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SIX DROWN AS TUG SINKS 

the pre-dawn blackness of De­
!>cr 18, 1971, the Tug Maryland 

.rged peacefully down Lhe Alli­
~ River on the lntracoastal 
~rway toward Albemarle Sound. 

...<i of her the 33-year-old vessel 
!'Cl the barge Baltimore No. fa, 
~ with paper products. Though 
:rip from Charleston, S.C. had 

uneventful for the seven-man 
fn:shening winds that night 

.tie promise of choppy waters on 
"OUnd. 
the mouth of the Alligator River 
fate on walch called the Master 

t changing the tow from push-
:o towing in preparation for 
.:1g the Sound. With the M aster 
"'.ltrol in the pilothouse, a 6-inch, 
-foot nylon towing hawser was 

.Jed to the barge's towing bridle 
-;iayed out to 150- 200 feet. The 

...:ning hawser was coiled up on 
:awser rack on the stern. Fol­
g the shift evolution the Master 
_n assisting deckhand returned 
. leaving the Mate and another 

....:and on watch. 
•rtly after the change the vessel 

:d the river bar and proceeded 
the open waters of Albemarle 

.d. Gale force winds immediately 
·ed the Jvl aryland, forcing a 
~e of course and causing the 
• to shear from side to side. 
:gh the Mate expressed concern 

the shearing of the barge, he 
...ot call Lhe Master. An offer by 
..!eckhand to lengthen the tow 

'a5 rejected as too dangerous. 
:~rming on the decks from the 
-.ng spray made footing treach­

and the 6 oil drums that had 
stowed on the well deck had 

loose. These drums had been 

secured by laying them on their sides 
and using wooden chocks to wedge 
them against the bulwark under the 
caprail. The Maryland continued 
in to Albemarle Sound at slow ahead, 
just holding her own. 

At about 6: 00 a.m. the Master and 
relief deckhand came on deck. After 
surveying the situation, the Master 
stopped the Maryland's direct drive 
engine to pay out more line, but lhe 
rolling oil drums made it impossible 

The yacht Georgetta was the first vessel to s pot the foundered Mary-
· land. Crewmembers of the yacht rescued the lone s urvivor of the casualty, 
who was then airlifted by Coast Guard helicopter to Albemarle Hospital 
in Elizabeth City. 
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for the crew to safely reach the tow­
ing bitt and hawser. While the Mary­
land was dead in the water the wind 
and sea pushed the barge around and 
out of line with the tug, pulling her 
down aft and heeling her to star­
board. When the Master tried to 
bring the tug in line with the barge, 
the engine would not start because 
the towing haw. er had fouled the 
propeller. 

The .\1arylarul continued to be 
pulled down aft by the wind-driven 
harge. A disr.ussion between the Mas­
ter and Chief Engineer about the pos­
sibility of cutting the barge loose 
ended with a decision to keep the 
barge. The Chief Engineer returned 
below, followed shortly thereafter by 
the deckhand. When he entered the 

·engineroom, the deckhand fount] the 
·Chief and Assistant Engineer trying 
without success to start a portable 
gasoline-powered bilge pump. The 
deckhand noticed that water was en­
tering the engineroom from the after 
part of the vessel, but he could not see 
where it was coming from. A crew­
member came below to tell them that 
the radio would not work. No distress 
-signal had been or could be made. 

With the Maryland heeling about 
45 degrees to port two crewmembers 
attempted to launch the lifeboat. As 
the securing gripes were released the 
lifeboat rolled over, coming to rest 
upside down alongside the tug. Slip­
pery decks and crashing waves foi led 
efforts to right it. By this time the 
entire crew was gathered on the boat 
deck. Three of the seven men were 
wearing personal flotation devices, 
two had life r ings, and two had 
nothing. A last attempt to use the 
radio ronfirmed that it was no longer 
working. It was shortly after dawn 
on a clear, cold, windy day. 

T wo men then went aft to the area 
of the towing bill and capstan and at­
tempted to take the hawser off the 
bitt and place it on the capstan. 
Shortly thereafter the men were 
sighted in the water, but it is uncer­
tain whether they fell overboard, 
were washed overboard, or decided 
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to swim for the barge. Another crew­
member followed the two men m 
the water and was last seen swim­
ming for the barge. It was in these 
final minutes that the Mate observed 
that the scuttle plate for the laza­
rette was missing. 

The remaining four crewmembcrs 
remained on board clinging to the 
tire fenders on the starboard side. By 
this time the Maryland was com­
pletely over on her port side with 
only the forward part of the star­
board bulwark above water. As the 
vessel settled, the sea action on the 
tires knocked the remaining crew­
members into the water. The lone 
survivor of the seven men entering 
the Sound that morning said that the 
last thing he remembered was being 
near the barge but not attempting to 
board it because of the heavy seas. 

THE RESCUE 

The Yacht Georgetta, enroute to 
Florida on the Intracoastal Water­
way, entered Albemarle Sound at 
about 8:45 a.m. on December 18. 
Seas of 3 to 4 feet and winds of 20 
to 30 knots were encountered by the 
68-foot yacht. As the Gcorf?etta 
neared the middle of the Sound the 
Baltimore No . 2 was sighted. On a 
closer approach the Tug Maryland 
was observed with just the pilothouse 
above water. Barge and tug were still 
connected and moving in a south­
easterly direction. The considerable 
debris in the water included a life 
ring and two life preservers. 

The crew of the Georgetta sighted 
a body in a perional flotation device 
about 100 yards from the Tug. Be­
cause it appeared obvious to them 
that the person was dead, they began 
looking for survivors. As they moved 
closer to the barge, the deckhand was 
sighted. He was pulled aboard the 
yacht, given emergency first aid, and 
the Coast Guard was notified. The 
Georgetta then returned to retrieve 
the dead body, but efforts failed be­
cause of the high freeboard of the 
yacht. 

A Coast Guard helicopter 
patched from Elizabeth City Air 
tion lifted the survivor from the~ 
and transported him to Albe 
Hospital in Elizabeth City. D 
this time the Georgetta stayed 
scene to continue the search. At 
10: 30 the barge broke free of 
sinking tug and began drifting t 
southeast. T he barge continued 
ing until it landed against the 
liam B. Umstead B1·idge over C 
Sound. It was later removed and 
amined by a member of the 
Guard's Board of Investi,., 
About 175 feet of the 6-inch 
towing hawser remained sha · 
the towing bridle at that time. 
parted end was frayed for a d" 
of about 4 feet. 

