUALTIES 

.\nnually the U.S. Coast Cuar<l releases to the public 
a statistical summary of casualties involving commercial 
,·esscls. This )'ear the follov.ring brief explanation of the 
statistics is given in an attempt to make them more 
meaningful. 

The :.tati.stical :.ununa.I") represents casualties to com­
mercial .. -essels which mttt the above criteria. It is im­
portant to not that the ~WJUnary represents casualties 
reported to Coa:.t Guard J 1ieadquarters in fiscal year 1972. 

Casualties involving commercial vessels are required 
to be reported to the Coast Guard whenever the casualty 
results in the following: 

(a) Actual physical damage to property in excess of 
$ 1,500. 

This statisncal tabulatir-'.'l 1'- intended to summarize the 
casualty experience for tl.:~ entire commercial fleet. Be­
cause this summan is 50 all-encompassing, the use of the 
statistics may lead to erroneous conclusions unless the Ji.tni­
tations of the data are ,,eJ understood. 

( b) Material damage a ffecting the seaworthiness or 
c lTi r ienr.y nf a vessel. 

( c) Stranding or grounding. 
( d) Loss of life. 

Since the limitations are dependent upon the param­
eters of a problem, the belo"" listed offi ce will gladly 
a.~sist in quantifying those lirnicarions for each specific 
need. 

(c) Injury c:1usi11g any persons to remain incapacitated 
for a period in excess of 72 hours; cxceµt injury to harbor 
workers not resulting in death and not resulting from vessel 
r:isualty or vrssel <'quipment casualty. 

Comments and recommendations for changes or im­
provements to these data are solicited. Remarks should be 
addressed to Commandant (G-~II . l:.S. Coast Guard, 
Washington, n.c. 20590. 

STATISTICAL SUMMARY OF CASUALTIES TO COMMERCIAL VESSELS 1 

~aturn or rasualtr 

I Jul)' 19i2 lo :lO J111111 1073 

Fiscal year Um 

Numlwr or l 'IL.~ ll llllil•s .. ............... ~--········· ·· 
Number or VO>;:;CIS lnvolV('tl ---·-----
Number or Inspected vessels involved.. . 
Number or unlnspectcd vc!j,'!cls Involved ... ..... ... . 

Pl\n!Al\Y CAUSE 

207 
G31 
JUI 
110 

203 
528 
171 
357 

2-1 536 
60 I, 027 
~4 31U 
36 711 

2<J·I 18 
·139 24 
IGV 13 
270 II 

27 
28 
u 

2'.! 

I'ersonnel faul t: 
rilots-State........... . ... ... 10 iu I 21 ~ 0 0 0 
Pilots-Federal.. . . . . . . . .•• ____ ____ n 6 1 21 ·I o o o 
Licen~od 00lccr--documc111cd .canrnn. . . ... .. . . . 33 33 13 M an 2 o O 
Unllcensed-undocwnented persons............ 149 &I 13 222 66 O 2 0 
All olhm'8 •• •••••• •••• ••••••• ----- · ········· ··· 14 19 S 2·1 14 6 I O 

Error Jn JudgcmcnL culcu lul-Od risk. . .•.. •.• .••. 0 I O 0 2 0 0 0 
Restricted maneuvcrh11t room-------- - O 2 0 2 0 0 0 0 
Storms-11dverse weather.----------------- ---- 5 26 3 21! :io o o o 
Unusual cumnts.-------------------- -- ------------ 1 7 o 41 a o O o 
SbeP,r, suction, ba1lk cushion........................ 11 1 0 6 2 0 0 0 
DlOpLh ofwnter loss thnn expwctcd... ......... .. . ... o I O 4 O O O O 
Folluro or equipment. ..... •••••• ------- ----- 7 16 O 26 2 2 14 3 
Unseaworthy lock ormoln~nonce. . · --~- ----- .••••• •.• • •••••• 1 
FloaUnit debrls-submel'll:ed obJect........ ..••. . . o l o 6 112 o o o 
Inadequate tug nsslstance.................... . ... . . . 3 2 O 10 3 O O O 
Fault on part or other vessel or person.------------- 385 307 21 492 143 6 I o 
Unlrnown-lnsufficient inrormauon •• . .• ---·-······ · 4 26 0 52 13 8 10 2 

1 See rootnoie at end or table. 

18 

1~ 1 21 
82 

0 
0 
2 
l\ 
7 
0 
0 
1 
0 
0 
0 
~ 

" 0 
0 
6 

61 

31'.? 33' 
41>-l .f~ 
HI I~ 
3'23 !til 

!• "!! 
S ~l 

61 41 
J'.?7 ;J 

9 l' 
1 I 
3 0 
~ ~ 

1 6 
-4 H 

lS 6:! 
13 17 
3 
; 3 
1 :? 

141 l~ 
:?'.? 16 

0 
0 
:? 

r. 1 
3 1 
0 0 
0 0 

19 61 
1 l 
l l 
0 l 

11 0 
13 l 
l 0 
0 0 

61 11 
36 2 

0 
0 
2 
0 
3 
0 
0 
8 
0 
0 
0 
0 
0 
0 
0 
3 
2 

0 
0 
I 

JO 
13 
0 
0 

:IO 
0 
0 
0 

120 
18 
2 
0 

J62 
29 

42.S 78 3, 108 
.f~ 120 4,977 
183 31 l, 686 
?il 89 S, 2\H 

0 2 
0 0 

12 3 
6 26 
4 JO 
0 0 
0 0 
0 4 
0 0 
0 0 
0 l 

387 3 
4 0 
0 2 
0 0 

Zi 30 
14 39 

90 
70 

312 
807 
IM 

5 
7 

2,59 
(j3 
tO 
; 

650 
4-1 
1~ 
21 

1,00S 
:t26 
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STATISTICAL SUMMARY OF CASUALTIES TO COMMERCIAL VESSELS 

1 July 1Ui2 10 30 June 1973 

F fscnl year IV73 

T'l l't.. ()Ir' VESSl::t. 

