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Ocean pollution"comes in many forms. 
Much of it comes from common items people 
throw into the water or leave on the beach -- six­
pack rings, fishing lines, and strapping bands. 
These items entangle and kill sea birds, fish, and 
mammals. Plastics can last many hundreds of 
years, harming even laq~e animals like the gray 
whale . Even small plastic bags can be hazards -­
sea creatures mistake them for jellyfish. With 
plastic filling their stomachs, animals may die of 
starvation or poisoning. Our cover photo shows a 
sea bird that nearly stran~led after slipping its 
head through a six-pack rmg. Make it a policy 
that no one throws plastic trash, or trash of any 
kind, into the water from your vessel. (Photo 
provided by the Coast Guard's Public Information 
Assist Team) 
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MARPOL Annex V: Long Overdue
 

MST1 Steve Wischmann 

From th e air, the long s tretch of T exas 
beach looks warm and inviting , Hclow the 
smooth path ofthe Coast. Guard helicopter art: 
sunbathers ami fish ermen . But the heights 
traveled by the helicopter distort reality . When 
driving along the beach, one sees a disgusting 
arruy of trash for as Iar a s the eye can sec: One 
quirk ly no! ices t.hat most of the mnteria l spoi lin g 
I Ill' bea ch is made of plasti c. Paper products are 
Iewnnd lur bet ween , but. the plastic milk jugs, 
buckets, drink cont.a iners, and si x -pack riugs are 
everywhere Of course , we come upon several 
drums a s 1'1'(·11. 'I'h e Coast Guard supervises the 
recovery of these beach ed drums when it is 
determined that they may contain hazardous 
mat eriu l. 'I'hut task is worthwhi le but endless. 
'l'herc are a lot of industrial drums of all sizes 
noatillg ill th e Gulf (If Mexico. Jf the drum s 
Welshing onto the beach arc a constant problem, 
the plastic trash is overwhelming. What can be 
done to sol ve this preble rn.? One of the answers 
is MAI{POL Annex V. This intcrnut iona l 
maritime cooperation was designed to regulate 
g'arbag{, dUllIping in the world's oceans. 

The Internationa I COil vention for the 
Preven t ion of Pollution from S h ips (M AHPOJ. 1 
was in iti a t ed in 1973 with the adoption of 
MAHPOL Annex I. This body of" regulatinns , 
wh ich went in to effect Apri I 6, 1987, deals wi th 
th e ocean transport and handling of noxious 
liquid substances, the chemicals not considered 
oil. Annexes III and IV arc forthcom ing and will 
address huza rdous substances sh ipped in 
packaged form and marine sewage waste, 
respectively. MARPOL Annex V regulates ocean 
pollution by trash, plastic trash in particular. 
'l'his section of the MARPOL rcgulat.ions wag 
rat ified by the United States in 1987 and went 
into e ffect December 31 J 1988. The 

Petty Ofrle", Wischmanll . 11 Mo r t ue S CI" '''· ..· 

'I'..dllI/CIa J1 F;r~1 Class, currently seroes a s a poilU/IOn 

I fII 'l' st lg ator af the Coa st Guard Manne Sa(Ny Or(i ee 1'1 

e ll l p US Christi , Teras. 

implemcuuu.ion of enfnrccmcnt for these 
regulations is progressing steadily. 

Ann ex V's requirements prohibit dumping 
plastic materials into the oceans at any dis tance 
Irurn land . At-sea dumping of other garbage 
items is regulated by distance from land and 
garbage types. The plastics addressed hy this 
p..1 rt of the MA RPO L agree mnnt include, but. are 
not Iimitcd 10, items ranging-from plastic bags, 
styrofoarn cups , and s ix-pa ck holders, to syr-inges 
and plust ic cigarette lighters. MARPOL Annex 
V appl ics to all wul.crcruft., including 
recreational and commercial craft, both foreign 
and d« must.ic. when in U.S. na vigable wa tel's ou t 
to the 2;:; mile mark. Dumping plastic items is 
prohibi ted anywhere on the oceans. The nations 
required to comply with this agreement arc those 
who are signatory. Nul-ions which are not 
signatory will most likely comply by virtue of 
co nduc ti n g shipping business in the United 
States , and they may face penal izut ion from the 
Coas t G u a rd if they do not adhere to the 
MARPOLconvention requirements while in U.S. 
Willers . Though MA){POL Annex V docs not 
address land-based pollution, it does identify u 
llirge contr-ibutor to the problem of garbage­
infested beach es . In ]975 th e .!\'aliunall\cad(,my 
of Science estimated that the total yearly amount 
of Iitt cr generated in the oceans was 
approximately 14 bill ion pounds. Much of this 
tonnage was plastic trash. -, 

Whal makes plastic trash part.icularl y 
troublesome is the fact that it takes hundreds of 
years Lu decompose . Some plastic items will 
break down quicker than others, but as a rule, 
plastic requires tremendous amounts of time to 
go away on it s own. Some new technologies are 
addressing the problem of plastic trash decay . 
Many plastic products are now being produced in 
degradable form. Plastic recycling is also a 
growing industry . The frightening aspect of the 
plusl.ic trush problem is the fact that even if we 
quit dumping trash into the seas today, we would 
sti II ha vc trash, purt iculu 1'1 y plastic trash, 
washing IIp on our beaches for generutions to 
co me. 
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W ith the r isi ngtide of environmental 
awareness comes a sterling opportunity for all of 
us to rna kc curse Ilies, and those around us, a ware 
of the urge lie)' of the matter. W e must bcgi n 
now, and not 11 moment later, to combat the 
destruction or the ocean environment. The 
MAHPOI. a greements arc good steps to that end . 
Severa I th ings that can and should be done are 
I i~ li ·d be low : 

• The Un i ted Sta tes, being the la rgest 
industrial polluter in the world, should take an 
uggressi ve lead in research and development of 
effective plastic recycling. In addition, our 
technolugica! preeminence should be applied to 
developing degradable plastics, especially [or 
consumer items. 

• All people of this country, and eventually 
the wor Id, must be mot i vated to recycle when the 
opportunity presents itself. Recycling is an area 

of technology tha t must be vigorousl y pursued 
for plastics, as we II as other rna ter i als osuch as 
gluss and paper. Recycl ing work s . 

• As the e nforce me n t agency for the Annex 
V regu lations in this country, the Coast Guard 
mlist implement i ts enforcement wi t.h the same 
enthusiasm and professionalism it hus 
de monstruted in the enforcement of the other 
M AI{POL regulations. 

Ocean pollution is a global problem, yet as 
Arnericans W{ ' have it unique oppor-tunity to help 
correct it. We must do this, and we will. We 
must look to the day when a visit to the beach 
wi II nol be a shocking reminder that the oceans 
have be en blalantly abused. The time for action 
is now . A:; is Fitting, the Coast Guard will help 
lend the light agui nst the po IIut.ing of our 
wuters I 
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A Winch Snags Another Life 

Thomas J. Pettin 

1\ curcfrr.e fishing expedition became a 
deadly niJ.:htll1are when a man aboard a fishing 
v!'ss,,1 was pulled into the cable drum of a winch 
and crushed. It it: unknown why t he victi m 
grabbed the cable; however , he might have 
grabbed it to cor rect the lay of the cable as it was 
heillg wound untu t.ha drum . The cable snagged 
his hand and pu lied h is torso into the drum. 