At about 12: 50 p.m. a Coast G 
utility boat arrived to join the 
The body first sighted by 
Georgetta was found floating 
down head up with about 4 · 
above water. When the body w 
covered, no sign of li fe was p 
The life preserver was found 
properly secured. T he Georgett 
released from the search at 
1: 30 p.m. Coast Guard units 
tinued their efforts until night£ 
without success. 

On December 19 the search" 
sumed. By pushing and pulr 
Coast Guard utility boat was 
release the j\lfaryland's lifeboat. 
was still secured at its stem to t 
by a means that was never iden 
The boat was righted, pumped 
and then tied off to the tug with 
25 foot painter that was found 
nected to the stern of the life 

After searching a ll day the 
boat returned to the tug to fin 
lifeboat afloat in the same con 
it had been left. Tt was then to'' 
the Coast Guard Light Atte 
Station, Coinjock, N.C. using 
tached painter. Though the li£ 
capsized cnroute, it was righted 
pulled onto the shore at the S 
J nspection of the boat revealed 
of the eight air tanks leaking. 
from deterioration and the 
from a small drill-like hole of 

ined origin. The l 
was pushed in a 
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elicopter 
1 City Air 
·rom the\ 
to Albe 
City. D 

'ta stayed 
:irch. At 
e free of 
:irifting t 
ntinued 

ined ongm. The hull drain fit­
was pushed in and fractured 

n the boat was pulled ashore. 
ept for several indentations of ap­
nt recent origiu the hull was 
d. 

The Coast Guard a ir and sea 
ch for the missing men was con­
·ed through December 21 without 
cess. Periodic searches, searches 
ng other activities and searches 
local law enforcement agencies 
g the surrounding beaches con­
ed until all bodies were recov­

:d. All death certificates li!;ted 
,'lling as the cause of death. Two 
"ficates also listed exposure as a 

HE INVESTIGATION 
) n M ay 30, 1972, members of 
Board of Investigation viewed the 
-yland while in drydock at New 
.., N.C. The hull was intact ex­
• for some minor damage incurred 
:ng the lengthy salvage operations. 

freeing ports per side were ob-

served. T here were no hanging doors, 
bars or screens on any of the freeing 
ports to prevent a line or hawser from 
being washed overboard through any 
of the ports. 

A section of the 6-inch nylon tow­
ing hawser led from on deck through 
the aftermost starboard freeing port 
to the propeller. At the propeller, at 
least five double turns of hawser were 
found wrapped arounu the shaft and 
into the area between the shaft and 
rope guard. Upon removal a distinct 
bight of line was round over one 
blade of the propeller. The number 
of turns of line remaining under the 
rope guard could not be determined 
due to its shredded condition. The 
hawser remaining when laid out 
measured about 750 feet. 

Above deck considerable damage 
had been incurred during salvage. 
The 24-inch !>Cuttle plate for the laz­
arette was still aboard. It was of non­
tight plate construction which seated 
in an ungasketed recess in the deck. 
The securing strongback for this 

- e unused section of the towing hawser washed overboard a s the 
land attempted to cross Albemarle Sound. When the tug stopped 

'"ngthen the towline, a loose b ight fouled the prope ller a s show n 
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scuttle was found in the lazarette. 
The drain from the lazarctte to the 
shaft alley was found to be closed 
with a pipe cap. Several turns of the 
hawser were found on the capstan 
and on the towing bitt; however, the 
presence of other lines indicated that 
the hawser had been disturbed dur­
ing salvage. 

A fire axe was observed still in 
its bracket on the deckhouse forward 
of the towing bitt. A second fire axe 
was found in a deck gear locker. Be­
low decks numerous fire extinguishers 
were still in place and three kapok life 
preservers, in good condition, were 
observed. In the machinery space the 
long period of immersion and ma­
chinery salvage effort~ precluded any 
significant observation other than 
confinnation of the machinery 
arrangement. 

The diver who performed the un­
derwater work for the salvors testi­
fied that he found the starboard door 
to the engincroom and the port door 
to the galley open. Also, several of 
the machinery casing ports were 
hanging loose, not dogged tight. Four 
of the six dogs on the watertight door 
between the berthing space and the 
engineroom were down, but not 
tight, and the bottom two dogs were 
frozen in the open position. 

On the after ueck he found about 
three tums of hawser on the towing 
bitt. The hawser then led to the cap­
stan where there were approximately 
three more turns. From there he fol­
lowed the line down through the 
freeing port to the propeller. This line 
was cut in order to free it from the 
capstan and bitt and get it out of the 
way for salvage efforts. The scuttle 
plate to the lazarette was also found 
to be missing and the lazarette full 
of mud. The cover plate was later 
found on deck. Weather deck doors 
were found in satisfactory workable 
condition. 

CONCLUSIONS 
T he Marine Board of Investigation 

concluded that the casualty was 
caused by the failure of the master to 
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cut the barge adrift. Had the tow­
line been cut at any time during tht: 
significant time period which elapsed 
between the unsuecessf ul efforts to 
restart the tug's engine and the point 
where progressive flooding would 
have resulted in capsizing even with­
out the tripping force of the tow, the 
tug could have remained afloat. Re­
lieved of the tripping and stern puli­
down forces of the wind-driven tow, 
the initial flooding could havt: been 
controlled. The reluctance of the mas­
ter to cut free the barge was attrib­
uted to psychological factors related 
to the traditional blemish on the rec­
ord of a master who abandons his 
tow. 

The failure of the engine to re­
start, after initial efforts to pay out 
the towing hawser were abandoned, 
was caused by fouling of the propeller 
by the towing hauser. A bight of the 
free end of the hawser, initially 
stowed on the well der.k hawser grat­
ing, was washed overboard through 
the aftennost starboard freeing port 
at some time after leaving the mouth 
of the Alligator River and encounter­
ing heavy weather, but prior to stop­
ping the vessel to lengthen the hawser. 
When stopped, the drift of the tug 
caused the bight of trailing towlint: 
to tend under the tug in way of the 
propeller where it became fouled in 
the propeller when the direct driven 
diesel engine was cranked over for 
starting. Succeeding turns collected 
around the propeller shaft, between 
the propeller and stern frame, until 
sufficient restra ining force developed 
to prevent further cranking of the 
engine. 

Without propulsion the tug was 
towed stern first, heeling alternately 
to one side or the other, by the still 
attached wind-driven barge. This 
towing action typically pulled the 
stern down and under. Flooding ini­
tially occurred through the loose, or 
open, scuttle to the lazarette space 
thus further submerging the stern. 
Simultaneously, or shortly thereafter, 
water began to enter the machinery 
space through loosely closed portholes 
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and weather deck doors opened dur­
ing the aborted to\.vline lengthening 
operation. 