Inspected "'"-;els: 
P11.~·tll!•• and ftrry-large . ····--------­
Pa..<S<:u,.,raoo !erT)-SlllUIL. · · - -··-- ·------- ·· 

~~~~~~::::::::::: ::: : : ::_: :::::: : · -------
Tank hru11:e... ----· · ··· 

3 ., 
"tl. 
16 
IO 

Ill Public _____ __ __ ___ •• ... . 
:\llscellaneous •• __ _ :::.: : : ·-_: : : : ::: """jj" """iii" 

Uninspected vesseb. 
Fishin, ••.... . ___ . . ·----•. ____ __ · - - ------

~=~'.:::::: : --:--::::::: :--·-. ::::: _________ _ 
~liscellan~us.. .. . .. . ··-- -·- - · ·---

c:uo:;s 'l'O"XA0£ 

300 tons or 11'35. ------ _ •• • • •• •• 
0 \ 'PI300 IO 1000 to~ •••. •. 
0 v~r 1000 to 10.000 tOtL' . 
Over 10,000 tons ••• •• • • 

LEXGTII 

316 
13'l 
HI 
3.S 

~ 
100 
133 
!l3 

U>ss than JOO feet........... ·---- -----·- --- ~ I. 
t00tolessthnn300feet.. -- -······· · ---···--·-- 31>1 1:.1'! 
300 to less than 500 f1·~1 . ..•.•.• •• •• • _ .• _. _ _ __ .r. S2 
roo feet and over •• -- --- · ··· · · · · · - · · -·· ---- lb UH 

.~GE 
L"""' 1lmn 10 years .•••••.... 
10 lo less thnn 20 years •• 
'.!O to less tha n 30 yeur:< 
30 years and o vor. 

UJC.~TIOX OF C.\bl' \I.Tl" 

lulnnd Atlantic ••• 
1 nlnnd-(lulL ••••• •• 
Tnfand-racltlc ... 
Ocean-Atlantic. 
Ocean-0111r. . . . .. 
Ocean-Poclllc •... 
(; rl'llt Lakes •••• . 
Western Ilivers •... .• 
Ocean-other.. ... . 
Foreign waters . 

TJ)IE OF DAT 
Vnylighl • •• ••••••• •• •. 
N ighttime • • ••.. •• •••• 
Twilight ••••••....• 

300 
J,_ .,, 
" 

~1 
VO . 

II 
'.! 
3 

13 
105 

!I 

120 
so 
3 

I 
3 

6 
11 
10 
Ii 
I 

31 

" I 
1:! 

!I 
17 
3 

16 

I 
2 

II 

I 
6 

~~ I 31 
I~ 

'l 
12 

18 
3<J5 
39 

23!1 
.!tl 

:t:!!l 
537 
47 

114 

:1 I 168 
HS 

lOl I 165 
31 
I 
3 
2 

1~ 1 :t 
'?! 

Nntul'<' of cnsunlty 

166 1 17S 
33 
02 

155 

\!\I I !lU 
811 

I ?2 
\I 
1 
4 

13 JO 
a :i 
7 10 
I 6 ·11 

70 
24 
3 
6 

2~• 
2'J 
20 
25 

~I ~ 1Lj ~ 
4 I 2 ••• • , 3 

g ----i- ~ ·Tl ~ 
IS 1...... .... 21 5 

:!~ •• • . 5 i--, .. '.. -----~-
16 2 I 

4R I ~3 
6 

15 I JO 2 3 8 3 

'.!()') IG'.? 
185 113 

Z1 w 
43 mo 

141 
23 
l:i 
1 

l?i 
43 
8 
2 

~ml ~~ 
Iii ;~~ 23 
!l i 13 
3 2 5 

23 4 12 
15 23 I 
32 ltl Ii 
:I.... I 
(l 13 •••••• 

10 '.!'.! 0 

&:;TUIA TED L<h."SES 
\"PSS•'L •• •••••••• • • • • • •. . 
( "urgo •••••••••.••• 
Property. - - •••• • - •••• 

l>' 136 ~ l, 240 3, OC6 4:t3 l 
·-~ ~012 3,b75 1,nt2 3,376 2,8121776 

···-··-··----···· 339 1,6.Sl 7 25, \126 Uli'J l,O'l:I ft 

~!~ m I ~ 
103 11, :If>,~ 112, 984 280 4, 697 

7!l6 6, 065 JS 435 
131 3, 418 4l! 1U7 

VE.~t;i,::; TOTALLY I.OST 

Inspected. _ --- ----------·-····- --······-- ------···· 
Unins1Jt••l-O<I. .....•• - • - • - • • • • • • • • • • • - • -- •• ••• --- • --

3 
I~ 

I 
G 3 ' 1-15 13 ~ 1··sf :: ----.;2·1 4J 

• Stntlslics concerning recrention and pleasure 1-tlng oocidents are published In C0-3-~7. 

January 1974 

7 
36 

:lh 
3 

·~~ I 
21 1 10 
10 
28 

271 12 
IS 
15 

-:-1 
17 
5 

?.I 
1 
1 
1 
I 

7 
9 

1 
6 
7 
1 

1 
1 
3 
4 
I 
5 

2 11 
13 
AS 
63 

tii 
S9 
28 
i4 

30! I 12 
il 
00 

286 
41 
31 
U3 

n1 1 153 74 74 
u I ll'J 

100 128 

53 67 I 47 :t\I 
Gi l:l'! 
10 27 
13 r. 

1~ 17~ I 
30 JO .. ; 
11 15 

52 2.461 
39 N-11 
15 , 1, 016 
J.1 lito 

40 l :1,0~7 
58 l,i\07 
:l 334 

19 j •• ~, 

45 I 1. 1Hl7 :tu 1, 12~ 
?.fl OIS 
2() UGi 

15 1 15 
10 
JI 

~1 13 
1 
3 

6~1 
746 
478 
155 
74 

2111 
lfi!I 
~ 10 
2i 

105 

a2 s 199 298 1 44 1 i.;a1 25 91 
4 37 

800 20 7, 9Sl 
l, 076 180 908 
125 45 215 

I 
12 

105 30 1. 212 
'?! 1 I 162 

5,887 S,07881. ~\1 1 
320 I. 282 IG, l!SU 
816 303 31,83.'< 

19 
30'2 

19 



ST A TISTICAL SUMMARY OF DEATHS/ INJURIES DUE TO A VESSEL CASUAL TY 1 

Nature of casualty 

~ -0 ~ 0 e = 
~ ~~ I I ~~ ~~ 

.. .. 0 3 e; ;; "" "' ~t(I ;1 e f! " .. 
~ I July 11172 to 301une 1973 e .::IC ri !!! " .. ";$ " "'"' ~ :!g 0 "' = = = .. .:= "' ::l a ;; c·r a ~'l><Cal ymlr 19i:i ~~ ""' Q. ~ 

.. ... '"a i....9- "' ~ "' I~ l~ "'"' -~ -2. -2.;, ~ ~; 
-= 

~jj ~ h .. 0 :=:s .,, 'go; -; ~ 0 2le ::;·c;, 
~~ i~ ~ = " 'g ~ ?: I g.,,, "' 

,, _ 
=a gg ?: "' "'.:! "0. ".;~ .s ~4) 

.... - ~ :a.9' _.,, 
~ §~ 

... 
~:rl ~ " ""' ". .§3~ "S~ :: & -"O ;:: 

a~ .. c § 0 ]l ·~~ ·-"" o;i;i -~~ 0 

·~i Vl<>- § ~~ 
.,, .... :g ; ,§. 

·- 0 ·vi ·;;; 'g-g :-. ~-~ 3~ ~8 ~~ -a~~ ~ 
·r:: 

:::l ;=ii:: ;:; c. "' 6 .. .t!l-g <I>t.-. = Cl 
~;.. E! E!-o ~ 

- ... C' 
0" c;,,, 0 o.0 0 H """" g .. " .s"' st:.'~ gjCl ~ 
0 0 0 0 0 "' ~ "' ~ 0 0 i.. t.l "" ..... t.l I'-

-------------- - - - --- ---- ----------
Number or casualties •.••••••••••••••.•••..•••• 9 4 3 9 6 4 6 0 

0 
6 3 0 21 4 0 26 7 1 108 

Numlxir or hlb{>ecte<l vessels involved •.....••• 0 2 2 5 0 ' I 2 0 0 0 0 0 7 2 0 2.~ 
Number or u11 ns11eeted vessel~ i11voh·ctl. .•••• 9 2 l 4 6 0 5 0 5 3 0 21 1 0 rn 4 l 84 

l/13 ~umoor of persons deceased/injured •••••••••• G/6 l/fJ /G 19/ 10 17/2 2/3 0 2/S 2/1 0 34, 1 16/ 1 0 Zl/12 7/5 2/0 131/74 

PRWARY CAUSE 

''1i$1lli;:;~:;;;;.;;;~~:::: ::::::;: ::::;: ::::;: ::::;: ::::;: ::::;: ::;: :::: ::: :::: :::: ::: ::::;: :)::: ::: i :: : :: :; 
Ul\Uccnscd-undocumented persons...... 1 J t 3 - . •• • - .••. ••••••• • 3 .... 1- •••. •••• 4 ..•.•• .••••• 35 

1~1&i11i1i~1r~~ :1111:i11:1111111:11 ;:;:l: !:!;·: ;;;:·: ~r.r ~111 iiii1111 :::11i !11: :;;:i: ;:·1,11:;,:r:;:.i:,:!~:.: ;;11i1 ;;;;::~ 
Fault on part of other vessel or person_-······ 2 2 J 2 a ••.••• •.•• •••• 2 •••••• •••• .••••• •••• •••• 2 ••.••. :::::: .... i3 
Unlmown-insufficiont inlonnation........... •••••..• ...... ...... •.•.. 2 •••• •••• 4 •••••• -··· S •••••••••••••••• , l t 13 

TYf'E OF \'ESS,Er. IX\"OLVF.'D 

Inspected vessels: 

~~~~~i~~~~~ l~::g~1Tu.-.:::::::::::::: :::::::. ···11 ···12 ·"ii"·:::::::: .... ::::::::·--·:::: :::::::::: :::::: ::::I:::· ·----ri· --~r· :::::: ···-5i7· 
.l'ro1ght •• _ •••.•...............••••...••••••••••.• •••.••...••. ll/8 •••• .• ••..•. / I ..•••• •... •• '··· • / 3 / 1 ... ll/ 13 

"" '~.;~~~,~::+:::::++::: ;;/: :::;;: :-:: :::::: +·::ti::~ :::: ::: 'i_ + :: .:::::: ::: 1~~~~ :~~: :~~~ ~~m~ ~~~H .:::~~r 
1•'1~111 11~ •.. . . ........•••••••••••••••• 0/2 •••.•••••••• 8/ 1 7/ •••••• /4 •••• 1/ 1 1/1 .... JM 6/ ·-· · 18/ 1/ 2/ t13/0 
'l:ultS ..•• -................................. ••••••.. / I •••••• •.•••• /2 •••••• / 1 ..•• / I I/ •... i l l r···· .... 2/2 I/ •••••• ll/8 
~t°'"ell(U ...................... _ •••••• _.__ __ 1/ 1 I/ ...... ····-· ..•.•.•..••• ·:·· •••• /5 •••••••••• •••••••••••••• ····-··· •••••• •••••. 2/'J 
• Jscell:weou.............................. 6/0 • ••• /2 ...... 10/ •••• /J .... •.•••... •.•••. •.•• J 1 •••• 1/4 /-1. •••••• 3G/17 

PARTICULARS OF PERSOX DECEAsED/r.-"JURED 

Papers or d!'<.-cascd(lnJured: I I 
Llctnsed by Coast Cuard ••••••.• ·-·-·-··· ..•. / 1 / 1 / 1 1/ •.. 

1 
.. 
1
• ~~ 1/ •••••. •••• I I •••• •.•• / I 2 5/6 

Documented by Coast Guard...-.......... ••••• ..• --· .. ...... -···-- .. / 1 1/1 •.••....•.•... -··· 1, 1 l 2/7 
No license or document ••••• ______________ 616 1/4 / 5 S/'J 16/2 2/2 / 10 1/3 1/ ..•. 33 ' 'i.; I •••• !l3 JO -1. 100/ W 
Other-unkno"'n-foreign ...............•.••••••.• ····-· •••••. II/ •••••• ••.••• ••. / 4 5/ 2/ JS/4 

Sttll11sore1111uclLyu11 v1•s.'i<•l: 
l>n.~11g1•r •• ··- •••• ••......• .•••••• l/ /2 •••••• ..•••• 3/ •••••• ·-·· •••. 1/ 0/1 •••• 41 511 -··· J/2 4/ 19/ 6 
Lon1t5boreman- ha1·bor worker............ • ••....••....•. -···-· ..•.•• / I ··-· •••••••••••• -·· · ·· •••• •••••• •••• •••• :? :? •••••• 2/3 
Crowmembcr •••• •• •• •••••••••.••••••••••• 2/6 1/3 /6 0;2 H/2 2/2 /7 1/7 2/ •••• 29, ,10, •••. 2117 3/5 ··2r· 00/47 
Other ••••.•.•••.•••.••.... -............... 3/ ............ 10/8 / 0 /I ....•. ..•. 1/1 1--· · ..•. / 1 ..•.•. · ···-· 14/ 17 

Activity engaged in : 
Off <lul y •.•........... . .....•••••••••••• ·-······ •••••• / 2 3/ 6/ •••••. / I /4. ••. ... ••.. 3/ •••• .••. ·--····· ...... ...... 12/7 
n~'l:k Dopurtmc11t tlutics............... • 1/ 2 1/ 2 / 3 4/2 ~/l 2/2 /5 /2 1/ ·--· 16/ S• ,.... S/6 3/ 2 •••••• 46/?.7 
Eni:lno Depa11ment duties·-······-······· 1/ 1 / I ...... I/ ...... ··-··- / 2 1/ 1 3/ •.•• •••. / 1 / 3 ···-·· 0/12 
Stewards Department duties ...••. • _...... •••••.•• ...... / 1 1/ .. .•. . •• ··-· ••...... ... 1/ 1 
llo11dl111g t;orgo . . .•• -·-··-················ •••••••• •••••. . ••.•. ••.... ••..•• / 1 ••• • • / ! ... ::: :::: :·:·:· :::: :::: .... ii2' :::::: :::::: 1/ -1 

~!~~;~~~::::::: :::::::::::::::::::::::: ::::;j:: :::~;: :::::: :::::: --~; .. :::::: :;i: :::: ::::i;:: ::~~:: :::: .. ;; .. ;~ ~: :::: :::~~~~: =-~;:: : :~~:: .. :;~-
Other and unknown ••••••• ·-··········-·· 3/ •••••. •...• 10/ / l •..•. ···- •••• ••.•• . •• 0/1 •••• 411 31 •.•. J/ 1 ·····- •.•••. 21/12 

Locollon or \ 'fs..<el: I 
AL Anchor/l>ock •••••••••••• _ •••••••• _.... •••••••• 1/1 •••••• /2 7/ 1 2/3 / t / I ..••.. •• . • !'J/ 31 .•• t/ t f3 ..... . 
Undl'l\•O>----··-························· G/6 /S / 6 9/ JO/ -····· / 'J -·-· 2(: 2/1 ..•. !!!lfl l:?/I ..•• 20/ 7/2 2/ 
Olll!'r .... ..... • ... • •.•. ·····--· ..•••.•.•.•• 10/ S •••••••••••••••• ···- •••••••••••••••••••••••••••••••• •••••••. ...........• 