'l'ho win ch that caused the accident is used 
to 10w(;1' and ra be port and starboa rd fishing 
nets. I! uperutcs by a master control which 
('ngages a clutch connected to the main engine, 
and the dutch dri ves the mechanical gears of the 
winch 1\ friction brake is used to slow and stop 
the drum Irnm tu r n ing. The winch, which was 
over 40 years old and badly corroded, had no 
personnel guards or emergency shutoff or 
disengage controls. The cables on the drum were 
badly fraved and rusty. The winch is usually in 
usc 8 or more hours per day to lower and raise 
the booms and nets : During this time. the drums 
arc rotated at a high rute of speed to keep the 
catch in l.hu ne ls, 

,J usl . be fore the ca s ua lty, the vict.im had 
engaged the control to pull in the nets. As the 
cable began to wind, th e victim grabbed the line 
wilh his left hand , His left thumb became 
caught between the drum and the cable, and in 
an instant his left arm was pulled into the drum. 
A companion nearby tried to e nga ge the control 
lever to stop the drum from turning, but the 
victim's body was being pulled against the 
CUll tro I lever As the drum continued to wind, it 
pulled the victim's upper torso intu the winch . 
This crushed his chest and amputated his left 
arm and shoulder This horrible event occurred 
in less than one minute . The victim showed no 
siga:-; or life, and removing his body from the 
winch was not attempted. 

This was the third known winch-related 
casualty nccurring in Louisiana waters in 1988 
I\n almost identical accident occurred a few 
months carl ier aboard a trawler. That accident. 
resulted in a leg amputation. 

As part of the inves t iga t ions into th ese 
accidents. the winches on se veral s hr im p vessel s 
were examined, and the fisherme ns ' idea !'; wen' 
solici te d . On e expe r ie nced s h r im p vesse l ca pta in 
stated t ha t everyone in the industry has known 
someone who has gol.te n caugh t in a winch . It is 
probable that ma ny reportabl e ca s ua lt ie s 
occurring on cnm m e rc ia l fishing ves se ls a rc not 
be in g re ported . 

T he re a re no fed eral regula t ions 
con cern ing winc hes on u ni ns pec ted fis h ing 
vesse ls . Winches, however , are addressed in 
Na vigat ion and Vessel In spect ion Circul ar 
(NV1CI 4 82 . e n t itl ed "Uninspected Commercial 
Vcs:-;cl Safety ," and N VIC s-se. "Voluntary 
Standards for .S . Un ins pected Commercial 
Fish ing Vesse ls ." Both NVI Cs a ddress the 
inherent hazards a ssoc ia ted with winches. 
Winches used aboard fishing vessul s arc large 
pieces of equ ipment They may cover 20 percent 
of the a ft deck work area on a fishing trawlur. 
The winches are most often found with few, if 
any, personnel guards around th eir chai n/gcar 
driven parts or rntn l ing' drums. 

The prox i mate cause 0(' th is c(IS U<\ lty was 
the victim's unsafe movement whi lc ope rating n 
diesel -powered winch. A contribut.ing caU5C was 
the lack of adcquute personne l guards on th e 
winch . 

The Coast GilaI'd investigating officur into 
this case slated that the commercial fishing 
industry is largely unfamiliar with e xis t ing 
federal regulations applicable to vessel s in the 
fisheri es se rv ice, es pec ia Ily in t h Gil lf uf Mex ico . 
Ill: also stated thal the indus t r y is larg ily 
unfamiliar wit h Coast Guard puh lis hed 
Nuvigut.iou and Vessel In sp ection Circulars 
(NV1Csl, Mal·inc Safe ty Ne ws lett e rs , s a fe ty 
publ icat ions, (·te A fur t he r d is se mi na t ion of 
safety informat.ion can be made through more 
Coast Guard contacts with ind ustr y t.rade 
assoriations and ice plant/pack ing plant 
faoiliti es, during routine Coast. Guard boardinus . 
and through marine safety newsl e tters specific 
LO the fishing industry . • 
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IMO Resolutions 

Resolution A.535(13)
 
adopted on 17 November 1983
 

'Fho l n tcrna tiona l Marit im e Urganizativn 
is the specialized agency o{the United Nations 
that d eals tuith. maritime affairs Every 2 years 
there is 11 meeting ofthe fMO A ssembly, One o{ 
th « results of th« IMO Assembly is the publication 
ofa series o{ .'\sse mbly Resolutions. These 
resolutions primarily address either budge! and 
policy iss uv» or are teclinicul in nature. Th e. 
technical resolutions haoe their g enesi» {rom the 
orgunizatlon 's Iwo primary committees : the 
Maritime Sa{rly Committee and the Marine 
Enoirnnment Protectinn Committee . There u rI' 10 
tecb nical Subcommittees which address the [ull 
range ofship d eliij{li construction and operation . 
Often there arc topics or issues which may not 
req uin' deoelopment o] internal tonal regulations, 
but which are important . Assemhly resolutions 
can suve this purpose. 

Bach month W(' will be publishing a 
relevant resolution . This month's resolution was 
df'l.'doped as u result of the grounding ol the 
A moco Cadiz. One of the problems encountered 
in th i» disaster was th« saluag« lug's inability In 

secure lines to the vessel to pull it {rom danger . 
The J)e~'iJ!lllllid Equipment Subcommittee 
analyzed a series ofcasualties and developed 
recommendations [or the prooision ofemergency 
tounng requirements {or tankers . As a result, 
A ssembly Resolution. A/13/Ues. 535 was adopted . 
The text ofthut resolution is provided herewith. 

TII~~ASSI';MBLY, 

RECALLING Article 16(j) of the 
Cunvcnt.ion on the International Maritimc 
Organi zation concerning the functions of the 
AHHcl1lbly i ll relut.inn loll regulations conce r n ing 
maritime safety, 

NOTI NG that ships carrying oil, liquefied 
gases or other hazardous liquids in hulk (referred 
to hereinafter as tankers), in emergencies such 
as complete mechanical breakdowns, may need 
to be towed oul of danger, 

I{ECOGNIZINGlhal some existing 
tankers are equipped with special fittings for use 
at single-point moorings which may be suitable 
for emergency lowing, 

HAVING CONSID8HED the 
re cornmunda tion made by the Mari ti IIW Safety 
Cllmmille(~ at. its forty-eighth sossion . 
1 1\DOPTS th e Recommendation on 
Emergency Towing Requirements for 'I'a n kurs , 
the text of which is set out in the Annex to this 
rexo Iution : 
2. ImCOMMEN DS thut all Governments 
concerned take appropr iate steps to give effect to 
the Recommendation as soon as posaible ; 
3. REQUESTS the Maritime Safely 
Committee to keep the Recommendation under 
review, in particular in respect to new lowing 
concepts which may be introduced and to report 
us necessary to the Assembly. 

Recommendation on Emergency 
Towing Requirements for Tankers 

Purpose 

The purpose of this Hccommcndat.ion is to 
facilitate salvage and emergency towing 
operations Oil new and ex ist.ing tankers 
primarily to reduce the risk of pollut ion. The 
Rocornmondatlon recognizes the need for 
harmonization of components in the towing 
sy stem and uses as a reference the svstern shown 
in figure I . The major co ruponents of the system 
arc t.hu Il lg or towill g' vessel: the tow l i IlC ; the 
pe nnant . the chafing chain ; the fair lead : and the 
towing gl!a r connection or st.rongpoint lin the 
vessel to be towed . The sys te m should facilitate 
ease of connection and should be capable of'being 
connected and released on bard the towed vessel 
in the absence of main power. The system should 
be standardized at the point of connection oCthe 
towline to the chafing chain. 
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2 Requirements 

2.1 Application 

i\ II tunkers greater than 50,000 tonnes 
dcadwe ight built after adopt ion of this resol ution 
should be fitted with emergency towing 
arrangements at the bow and stern . All tankers 
greuter tha n ] 00,000 tonnes deadweight bu i It 
bC!\H·C udoption, should be fitted with emergency 
towirn; posit.ions at the bow and stern at the first 
scheduled drydocking following' adoption but not 
later than five years after adoption. Each towing 
position should be fi ued with a strongpoint, 
chafing chain, and Iai rlead. 