Although initial flooding of the en­
gine room was slow, electrical power 
was lost almost immediately. The ini­
tial entry of water must therefore 
have grounded out the switchboard 
rendering the electric bilge pump, 
radio and other essential eketrical 
equipment inoperative. Without pro­
pulsive or electrical power, and with 
the tripping and stern pull-down 
forces of the towline still in effect, 
flooding of the machinery space 
progressed at an increasing rate until 
insufficient stability remained to re­
sist capsizing forces of the wind and 
tow. The tug finally laid on her side 
but still afloat. In this position she 
experienced rapid flooding of other 
spaces, finally settling to the bottom 
in a more or less upright position 
with the barge still attached by the 
towline slowly dragging her over the 
bottom until chafing action parted the 
towline. 

The Board also noted the follow­
ing factors as contributing to the 
casualty: 

a. The initial length of towing 
hawser determined by the master in 
the Alligator River was inadequate 
for the prevailing and forecast 
weather conditions in Albemarle 
Sound. 

b. The securing of the lubricating 
oil drums stowed in the well deck was 
inadequate for the weather condi­
tions. Even under fair weather con­
ditions any heeling of the tug could 
have released the drums thereby mak­
ing the well deck area unsafe for 
emergency action by the crew. 

c. The failure of the mate to call 
the master as soon as he became con­
cerned for the safety of the ve~sel 

upon entering Albemarle Sound pre­
cluded timely action on the part of 
the master before the situation be­
came critical. This failure is attrib­
uted to psychological factors related 
to the mate's recent demotion from 
master status by reason of seniority 
practice. 

d. The loose stowage of the un 
length of hawser in the well deck cu 
permitted the hawser to be was 
overboard when heavy weather 
encountered. Had the hawser 
lashed or otherwise secured to 
vent it being washed overboard, 
propeller would not have bee 
fouled and the master may have 
able to get the tug and tow 
control. 

e. The non-tight scuttle to the I 
rette and steering gear spaces 
mitted early flooding of those spa 
This flooding water reduced the 
stability thereby magnifying the 
feels of the towline pull upon the 

f. The open, unprotected, fr 
port~ permitted the bight of I 
towing hawser to wash overb 
Had the freeing ports been pro,; 
with guards, screens or preven 
bars which would have reduced 
clear opening dimensions, without 
nificantly reducing the effective 
available for flow of water, the 
ser may not have been ,,·ashed 
board. Even if it had been wa; 

overboard over the bulwarks, its 
lion would not have been as s -
tible to fouling the propeller u 
drifting conditions. 

g. The common distribution of 
electrical power through the s· 
switchboard made the electrical 
tern susceptible to failure from 
single incident involving that swi 
board. Had the electrical ar 
ment provided for a direct ha 
source of power to vital auxiliary 
chinery and the radio, it may 
been possible to bring flood ing 
control, or Jacking that to have 
broadcast a call for assistance. A 
tress call broadcast prior to aban 
ment of the tug may have preve 
or reduced the loss of life. 

h. The lack of training in aban 
ship proce<lw-cs and use of lifesa' 
equipment resulted in disorderly 
boat launching efforts and failu~ 
fully utilize all available lifesa, 
equipment. 

Also noted by the Board was 
fact that the Maryland's freeing 
were inadequate under the prev · 

ditions to keep th 
ably clear of wale 
y met or exceedec 
,uirements. The b 
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Compa ny, Inc. , 
l.rmy Corps of 
Stephen F. Au~ 
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citions to keep the well deck rea­
:.-•·;::oly clear of water, even though 

met or exceeded current design 
...:rements. The buildup of ·water 
.he well deck both hampered 
,,ency action by the crew and 

...;buted to the towing hawser 
: washed overboard. 
_e Board also stated that more 
might have been saved had the 
: been provided with an inflat­
liferaft in place of the lifeboat. 
l\lgh neither is requirc<l by law, 
mflatable liferaft was cited as 

2 easier to launch with a small 
or under adverse weather 

of the 
-getta were commended in the 
-d's report for their prompt re-

g of the casualty and their 
ll and rescue efforts on the day 
e tragedy. 
ie Roard recommended that the 
-,f freeing ports be studied to de-

..:ne the adequacy of current 
±irds. The Merchant Marine 
..:llcal Division of the Office of 
hant Marine Safety has been 
.ming the pertinent data in this 

The Towing Industry Advisory 
Committee, a group of experts ap­
pointed by the Commandant to pro­
vide advice regarding safe towing 
operations, will be asked to submit 
recommendations and advice regard­
ing freeing ports and on proper pro­
cedures of hawser storage. Jn addi­
tion, the Board's recommendation 
that questions relating to the use and 
securing of hawsers be made a part 
of the towing vessel operator license 
examination is being acted upon. 

The Marine Board report has been 
furnished to the Federal Commu­
nic.."'ltions Commission for their use 
in considering the possible need for 
a separate or alternate source of 
power for radio equipment installed 
on commercial vessels. 

The Board's final recommendation 
was that legislation be sought which 
would prescribe minimum standards 
of design, arrangement and safely 
equipment for uninspected towing 
vessels. Legislation to place towing 
vessels under Coast Guard inspection 
has been introduced in Congress on 
several occasions. 

The National Transportation Safe­
ty Board determined that the prob-

A CLOSER LOOK AT THE MARYLAND 

The tug Maryland was built in 1938 by the Speeden Shipbuilding 
:Ompany, Inc. of Baltimore, Maryland, as hull 279, for the U.S. 
.army Corps of Engineers. The vessel's original name wa s the 
:-ephen F. Austin which was later changed to the Lieutenant 

omas B. Soffum. Review of the official U.S. Coast Guard vesse l 
:.:cumentation and admeasurement records established that the 

!!Ssel was admeas ured at 160 gross tons at the time of acquisition 
- d wa s a ssigned her official number in November 1955. In Janu­
='Y 1956, she was readmeasured to 166 gross tons because of the 
:edition of a raised pilothouse and conversion of the old pilothouse 

an accommodation space. The vessel was issued a permanent 
:ertificate of Consolidated Enrollment and License fo r the coasting 
--cde in March 1956. As a motor towing vessel operating in inland 
!ioHVice, the Maryland was not subject to Coast Guard inspection 

er existing laws nor was she required to be manned by licensed 
cers. She was not classed by the America n Bureau of Shipping. 