PART 01' RODY !NVOLV~D 

llond and up~1· limbs •.••..••.••• _________ ___ / I / 1 ··-··· / 1 •••... •••••• •• • ••. --·· . •.. ..• _ 2/3 
llnck and lowtir limbs .••••.. -................. / 1 / 1 •.•••• / I •..•..•.. . ..•................... · ··--- .••. •••• /2 

~~~;~~~~~~~~~~.~~~~~~~~~~ ~~~ ~~~~~~~~~~~~~;~~ : ... ~;~ : ;; ~~~; ~~~~~~ -~~~- - =i~> :=:~~ : :~~; ~~~~ ;;;;~~~; ::~~~: ~~~~ :~) ~~~: ~~~~ ... ia;~. ::~;~: ~=~~~~ 
Unspectned and miscellaneous................ ••••.... /2 /5 17/8 / 1 2/2 /0 •.•. 1/6 I/ -··· 6/ 1 6/ •.. 0/2 I/ ""2i .. 

1 SLaUsLlcs ooncernJng roorootion nntl plousure boothig nooidcnts are published In C0-357. 

22/19 
!l!J/16 
10/8 

2/ 0 
/7 
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4/21 
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ST ASTICAL SUMMARY OF DEATHS ON BOARD COMMERCIAL VESSELS 1 

(Not Involving a Vessel Casualty) 
-----------------:---'---~ - ------------------

NBtnro or dcatb 
- - -------- - -------- -

I I ~ l i ~ ~ £ 

" j 
1 July Hm to 30 June 1973 

Fiscal year 1073 1 ~ di u 
_Ji I j I i 1 l l i ! i! ~ 

~itai~~catlon. :.~~~-~~-~~-~~~-- -·· ·············· ····I 2 I 1 =~,~ . .I~ ---,R- ...••• • •. = = ~ ~ = = = = ~ ~ .... 1 
128

16 
PhySlcal Deficlonoy or Handicap ••••••••••••••• 1:?3 •••••••• •••• 1 1 •••• 2. ii 1 •••• ·•·· -··· •••• ••••.... -·· •.. . ...••••.•••• 
Unsafe Mo'"euwnt or Posture ••••••••••••••••••..••.••••••• •·•· •••• ••· • •••. •••· ···· •••· ···· •••• •••· . - --- .••• •.•. .••••••.•••• 

2-l Psy. cbological-lmmnturity, insanity ••....... • 12 , ..•• ····1···· .... ···· 0 1 ••• •• •• • - I 
33 Unsnlo Practlco....................... . ....... .... .. .... ...• 1 .... • .•• 1 iu 2 .••... :: ij" .::: ··r ··1· :::. :::: :::: ·:·: 1 
1 VioluUon or Lnw or J.tegub•Lion................. ••.. l •• . ...• ••· ·· •• •••• ···• -· · · ·• · •• 

70 Ruman Errors.......... •••.•••••.•••.. .••••••• . . l .... .... 5 2 _. _. l 40 ····2· 9 ""j" •• :: :::. ·· · · ··· •••· ··6· :::: ~::: .: .. :::: :::: 
4 Deeb-Slippery or Cluttered................... ••.• .••• .••• ...• •••• .••• •••• I ~ ••..•• ·••• •••• ••.. . ... ••• . ••.• •• • . ... - ••..•....••• •••• 
8 Weather ComJiUons......... ••• ••• •••• . •••••.•.• • •.• •. .• •••• ..•• 1 .•. . .•. . / •• ••• • ••.• .. . . •••• •••• ••.. •• . . _ .•••..........•••••• 

Poor Mnintcnnnco or Housckeepi 11g......... .. ••·• ·••· •••• ••·• ··•··• ---· · ··· -·· ·•·• •••• •.•. ·•·· .••. -··· •••••••• •••..•.. --- · 

~ :.~~~!ffe~;~~:::::::::m:::+ :::: ::: :::: :::= ::· 1 j;~~ 1 ;;;~ ;rn :'.j'. ;;;;~; :~~; ~I ;;;: ;;;; }: ;;j; ;;:: < :rn ;;;; ;j;; ~~ ~~ ~~~~ 
Iun<luq11lltc Tools or Equlomonl..... . •.•.••• •... ••• • • . 1.... .... .... .... .... ...... ...... ... l .. .................... .......... .. . 

2 Inr•de<1uate Protective £ c1uiprncnt.............. .. .... .... ..•• •... .•.. ...• I •••• •• •••• •••• •• •• •• • ••• •• •• •••• •••• •••• • •••••••••••• 
Improper use or 'l'ool~ or Equlpm~nc •••••••••••• •••••••••••• •••• •••• ••• • •• •• 

2 Miscellaneous Cuu»es........................... .... .... .... .... .... ... • .... .... ·1· :::::: :::: :::: :::: :::: :::: :::: ::·· :::: ,:::: .::: :::: :::: ··•• 
TYPES Ub' VESSEL31)1V0LVED 

lnspootcd \"essels: 

~ ~=~ro~ :~ r.~~~~=::;,i;\1i:::::::::::::: :::::: ~~ .... __ :_ :::· ·:·: :::: :::: -- - ~ :::::: ::.: --i- ···: :::: :::: :::: ···· ··:: :::. :::: :::: :::: :::: 
01 Freight Ship~ mid Bar~c~ ............. ........ W • ~ . .. . 2 1 ••.. 2 JO •I 7 3 . ....•. ··._:;· •.. .•.• 3 ...• •••. •••• .... 2 
31 'l'ank.~hip:> u1td Dnl'ges.... ... ....•••••••. •• •• 15 1 •••• 2 l •••• •••• 3 3 4 •••• ••• . .••••••..•••• •••• ..••••••. 
3 l'uhllr ...•••••••••••••. .. . _ _ _ •••......•• I I ...• 1 ••.• . . .... ..• . .....• ..•• •••• •••• ... • .••• . ... •... ••.. •.•. •• . • . . 

11 ~Uscellaneow... . ...... . .....•..••....••.. :? •••• •••• •••• •••. .... •• •• I 2 J 3 •••• . ... ____ ••.. ..•• .•.. 1 .••. . ..... •••. 
Unlnspecled \"css.il.: 

52 Fishing........ . .. . ..... ...... ..........•.. \I . ., 
3 :::: .::: :::: :::: :::: t\ ~~.~~~;,· ·: :: .::: :::::: . ···:·.:·············· 5 .•.. ...• ..•. 3 l .... l 

36 P li'°'"'Unneow. •• . . . • . • • • . . _ 6 

TD.I E OF IJ ,\V 

tS'l Daythnc. __ ___ _ --- ---- --- --·············· ~ 
J:l'J Ni~hUlm~ ..... •••.•.•••.•....•. 3il 
20 'l'\\ ilii;ht. . . . ···••· . .. .. .> 

PARTJCVl.A HS 01" l>f:t'F.AS~D 

Papers or Uece<1s1•d : 
4i Licensed hy Co11st Guard •• • ••. •••••....•• 

JOO Uocumo>ntcd by Coast Ouard. . . • •.••• 
153 No l.lconse or Documont ••••• . ...•••......... 

3 
3 

27 Other- Unknown-Fo1·uigu ............. ............. .......... . S : 
Status or Capacit>' on Vr)S.Wl: 

2 
6 

1 •••• 

2 · ---

···r ··-··· ···· 
3 
1 
l 

~ ::::1.~- 1::~: .... ·1 
•••••••• I I 1 

35 Passeo,ae.r ......... ........ .. ............ ......... ................................. "!'i 
~ Longshoremun- hnrbor worker...... ...... ............ ... 5 2 .. -- --

235 Crewrnombcr........... .............. ....•. S6 6 12 I· ··· 

1 •.••••••• ··3· 
6 3 .•.• l 

2-1 Other • ...••••••••••••••••• •. ·-··············· 5 •••• •••••••• 1 •••• •••• J 

36 •••••• •... •.• ••. •••• •••• ••.. t ....••• ••••.••••••. •••• 
2U 7 ..•••••••••• •••• ·· - .••• I •••••••• •• •••.. . ... • 

l 2 ---- 2 _ -- -- ...................... ---- .... . I 
IS 6 2 1 2 •••• .... .• • • •.. . ... 

7 .,_ _, 
73 
4 

5 
2 

15 
8 
3 

8 
2 

3 
I 

6 .••••••••••••••• 
1 .••.•••••••• .... 

1 .... •••..•.. ... 

~ J~ ~ ~~~~ :::: --~: ;~~~ J .T ~~:: :~: : :::: :::.J:: :~ 
~~ ···-r -~r :i~: :::: :~~~} ~~~~ .. ~: .:~: ~~~~ ~~~~ ~~~: ~J···t 

Actirlty engaged In: 
37 Ott duty ••••••••••...... •••••••• ••••••••••.••••• :!l 2 I .. . . . .• •••• . ••• 5 l . . •••• •• . . •••• •• •.. .••• •... .•.. •..• 1 
1~ Deck depsrtmen~ duties •.••••••••••••..••.•.••• a.t

15 
3 61···· 5 t 2 tll 4 11 s 2 •••• 2 a . ••••••••••• •••••••• 

28 EngiM d11partmcnt duties.. ..... . • • • I •• •• I 1 •••. • •• • ~ 4 l •••• ••••••••.. .. •••••••••••••••••••••••• •••• 
1U Soownnls deplrtment duties . . ... • • . . . .. •• 12 1 •••• •••• l •• I ..•••• •• •••••• ••••..••••••.... ••••••••••••••.••••• •••• .... 
16 Handling cargo..... ........ ....•••.•••.•.• • . • I ••.. • ••• •• •• I .. . ••. • 2 I 2 3 .••• .•.. . ... 1 .•.• ••.• 3 .•.• .. .. .. l 
16 Fishing.... . ............ . .... ··· ········· . .. .. .. . ... .... .... .... .... . . .. 9 •••••• ••.. .. • • •• ....••••••••••••.....••• •••••••••••..... 

Drills •••• ••• •••••••••...•••.•.••••••••••• ·••• •• •••· •••• ••·· · • • ••· · · ··• ·••• •••• •••••• •••• •• •••• ••·• ••• • ••• •••••••• •••••.. ••••••.•...••••••••• 
49 Passo1lger........ . . ... ·••••••••• •. •. ......•. 26 2 1 ..•• •••• •••• •••• 1 15 I I .••• •••• •••• ••• . .•. . l 1 •••••••••••• •••••••• 
'r/ Other Bn<I 1111k11own............ .......... .. 4 ••.. . •.• ..•• 1 •••. .•.• •... 11 •• • ••• • •••• • ••• ••• • •••• •••• :t 

Loontion or vessel: 
m At. Dock/Anchor........ .... ........................ ... .............. 3-l 3 2 

216 Underway. ............... . ..•••••••.•.•.•.•. bl 5 11 
'.» Other... •.•..••••.•.•...•••••••.•.•••.•.•••••. . s 

PAR'l' 0¥ 1100\" IXVOLVED 

5 
3 1 •••• 

') 

3 
4. 
3 

10 
1l 
2 

1 g~t:::::::::::::::: :::::::::::::::::::::::::j:: ~:_ i:·~f J _:._· ._·_: .. ~.-. _:: __ :_: _:_:_:_: _·_·~--- _: .. ·:::: .... ~. 1~ 
4 ExtreruJties ••••••••••....•••••.•••••••...... _ • · • ••• • •• • • ••• • • •• • • • • · · 2 

7 3 •••••••• ·I •••••••• 2 
2 I . . .. 2 3 •.......•.••• 
2 •••••••• •••..... 

2 ........ .. ...... --
I . ... 

~N ~~~i~~:~~j~~i1~~~~~::::: :::::::: ::::: .. 111
A 

1
::r1 ifl::::

1 
~ --~f::I::~: - rr ---T .. fJ ·i~- ·:::1::::i--al:: .... ::;~: ::::1:::: :::: : :::(~ 

1 Stali•1ies conc .. ming 1-ecre!llion and plea.sure booting accidents are published In CG-Mi. 
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ST A TISTICAL SUMMARY OF PERSONNEL INJURIES ON BOARD ALL COMMERCIAL 
VESSELS 1 

(Not Involving a Vessel Casualty) 

I July l!li2 to 30 June 1U73 
~~ is1~u l year JUi3 

CAUSE o .- INJIJllY 

Nature of injury 

Tululs: 1,16$ 
2S fntoxlcation.................. ..... .•. ... .... 6 fi 2 ......•... --·- .•.. ••.• 1 .... .••. 2 ..•. l 6 .... 
2'l J'hysical deficiency or h andicap. ..... ............... a a ... ..••..••.••.... -··- ---- --·- .... ·--- ---· •... 3 4 2 
39 Unsaremovementor posture . ..... ..... .... .. .•......... . 3 •••• 3 11 1 l l ........ ---- ---- .... ..•• 10 •... -·-- .••• 
3ti Psychological-immatmity, insanil,>' -· -··· ····· ···-··--····· --- · ·· .... ...... 2 1 .••• .... t ••• • ••• 32 •••• 

117 Unsafe p11wtice........ ........ __ ·-----·-·············· 11 2 7 IL 2 •••• 25 4 3 b b 3 3 5 •.• 21 2 2 