2.2 Strength of towing system components 

Towing system componen ts (strongpoint, 
chafing chain, fuir lead, and supporting 
structurel should have a working strength of at 
least 2000 kN (working strength is defined as 
one half ultimate strength). The strength should 
be sufficient for all angles of towline up to 90 0 

from the ship's ccntrel ine. 

2.3 Location of strongpoint and fairlead 

'l'h« how and stern strongpoi n land 
lairleads should be located so as to facilitate 
Lowing from either side of the bow or stern and 
minimize the stress on the towing system. The 
axis ofthc lowing gear should, as far as 
pract.icahle , be parallel to and not more t.hun 1.5 
10 from either side of the centreline , The 
distance between the st rongpoint and the 
lairleud should be not less than 2.7 m and not 
more than 5 m. 

2.4 Strongpoint 

'l'he towing con nection should be a stopper 
or bracket. 01" oth er fi t t ing of eq uivalent strength 
and case of connection to the satisfaction of the 
Adm inist ra tion. 

2.5 Fairleads 

. I Size, Fair-leads should have an opening 
large enough to pass the largest portion of the 
chafing chain, towing pennant, or their 
connections The minimum opening should be 
an oval with horizontal axis of at least 600 mm 
lind vertical axis of 450 m m. 

.2 Type. Fairleads should be constructed 
so that the chafing chain will be constrained 
within the fuir leud during the towing operat.ion. 

.3 Geometry . Pa irlcuds should be 
configured to avoid the risk offouling when a 
strain is taken on the chain and to min imize the 
reduction in strength of the chafi ng cha in when 
the chain is at a gOo ungle to the fairlead. The 
ratio of the fairlead chain bearing surface 
diameter to chain diameter should be at least 7: I , 
The outboard lips ofthc fairlcadfi should as far a:; 
practicable be flush with the bulwarks. The 
inboard end of the fiiir lead should be filled to 
avoid fouling of any part of the Lowing system 
when under load or being handled . 

.4 Vertical location . The fair leads should 
be located as close us possible to the deck and, in 
any ease, in such a position that the chafing 
chain is approximately parallel to the deck when 
it is under strain between the strong-point and 
the fairlead. 

2.6 Chafing chain 

.1 Stowage The chafing chain should be 
stowed in such a way as to be rapidly connected 
to the strongpoint. 

.2 l.engt.h , The chafing chain should be 
long enuugh to ensure that the towing pennant 
remains outside the fa irleud during the towing 
operation. A chain extending from the 
strong-point to a point at least S m beyond the 
fair lead should meet this criterion. 

.3 Construction. The chafing chain 
should be 76 mm in diarneter, grade LJ -3 , stud 
Iink chain , 

.4 Connecting Jinks . One end uf thc 
chafing chain should be suitable for connection 
to the strongpoint. The other end should be fitted 
with a standardized pear-shaped open link . 
Connecting links shou Id he tonslructea of gT;lde 
U- 3 steel. 

2.7 Fittings for connection 

Tankers should be filled in the how and 
stern with suitable fillings which faci lit.a te 
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pass ing t.he lowin g pennan t from the rescu e 
ves sel l1Sil l g the rescue vessel's powe r. 

3 Information to be available for a towing 
vessel 

3.1 Any ship requir- ing towing assistance should 2 
ha ve u va iluhle (11\ boa rd inl urmution concerning 
emergency to wing a r ra nge me n ts at the bow a nd 
stern. A st unda rdl ist of such information is 
givun in the a ppe ndix to t h is Recommendation. 

3 .2 This infu r ruutiou should be displayed 
permanently on the navigating bridge or be 
otherw iSI! read i ly availabl e for immediate 
transmiss ion to the lowing vessel. 

3 
4 Existing tankers 

3 I 
When considering the requirements in 

paragraph :l for ta nk ers greate r than 100,000 
tonnes deadweight built.. hefore adopt ion of this 
Recomme ndatioll, the Admin istration should 
lake into account exis t ing fill ings un d 3.2 
arrungen.ents a nd permit their use wherever 
reasonable and pract icable . Notwithsta nd ing 
the ahove , the requirements in paragraph 2.6.4 
should be ma in ta ined . s.s 

List of Information To Be Transmitted to 
the Towing Ship 

Usao le strongpo ints 

Type 
Dim ens io ns 
Working strength in tonnes (one half 

u It i lila l c strength) 

1.1	 For a stopper 
Maximum and minimum size of chain 
ac cepted 

1.2	 For a lowing bracket 
C lcurance bet ween side plates 
Len gth and thickness of towing bracket 
pi ll 
Cl ear di stance between pin and base 
plate 
Distance between back of pin and front 
of side plates 

1.3	 For bius vsh ips not fitted with sp ecial 
strongpo intl 

Diameter of bitts 
Possibility of using two pairs ofbilts 
simu I taneously 
Work ing strength in tonnes (one ha lf 
ultimate strength) 

Fu ir lcad s 

Type 
Internal di mensions (di mensions of 
horizonta l and vertical axes) 
Distance between fairlead and 
st.rongpoint 
Position in relation La ship's centreline 
and deck 

Other Components Available on Board 

Ex is tence of a chafing chain 
Diameter 
Grade 
Length beyond fairlead 
Dimensions ofopen link 

Ex istence ofa towing pennant wire 
Diameter 
Length 
Strength 

Other components, if any 
Possibility of using ship's winches to 

ha III a lowing wire on board.' 

" It 'll fHlv"r 9"/ off tn« ground. " 
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Hazardous Materials Information Exchange
 

t\ new management tool is available to 
federal , statt- , and industry hazardous materials 
management and erncrguncy response personnel. 
'I'hc Hazardous Materials Informalion Exchange 
(I[ MIXl is an electronic bulletin boa rd sponsored 
jointly by the Federal Emergency Management 
Agency (VEMA) and the Department of 
'l'runsportation's Research and Special Programs 
Administrution (J{SPA) . 

The IIMIX is designed to provide 
emergency response, contingency planning 
personnel, and others involved in the hazardous 
materials community with a mechanism to 
communicate with one another and to provide a 
eentru lized database to allow them to pool their 
resources to better prevent, prepare for , or 
mitigate hazardous materials emergencies. 

Information in the HMIX cun be obtained 
by either of two ways. Users who are equipped 
with it pursonul computer, a 300. 1200, or 2400 
baud modem, and any communications software 
can dial commercial (312) or Fl'S 972-3275 . This 
service is I,'HER (the caller pays only for 
assoc iated phone charges) and can be accessed 24 
hours il day, 7 days a week . Those without a 
computer or who need assistance can call, toll 
[rue, I 8011-1'1.ANFOH.. An information systems 
techn ician is available to provide assistance 
Monday through Friday, 8:30 it Ill. to 4:40 p.m. 
Ceutrul Time In Illinois, call 1-800-367-9592 for 
help 

The II M IX system consists of a bulletin 
service and seven inforrnat.ion "conferences." 
The bulletin service prov ides current items of 
interest !AI system users. The information 
conferences includes listings of the following: 

•	 workshops, symposi a, c tc.: 
•	 instructional material and literature; 
•	 loll-free telephone numbers and on- line 

databases: 
•	 ahstructs of rugulations, laws, and news 

events ; and 
• orgunizationul contacts. 

III addition to information dissemination, 
the IIMIX enables all users 1.0 readily 
couunun icute with one another. 