- - ere was no record of a stability test ever having been conducted. 

able cause of the casualty was the fact 
that the portside watertight door 
which led from the weatherdeck to 
the lower crew berthing compartment 
was left open at some time while 
the vessel was heeled over to port. 
This provided a relatively low point 
of water ingress, and the subsequent 
flooding sank the vessel. 

The NTSB recommended that the 
Coast Guard: 

a. Develop, in its study of towing 
vessel stability, stability criteria 
which would enable an unpowered 
vessel to withstand the combined ef­
fect of direct wind and of lateral 
forces of the towline. The applica­
tion of these criteria would require 
establishing towline pull character­
istics of barges under specified wind 
conditions, e.g., ocean and coastwise 
service and protected and partially 
protected waters. This would enable 
the capabilities of lowing vessels to 
be matched with certified towline­
pull characteristics of barges. 

b. Determine, in its study of tow­
ing vessel stability, the eITect of tow­
line length on towing safety. 

c. Structure the results of its tow­
ing vessel stability study into operat­
ing information which could be used 
as a guide by the operators of towing 
vessels. 

d. Increase the frequency and 
scope of its examination program in 
regard to insuring tl1at required life­
saving equipment on towing vessels is 
in good and serviceable condition. 

e. Seek authority to require ade­
quate thermal, as well as buoyant, 
protection to provide for survival of 
se::i.men on all commercial vessels. 

NOTE: The above article is based 
upon the Marine Casualty R eport 
of the incident, comprised of the 
U.S. Coast Guard Marine Board of 
Investigation R eport and Comman­
dant's Action and the action the Na­
tional Transportation Safety Board 
released July 11 , 1974. Copies of the 
complete report may be obtained by 
writing Commandant( G-MVI-3 ), 
U.S. Coast Guard, Washington, D.C. 
20590. 



BASIC PRINCIPLES AND OPERATIONAL GUIDANCE 
FOR NAVIGATIONAL WA TCHKEEPING 

At the international level, the In­
tergovernmental Maritime Consul­
Lative Organization (I MCO ) is the 
specialized agency of the United Na­
tions concerned solely with maritime 
affairs. In early 1970 an I MCO work­
ing group reported " that in view of 
the continuing alarming rise in mari­
time casualties and pol lution, it is 
necessary for urgent action to be 
taken aimed at strengthening and im­
proving standards of training and 
professional qualifications of mariners 
as a means of securing better guaran­
tees of safety at sea and prot1.:ction 
of the marine environment." 

Accordingly, at its twenty-fourth 
session in October 19 7 I, the Mari time 
Safety Committee of IMCO estab­
lished a new sub-committee on Stand-

IMCO 

ards of Training and Watchkccping. 
This new sub-committee has since 
met four times and has developed 
several documents dealing with the 
subject of personnel standards and 
qualifications. These documents were 
then submitted to the Maritime 
Safety Committee and finally to the 
IMCO Assembly for approval and 
distribution to member governments 
in the form of Recommendations. 

One of the first documents so dis­
tributed is entitled "Recommendation 
on Basic Principles and Operational 
Guidance Relating to Navigational 
Watchkeeping." This document con­
sist<; of two partc;, Annex (A) "Basic 
Principles to be Observed in Keeping 
a Navigational Watch" and Annex 
(R) "Operational Guidance for Offi-

cers in Charge of a Navigati 
Watch." Annex (A) is reprin 
herein; Annex (B) will appear in 
next issue of the Proceedings. 

Materials contained in these 
fol lowing documents, although 
of an advisory nature, should be gi' 
full attention by interested mem 
of the maritime community. 
documents may comprise the w 

ing papers of an international 
ference on the subject, tentali\ 
scheduled for 1977. All industry 
be given ample opportunity to 
press their views on this impo 
matter. Comments are welcome 
may be addressed to Cornman 
(G-MVP/ 82), U.S. Coast G 
Washington, D.C. 20590. 

RECOGNIZING the complexity of the problem 
the urgent need to deal with it in a manner which sh 
lead to its early arnl most effective solution, 

RESOLUTION A.285 (VIII) 

HAVING EXAMINED AND APPROVED the 
portc; of the twenty-seventh and twenty-eighth sessiom 
the Maritime Safety Committee, 

Adopted on 20 November I 973 

RECOMMENDATION ON BASIC 
PRINCIPLES AND OPERATIONAL 
GUIDANCE RELATING TO NAV­
IGATIONAL WATCHKEEPING 

THE ASSEMBLY, 
NOTJ 1G that Council at its twenty-fifth session de­

cided that urgent consideration should be given to the 
question of training requirements and the principles re­
lating to the keeping of a navigational watch, 

TAKING INTO ACCOUNT the contents of Rec­
ommendation 39 adopted by the International Confer­
ence on Safety of Life at Sea, 1960, 

176 

RESOLVES to recommend to Member Govenun 
that they implemen l as soon as µraeticable the me 
contained in Annexes A and B to this Recommenda · 

ANNEX A 

BASIC PRINCIPLES TO BE 
SERVED IN KEEPING A 
GATIONAL WATCH 

Member Governments shall direct the 
shipowners, masters and watchkeeping personnel to 
following principles which shall be observed to e 
that a safe navigational watch is maintained. 

(a) The master of every ship is bound to ensure 
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the watchkeeping arrangements are adequate for 
maintaining a safe navigational watch. Under his 
general direc:tion, the offic:ers of the watch arc 
responsible for navigating the ship safely during 
their periods of duty when they will be particu­
larly concerned to avoid collision and stranding. 

b ) The basic principles including but not limited to 
the following shall be taken into account by all 
ships: 
(i ) Watch arrangements 

The composition of the watch, including the 
requirement for look-out{s) , shall at all times 
he adequate and appropriate to the prevail­
ing circumstances and conditions. 
When deciding the composition of the watch 
on the bridge the following points are among 
those to be taken into account : 
( 1) at no time shal l the bridge be left un­

attended; 
(2) the weather conditions, visibility and 

whether there is daylight or darkness; 
(::I ) the proximity of navigational hazards 

which may make it necessary for the 
officer in charge to carry out additional 
navigational duties; 

( 4 ) the use and op\:rational condition of 
navigational a ids such as radar or elec­
tronic position-indicating devices and 
any other equipment affecting the safe 
navigation of the ship; 

( 5) whether the ship is fitted with auto-
1natic steering; 

(6) any additional demands on the naviga­
tional watch that may arise as a result 
of special operational circumstances. 

(ii ) fitnessforduty 
The watch system shall be such that the effi­
ciency of the watchkeeping members of the 
c;rew is not impaired by fatigue. Accordingly 
the duties shall be so organized that the first 
watch at the commencement of a voyage and 
the subsequent relieving watches are suffi­
ciently rested and otherwise fit when going 
on duty. 