a Violatio11 nr luw or regulation __ _______ _ 1 2 ..... . 

6ii numan errors................. .............. ·--·-·····-· .. ioii· ·i6. ---85· ... si- ··4· ·7· ···;~i· :::: ·29· ·27· -3;- ··•· ·37· "68· --3· --·35· 2u ·--- 14 
55 Decks-slippery or cluttered . ........ .............. . 4 2 as ; 1 •••••••• ·-- - ---- •••• ·-·- 1 2 .••••••• ----
63 Weatherconditiotis........ ................................. . 3 •• •• J4 9 .... •.•• II .••• I ____ I -··- 1 9 12 2 ••••••.. ----
10 Poormaintenauceorhousekecping ·-·-···-·········--····· 2 .... 3 2 ..•• ·-·- 1 .... -·-- ·--- J ··-- ____ 1 ••..•• . ---· 
1 lnade11u11l.e lighl.i 11g . . • • ...... . . ......•.•.•.... 1 •••••• •••••• ... . .. . . .... ··-- . ... 1 •••• ____ •••• ·--· •••••••• _ ••••••••••••••• 

6 l11adc•1uuton1ils orguards_ _____________ _ ------ ----- __ __ _____ _ ......... :! ........ ____ ............................... l ................ 2 ................. -- -- ... .. .. __ _ _ 
i6 Fallure ofequJpmeot...... . ......... . . .. ••...... . 3 •••• ·-···- 13 ••.. •••. 47 .•.. 1 1 ~ ..•• 2 1 ..•. ••..•• 2 •... 2 
14 lnadcquatcsupervision.... .......... .......... .............. 1 --·- •••• 1 .. . •••• 1 .•.. ____ . ..• -··- '.! 1 - ·-- 1 ••••..•••••• 

Inadequate lilo preservers. ·----··· ···-········ ······· ···--·· ...... ·-·· ---·.·.·-·.· •· .·.·.·.·.· .. ·•·• -----.·. ···-
3
·· ·-- -. · ·.-.· __ ·•··.• ··• --·- -··· ·-· · -··- ·-···· ···- ·•·· ··-· 

3 Inadequatetoolsorcq11ipmc11L · --····· · ··-······· ·· ..••.. .. • •. ••.. .. . ... 
9 l111u ler111nh: protccti vc cquir>mcnt. ... --·--·-·-···· · ··--- .... ..•... ••.••• •... . 2 1 .... ..i .. ::: --3- :::: :::: .. :.:. .. ·· 1 
6 lr11propcruso o!toolsor equlpmeut......... ..... . ....... -·-- ••. .•. ...... .... .... 1 3 -·-· I --·· 1 •••• •••••. . ...••... . 
4 lWlsceUaneouscauses..................... ............. .•••. .... ...... 1 •... •••• 1 1 ••• • ·--- ··-- ·--- ···- •••. 1 ..•••.•.•.• • 

TYPES OF VESSELS rnvoLvED 

l 11sJ)(!cted vessch;: 
40 Pnsscngerand ferry-lafll:e..... ................ ..... . 3 13 
30 Fassenger and ferry-small. .. ... ......... ..... . . ........... o 

773 Frei~htsbiPsand barges ..............•............... .•.... · io9 Hi
1
' 106 

126 T an ships and barges.. ....... ·-·-------········· ·· 21 15 
18 Public.· · ···--·· ·· ........... ..•.• ... .........• 6 1 l 
3ft ~'iiscull1111cous .. _ . ........................ .... __ ... 1 I 5 

Unlnspcctcd vessels: 
3S Fishing ............... ....... .................... ..... ...... 1 
;o Tugs ••••.•.................... ··-··-·-·- -················ - a 
4 Foreign..................... _ -·· ···- ·······--·-·-····· . ••..... . ...... 

24 Miscellaneous. . . _.......... . . 2 

TDI E OF DAY 
707 Daytime.................................................... J05 3 
322 Nightimc ...........•... ....... ·· ···--·-·····-·--·········· 39 19 

4V Twilight . ............ ... .... -··-····- .. . ........ . 

l'AH1'1GULAHS Ul!' FERSO!\ P.\JURED 

Papers or person h\iured: 
155 Liccnccd by Coast Guard ...•...........•.••.....••......... 
874 Documented by Coast Guar< I ···-· ·--·-·---·-·---·-· 
123 No license or tlocunrn11L........ -- ---- --- -- -- .. .. ..... • .. 
I~ Ut.hc.'!r-1111k11own fore.ign .............. ......... .......... ...... .................. .......... .. 

Status or capacity on '1essel: 
21 Passenger. ___ _ --·- - ...... ---· ................ .............. . 
13 Longshoreman-harbor worker. . ·····----·--···----···· 

1113 Crowmember.. ........... . 
21 Ot ilcr. .. • . . ... . . ..... . • . ......................... 

1i 
124 

4 
I 

2 
20 

--·3- ----
142 23 

I 
ActiviLy engaged in: 

87 Ott duty....................... . . . . ... . ..................... . 12 s 
533 Deck department duties ... . .... . ···--·--············-··-·-· 61 .~ 
32'2 E n.gi11odepartme11tdutit:s____ • ··-···············----- 4S 4 
142 Stewart.ls depart.mc111. d11ti1 '..~ _+__ ___ __ .. _ . 11 5 

H fi~t~'.~~~=~,~~~~:::::::::::::::::::::::::::::::: :::::::::::::: .. J :::: 
20 rassengel' ..•...........••. ·-..... ·--·- .. ·-. ·-···- ·-.... -... 
21 Other and unknow.1....... .. 

Location of w~SSl!I : 
501 A~ dock/u11clior__ .........•••.••..........•..•. ....•• •• 

6-i~ g~~~~~~'.'!:::::: :::::: :::::::::: :: :::: :: :: ::: ::::::: ::::::::: 
6-1 
~I 

I 

17 

108 
-13 
8 

16 
125 
15 
3 

149 
3 

],5 
i3 
31 
:l<J 

1 
I 
6 
3 

57 
\Ii 
5 

3 
fi 

9S 
23 

1 
3 2 
1 .... 

~ 
3 

127 
16 

2 
1 

27 
6 

I 
1 

23 
4 

2 1 2 2 4 
., 1 4 1 

:f.3:!15b 63 
4 6 2 ' 

i ·-·· ··-- ······ .... ·-·· 2 1 ---- ---- ---- ---- :? 
2 4 I •••••••• 3 .. s 

7 
1 
3 

02 
48 
8 

3 

22 '2 
112 7 1 
~ 3 4 
5 

4 1 
5 l 1 

13V 8 6 

rn 1 •••• 
66 4 a 
40 2 
ll 2 . . .. 
4 l 
I l 
~ , __ . ·-·· 
3 1 

l 

tiS i 4 
75 3 3 

5 

I) ·--· --·· 
24 I 2 

1 

4 ·--- ----
2 I •.. 

J 0 1 ------1 
~ I --···-

3· ·-·- ---- ! -··· -·· ····- -
6 1 

H2 
4:\ 
9 

30 28 -13 
5 10 10 
2 2 ~ 

~ ~ 

3 31 62 10 
2 16 24 4 

1 5 I 

29 2 7 6 14 3 13 ·I 
133 229:!63i 33262 \) 
3 l 1 1 8 4 13 15 1 

I 1 ---· ••••••••.••. ---- 1 I 

I • ••• -·-· -· -· 1 •••• •• _ 

02 ti 20 
20 8 '2'2 
3 2 

8 1 6 
il 30 37 
5 4 I 
I 

l~ --5· ·ff ·as· ·52· ··5· ·45· ··5· ·i4· ···S3· ·33· -.12· 
4 2 2 4 J 

17 
l 
3 

l 
14 
4 
2 

1 
2 

16 
~ 

l I !l I a 3 12 1 
120 3 18 11 i .. -1-0 36 11 45 11 I~ ·1 
42 3 14 2.S 30 5 2 :!6 I 25 10 6 3 
15 4 1 9 10 I JO 9 8 

l ·-·- · -·· ·--- ••.• ··-- -··- ·--· ---· ··--·- -·· · ·-·· 2 
5 ';l ---- ---- 5 3 '2 ---- ........ 

~ :::: :::: :::: ~ .. 1. : ::::. ··~i" .... -·-; 
4 4 2 2 

110 
Ui 

7 

2 15 9 2.l 
•I 21 Z:l 2!l 

l 2 l 

3 
2 

1 3S 

28 150 l 3 

31! 
·12 

4 

2i 
11 
Ii 

6 
15 

1 Stutistics concurning r~'Crnution and plca:;ure boati ng accidents are published in CG-357. 
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ST A TISTICAL SUMMARY OF PERSONNEL INJURIES ON BOARD ALL COMMERCIAL 
VESSELS-Continued 

(Not Involving a Vessel Casualty) 

I :\ uturc o injuries 

I 

~ 1 "' ... .,, " 
~ " !! 

~ "" July 1972 to 30 June 11173 :E a r F1Scal yenr tni3 
~ ~ ~ 
.: 

"" 
~ 

- - c 
! ?' ! 
:;; :;: z 

'.! • •••••• .!. ....... ······'···· 5 
'l 1 1 •••• I •••••• •••. i 
2 •••• 1 I 3 .j() •• i 

Pon of bodl' 11\lured: 
22 Eye •••••••••....•••.............•..•.••••.••••••• ... I 2 ~ I 
9S llcnd ••••• 12 15 1l J I 36 I G 'l 

155 Dack ••••••.• :::::::::::::::::::·· 31 1 '27 21 I 2 II ---- 3 1 
28 Ne<'k nnd shnuhlt1r •. ------- ----- . .. ----- 6 i 3 .. •I ---- ---- .. I . J l 2 2 

•. . .. .. 1 1 2 
4 1 13 '.! 

41 2 45 87 {) :IS • 3.5. 7 
3 :.! •••• 1 1 I 12 

30 Ch1•st, 4 5 I'.! I 3 ---- ----
63 A bdomo;; ji;;d·1i1p.:: ... :: : : . :: :: : : :: : : :::::: :::::::::::::::. 16 i II r. I 2 

723 Extremities ••••••••••••.••.•....•••.•.•.•••••••••••••••••••• 72 JO 0:1 M I 121 1 26 34 
49 Un.'!J'.H)Cll\ed nnd miscellaneous ... . 4 2 3 2 6 4 <I 1 ----

1 l;tuli•Lic:! coroccrnlng recreation and plcMure bo:ltin1'11Cddtnu are published in CU-:U.7. 
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COAST GUARD RULEMAKING 
(Status as of 1 December 1973) 

-0 
<J 

Cl 
bO P.bO c 8c -~ a.:..; ..... .: ., 

09 ..c 
u " -~ u-..... ;::! :c 0 ... ;::! z Q.i 

1972 PUBLIC HEARI NG 

Tailshaft inspection and drawing (67-71, 4-71 ) ....... . 3-1-72 3-27-72 
Definition of international voyage ( 12-70) . . .......... . 3-1-72 3-27-72 
Portable foam firefighting equipment-tank vessels (17-

71) ............ . ....... . ................... . ... . 3-1-72 3-27-72 

ANCHORAGE REGULATIONS 

Casco Bay, Maine . ............. . . . ................ . 
Henderson Harbor, N.Y ....•.............. .... .... . 
St.John's River, Fla. (CGFR 71-162) ......... . .... . . 
San Juan Harbor, P.R. (CGFR 72-12) .............. . 
Willington River, Ga. (CGFR 71-153) .. . ............ . 
San Diego Harbor (CGD 72- 228) ................... . 
Juan De Fuca, Wash. (CGD 72-233) .. . ............. . 
Chester River, Md. (CGD 73-10) ................ . .. . 
Milwaukee Harbor, WI (CGD 73-48) .... . .. . ....... . 
Barbers Point, Oahu, HI (CGD 73-59) . . ............ . 
Sodus Bay, NY (CGD 73-84) ................ . ...... . 
Ba.ltimore Harbor, MD (CGD 73-125) ... . ........... . 
Oyster Bay, NY (CGD 73-126) .... .. ........ . .. . . .. . 
Potts Harbor, ME (CGD 73-124) ...... . ............ . 
Puget Sound Area, WA (CCD 75-180) ............. . 
North East, MD (CGD 73- 189) ....... .. .... . ...... . 

BOATING SAFETY (GENERAL) 

Termination of unique vessels (CGD 73-40) .......... . 
Hazardous bar areas (CGD 73-41) . . ......... .. .... . . 

BRIDGE REGULATIONS 

6-16-72 
6-28-72 

12-22-71 
2- 1- 72 

11-25-71 
12-5-72 
12-5-72 
1-19-73 
3-19-73 
3-30-73 
4-27- 73 
6-19-73 
6-19-73 
6-19-73 
8- 24-73 