Aftc!' logging onto the IIMI X, the user is 
guided through the system by a menu-driven 
program that a llow s even a computer novice to 
select and access information with a ser ies of 
one- or two-character commands that are 
displayed on the screen . The user may scan the 
bulletin, read today's mail for messages, or join a 
conference. A user who accesses the conference 
of laws and regulations, forexarnple, will find 
regulations and laws divided into six categories: 
Comprehensive Environmental Response 
Cornpensat ion and Liabi Ii ty Act (CERCLA), 
Occupational Safety and I leulth Adin inistrut ion 
(OSHA), Superfund Amendments and 
Reauthorization Act of 1986 (SA RA), 
Trunsportat.ion, Archived 'I'ransportntion 
Information, and Other. The user selects the 
desired listing, am! it. is di splayed on the screen . 
A user joining- the regional public- and private­
sector haz mut information conference will find 
listings di v ided into 10 federal regions and eight 
information categories. The person then selects 
the region and information cutr-gory of interest 
with a tw o-character command . 

S ince the J-IMIX was designed to provide a 
central izcu "CICil ri nghouse" and"exchange" 
system to pool resources from all over the 
country , users a re encouraged to contribute to 
the system <l ny informat.ion on training courses, 
prog-rams, literature, or events that may be of 
interest or use !AI others. Information can he 
added in two ways: 

• (1) If the information is in machine-
readable forma 1, it can be uploaded d i rect.ly from 
the user's personal computer lo the bulletin 
board . 

• (2) The user may se n d the information La 
on e of the HMIX Coordinators (FEMA 01' RSPA). 

FI':MA li nd HSPA ar c encou rag ing users 
to upload information directly to the board where 
posxib le . A lIMIX User 's Guide , which provides 
detai led instructions on the operation of the 
bulletin board, is av ailable to anyone who 
desires a copy . The Use r 's Guide and II MIX 
brochure may be ob tained by dialing toll-free 1­
SOO·PLAN FOR.I 
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The -rhree R's of Bareboat Chartering:
 
Rights, Responsibilities, and Risks
 

Do you bareboat charter vessels for use by 
yourself or your company? Did you know tha t 
the penalties for any deficiencies found on the 
vessel or for improper operation of the vessel 
were your responsibilit.y? 

Do you bareboat charter your vessel to 
others to defray the cost ofownership? Did you 
know that you risk losing your vessel by 
forfeiture to the government for the illegal 
actions of your charterer? 

This article is intended to highlight some 
of th e possible implications and consequences of 
bareboa t charters of recreational vessels . 
Recreational vessel owners who attempt to 
bareboat Charier their vessel may be surprised to 
learn that they ha ve taken on greater risks lira n 
anticipated. We wiII look at the background of 
this form of charter and how it evolved and 
clarify the relationships of the involved parties. 
This article focuses on the charter of vessels less 
than) 00 gross tons, but many of the same 
principles pertain to the charter of larger vessels 
as well. 

First some definitions of terms to he used 
will be helpful. A small passenger vessel is a 
vessel of less than 100 gross tons carrying more 
than s ix passengers and is required to be 
inspected by the Coast Guard . An uniru..pected 
passenger oesse! is a vessel less than 100 gross 
tons carrying six or fewer passengers and is not 
required to be inspected. However, it is required 
to be under the command of an operator licensed 
by the Coast Guard and to comply with the rules 
in Ti uc 46 , Code'of F'ederal Hcgulations, 
Subchapter C for uninspected commercial 
vessels. For m os! purposes, any individual 
curried on pit her type ofoessel, other than the 
owner or cn: w , is considered a passenger; 
however, the law does make an exception [or: "a 
guest Oil board a oessel being operated only {or 
pleasure who has not contributed consideration 
{or carriage on board." Nate that there are two 
puts to this exception: "operated only for 

Reprinted {rum the Coast Guard's Boating Safet» Circular 
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picasure" and" has not eonu-ibuted 
consideration ." Vessels which meet both of these 
criteria are considered recreational oess ele 
Consideration need not be in the form of money. 
Considerutiun includes anticipated future 
financial ga in , such as that anticipated when 
entortaining business clients or prospective 
clients. 

When an owner attempts to bareboat 
charter his or her vessel, he or she must consider 
the following issues : (1) If there is not a valid 
bareboat charter, dues the vessel meet pertinent 
inspection and manning requirements, and is the 
vessel properly documented or numbered; and (2j 

If there is a valid bareboat charter, is the vessel 
nevertheless still carrying "passengers" (i.c ., is 
the charterer carrying passengers). This again 
raises Ihe inspection, manning and 
documentation concerns. As wi II be discussed 
below, having a val id bareboat charter does not 
necessarily absoloe an owner nf risks and 
responsibllities . 

The bareboat charter has evolved as a 
highly complex contractual agreement between 
a vessel owner and a charterer who is willing to 
accept th e benefits and consequences of 
ownership for a pcriod of tirne. Historically, it 
wus a device used with respect to large 
commercial vessels for multi year periods . As 
the charterer accepts the benefits and liabilities 
of ownership, the owner must relinquish 
command. control, and possession of tile vessel . 
It is no! sufficient to establ ish this transfer solely 
on terms of the contract. 

The courts have long held that the 
establ ish rnent of a bareboat ch arter must be 
cnn t ingent on more than the mere weight of the 
paper to support it. The actuul conduct of the 
involved parties must be consistent with the 
written agreement. The vestiges of ownership 
must have in fact passed from the owner to the 
charterer for the term of the charter . The burden 
of" establ ishing the existence of the bareboat 
charter re sts wit h the owner, lind this is indeed a 
heavy burden, When the dealings and 
relotion ship« belu. een the inooloed parties are 
indicative ofanything less than complete transfer 
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ofcommund, control, and possession, the courts 
Uri: reluctant to find thaI the vessd wus legally 
bareboat chartered. 

The owner, charterer, and master/skipper 
all should be aware of their responsibilities and 
the risks involved in a bareboat charter. 

Owner: Under the terms of a valid 
bareboat charter, the owner (be it an individual, 
partnership, corporation, etc.) of the vessel 
retains exclusive title to the vessel for the 
duration of the bareboat charter. Of course, as 
wit.h any lease or rental -type agreement, the 
owner will receive some compensation or 
consideration for the use of the property. 

The owner is charged with furnishing a 
generally sea worthy vessel, free of defects, La the 
charterer. To ensure this and that the vessel is 
returned in original condition (normal wear and 
tear excepted), it is generally stipulated that a 
survey hy the owner and charterer is completed 
prior to commencement of the charter. This "on 
charter" survey establishes the condition of the 
vessel at the t.ime the VC5se I is "handed over'tto 
the charterer. It is also generally accepted that 
an "off charter" survey is conducted at the 
t.ermination of the charter period to ensure that 
the vessel is returned in original condition 
exclusive of normal wear lind tear . 

Even with a valid bareboat charter of the 
vessel , the owner faces certain risks. If the 
charterer improperly uses the vessel (for example, 
a pleasure yacht being Ils/'d (or commercial 
purposes), the vessel may be subjected to seizure 
and Itlllt~illlre. Other violations may also call for 
seizure and forfeiture : for example, smuggling. 
The owner may remain responsible {or oiolations 
irrespective o{lhe charter status. An example 
may prove helpful: 

A documen ted yacht (recreational vessel) 
is bareboat chartered to a group of individuals. 
The documentation of a vessel serves to establish 
its nutionality and provides evidence of its 
qualificul.ion to engage in a given trade . There 
are live categories of U .S. federal documentation : 
registry (allows vessel to engage in foreign 
trade); coastwise (restricts trade between any 
two points embraced within the coastwise laws of 
the United States to vessels buill, manned, 
owned, and controlled by U .S. citizens); Great 
Lakes; fishery; and recreational. Day sails -­
with limited exceptions -, from aU .S. port are 
cnustwise trade. The group hires a non-U.S. 
citizen as master or captain, and they take along 
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a few paying passengers on a coastwise voyage to 
help defray expenses. All of this may he without 
the knowledge of the owner. If the vessel is 11 

yach 1docu meul ed lin Iy for recrea Lion, it may not 
carry passengers . The vessel may be seized and 
forfeited for violation of the document and 
engaging in a protected (coastwise) trade. The 
owner may be held liable for civil penal lies for 
allowing the vessel to be under the control of a 
non L:.S citizen and feu' ca r ry ing passeng-ers 
without the necessary safety certificates and 
licensed personne I. 