( iii ) Navigation 
{ 1) the intended voyage shall be planned in 

advance taking into consideration all 
pertinenl infonnation and any cow-se 
laid down shall be checked; 

(2) on taking over the watch the ship's es­
timated or true position, intended track, 
cou1-se and speed shall be confirmed; 
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any navigational hazard expected to be 
encountered during the watch shall be 
noted; 

( 3) during the watch the course steered, 
position and speed shall be checked at 
sufficiently frequent intervals using any 
available navig-<ltional aids necessary to 
ensure that the ship follows the planned 
rou1-se; 

( 4) the safety and navigational equipment 
with which the ship is provided and 
the manner of its operation shall be 
clearly understood; in addition its op­
erational condition shall be fully taken 
into account; 

( 5) whoever is in charge of a navigational 
watch shall not be assigned or undertake 
any duties which would interfere with 
the safe navigation of the ship. 

(iv) Look-out 
Every ship shall at all times maintain a 
proper look-out by sight and hearing as well 
as by a ll available means appropriate in the 
prevailing circumstances and conditions so 
as to make a full appraisal of the situation 
and of the risk of collision, stranding and 
other hazards to navigation. Additionally, 
the duties of the look-out shall include the 
detection of ships or aircraft in distress, ship­
wrecked persons, wrecks and debris. In ap­
plying these principles the following shall be 
observed: 
( l ) whoever is keeping a look-out must be 

able to give full attention to that task 
and no duties shall be assigned or un­
dertaken which would interfere with the 
keeping of a proper look-out; 

(2) the duties of the person on look-out and 
helmsman arc separate and the helms­
man should not be considered the per­
son on look-out while steering; except in 
small vessels where an unobstructed all 
round view is provided at the steering 
position and lhere is no in1pairment of 
nighl vision or other impediment to the 
keeping of a proper look-out; 

( 3) there may be circumstances in which the 
officer of the watch can safely be the sole 
look-out in daylight. However, this prac­
tice shall only be followed after the sit­
uation has been carefully assessed on 

(See IMCO RESOLUTION, p. 179) 
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MARINE ·SAFETY 
_, . 

COUNCIL 
MEMBE.RSHIP 

John Fawdrey Thompson, Jr., was born on May 30, 
1919, at Franklin, N.H., and graduated from Tilton Prep 
School, Ti lton, N.H., in 1937, after which he attended 
Syracuse University, N.Y., as a fr'eshman. 

Entering the U.S. Coa.~t Guanl Academy, New Lon­
don, Conn., with an appointment as cadet on August 15, 
1938, he was graduated with .a B.S. Degree and with a 
commission of Ensign on December 19, 1941, a few days 
after the bombing of Pearl Harbor. Because of the \ovar 
emergency graduation was hastened six months ahead of 
the usual four years required for cadet training and study. 

Ordered immediately to combat duty, he served his 
first assignment during World War II as Deck Watch 
Officer on board the Coast Guard Cutter Campbell on 
Atlantic convoy escort duty until August 1942. Ile next 
commanded Sub-Chaser 705 on the wartime Greenland 
Patrol, and served as Anti-Submarine Warfare Officer and 
Instructor on the staIT of the Commander, Task Force 
24 at Argentia, Nfld., until September 1943. During the 
next six months he was Attack Teacher Instructor at the 
Coast Guard Advanced Officers Training School, St. 
Augustine, Fla. For the remainder of the war he served 
first as Executive Officer and then as Commanding Offi­
cer of the Coast Guard-manned destroyer escort, USS 
/-larveson on convoy escort duty both in the Atlantic and 
in the Pacific. At age 24, the youngest commanding of­
ficer of a destroyer escort, he was credited with sinking 
a German U-boat with some assistance from a British 
aircraft. For commanding the Harveson, he was awarded 
the Navy Commendation Medal. 

From October 194·5 lo January 1946, he commanded 
the destroyer escort USS Joyce (DE-317) in the Atlan­
tic. He served the next three years as Administrative Aide 
to the Chief, Office of Merchant Marine Safety at Coast 
Guard H eadquarters, Washington, D.C. From October 
1948 to October 1949, he was assigned to marine indus­
try training at the Esso Company in New York. That was 
followed by one year of duty at the Coast Guard Marine 
Inspection Office, New York, as Deck and Machinery 
Inspector. 

From October 1950 to October 1952, he served first as 
Executive Officer and then as Commanding Officer of 
the Cutter M endota on search and rescue and ocean sta­
tion patrol out of Wilmington, N.C. He then returned to 
his former duties at the Marine Inspection Office in New 
York where he remained one year. From October 1953 to 
July 1958, he served as Deck and Machinery Inspector 
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and as Senior Investigating Officer at the Marine Jn. 
spection Office at J acksonville, Fla. He next rornmandec! 
the Cutter Cherokee out of Norfolk, Va. 

From 0 1:tober 1960 to August J 963, he served as Officer 
in Charge of the Coast Guard Y!erchant Marine Detai.. 
at Yokohama, Japan. While stationed at the Marine Jn. 
spection Office in Philadelphia, Pa., in the next four 
years he served as senior Inspector (Material) and Ex­
ecutive Officer for one year and then as Offir.er in Char~ 
of that office for the remainder of that tour of duty. 

In J uly 1967, the then-CAPT Thompson was trarn.­
ferred to the 7th Coast Guard District, Miami, where 
served first as Chief, Operations Division until July 19 
and then as the District Chief of Staff until J une 1970. 

By nomination of the President on January 25, 
and confirmation of the Senate, he was appointed 
star flag officer to rank as permanent Rear Admiral f 
July 1, 1970. At that time he assumed the post of Su 
intendent of the U.S. Coast Guard Academy. 

In August 1973, he returned lo Headquarters to 
sume the post of Chief, Office of Boating Safety, 
present assignment. 

RADM Thompson's wife is the former Marjorie 
Dunton of Boothbay, Me. They have three children, 
Sheri, and Mark. 
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RITIME SIDELIGHTS 

:ARRIERS: IF YOU SPILL 
IT, REPORT IT 

..t a recent hazardous materials 
r the Department of Trans-

~tion commented on the small 
::i.ber of written hazardous mate­

incidcnt reports (Department of 
...:isportation Report Form F5800. 
-ubmitted by a particular class of 
~rs. One attendee remarked that 
~ompany had no incidents which 

-ted in death, injury, or property 
e exceeding $50,000. It be­

e apparent that many carriers 
~rstood the reporting require­
:s to mean that a wri~ten report 
required only when ha7.ardous 

.c.rials were involvctl in dcaLh, 
-'='<' or property damage exceeding 

:00. 
·,Titten report is required when­

:- there is any uuiutcntional n.:­
of hazardous materials during 

>p<>rtation. Form DOT F5800.1 
..;secl for package incidents and 

Coast Guard Form CG 4752 is used 
for bulk cargo incidents. Where 
death, injury or property damage 
exceeding $50,000 is involved, an im­
mediate (telephonic) report is also 
required, but regardless of that im­
mediate report, the written report on 
either Form F5800. l or CG 4752 (as 
appropriate ) must be submitted if 
there is any unintentional release of 
hazardous materials. 