11- 29-73 

3-14-73 
3-14-73 

Nansemond R., Va. (CGD 72-244) ... . .............. 11-11-72 
John Day R. , Blind Slough, Clatskanie R., Oregon 

(CGD 72-231) ............. . . . ....... . ..... .. ... 11-28-72 
Nanticoke, Del. (CGFR 71-142) ..................... 11-24-71 
Ogden Slip, Chicago, Ill. (CGFR 72-16) ... . .... .. .... 2-2-72 
Sacramento River, Cal. (CGFR 71- 165) .............. 12-29-71 
Clear Creek, Tex. (CGD 72-165P)................... 8-26-72 
Pascagoula R. MS (CGD 73-140) ................... . ......... . 

Cooper R. SC (CGD 73-139) . . . . .. . . .. .. . . .. . . .. ... . 
Sacramento R. et. al. CA (CGD 73-142) . ............ . 
Lcchmere Canal MA (CGD 73- 163) ................ . 
Westchester Ck. NY (CGD 73-166) ..... ........... . . 

7-12-73 
7-20-73 
8-10-73 
8-10-73 

Big Carlos Pass FL (CGD 73-164) .. . ............... . 
Cheesequake Ck. NJ (CGD 73-162) .... . . .. . . . ..... . 
Green R. KY (CGD 73- 171 ) ...................... . 
Pompano Beach, Fla. (CGD 72-ISSP) .•.............. 
St. Lucie River, Fla. (CGD 72-168P) ...... . ..... . ... . 
West Palm Beach, Fla. (CGD 72-167P) ... .. ..... . . . . . 
AIWW, Mile 342, Fla.; Drawbridge Operations (CGD 

72-190P) ... . .................................. . 

8-10-73 
8-10-73 
8-21-73 
8-22-72 
8-26-72 
8-26-72 

9-30-72 
Barnegat Bay, N .J. (CGD 72-211 ) .................. . 
Menominee River, Wl (L:GD 73-12) .........•........ 
Spa Creek, MD (CGD 73-13) .... . .. .. .. . .......... . 
Long Island Inland Waterway (CGD 73- 23) ......... . 
Shaws Cove, CT (CGD 73-72) .............. . .. . .. . . 

10-31-72 
1-26-73 
1- 26-73 
2- 12- 73 
4-18-73 

corrected 
5-1-73 

24 

·········· 
·········· .......... 
........... ... ......... 
.. . ....... 
····· ..... ........ .. .......... 
.......... 
. ......... 
........ . . 
. .. ..... . . .......... 
.......... 
.... .. .... 

5- 8-73 
4-17 & 

19-73 

.......... 

.. ........ 

. .... ..... 

.. .. .. .... 

........ . . 

. .. . .... .. 

. .... ..... ........ .. 

..... ..... 

. . . . . . .... ·-

.......... 

...... . ... 

........... 

... .. . . ... 

.......... 

... .. ..... 

u :; 
;; ... u 

.... !l c .. :;; 
.E Q r.i:: c cu 

-0 
uU ~c 

~ "'O u c 8 cu 
~ ·.::.2 .... > ·- e -0 ·;; =a 0 ·; tl ..c <J :c ~ <J ~ ('ij ~ ;::! ~ 

Q < p.. ~ 

4-3-72 x .. . ....... . ......... ·- ... ·- .... . 
4-3-72 . . . . . . . . . . . . . . 10-24-73 1- 1-74 

4-3-72 x ... .... .. .. .. .. . ... . ......... . 

7-19-72 
8- 1- 72 

1-31-72 
3--4-72 

12-27-71 
1- 8-73 
1-9-73 

2-27-73 
4-16-73 
4-20-73 
5- 29-73 
7- 20-73 
7- 20-73 
7- 20-73 
9-28-73 

12-31-73 

5-14-73 
5-1-73 

12-15-72 

1-2-73 
12-24-71 

3-7-72 
2-7-72 

10-3-72 

8-14-73 
8-21-73 
9-11-73 
9-11-73 
9-11-73 
9-11- 73 
9-25-73 
9-26-72 
10-3-72 
10-3-72 

11- 1- 72 
12-5-72 
3--6-73 
3-6-73 

3-30-73 
5-18-73 

x .......... ···· ·· ···· ·········· x 
x 
x 
x 
x 
x 
x 
x 
x 
x 

11-7- 73 12- 10- 73 
x ............. . .... .... . ...... . 
x .......... · ·· · ······ ·· · ·· ·· ·· · x ... .... .... ......... ·········· 

x ... . .. .. .. ·········· ........ . . 
x 

x .......... ··· ····· ·· ···· · ······ 

x · ···· · ·· ·· ·········· ·········· x 
x 
x 
x 

7- 12- 73 

11- 14-73 

10-8-73 
through 
1--4-74 

12-24-73 
x .......... ······· ·· · ·· · ····· · · x ..... . .... ·········· ....... . . . 
x ·· ······ ·· ........ . . ·········· 

. . . . . . . . . . . . . . 11-21- 73 12-24-73 
x . ..... . ...................... . 
x .......... ·· ······ ·· ......... . 
x . ............... . ... ··········· 
x ····· ·· ··· ·· ········ ......... . x ..... . ................. ....... . 
x . ................. . .......... . 
x 
x 
x 
x 
x 
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Coast Guard Rulemaking-Continued 

.. .. 
SC 
oo 
c 2 

:..: 2 
"O o 
~o 

Q 

ScuppcrnongR.,NC(CCD73-1 11) . . ... ............. 5-29-73 ..... ... . . , 7- 3-73 
Rahway R.,. j (CGD 73-196)... ............. ..... 9-11- 73 . . . . . . . . . . 10-16-73 
Alabama R., AL (CGD 73-195)... .... . .... .... .. ... 9-11-73 1 ... ....... 1 10-16-7:1 
Ashcpoo R., SC: (CGD 73-198)...... . ........ ....... 9 11 - 73 ... ....... 10-16- 75 
Red River LA & AR (CGD 73-197)..... . . . . . . . . . . . 9-11-73 . . . . . . . . . . 10-16-73 
Corte Madera CK, CA (CGD 73- 199).. .... . .... . . . 9-11-73 . . . . . . . . . . 10- 16- 73 
Gulf Tntracoastal Waterway, FL (CGD 73-204 ........... ... ....................... . 

Genesee R., NY (CGD 73-203)......... ........ . .. 9-13-73 .... . .. .. . 
Navigable Waters in Li\ (CG1? 73-214) ... .. . ....... . 
Puyallup R., WA (CGD 73-21:>).......... . . ....... . 
Stony Ck., MD (CGD 73-242) .................. ... . 
Lake Washingto11 Ship Canal, WA (CGD 73-255) .... . 

9-27-73

1 

.. .... .. .. 

1 

10-3-73 ..... .... . 
10-12-73 ......... . 
11-13- 73 ... ... . .. . 

HAZARDOUS MATERI ALS 

Dichlorobutcne, Corrected, F.R. ~-20-72, Hazardous 
Cargoes (CGD 72-1 62PH) . . .. . . .. ........... .... . 

Certification of Cargo Containers for Transport under 
Customs Seal (CGD 72- 139) . .... ... .......... .. . 

Miscellaneous Dangerous Cargoes (CGD 72-182) .... . . . 
Marking of radioactive materials packages (CGD 73-

137) ................... . ................. ..... . 
Dangerous Cargoes, misccllanco11s amendmems (CCD 

73- 173) .......... ... ..................... ..... . 

MARINE ENVIRONMENT AND SYSTE'.\tS 
(GENERAL) 

8-30-72 

11-17-72 
11-11- 72 

8-31-73 

9 5-73 

O il pollution prevention (CGFR 71-160, 161) ......... 12-24-71 
Marine Sanitation Devices (CGD 73-83)..... ......... Adv. 

I 
ti00~~~ 

Vessel traffic system, Puget Sound (CGD 73-158). . . . . . 8-6- 73 
Security Zone, New London CT (CGD 73-182). .. .... 8-23-73 

corrected 
MERCHANT MARI NE SAFETY (GE.,ERAL) 9-4-73 

Compressed Gas Cylinders (CGD 72-115PH ) ......... . 
Oceanographic vessels, lire main systems (CGFR 72-20) .. 
Water lights, floating electric (CGFR 72-48) ... . ...... . 
Great Lakes Maritime Academy, List as a Kautical 

School-Ship (CGD 72-92P ) . ....... .. ........... .. 

8-31-72 
2-4-72 
3-9-72 

8-9-72 
Ship's Maneuvering Characteristics Data (CGD 72-

134PH). . .. .... . ........... . ........ . .. . ....... . 8-22-72 

I 
Supp. 

Notice 
7-20-73 

Unmanned Barges; hull construction (CGD 72- 130) . . . 10-31-72 
Construction requirements for tank ships (CGD 72-245) . , Adv. 

Notice 
1-26-73 

Supp. 
- oticc 
7-5-73 

I 
10-24-72 

...... ... . 
12-12-72 

9-25-73 

9-2.'l-73 

2-15-72 

0-30-73 

9- 28-72 

4-18-72 

..... 

9-28- 72 

12-19-72 

E73:~~)~~ -~~s.i~i~~- .I '.1.d.i~~l'.i~~- -~~~~ . ~~~~~~~ . (-~~-~. 3-5-73 4-18-73 
Firemen's outfits on manned tank barges (CGD 73-11 ) .. 

1 
4-26-73 1 On 

request 

10-16-73 
10-30-73 
l l-('-,-73 

11-20-73 
12-18-73 

10-31-72 

12-19-72 
12-IY-7:.! 

10-5-73 

10-5-73 

4-21-72 

8-15-73 
9-17-73 
9-28-73 

10-2-72 
3-19-72 
4-24-72 

9-15-72 

10-13-72 

8-31- 73 
12-29-72 

3-1 5-73 

4-30-73 
5-28-73 

x .... .. ........ ...... ·· ········ 
x 
x 
x 
x 
x 

9-13- 73 

x ·········· ........ .. 
x 
x 
x 

8- 15- 73 
through 
3- 1- 74 

x .......... ········ · · · ··· ······ 
x ········· · . . ... .. ... ·· · · ······ x 
x .... .. ... . ........... .. ...... . 
x .... .. ... . ..... ..... ........ .. 

x .......... 12-21-72 7-1-741 

x ... .. .. .. ... .. .. .. .. ... ...... . 
x 
x 

x 
x 
x 
x 
x 

x 
x 
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.. 

.. 

... 

.. . .. 

.. . . -· . 
.. 
.. 

.. 
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.. . .... 
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-· .. .... 

.. 
... .. 

. . .. .. 

.. .. 

x ............. ... . . .. ···· ·· · ··· 
x ·· ·· -··· ·· ·········· ·········· 

I Various effective dates precede that indicated. Su Federal Registers of 12-21-72 and 8-24-73. 
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.. ~~. ~~~~~~~r .. ~~:~i~~~~~~ . .<.~~~. 6-8-73 . . . . . . . . . . 7-10-73 1 X . · · · · · · · · · · · · · · · · 

Great Lakes pilot rules (CGD 73-100).. .............. 8-1-73 . . . . . . . . . . 9--3-73 X ............. . ............... . 
Lifeboat winches for merchant vessels (CGD 73- 103) ... 8-21-73 . . . . . . . . . . 9--28-73 X ..... ........ ........ ... .. . 
Lifesaving equipment specification (CGD 73-1 30). . .... 8-28-73 . . . . . . . . . . 9--28-73 X ..... .... .. .......... .... ... . 
Infialable liferafts (CGD 73-160)..... .. ............. 9--27-73 . . . . . . . . . . 10-31-73 X ...... ...... ......... . ..... . 
Lifeboats for merchant vessels (CGD 73-116) .. ........ 10-3-73 . . . . . . . . . . 11- 2-73 X .... ......... .. .......... . . . . . 
Radar observer licensing (CGD 73-238). ..... ...... ... 10-12-73 . . . . . . . . . . 11-30-73 X 