If it is subsequently determined that no 
buruboat cburter of the vessel existed, additional 
responsibilities fall on the owner . If the vessel is 
damaged or lost, the possibility exists that 
insurance coverage may be voided (depending on 
the terms of the insurance pol icy J. If persons arc 
injured, the owner may be sought as the 
responsible party, which becomes particularly 
important i rmerchant seamen are the injured 
parties. There will still be the civil penalties 
noted above with which to contend . In general, if 
it is found that a bareboat charter did not. exist, 
the owner w j II he cons ide red to ha ve carried 
passengers on board the: vessel. Any payment for 
the cruise/voyage would be sufficient to establish 
consideration for carriage on board. 

Charterer: Under a valid hare boat 
charter, the charterer stands in the shoes of the 
owner of the vessel. The charterer has complete 
command, control, and possession of the vessel as 
if it were h is or her own. There is usually a 
clause dealing with return of the vessel in the 
same condition as it was in at the start. of the 
charter (off-charter survey). Also, as the "owner" 
{or' he term o] the charter, the charterer must 
W:iSllm, ' resjJo/lsibillty {or tlio vessel operations 
Within the maritime laws and regulations . 
Herein lies I Ill: risk to the charterer under this 
form of agreement, 

The charterer, under a valid bareboat 
charter arrangement, assumes ownership for the 
purposes of several of the liahi Iities attendant to 
vessel operations. Under the laws dealing with 
rnerchunt seamen protection, the owner (in this 
case Ihe bareboat charterer) owes employees a 
safe place to work and proper equipment with 
which to work. The cha r t ere r becomes the 
warrantor of seaworthiness for his or her 
employees and passengers or guests. 
Proceedings resulting from negligent operation 
of the vessel may be directed toward the 
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charterer. Violations resulting from the carriage 
of passengers on a vessel which does not meet the 
r egulations for passenger service may be directed 
to the charterer as well as the owner . 

Coast Guard investigations have revealed 
numerous instances where vessels that were 
purported to bl~ under a bareboat charter were 
actually engaged in the carriage of passengers. 
More often than not, purported charterers did not 
understand the bareboat charter agreement or 
the potentiut Iiabilrties and risks they were 
assuming. The Coast Guard has found vessels 
operating with large numbers of persons with 
inadequate lifesaving, fire protection, 
navigation, and other safety equipment. There 
have even been cescs of total vessel losses due to 
structural inadequacy of the vessel and/or 
operator error whi Ie under a purported bareboat 
charter. The maritime safely laws and 
regulations have evolved over a considerable 
period of ti me and they are generally written and 
amended as a result of casualties and loss of life . 
The use of bareboat charters W circumvent these 
important safety laws is of great concern, 
especially where unsuspecting charterers do not 
fully understand the consequences of the charter. 

Master/Captain/Skipper (Hired): As 
previously noted, the master's responsibility is to 
the charterer under a valid bareboat charter, as 
the charterer, not the owner, is the employer. 
Although the charterer is responsible for finding 
and hiring a master, the owner has an interest in 
the competency of the master . '1'0 this end, an 
owner may provide the charterer with a lisl of 
masters from which to choose; however, the 
cha rterer cannot be restricted to this list. 'Ph is 
cun make for a very difficult posit inn for the 
hired skipper, in that he or she may be in a 
posi tion of hu ving W please both parties. Failure 
to satisfy the demands of the owner may result in 
removal from future approval or selection, while 
failure to accommodate the charterer can result 
in immediate dismissal. That difficulty 
notwlthstunding, it is clear that the master's 
allegiance must be to the charterer. It is for this 
reason that the Coast Guard will not accept as a 
valid bareboat charter those charters where the 
owner ads as the vessel master. An owner 
cannot relinquish command of the vessel while 
acting as the master. 

There are some risks associated with 
acting <IS the hired captain in addition to the 
traditional hazards. The Coast (~uard has acted 
under the Suspension and Revocation 

Proceedings against licensed masters. In cases 
where the claim of a bareboa t charter was 
defeated, masl,p.r:; have had their licenses 
suspended for operating a passenger-carrying 
vessel without the required equipment or 
inspection certificate , The law also provides for 
civil penalties against the owner, charterer, 
managing operator, agent, master, or individual 
in charge of those vessels which arc operated 
without the required safety equipment or 
inspection certificates. 

Summary 

The Coast Guard has recently witnessed 
an increase ill owne-rs 01" previously bareboat 
chartered vessels applying for Coast Guard 
inspection and certification. This may possibly 
be attributed to an increased awareness of 
potential liabilities by vessel owners or, after 
consideration and discussion with Coast Guard 
inspection personnel, the perceived cosh; of 
operating inspected vessels was less than 
originally anticipated . Certainly that cost is less 
than the potentially catastrophic costs of 
litigation and Iiabil ity resul ting from a casualty 
where it is subsequently determined that no 
bareboat charter existed. Also, the cruise 
business is showing dramatic increases, There 
are more passenger dollars available and still 
more predicted for the future . Increased Coast 
Guard investigation and enforcement in this 
area may also be persuading owners of 
borderline or questionable charter operations to 
subrnit thei I' vesse I for certification . Vessel 
owners and operators who have successfully 
completed the certification process are very vocal 
and do not hcsi tate to report q uestionable 
operations. After all, they are in competition for 
the same cl iunte le. 

Wh i le the bareboat charier of recrea tiona I 
type vessels will continue, both parties to the 
purported charier must fully understand the 
three I{'s of chu rtcri rI[;: Rights, Responsibi Iities, 
and Risks More ofLen than not, charterers really 
do not understand the liabilities undertaken lind 
the safely considerations for which they are 
responsible. Owners do not always fully 
appreciate the exposure they have to penalties 
and forfcit.ure for both legitimate and 
illegitimate charters. And most important, the 
Coast G1HlI'd is concerned that the fundamental 
intent of the vesse I inspection and mann i ng la ws 
(i .e., the safuty of passengers) cou Id be 
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compromised when unsuspecting individuals 
en ter into alleged bareboat c ha r te r 
arrangements.' 

When considering a bareboat 
charter, remember: 

1. The owner must relinquish 

command, control, and possession of 

the vessel to the charterer. 

2. The: charterer is responsible for the 

operation and safety of the vessel, its 

crew, passengers, and all other persons 

aboard during the term of the charter. 

3. The charterer is responsible for 

ensuring that the vessel complies with 

all regulations which are applicable to 

the service of the vessel. 

4. The vessel owner may still be at risk 

to penalty action stemming from the 

charterer's misuse of the vessel. 

5. A bareboat chartered vessel is still 

at risk of forfeiture if in violation of 

certain U.S. laws. 

6. The master may also be held 

accountable for the safe operation of 

the vessel as well as ensuring 

compliance with all applicable safety 

equipment requirements and 

applicable inspection certificates. 