Since there are several thousand 
carriers who may be transporting haz­
ardous materials, and only 725 car­
riers have submitted Hazardous Ma­
terials Incident reports over the past 
three years, this misunderstanding of 
the reporting requirements may be 
widespread. Remember, all carriers 
su'Jject to the Department of Trans­
portation H azardous Materials Reg­
ulations must report in writing on 
the appropriate form any uninten­
tional release of hazardous materials. 

Coast Guard regulations, 46 CFR 
Subpart 2.20, identify the reports and 
forms required for reporting inci-

IMCO RESOLUTION · 
Continued from page 177 

dents involving hazardous materials. 
The reporting requirements for inci­
dents involving packaged hazardous 
materials are detailed in 46 CFR 
2.20 70 (a) for which the Form DOT 
F5800.1 is specified. 

Incidents involving the transpor­
tation of bulk hazardous materials 
have separate reporting requirements 
detailed in 46 CFR ·2.20-70 (b), for 
which Coast Guard Form CG 4752 
is specified. 

Where to Go 

Do you ~e,d Navig~~ion and 
Vessel Inspection Cir~lars but 
don't know where to gef them? 
For information on NAVIC's, 
send your q~estions ~o the fol­
lowing address: 

Commandant ( G-M- 3) 
U.S. Coast Guard 
Washington, D.C. 20590 

each occasion and it has been estab­
lished without doubt that it is safe to do 
so. Full account shall be taken of all r~le­
vant factors including but not limited to 
the state of weather, conditions of visi­
bility, traffic density, proximity of navi­
gational hazards and if navigating in or 
near a traffic separation scheme. 

safety of the ship. The master and the pilot 
shall exchange information regarding navi­
gation procedures, local conditions and the 
ship's characteristics. 

( v) Navigation with pilot embarked 
Despite the duties and obligations of a pilot, 
his presence on board does not relieve the 
the master or officer in charge of the watch 
from their duties and obligations for the 

1974 

(vi) Protection of the marine environment 
The master and officer in charge of the watch 
shall be aware of the serious effects of opera­
tional or accidental pollution of the marine 
environment and shall take all possible pre­
cautions to prevent such pollution particu­
larly within the existing framework of exist­
ing intemational regulations. 
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COAST GUARD RULEMAKING 
(Status as of 1 August 1974) 

1972 PUBLIC HEARING 

Tailshaft inspection and drawing (67- 71, 4-71 ) .. ••... . 

ANCHORAGE REGULATIONS 

Sanjuan Harbor, P.R. (CGFR 72-12) .............. . 
Juan DeFuca, Wash. (CGD 72-233) ... . •........... . 
Sodus Bay, NY (CGD 73- 84) .................... . .. . 
Puget Sound Arca, WA (CGD 73- 180) ............. . 
Delaware Bay and R. (CCD 73-190) ................ . 
I ndian River, Sebastian, FL (CGD 74-104) ........ .. . 

BRIDGE REGULATIONS 

J ohn Day R., Blind Slough, Clatskanie R., Oregon 
(CGD 72-231) . ........... .. ..... . .. _ ......... . 

Sacramento R. et. al., CA (CGD 73-142) ..•.......... 
Westchester Ck., NY (CGD 73- 166) ......••••••.... . 
C hccsequake Ck., NJ (CGD 73-162) ............... . 
AI WW, Mile 342, Fla.; Drawbridge Operations (CGD 

72-190P) ... .... . ...... ... ............• .••. . ..•. 
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2-1 -72 
12- 5-72 
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12- 28-73 
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11- 28-72 
7- 20-73 
8-10-73 
8-10-73 

9-30-72 
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3- 27- 72 

Rahway R., NJ (CGD 73-196)... .......... ......... 9-11-73 ... ...... . 
Back Bay of'Biloxi, MS (CGD 74-37) .......... .. .. ........... . 

Lillie Manatee R., FL (CGD 74-41) . ..... . . ........ . 
Grand R., Grand Haven, MI (CGD 71-42) ........ . . 
Sturgeon Bay, WI (CGD 74-97) . .. . . .... . ....... . . . . 
Galveston Channel, G.l.W.W., TX (OGD 74-85) ... .. . 
New River Sound and Stranahan River, FL (CGD 74-

115) ..................... . ... .. .... ... ........ . 

2-21-74 . ········· 2- 21-74 . .. ..... .. 
4-9-74 .......... 

4-10-74 ... . ..... . 

4-22-74 . . . .. . . .. . 
Genesee R., NY (CGD 73- 203) ...... .. ........ ... . . . 
Navigable Waters in LA (CGD 73-214) . . . ..... ... .. . 
Stony Ck., MD (CGD 73- 242) ................ ..... . 
Lake Worth A.I.W.W., FL (CCO 74-117) ... ... ..... . 

9-13-73 .......... 
9-27-73 ···· ·· ·· ·. 10-12-7~ ······ ··· . 5-2-74 . . ....... . 

San J oaquin River, Georgiana Slough, Sacramento 
River, CA (CGD 73-172) ... . ... . ................ . 

Buffalo R., NY (CGD 74-107) . .. ............. ... ... . 
AIWW, Hillsboro Inlet, FL (CGD74-22) .. ..... ..... . 

5-24-74 ... ....... 
5-30-74 ...... .. .. 
1-25-74 . .. . ... . . . 

Chuckatuck Ck., Va. (CGD 74-71 ) ...... . .......... . 
Chesapeake & Del. Canal, Del. (CGD 74-72) ..... .... . 
M ystic R., Mass. (CGD 74-48) .... ......... ...... .. . . 
Coosaw R., S.C. (CGD 74-58) ... . .. .... . . ...... .... . 
Tennessee R., Tenn. (CGD 74-61) ....... . .. . .. .... . . 
New River, FL (CGD 74-1 14) .... .... . .. . . .... ..... . 
Manatee River, FL <CGD 74-101) ........ . . .. ...... . 
Chicago River, IL (CGD 74-137) . ..... ............. . 
Nanticoke River, MD (CGD 74-154) ................ . 