1 
. . . . . . . ...... ............ . 

Pressure vessels (CGD 73-133) .................... . . 10-12- 73 .......... 11-16-73 X .. ... .. ......... .. ...... ..... . 
Waterti~htlights (CGD 73-201) ........... ..................... ..... . .. .. ........... . 1 •••••••••• 11-13-73 11-13-73 
Suspension and Revocation Proceedings; delegat ion of I 

authority (CGD 73-183) .................. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 11 -26-73 11-29-73 

NoTE: This table which will be continued in future issues of the Proceedings is designed to provide the maritime public with better 
information on the status of changes to the Code of Federal Regulations made under authority granted the Coast Guard. Only those 
proposals which have appeared in the Federal Register as Notices of Proposed Rulemaking, and as rules will be recorded. Proposed 
changes which have not been placed formally before the public will not be included. 

AMENDMENTS TO REGULATIONS 
TITLE 46-SHIPPING 

CHAPTER I-COAST GUARD, DE­
PARTMENT OF TRANSPORTATION 

[CGD 73-6CR] 

PART 111-ELECTRICAL SYSTEMS; 
GENERAL REQUIREMENTS 

Wiring Methods and Materials for 
Hazardous Locations; Correction s 

ln FR Doc. 73- 17934, appearing 
at p(lge 22788 for the issue of Friday, 
August 24, l 973, the following cor­
rections should be made in Table 
1J 1.80- 5 (a) (7) : 

1. The 4th chemical listed in 
Croup D which reads "Bcm~iene" 
shou ld be corrected to read "Ben­
zcn<'". 

2. In the notice of proposed rule­
making, appearing in FR Doc. 73-
2907 at page -1414 in the issue for 
Wednesday, February 11, 1973, the 
preamble proposed that "methanol" 
be added to Group D of Table 
11 J .80- .'i (a) ( 7) . In the proposal and 
in the final rule, "methanol" is 
omitted from Table 111.80-5 (a) ( 7) . 
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Therefore, Table lll.80- 5 (a) (7) is 
corrected by listing " Methanol 
(methyl alcohol ) " in Group D to fol­
low the 17th chemical " Methane 
(natural ga5) " . 

(f ederal Register of November 29, 1973.) 

TITLE 46-SHIPPING 

CHAPTER I-COAST GUARD, DE­
PARTMENT OF TRANSPORTATION 

SUBCHAPTER A-PROCEDURES APPLICABLE 
TO THE PUBLIC 

[CGD 73- 183R] 

PART 1- 0RGANIZATION, GEN­
ERAL COURSE AND METHODS 
GOVERNING MA RINE SAFETY 
FUNCTIONS 

SUBCHAPTER K-MARINE INVESTIGATIONS 
AND SUSPENSION AND REVOCATION 
PROCEED INGS 

PART 137-SUSPENSION AND 
REVOCATION PROCEEDINGS 

Delegation of Authority 

The purpose of these amendments 
to the regulations couccrncd with the 
suspension and revocation proceed-

ings li to take cognizance of the Vice 
Commandant's authority to take final 
agency action under 46 CFR Sub­
parts lS-.25. 137.30, and 137.35, with 
respect to all matters except petitions 
and appeals m cases in which an order 
of re,·ocation has been issued . 

In a documem that appears on 
page 32-148 of this issue of the Federal 
Reg-bter. the Commandant delegates 
to the Yicc Commandant authority 
to take final agency action on each 
petition to reopen a hearing or an 
appeal from a decision of an Admin­
istrati' e Law Judge, under the au­
thority of {6 CFR Subparts 137.25, 
13i.30. and 137.35, except on a peti­
tion or appeal in a case in which an 
order of revocation has been issued. 
This delegation is codified in 33 CFR 
1.01-40. In order to reflect this dele­
gation in Title 46 of the Code of 
Regulations, amendments are made 
in this document 

Eflecti1:e datP. These amendments 
shall become effective on November 
29, 1973. 

(The complete tPxt of the5e changes w::is 
published in lite Fc:dcral Register of 
November 26, 1973 (38 F.R. 32442).) 
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MODERNIZATION OF THE 
INTERNATIONAL 

RULES OF THE ROAD 
By Capt. JV. JV. Barrou· and Cdr. ] . .\!. Duke, USCG 

ED. NOTE: This is the fifth of a series of installments on the modernization of the International Rules of the 
Road. The article will be continued in subsequent issues of the Proceedings. The views expressed are those of the 
authors and do not necessarily refiect those of the Commaudant or of the Coast Guard as a whole. 

PART D-SOUND AND LIGHT SIGNALS 

R ULE 32 

DEFl;:.;JTl01'S 

(a) The word "whist!~" means any sound signalling 
appliance capabh.: of producing the prescribed blasts and 
which complies with the specifications in Annex III to 
these R c:gulations. 

(b) The term "short blasl" means a blast of about one 
second's duration. 

(c) The term " prolonged blast" means a blast of from 
four to six seconds' duration. 

Comment: Notice no mention is made of a fog horn. 

Ruu: 33 

EQUIP)IF.'iT FOR SOUND SIG;:.;ALS 

(a) A vessel of 12 metres or more in lc:ngth shall be pro­
vided with a whistle and a bell and a vessel of 100 metres 
or more in length shall, in addition, be pro,;ded with a 
gong, the tone and sound of which cannot be confused with 
that of the bell. The whistle, bell and gong shall comply 
with the specifications in Annex III to these Regulations. 
The bt'll or goug or both may be replaced by other equip­
ment having the same respective sound characteri~tics, pro­
vided that manual sounding of the required signals shall 
always be possible. 

(b) A vessel of ll'ss than 12 metres in length shall not b= 
obligc:<l to carry the sound signalling appliances prescribed 
in par:igraph (a) of this Rule but if she docs not, she 
shall h~ provided with some other mt'ans of making an 
efficient sound signal. 

Comment : Paragraph (a ) of this rule replaces the 
first part of existing Ruic 15. Noticeable differences are 
that vessels are no longer required to have a back up fog 
horn, nor arc sailing \'essels and \'essels towed singled out 
to carry a fog horn as opposed to a whistle. Sound differ-
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cnces under these new rules will be based on frequency 
(Sec Para l (b) of Annex 111) . Basically, the dee.per the 
tone, the bigger the vessel and the shriller the tone, the 
smaller the vessel. Paragraph (b ) of this rule excuses 
certain small vessels from having to comply with specific 
sound-producing-equipment requirements. This is H :r y 

similar to Rule 15(c)(i..x) . 

R ULE 34 

MANOrmvF.RI NC. ANO WARNlNO S IGNALS 

(a) When vessds arc in sight of one another, a power­
drivcn vessel underway, when mano!'uvering as authorized 
or required by these Rules, shall indicate that manoeuvre 
by the following signals on her whist le: 

-one short blast to mean "I am altering wy course to 
starboard" ; 

-two short blasts to mean "I am altering my course to 
por t"; 

- three short blasts to mean "I ;u:n operating astern 
propulsion". 

(b) Any ,·c~scl may supplement the whistle signals pn:­
scribc in paragraph (a ) of this R11 k· by light signals, re­
peated as appropriate, whilsl lhc manoeuvre is being carried 
out: 

(i ) These light signals shall have the following signifi­
cance: 

- one flash to mean "I am altering my course to star­
board"· 

- two fl~hes to mean " J am altering my course to port"; 
-three flashes to mean "I am operating astern propul-

sion". 
(ii ) the duration of each Hash sh::1ll be about one second, 

the interval bt'tween flashes shall be about one second, 
and the interval betwec:n successive signals shall be not less 
than ten seconds; 

( iii ) the light used for this signnl ~hall, if fitted, be an 
all-round white light, visible at a minimum range of 5 miles 
and shall comply with the provisions of Annf'x T. 

( c) When in sight of another in a 11arrow channel or 
fairway: 
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(i} a vessel intending to overtake another shall in com­
pliance with Rule 9(e} (i) indicate her intention by the 
following signals on her whistle: 

- two prolonged blasts followed by one short blast to 
mean " I intencl to overtake you on your starboard side"; 

-two prolonged blasts followed by Lwo short blasts to 
mean "I intend to overtake you on your por t side". 

(ii ) the vessel about to be overtaken when acting in ac­
cordance with Rule 9(e) (i) shall indicate her agreement by 
the following signal on her whistle: 

- one prolonged, one short, one prolonged and one 
short blast, in Lhat order. 

(d) When vessels in sight of one anoth<"r arc approach­
ing each other and from any cause either vessel fails to 
understand the intentions or actions of the other, or .is in 
doubt whether sufficient ac tion is being t."lken by the other 
to avoid collision, the vessel in doubt shall immediately 
indicate such doubt by giving at least five short and rapid 
blasts on the whistle. Such signal may be supplemented by 
a light signal of at least five short and mpid flashes. 