Maritime Notes
 

MARAD Withdraws Notice of Proposed 
Rulemaking 

The Mar itime Admini st ration ha s 
wi thdrawn ,Inotice of proposed rul ernak in g it 
is sued in 1983 to implement provisions of section 
1603 of the Ornn ibu s KI:COrJciliu t ion Ad. of 1981 
(Public Law 97 ,.15) which involved procedures 
fOI su spending upcrut.in g differential subsidy 
(0 DS) ugr'ce ment s A notice of this act ion, ~6 

CFK New Pu rt 2B5, is being published in the 
Fodera I Keg-iste r . 

Publ ic ]'£1w 97 -35 added sect ion 614 to th e 
Merchant Marine Act of 1936, as amended Th is 
legislation, commonl y ca lled the Snyder 
Amendment, allows OOS operators to elect to 
s us pend subs id y under ODS a grce rn e n t.s for all 
or a po rtion of the ir ve s sel s . Suspension of 0 DS 
re su1ts in te r m ina t ion of all attendant statutory 
and con t r actua l restr ictions ill the ODS 
agreement, except t hose pertaining to the 
dume st.ir trade , bUL requires H pro ru t a 
repayment of any construction-di fferen tiu I 
s ubsidy, if up plic a b!e. 

MARA D's 1983 proposed rule establishing 
procedures for s us pe ns ion privileges was 
pu bl ishcd in the Federa I Re gister on August 18, 
1983. In 1984, however , the Ma r it irue Subsidy 
Board began consolidated proceedings in Docket 
S-764 to consider applications hy U.S.·nag 
subsidized bulk. operators to amend their ODS 
agrt-e mcnl s to allow carriage of preference 
ca rgoes without subsidy . 

'l'hc board tentatively granted conditional 
approval of th e se appl ica tions on September 25. 
1985. a nd fl )\I nu that the Snyder Am cndrncnt 
docs nol by its terms limit th e board's a h ilily to 
mutually amend an ODS agreemen t. (The board 
had previously found th at the a mo nd mc n t was 
not intended to be exc lus ive and was upheld on 
th is find in g in u court rcvicw .) The board's final 
opinion and order in Docket S 764 was effecti ve 
on Apr il I fl, 1986. The si x bulk operators that 
had e lected 1..<> suspend their ODS agreements 
had reinsta ted them by th at dale . 

Since MA ItA D's order did nut require 
repayment ofeDS to permit carriage of bulk 
preference cargoes without subsidy , bulk 
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operators have found that procedure to be 
preferable to su spending ODS agreements and 
repaying CDS. The only liner operator that 
elected to suspend ODS under the Snyder 
Amendment is in bankruptcy . 

Accordingly, MARAO is withdrawing its 
proposed rulernaking since it appears that any 
subsidized operators will elect to suspend their 
ODS agreement pursuant La the Snyder 
Am endment. 

For additional information, contact 
Raymond Barberesi, Office of Trade Analysis 
and Insurance, Maritime Administration, 400 
Seventh St., SW, Washington, DC 20590; 
telephone 12(2) 366-2282. 

Merchant Marine Officers' Handbook 
Published 

A r ovi sod and expanded edition of the 
Merchant Marine Officers' Handbook was 
published in early June. 

This handbook, first issued nearly 50 
yours ago, has been completely updated to reflect 
the tremendous developments in the maritime 
industry since 1965, when the last edition was 
prepared. The fifth edition is new from cover to 
cover, written in the sp ir'it,of it.H very successful 
predecesso rs. 

This text is the product of the experience 
of21 mariners and one professional engineer 
whose combined experience in their respective 
field totals more than 500 years. Each of the 25 
chapters contains information on a specific topic : 
electronics, ce lestia1 na viga Lion, Rules of the 
Road , engineering, etc., that will be helpful to 
the third mate, experienced mariner, or student 
preparing for a licensi ng exa mi nation. 

This handbook has been the bible for the 
seagoi ng deck officer since it first appeared in 
1942. it has a lso found a place a shore on t.he 
decks of port. captains, marine superintendents. 
port. directors , and marine safety officers . It is 
designed to be a convenient and authoritative 
reference for the seagoing officer as well as the 
shoreside maritime industry . 

The editor, William B. Hayler, is a veteran 
of World War 11 who has commanded various 
class ships and spent 20 years at the California 
Maritime Academy teaching seamanship, 
navigation, shiphandling, and Rules of the Road. 
Now retired , he is an avid small-boat sailor. 

The Merchant Marine Officer's Handbook 
is available wherever nautical books are sold or 

directly from Cornell Maritime Press, P.O. Box 
456, Centreville, Maryland 21617 . It is priced at 
$50.00. 

Introduction to Powerboat Cruising 

An Introduction to Powerboat Cr ui sing, 
published by William Morrow & Co., is a 
supe r ior introduction and handbook for 
powerboat cruising by an internationa tty known 
author with 40 years' experience on the sea . All 
aspects of owning and operating a powerboat 
cruiser are covered, from advice on what to look 
fOI in a boat, to a survey of engines, fuel systems , 
el uctronics, and the best safety equipment. The 
must common forms of boathandling arc expertly 
explained, from negotiating a crowded harbor to 
inland waterway and river cruising and the more 
cha llengi ng probl ems of running in lets and 
handl ing heavy seas. Author Dag Pike bas 
distilled years ofexperience in his advice on 
accommodations, layout, and design, and he 
successfully reconciles the often conflicting goals 
of sea worthiness and comfort in his 
reco mmenda ti ons, 

Author Dag Pike is a marine surveyor, 
consultant, author of numerous nautical books, 
lind a regular contributor to the marine press 
both here and abroad. He had spent most of his 
life ut sea, including 20 years in offshore 
powerboat racing, culminating in several record­
breaking runs. He is married lind lives in 
England, where he relaxes aboard a 40·year-old 
canal boat on the River Severn. 

Introduction to Powerboat Cruising is 
a va ilable from William Morrow & Co., 105 
Madison Avenue, New York, NY 10016; price 
$18 .95 . 

Safety Program To Tour-East Coast 

Thanks to a $56,975 Saltonstal1-Kennedy 
grant, a Rhode Island Sea Grant-sponsored 
safety twining program for commercial 
fishermen -- the only one of its kind on the East 
Coast -- went "on the road" to other ports In the 
Northeast this summer 

The popular program is unique in its 
hands-on, learn-by-doing approach to fishing 
vessel sufety training. Participants extinguish 
real fires using real firefighting equipment. 
They put on survi val suits, jump into the water, 
and climb onto liferafts, 
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To book the training program for your
 
area, cull ur write the Rhode b land Sea Grant
 
Marine Advisory Service, The University of
 
Rhode Island Fisheries Lab, 35 Steamboat
 
Avenue, Wickford, Rhode Island 02852;
 
telephone (40 I) 295 -8893 . t'l 'ake n (rom the
 
Spring 1989 issue ofNor'Easter magazine)
 

Yacht Design Details 

Ruger Marshall, well-known yacht 
designer and sailor, imparts the best of his 
experience in this collection of more than 50 
projects to improve your boat. 

Projects range from l.he fundamental -­
building a wet locker, louvered doors, cabin 
table, hatch cover, or built-in icebox - to the 
frills -- making a cup rack, cutting board, or 
drink tray While Yacht Design Details is a 
shortcut t.1l a customized, more livable interior, it 
also ShllW~ bow to improve masts, rigging, 
anchor and steering systems, deck details, and 
mure projects that can spell higher performance 
and greater pleasure from your boat. 
Hecummendations on tools and equipment, step­
by-step line drawings, and easy-tc -fullow 
instruction!' allow amateur and expert alike to 
achieve the sa me professional results. 

/{ogcr Marshall is well known to the 
sailing community as a yacht designer ror 
America's, Cup entries as well as his own line of 
boat" . Ill' is the author of several yacht-design 
books and it cont.ribut.ing editor of Motor !loating 
(IIIJ Sailing magazine . He and his family live in 
Hhudl: bland. 