3- 29-74 . . .. . . . . . . 
3-29- 74 .. ········ 3-25-74 .... ...... 
3-11-74 .. ........ 
3- 11-74 .. . . .. .... 
4-22-74 ... · ······ 
4-22-74 . . . ... . ... 
6-3- 74 . .. .. .. . . . 

6-17-74 7- 24-74 
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Coast Guard Rulemaking-Continued 

HAZARDOUS MATERIALS 

robutene, Corrected, F.R. ~-20-72, Hazardous 
~ocs (CGD 72-162PH) ... . ....... . ........... . 
~cation of Cargo Containers for Transport under 
:cnoms Seal (CGD 72-139) ....... . .... .. .... .. . 

.:rd.laneous Dangerous Cargoes (CGD 72-182) .. ..•.. 
· g of radioactive materials packages (CGD 73-

~ -) ......... ......... . .... .. .......... . ...... . 
~ous Cargo Regulations, miscellaneous (CGD 
~249) . ... . .................................. . 

..ct. of arrival of laden vessels (CGD 73-253) ..... . . . 
-mn sulfide solution and sulfur dioxide (CGD 73- 275) . 
• chloride (CGD 74-167) .. . .. . ... .. . .......... . 

.. 1ARINE ENVIRONMENT AND SYSTEMS 
(GENERAL) 

:xillution prevention (CGFR 71-160, 161) ...•.•... 
~ Sanitation Devices (CGD 73-83) ............. . 

traffic system, Puget Sound (CGD 73-158) ..... . 
ake Bay entrance (CGD 73-152) .•............ 

.dary Lines of Inlan d Waters (CGD 73-241) ...... . 

ZEB.CHANT MARINE SAFETY (GENERAL) 

:...nographic vessels, fire main systems (CGFR 72-20) .. 
.=::lights, floating electric (CGFR 72-48) . .. ....... . 

s Maneuvering Characteristics Data (CGD 72-
_.g>H) .. .. ................. .......... . .............. . 

:::ruction requirements for tank ships (CGD 72-245). 

.s ey Position Indicating Radio Beacons (CGD 
~.24) .•.••...•..•...........................•. 

· g equipment specification (CGD 73-130) ...•.. 

observer licensmg (CGD 73- 238) .. . ........... . 
-.ble tanks ( CGD 73- 172) ..................... .. 
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1-14-74 

" "3 -; ... u 
c ~ ~ 

t::l c "O 

~c: 
~ "O u C'iS " · - 0 
... ..c:: .:: :=: ·.o "O .!1 

~ ..<: "'0 .... :0 ~ ., 
~ :I 
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7-31-74 8- 30-74 
x .... . .. . ... ........... ······-·-
x ·········· ......... . 

x .......... 12-21-72 17-1-74 

7-10-74 9-30-74 
x ......... . 
x ........ .. 

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

x ......... . 

6-28-74 .... ......... ········-

. . . . 6- 28-74 .......... ........ ·~· 
............ 3-18-74 3-1-75 
. ..... .... 6-13- 74 7- 15-74 

x ·········· ........ ........... . 
. . . • . . . . • . 6-25-71 10--1-74 

x ......... . 

mous effective 9ates precede that indicated. See Federal Registers of 12-21-72 and 8-24-73; 
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Coast Guard Rulemaking-(ontinued 

Unmanned Platforms (CGD 73-177) . ......... • ...... 

Releases, Lifesaving Equipment, Hydraulic and Manual 
(CGD 73-153) .. .......... . .. .. ... ............. . 

Light Intensity Standards (CGD 74-7) .. ..... .. .... . 
Bulk Dangerous Cargoes, I nspection of Barges (CGD 

73-271 ) ... .. ... . . .......... . .. ................ . 
Lifesaving Equipment Specification (CGD 73- 246) .. . . . 
.J."irst Aid Certificates (CGD 73-272) .......... ... ... . . 
C02 Fixed Fire Extinguishing Systems (CGD 74-100) .. . 
Carriage of Solid Hazardous Materials in Bulk (CGD 

74-13) ... . .. . ...... .... .. .... ... ..... .. ....... . 
Oily Ballast Discharge Requirements (CGD 73-58) .... . 
T ank vessels in domestic trade (CGD 74-32) .......... . 

Small passenger vessels, subdivision requirements 

1-8-'74 
Corrected 

1-29-74 

1-8-74 

3-11- 74 
3- 18-74 
4-2-74 
5-8- 74 

5-15-74 
5-15-73 
6-28-74 

Corrected 
7- 23-74 

4-15-74 
....... .. . 
.... ..... . 
... .. ..... 

)- 16-74 
.. .. ... ... 

7-23-74 
Seattle 
7-30-74 

Wash. 
D.C. 

2-25-71 x ···· ···· ·· ..... ..... ········ · 

2-25-74 x ...... ... . 
1-25-74 

4-30-74 
5- 2-74 

6-15-74 x 
6-24-74 x 
8-31-74 
6-18-74 x 5- 30-74 
8-19-74 .. .. 

(CGD 72-180) . . ............. .. ....... ...... .. . . 6-5-74 . . . . . .. . . . 6-18-74 x . ... . ... . .. . ....... . 
6-5-74 . . . . . .. . . . 

Passenger vessels, subdivision requirements (CGD 
72-181 ) ..... . ......... . ..................... .. . 6-18-74 x ................... . 

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

AMENDMENTS TO REGULATIONS 

TITLE 46-SHIPPING 
Chapter I-Coast Guard, 

Department of Transportation 
SU3CHAPTER E-l OAD LINES 

[CGD-74; 153) 

PART 42-DOMESTIC AND 
FOREIGN VOYAGES BY SEA 

DELEGATION OF AUTHORITY TO 
EXTEND CERTIFICATES 

The purpose of this amendment is 
to delegate to the Commander, Ninth 
Coast Guard District, the authority 
vested in the Commandant by 46 

· CFR 42.07-45(d) (2) to extend 

182 

Great Lakes certificates for a period 
up to 90 days. 

The delegation will speed up proc­
essing of applications and facilitate 
coordination with the Great Lakes 
Principal Surveyor, American Bu­
reau of Shipping, in Cleveland. 

Under 5 U.S.C. 553 (b) (3 ) (A), no 
notice of proposed rule making is re­
quired in this case because a rule of 
agency organization is involved. 

In consideration of the foregoing, 
Chapter I of 46 CFR is hereby 
amended as follows: 

1. In §42.07-45(d)(2), by strik-

ing out the word " Commandant" a 
inserting the words "Command 

, Ninth qoast Guard District" in p 
thereof. 