( e) A vessel nearing a bend or an area of a channel or 
fairway where othrr vessels may be obscured by an inter­
vening obstruc:1io11 shall sound one prolonged blast. Such 
signal shall be answered with a prolonged blast by any 
approaching vessel that may be within hearing around 
the bend or behind Lhc intervening obstruction. 

(f) If whistles arc fitted on a vessr l nt a distance apart 
of more than 100 metres, one whistle only shall be used for 
giving manocuvering and warning signals. 

Comment: Paragraph (a ) , which describes the whistle 
signals for maneuver, is essentially the same as correspond­
ing 28(a) of the existing Rules. Paragraph (b) describes 
an optional maneuvering light which may be used to sup­
plement whistle signals. This rule is superior to its pred­
ecessor (Rule 28 (c) ) in two respects: First, it more 
dearly describes the light and its use; secondly, it removes 
the rt>quirement that the light be synchronized with the 
whistle signals. This latter requirement, contained in the 
existing rules, is sometimes confusing and may at other 
times even be m issed since one blast would only be ac­
compan ied by one Hash. U nder these niles a one-, two-, 
three- or even five-blast signal is repeated at specified 
intervals during the maneuver. 

Paragraph ( c ) of this m le contains the whistle signals 
used in the overtaking rule for vessels in a narrow d 1an­
m~l which have already been discussed under Rule 9. 
Paragraph ( d) contains the so-called ''tlanger signal" 
which has been expanded into a much more useful tool. 
Under existing rules, this signal may only be given by a 
privileged ve.~sel in protest of a burdened vessel not doing 
her duty. Under the new rules this signal may be given 
by any vessel in doubt as to the actions or intentions of an 
approaching vessel. It may also be repeated on the 
maneuvering light. The use of this signal now closely 
aligns ·with use under various U.S. rules. O ur mariners 
were 3 to 1 in favor of this change. 

Paragraph ( e ) disrus.~es the bend signal already men­
tioned in Ruic 9. Except for the differences noted in the 
discussion under Ruic 9, it is essen tially the same as the 
existing bend signal. 
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Paragraph (f) cautions mariners on large vessels fitted 
with more than one whistle to use only one whistle for 
maneuvering signals. The reasons for this are obvious. 
Placement of more than one whistle is further spoken to 
under pa ragraphs 1 (£) and (g) of Annex III dealing 
with sound signals. 

RULE 35 

SOUND SIGNALS 1::-: RE.STRICTED VISTBrLTTV 

In or near an area of restricted visibility, whether by day 
or nigh t, the signals prescribed in this Ruic shall be used as 
follows: 

(a) A power-driven vessel makiug way through the waler 
shall sound at intervals of not more than 2 minutes one pro­
longed blast. 

(b) A power-driven vessel underway but stopped and 
making no way through the water shall sound at intervals 
of not more than 2 minutes two prolonged blast~ in succes­
sion with an interval of about 2 seconds between them. 

( c) A vessel not under command, a ve.ssel restricted in her 
ability to manoeuvre, a ,·essel consLaincd by her draught, a 
sai ling vessel, a vessel engaged in fishing and a vessel engaged 
in towing or pushing another vessel shall, instead of the sig­
nals prescribed in paragraphs fa ) or (b ) of this Rule, sound 
at intervals of not more than 2 minutes three blasts in suc­
cession, namely one prolonged followed by two short blasts. 

( cl ) A vessel towed or if more than one vessel is towed 
the last vessel of the tow, if manned, shall at intervals of 
not more than 2 minutes sound four blasts in succession, 
namely one prolonged followed by three short blasts. When 
practicable th is signal shall be made immediately after the 
signal made by the towing vessel. 

(e) When a pushing \-essel and a vessel being pushed 
ahead are rigidly connected in a composite unit they shall 
be regarded as a power-dri,·en vessel and shall give the sig­
nals prescribed in paragraphs (a) or (b ) of this Rule. 

(f) A vessel at anchor shall at intervals of not more than 
one minute ring the bell rapic!Jy for about 5 seconds. In a 
vessel of 1 00 metres or more in length the bell shall be 
sounded in the forepart of the vessel and immediately after 
the ringing of the bell the gong shall be sounded rapidly 
for about 5 seconds in Lhe after part of the vessel. A vessel 
at anchor may in addition sound three blasts in succession, 
namely one short, one prolonged and one short blast, to give 
warning of her position and of the possibility of collision 
to an approaching vessel. 

( g) A vessel aground shall gi' e the bell signal and if re­
quired the g-ong signal prescribed in paragraph (I) of this 
Rule and shall, in addition, give thrrc srp~ratP. and distinC"t 
strokes on the bell immediately before and after the rapid 
ringing of the bell. A vessel aground may in addition sound 
an appropriate whistle signal. 

(h ) A vessel of less than 12 metres in length shall not be 
obliged to give the abo,·e-mcntioned signals but, if she does 
not, shall make some other efficient sound signal at inter­
vals of not more than 2 minutes. 

(i) A p ilot vessel when engaged on pilotage duty may in 
addi tion to the signals prescribed in paragraphs (a), (b), or 
(f) of this R ule sound an identity signal consisting of four 
short blasts. 

Comment : This rule replaces the fog signals contained 
in existing Rule 15. Tn addition to lhc disappearance of 
the term fog horn from the rules, four changes ha,·e taken 
place in this area. Paragraph (b) contains the signal for 
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a power-driven ,-cssel underway but stopped and making 
no way. This signal is still two prolonged blasts; how­
ever, the inteival between the blasts has been altered from 
1 second to 2 seconds. The reason for this change escapes 
us; however, we do not feel it is of significant importance 
to the mariner. Notice no mention of intervals is made 
in the other signals of this rule. 

Paragraph ( c) contains the only significant change to 
this rule and we feel it is an extremely good one. All of 
the incumbered vessels (those mentioned in Rule 18) now 
give the same signal in fog. There are two new listings: 
the deep draft vessel, and the sailing vessel. Gone are the 
old port tack, starboard tack, and wind aft signal for sail­
ing vessels. 

The existing signal given by a manned tow immediately 
following the signal of its towing vessel is retained with­
out change in paragraph ( e). It had been proposed to do 
away with this signal. The idea was that the towing 
vessels signal was adequate. However, U.S. mariners, as 
well as those from other nations, fayored its retention. 

In paragraph (g) of this rule the existing aground sig­
nal is retained. However, the last sentence of this section 
provides that a vessel aground may in addition sound an 
appropriate whistle signal. What signal? "'ith no more 
guidance than that, perhaps the intention of the drafters 
is that mariners in such situations enter the International 
Code of Signals for a signal appropriate to the situation. 
The fourth change to fog signals may be found in the 
next paragraph (h) . Under existing rules ,·esrels of less 
than 40 feet in length are required to make only some 
efficient sound signal at intervals of not more than 1 
minute. In these nilcs, that interval has been e>..-tended to 
2 minutes, which to us seems reasonable. 

RULE 36 

SIG~ALS TO ATTRACT ATTENTIOX 

If necessary to attract the attention of another vessel any 
vessel may make light or sound signals that cannot be mis­
taken for any signal authorized elsewhere in these Rules, or 
may direct the beam of her searchlight in the direction of 
the danger, in such a way as not to embarrass any vessel. 

Comment: Authority for a signal to attract attention 
contained in this rule is lifted without significant change 
from existing Rules 9 (g) and 12. 

RULE 37 

DISTRESS SIGNALS 

When a vessel is in distress and requires assista.ncc she 
shall use or exhibit the signals prescribed in Annex IV to 
these R egulations. 

Comment: Since the distress signals arc listed in the 
International Code of !Signals, and since they have noth­
ing to do with the prevention of collisions at sea, it had 
early on been proposed that the distress signals be lifted 
from these rules. However, most nations, including the 
United States, felt that these signals should be retained 
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with the rules to give them the widest possible exposure. 