Yacht Design Details is available from
 
William Morrow & Co ., IOn Madison Avenue,
 
New 'l ark , N'l \ 0\)\ 0 ',\lrke ~'2.'2. .9 ~ .
 

Work Boat Show Readies for 11th Year 

Plans arc well underway for North
 
America's premier work boat show, the
 
Internatiunal Wurk Boat and Commercial
 
Fishing Expo. Now in its lIth year, the
 
uxpos it ion is returning to the l.ouisiuna
 
Superdorne in new Orleans on November 30­

December 2, 1989.
 

Past attendees will see a welcome change 
in this year's event: the work bout show hus been 
combined with the Gulf/Caribbean Fisheries 
Expo. 

No matter what phase of the marine 
trades a person is involved in, that phase will be 
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represented in the International Work Boat and 
Comrnerclal Fishing Expo. Visitors will see 
products and ideas for owners and operators of 
offshore supply boats, inland tugs and barges, 
excursion and passenger vessels, commercial 
fishing bouts, patrol boats, and other coastal 
working craft. 

Along with the hundreds of e xb ihi ts 
expecterl at this year's show, visitors will also Ret 
the chance to attend the free seminarsprogram 
held in conjunction with the work boat show. 
Produced by the editors and stalTofWork Boat 
and Na ti ona l Fisherman magazines, the 
seminars will offer if comprehensive look at the 
changes ahead for marine trades. The joint effort 
by the two magazines will produce a seminars 
progrums that will help keep vessel owners and 
operators competitive in their business . 

For more information on exhibiting in or 
visiting the International Work Boat and 
Commercial Fishing Expo, contact National 
Fisherman Expositions, 5 Milk Street, P.O. Box 
7437 DTS, Portland, Maine 04112; telephone 
(207) 772·3005; telefax (207) 772-5059 . 

What To Do With A Tuna Fish 

Ynu 'vc j ust landed a beauty - a giant 
bluefin tuna. Rut what to do next? How do you 
handle this huge, valuable fish to ensure top 
quality when you reach the dock? 

The tremendous demand for fresh blueftn 
tuna , especially by the Japanese, makes this a 
Iucrul.i ve catch for fishermen in the Northeast -­
but only if the fish is handled properly . 

A." a follow up to a recent workshop on 
Luna handling, tlw Woods Hole Oceanographic 
ln~titu\.\onSE:U Grant P\'u\;!;ram has "pn)dUI:.~}l\an 
inrormation sheet to he\p \\'cihermcn. ,The sheet, 
entitled "Tips on Tuna Handling.' contains text 
and figures on all aspect s ofon-board handling of 
tuna, including sections un landing, stunning, 
bleeding, gutting and gilling, and chilling. The 
sheet is plasticized for durability and has a 
grommet, at the top so you can hang it in a handy 
location un your boat. 

To obtain a free copy, wr ite to W HOI Sea 
Grant Program, Woods Hole Oceanographic 
lnst.itution, Woods Hole , Ma ssachusetts 02543, 
or ca IJ (508) 548-1400, extension 2398. (Taken 
[rom Ihe Spring J989 issue ofNor'Easter 
magazine> 
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NTSB Recommends Boating-While­
Intoxicated Laws 

'l'IIOS( : 2:1 s t a L~s that have yet to enact 
boating-while -intoxicated WWlj laws should do 
;jO to g ive law e nforce me nt. age ncies ad equate 
tool s for dealing with drunk boaters, according to 
the National Transportation Safety Hoard . 

In its rcpor t, "Progress of State Laws on 
Alcohol Use in Recreational Boa ting," the NTSB 
recoun ts lcgis la t iv s: ch anges that ha ve occurred 
around the country since its 1983 safety study 
examining the involvemen t of alcohol in 
recreational boating acciden ts a nd identifying a 
scries of actions that cou Id he taken to reduce the 
problem. Paramount among the 
recommendations issued by the RnaI'd were thnse 
addressed to each s tate and territory to enact 
BWI legislation . 

The report notes that boating accidents in 
the LiniLed Stales account for more fa LaIj tics 
than any other mode of transpor ta t.ion except for 
motor veh icles. fn 1987, 1,036 recrca tionul 
bout.ing fatal ities were reported to the U.S. Coast 
Guard, more than were kill ed in avia tion, rail, or 
commercial marine travel. 

The Board's earlier study, performed in 
1983, concluded that al lea st one third of all 
people ki lled in recreational boating accidents 
had a blood a lcohol concenua lion of 0.10 percen L 
or higher. 

Some progress has been made . The 1987 
fatal i ty coun t was the lowest since the Coast 
Guard began keeping such s ta t is t ics . That 
agency a t t r ibu te d the decline 10 the increasiug 
a wart-ness by boaters of the dangers of opera ti ng 
boa ts wh i lc drinking a lcoho Ior using drugs . 

The National Transportation Safety 
Board's complete printed report may be 
purchased from the National Technical 
l nforrnat.inn Service, 5285 Port Royal Road, 
Springfield, Virginia 22161. The report's 
ordcr i Ill; number is Pis 88-917009. 

ABS Forms "Rapid Response Team" 

'I'h u American Bureau ofSbipping has 
i mplcrncntcd a program called the "Rapid 
Response Team" thal provides immediate 
technical assist.an n' to shi powne rs and offshore 
operators to minimize casualty losses . In the 
pi a nn i ng stage si nee late 1~8~, Ow team con cept 
is designed to expedite emergency services that 
ABS has ()ffl~red to the marine industry for more 

than 125 years . The Learn's main objective is to 
assist shipowners and offshore: operators with 
the critical job of assessing damage after a 
casualty and to provide recomrnendatiuns for 
moving the vessel to a safe refuge. 

ABS has developed two levels of rapid­
response service. The first level provides clients 
wi th on-call review, ana lysis, and consu It ntinn 
based On information that ABS already has in ­
house on a given ship or offshore unit. On a 
second level, cl ients supply ADS with additional 
information that allows ABS to calculate 
survivability, longitudinal strength, and damage 
and intact stability. ABS assesses this 
information using sophisticated computer 
programs to model the ship or offshore structure . 
These electronic models then enable the ABS 
Rapid Response Team to provide accurate and 
fast advice . 

The leader of the Rapid Response Team 
wi II be an Assistant Chief Surveyor. The specific 
team members responding to a given situation 
wi II depend on the type of vessel or offshore 
structure in vo1ved and the nature of the 
casualty . This learn marshals the extensive 
technical expertise and problem-sol ving 
capabilities of ABS in five vessel categories : ship 
and drilling unit structures; ship and drilling 
unit machinery and mechanical systems; 
floating production systems and moorings; 
offshore structure foundations; ship and mooring 
structure surveys. 

The team is on call around the clock, 365 
days a year. at (20]) 368-3961 (weekdays, 8 :00 
a .m, to 5:00 p.m ., I':astern Standard Time); at 
other hours and on weekends ca II (201) 337-8173 
or (201) 635-7136 .• 

"I've never seen anl'0ne so eager to put II bOBt In the water. ~ 
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Shipwrecks!
 

•
 

The steamer City of Rockland ended its career when it piled up on the ledges off Cox's Point at the 
mouth of the Kennebec River in Maine on September 2,1923. It lay on the ledges for several days. 
The Merritt Chapman Company refloated the vessel and towed it to Boston where a survey decided 
that repairs would cost more than the ship was worth, and it was abandoned. (Photo from the 
collection of William P. Quinn) 
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Chemical of the Month Eric P. Kowack 

Ethylene Dibromide
 

Almost everyone who has driven a car has 
used ethylene dibromide (E DB). This chemical is 
commonly used as an antiknock agent in high­
performance gasolines, It can be used for this 
because it acts as a scavenger for lead in 
gasoline. Lead is a common impurity found in 
fuel which decreases the smoothness of gas 
explosions in the pistons. Ethylene dibrornide, 
also known as 1,2 dibrornethanc or bromofume, 
has many other uses. It can be used in grain 
fumigation . waterproofing preparation, and in 
organic synthesis. EDll is a colorless liquid with 
a characteristic sweet odor similar to chloroform. 