(4·6 U.S.C. 88a; 49 U.S.C. 1655(b) (1 
49 CFR 1.4(b) and l.46 (b) ) 

Effective date: This amendm 
becomes effective on July 10, 19i 

Dated: July 3, 1974. 

0. w. SILER, 

Admiral, U.S. Coast Guard 
Commandant. 

(Federal Register of July 10, 1974.) 
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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.1 Because changes to the rules and regulations are 
made from time to time, these publications, between revisions, must be kept current 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. ) T he 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 da te 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. T he charge for individual copies is 75 cents for each issue, 
or 75 cents for each group of pages as actually bound. Remit check or money order, made payable to 
the Superintendent of Documents, U.S. Government Printing O ffice, Washington, D.C. 20402. Regu­
lations for Dangerous Cargoes, 46 CFR 146 and 147 (Subchapter N) , dated October 1, 1973 are now 
available from the Superintendent of Documents price : $5.80. 

' CG No. 

101 
101-1 
108 
115 
123 

129 
169 
172 
174 
175 
176 
182 
182-1 
184 
190 

191 

200 

227 
239 

25 6 

257 

258 
259 
2 66 
268 
293 
320 
323 
329 
4 39 

TITLE OF PUBLICATION 

Specimen Examination for M•r,hant Marine De'k Offkers (Chief Mate and Masterl (1 - 1- 741. 
Specimen Examinations for Merchant Marine Deck Officers (2d and 3d motel (10- 1- 731. 
Rules and R•gulations for Military Explosives and Haiardous Munitions (4-1-721. F.R. 7-21-72, 12-1-72. 
Marino Engineering Regulations (6-1-73). F.R. 6-29-73, 3-8-74, S-30-74, 6- 25-74. 
Rules and Regulations for Tank Vessels (1-1 - 731. F.R. 8-24- 73, 10-3- 73, 10- 24- 73, 2- 28- 74, 3-18-74, 5-30-74, 

6-25-74. 
Proceedings of tho Marine Safety Council (Monthly). 
Rules of the Road- International- Inland (8- 1- 72). F.R. 9-12-72, 3-29-74, 6-3- 74. 
Rules of the Road-Great Lakes (7-1-72). F.R. 10-6-72, 11-4-72, 1-16-73, 1-29-73, 5-8-73 , 3-29-74, 6-3-74. 
A Manual for the Safe Handling of Inflammable and Combustible Liquids (3- 2- 64). 
Manual for Lifeboatmen, Able Seamen, and Qualified Members of Engine Department (3-1-731. 
load l ine Regulations 12- 1- 71 l. F.R. 10-1-71 , 5- 10-73, 7- 10-74. 
Specimen Examinations for Merchant Marine Engineer Licenses (7-1-631. 
Specimen Examinations for Merthant Marine Engineer Licenses (2d ond 3d Assistant) 11 0- 1- 73). 
Rules of the Road- Western Rivers 18-1- 721. F.R. 9- 12-72, S-8- 73, 6-27-73, 6-28-73, 3-29-74, 6-3-74. 
Equipment list (8-1-72). F.R. 8-9-72, 8-11-72, 8- 21-72, 9- 14-72, 10- 19- 72, 11-8-72, 12- 5-72, 1-15-73, 

2-6-73, 2- 26-7 3, 3-27-73, 4-3-73, 4-26-73, 6-1-7 3, 8-1-7 3, 10-5-73, 11- 26-73 , 1- 17- 74, 2-28- 74, 
3-25-74. 

Rules and Regulations for l icensing and Certification of Merchant Marine Personnel 16-1- 721. F.R. 12-21-72, 
3- 2-73, 3-5- 73, S-8- 73 , 5-11- 73, 5- 24- 73 , 8-24-73, 10-24-73, S-22-74. 

Mo ri ne Investigation Regulations and Suspension and Revocation Proceedings IS-1- 671. F.R. 3-30-68, 4-30-70, 
10-20-70, 7-18-72, 4-24- 73, 11 - 26-73, 12-17-73. 

Laws Governing Marine lnspect:on (3-1-651. 
Security of Vessels a nd Wa terfront Faci lities 13-1-72). F.R. 5-31-72, 11-3-72, 7- 8- 72, 1- 5-73, 1-23-74, 3-:9.- 74, 

4- 2-74, 5-15-74, 5-24-74. 
Rul es and Regulations fo r Passenger Vessels (5-1-69 1. F.R. 10- 29- 69, 2- 25-70, 4-30-70, 6-17-70 , 10-31-70. 

12-30-70, 3-9- 72, 7- 18-72, 10-4-72, 10-14-72, 12-21-72, 4-10-73, 8- 1-7 3, 10-24 -73, 12-5-73, 
3- 18- 74, S-30-74, 6- 25-74. 

Rul es and Regulations for Cargo and Miscellaneous Vesse ls 14-1-731. F.R. 6- 28-73, 6-29-73, 8- 1-73, 10- 24- 73, 
3- 18- 74, 5-30-74, 6-25-74 . 

Rules and Regulations for Uninspected Vessels (5-1-701. F.R. 1- 8- 73, 3-28- 7 3, 1- 25-74, 3-7- 74. 
Electrical EnginHring Regulations (6- 1- 71 l. F.R. 3- 8- 72, 3-9-72, 8-16-72, 8-24-73, 11 -29-73. 
Rul es and Regulations for Bull< Gra in Cargoes (5- 1-68). F.R. 12-4-69 . 
Rul es and R• gulations for Mann:n9 of Vessels (10-1-71 l. F.R. 1-13-72, 3-2-73. 
Miscellaneous Electrical Equipment List (7-2- 73). 
Rules and Regulations for Artificial Islands and Fixed Structures on the Outer Continental Shelf (7-1-72). F.R. 7-8-72. 
Rul es and Regulations for Small Passenger Vessels (Under 100 Gross Tons) 19- 1- 731. F.R. 1-25-74, 3-1 8-74 . 
Fire Fighting Manual for Tank Vessels (1-1 - 741. 
Bridge-to-Bridge Radiotelephone Communications (12-1-7: 1. 

CHANGES PUBLISHED DURING J ULY 1974 

The following have been modified by Federal Registers: 
CG- 176, Federal R egister of J uly 10, 1974. 

1 Due to the pnper ~hortage. cert.iin publications may be tempornrlly out or stock. Titles 83 und 46, Code ot Fedcrnl 
Regulntlons mny be consulted ror rules and rei;ulntlons. 
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