V·le believe the short sentence mentioning them here in 
the rules and then listing them in an Annex is an excellent 
way of handling this problem and it is editorially superior 
to the existing rule. 

PA RT E-EXEMPTIONS 
R uLP. 38 

EXE)IPTIONS 

Any vessel (or cla~~ of vessels) provided that she complies 
with the requirements of the I nternational Regulations for 
Preventing Collisions at Sea, 1960, the keel of which is laid 
or which is at a corresponding stage of construction before 
the entry into forr.e of these Regulations may be exempted 

from compliance therewith as follows: 
(a) The installation of lights with ranges prescribed in 

Rule 22, until four years after the dale of entry into force 
of these Regulations. 

(b) The installation of lights with colour specifications 
as prescribed in Section 7 of Annex T Lo these R egulations 
until four years after the date of entry into force of tht:se 
Regulations. 

(c) The repositioning of lights as a result of conversion 
from imperial to metric units and rounding off measure­
ment figures, permanent exemption. 

(d ) (i) The repositioning of masthead lights on vessels 
of less than 150 metres in length, resulting from the pre­
scriptions of Section 3(a), of Annex I, permanent exemp­
tion. 

( ii) The repositioning of masthead lights on vessels of 
150 metres or more in length, resulling from the prescrip­
tions of Section 3 (a) of Annex I to these Regulations, until 
nine ye.'lrs after the date of entry into force of these Regula­
tions. 

(e) The repositioning of masthead lights resulting from 
the prescriptions of Section 2 (b) of A1nncx I, until nine 
years after the date of entry into force of these Regulations. 

(f ) The repositioning of sidelights resultiniz- from Lhe pre­
scriptions of Section 3 (b) of Annex 1, until nine years after 
the date of entry into force of these R egulations. 

(g) The requirements for sound signal applfa.nct!s pn:­
seribed in An11cx III, until nine years after the dale of entry 
into force of these Regulations. 

Comment: In this new draft of rules the location and 
specifications for various vessel navigation lights have 
been modified to provide better visibility. Additionally, 
the ma.~thead lights and sidelights locations have been 
modified to give an indication of the length and breadth 
of vessels. This i~ particularly aimed at very large ves­
sels. Our mariners were overwhcmingly in favor of all of 
these changes. 

This exemption rule provides what we consider to be 
exceedingly generous time allowances for existing vessels 
to come into compliance with the lighting provisions of 
these rules after they have been adopted. For range or 
color specifications, which in,·olve nothing more than re­
lamping or new lenses, the mariner is allowed 4 years. 
For the repositioning of masthead and sidelights on large 
vessels (which are the vessels this change was aimed at ) 
9 years are allowed for compliance. Vessels under 150 
meters in length enjoy pe1mancnt exemption. 
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ln order to bring a vessel's sound sig-nal apparatus into 
compliance with the technical specifications of these rules, 
9 years is also authorized. 

We see the possibility of some slight conflict brought 
about by paragraph ( c) of this rule. These rules make it 
fairly clear thal vessels in excess of 7 me1·r.rs 2.re required 
Lo comply with special lighting requirements in Rule 27, 
the so-called not-under-command and hindered-vessel 

rule. Such exemptions as exist in the current rules for lhcse 
types of signals are allowed for vessels Jess than 65 feet 
in length. This of course more closely corresponds to a 
20-meter exemption rather than the 7-meter exemption. 
However, as a practical matter, we suspect that vessels 
less than 65 feet in length will probably utilize the pro­
visions of this rule to authorize themselves a permanent 
exemption where necessary. 
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MERCHANT MARINE SAFETY PUBLICATIONS 
The following publications of marine safety rules and regulations may be obtained from the nearest 

marine inspection office of the U.S. Coast Guard. Because changes to the rules and regulations are 
made from time to time, these publications, between revisions, must be kept cunent by the individual 
consulting the latest applicable Federal Register. (Official changes to all Federal rules and regulations 
are published in the Federal Register, printed daily except Saturday, Sunday, and holidays. ) The date 
of each Coast Guard publication in the table below is indicated in parentheses following its title. The 
dates of the Federal Registers affecting each publication are noted after the date of each edition. 

The Federal Register will be furnished by mail to subscribers, free of postage, for $5.00 per 
month or $45 per year, payable in advance. The charge for individual copies i:; 75 rents for each issue. 
or 75 cents for each group of pages as actually bound. Remit chC'ck or money order, made payable to 
the ~uperintendent of Documents, U.S. Government Printing Office, Washington, D.C. 20402. Regu­
lations for Dangerous Cargoes, 46 CFR 146 and 147 (Subchapter N ), dated October 1, 1972 are now 
available from the Superintendent of Documents price: $5.75 

CG No. TITLE OF PUBLIC ATI ON 

101 
101-1 
108 
115 
123 
129 
169 
172 
174 
175 
176 
182 
182- 1 
184 
190 

191 

200 

227 
239 
256 

257 
258 
259 
266 
268 
293 
320 
323 

329 
439 

Sp•cimen Examination for Merchant Marine Declc OfBcers 17- 1-631. 
Specimen Examinations for Merchant Marine Deck Office rs (2d and 3d mate) 110- 1- 73). 
Rules and Rcgulatlons for Mi litary Explosives and Hazardous Munitions 14-1-72). F.R. 7-21-72, 12-1 - 72. 
Marine Engineering Regulations 16-1 -73) F.R. 6-29-73. 
Rules and Regulations for Tank Vessels 11-1-731. F.R. 8- 24-73, 10-3-73, 10-24-73. 
Proc .. dlngs of the Marine Safety Council IMonthlyl. 
Rules of the Road-International- Inland 18-1-72). F.R. 9-12- 72. 
Rules of the Road-Great lakes 17-1-72). F.R. 10- 6-72, 11-4-72, 1-16-73, 1-29-73, 5- 8- 73. 
A Manual for the Safe Handling of Inflammable and Combustiblo liquids 13-2-64). 
Manual for lifeboatmen, Able Seamen, and Qualifled Members of Engine Department (3-1-73). 
load line Regulations (2-1-71) F.R. 10-1-71 , 5-10- 73. 
Specimen Examination• for Merchant Marine Engineer Ucen• .. 17-1-631. 
Specimen Examinations for Merchant Marine Engineer licenses 12d and 3d Assi stant) 110- 1- 73). 
Rules of the Road-Western Rivers 18-1 - 721. F.R. 9-12-72, 5- 8-73. 
Equipment List (8-1 -72). F.R. 8-9-72, 8-1 1-72, 8- 21 -72, 9-14-72, 10-1 9-7 - 72, 5- 72, 1-15-73, 

2- 6-73, 2-26-73, 3-27-73, 4-3-73, 4-26-73, 6-1-73, 8-1 - 73, 10-5-7 11 -26-7 . 
Rules and Regulations for l icensing and CcrtiRcation of Merchant Marine Personne -1-72). F.R. 12-21-72, 

3-2-73, 3-5- 73, 5-8-73, 5-11-73, 5-24-73, 8- 4-73, 10- 24- 73 . 
Marone lnv .. tigation Re9ulotion1 and t lo d Revocation Proceedings 15-1- 67). F.R. 3-30-68, 4-30-70, 

10-20-70, 7- 18-72, 4-24-73 1-26-
laws Governing Marine Inspection l:S-: 
Security of Vessels and Waterfront Facilities 13-1-721. F.R. 5-31-72, 11 -3-72, 7-8-72, 1-5-73. 
Rules and Regulation• for Passenger v .. 1els 15- 1-691. F.R. 10-29-69, 2- 25- 70, 4-30-70, 6- 17-70, 10-31 - 70, 

12-30-70, 3-9-72, 7-1 8-72, 10-4-72, 10-14-72, 12-21-72, 4- 10-73, 8-1-73, 10-24- 73. 
Rules and Regulations for Cargo and Miscellaneous Vessels 14-3-73). F.R. 6- 28-73, 6-29- 73, 8-1-73, 4-73. 
Rules and Regulations for Uninspected Vessels 15-1-70 1. F.R. 1-8- 73, 3- 28-73. 
Electrical Engineering Regulations 16- 1-71). F.R. 3-8- 72, 3-9-72, 8-16-72, 8-24- 73, 
Rules and Regulations for Bulk Grain Cargoes 15-1-681. F.R. 12-4-69. 
Rules and Regulatlons for Manning of Veuels 110- 1- 711. F.R. 1-13- 72, 3-2-73, 
Miscellaneous Electrical Equipment list 19-3-681. 
Rules and Regulallons for Artificial Islands a nd Fixed Structur .. on the Outer Continental Shelf (7-1 -72 1. f .R. 7-8-72. 
Rules and Regulations for Small Passenger Vessels !Under 100 Gross Tons) 112-1-71 ), F.R. 3- 8-72, 3-25- 72, 6-24-72, 

7-18- 72,9-13-72, 12-8-72, 12- 21-72, 1-8-73,3- 5- 73, 6- 29- 73. 
Fire Rghting Ma nual for Ta nk Vessels 17- 1-681. 
Bridge-to-Bridge Radiotelephone Communications 112-1-721. 

CHANGES PUBLISHED DURING DECEMBER 1973 

The follo\,·ing have been modified by Federal Registers : 
CC-190, Federal Register of November 26, 1973J~ 
CG-200, Federal Register of )./ovembcr 26, 1973. v / 
CG-259, Federal Register of Jovember 29, 1973.V 
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