Because ethylene dibromidc is so common 
in today 's modern society. it is important La 
realize the hazards of such a chemical. 
EUBreacts vigorously with metals such as 
aluminum, potassium, and other oxidizing 
agents. Although bromofume is a nonflammable 
liquid, it should be handled with care. It is toxic 
when it contacts skin, is inhaled, or when 
ingested. This chemical may al so cause 
irritation to the eyes. Prolonged, excessive, or 
repeated exposures in any form are hazardous to 
health. Exposure can cause local inflammation, 
blisters, and ulcers on the skin. To effectively 
trea t an exposure, the victim must first be 
removed from the area, and contaminated 
clothing should be removed. Wash the skin with 
soap and water. If necessary, flush the eyes with 
plenty of water and consult a physician . 

Although ethylene dibromide is 
nonflammable, it produces poisonous gases when 
healed. For this reason, it is important to 
extinguish a lire quickly in areas where EOB is 

s tored. For emergency assistance, call 
ClIEMTREC at 1-800-424-9300. Use water 
spray, dry chemical, or C02 La rig'hLfires in the 
area. Use water spray to cool down the fir e ­
exposed containers of l';DB . In the event that 
poisonous vapors do escape, water spray should 
be used Ladisperse the vapors so t.hat t.he persons 
fighting the fire will be protected from this 
carcinogen. Personal protective equipment 
includes a canister or self-contained type of air 
mask, neoprene gloves, and chemical safety 
goggles. Water spray can also be used to flood 
spills away from exposures. 

Clean up a small spill with sand or some 
other noncombustible, absorbent material and 
then flush the area with water. For a larger 
spill, dike the liquid far ahead of the spil l to 
isolate it for later disposal. Make sure to keep 
unnecessary people away and to slay upwind of 
the spill, keeping out of low areas. If a large spill 
does occur, the National Response Center must 
be contacted at 1.800-424-8802. 

Ethylene dibrornide can be safely shipped 
in glass bottles or metal drums. To prevent 
problems, EDB should be stored in a cool, dry 
area that is well-ventilated. The containers 
should be protected from physical damage . 
Ethylene dibrornide is generally stable, but it is 
obviously a potentially dangerous compound. 
Therefore, it is stored and shipped in scaled 
containers and is regulated by the Coast Guard 
as a Subchapter D commodity for shipment 
under T'itle 46 of the Code of Federal 
Regulations. Ethylene dibromide carri es an 
IMO classification of6.1.1 

Eru: P. Ko«;ack was Il Second-Clas s Cadet at the Coaet Guard Acndemy uihen he wrote ths» article (or L T Thomas Chuba's 

hazardous materials transportation c1us:l. 
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Chemical Name : Ethylene Dibromide 

Synonyms : 1,2 Dibromoethane; 
bromofu me 

Physical Properties: 
boding point : 131.4o( (268oF) 
freezing point : 9.30C (SOoFl 
vapor pressu re: 17.4mm 300C 

481 ppsi (1OOoF) 
1.609 ppsi (150oF) 

Threshold Limit Val ues (TLV) 
time-weighted average : 2 ppm 
short -term exposure limit: 50 ppm for 

5 minutes 

Flammability Limits in Air 
not flammable 

Combustion Properties 
flashpoint (c.c.) : none 
autoiqnition temperature : not 

flammable 

Densities 
vapor Ia ir e 1): 6.48 

specif ic gravity 
(Iiqu id at 20oC) : 2.180 

density 
(at 20oC): 2.17 

Identifiers 
UN. Number: 1605 
CHRIS Code: EDB 
Cargo Compa tibility Group : 

36 (Halogenated Hydrocarbons) 

Nautical Queries
 

The [ollou«ng item s (I re exa m plv» of 
qu est ions included in the Th ird M M,' thro ugh 
Muster examina tions and th e Th ird AS S!"tillll 
Engineer through Ch l E'(l!.·ngineereXamlnfl{im/.~ : 

Engineer 

1. To properly rna intuin fir ehose. you shot! ld 

A	 keep them rolled tightly with female
 
coupl i ng protected
 

B.	 keep exterior lining damp by periodic
 
washdowns
 

c.	 thoroughly drain th em a fte r each use 
D.	 keep thorn partially filled with frt-sh water 

Reference: N AVTl{/~ 10573, II«u Muill[nwnce 
T rch3 & 2 

2. Oxyg en in the boiler fcedwater ca n result 
frum 

A	 improper operation of the DC heater 
B.	 steam leaks through the turbine glands 
c.	 improper operation of the gland exhauster 
D.	 vapor luck in the boiler feed (Jump 

Refl ~rence: Osbourne, Modern Marine 
Engineer's Manual 

3 . You arc add ing refrigerant.Lo you r 
refrigerating system . You should 

A.	 refrigerant vapor to the receiver only 
A.	 liquid refrigerant to the low s ide only 
C.	 liquid refrigerant to the high s ide only 
D.	 liquid refr igerant to the high or low sid e 

Reference: Althouse, Turnquist a nd Bracciano, 
Modern Refrigeration and ;\ ir Conditioning 

4 . If the valve lappets in a diesel engine are s e t 
at greater clearances than those specifi ed by the 
engine rnanufucturer , those valves will _ 
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A, open late and close early 
B. open with a greater valve lift 
C. fai I to open when the engine is cold 
0. fail to open at normal operating 

tempera ture 

Reference: Maleev, Diesel Engine Operation 
and Maintenance 

5. A ground can be deli ned as an electrical 
connection between the wiring ofa motor and its 

A .	 shunt field 
n.	 circuit breaker 
c.	 metal frurncwork 
o.	 interpole 

Heference: II ubert, Prevent i ve Maintenance of 
Electrical Equipment 

Deck 

I. Which of the following is a characteristic of 
cardinal marks? 

A.	 Light rhythms indicating directional 
orientation 

R.	 Vertical stripes 
C.	 Square or triangular toprnarks 
D.	 Number-letter combinations for 

identification 

Reference: Bowditch, American Practical 
Navigator 

2. If a person suffers a simple fracture of a limb, 
you should . 

A.	 attempt to set the fracture 
B.	 prevent further movement of the bone 
C.	 apply a tourniquet without delay 
D.	 alternately apply hot and cold compresses 

Reference: Ship's Medical Chest ; Medical Aid 
al S ea 

3. You are load ing commercia I explosives and a 
package shows stains on the outer packaging 
material. Which of the following is true? 

A.	 The package can be transported if the 
shipper can prove that the stain is due to 
accidental contact with oil. 

B.	 The package must be immediately 
.re rnoved from the vessel by carrying it 
ashore by hand . 

C.	 The package should be left on deck and the 
Coast Guard Captain of the Port notified. 

D.	 The package may be re-eoopered on the 
fo'c'sle or stern well away from all persons 
and other hazardous cargo. 

Reference: 49 CPR 176.110 

4 . Structural members that fit between the 
floors of a vessel and stiffen the double bottom 
are ca lied _ 

A.	 boss plates 
B.	 buckler plates 
C.	 1100r stiffeners 
D.	 longi tudina Is 

Reference: Baker, Introduction to Steel 
Shipbuilding 

5. If the GMT is 1500, the zone time in 75' E 
longitude is . 

A.	 1000 
B.	 1500 
C.	 1700 
D.	 2000 

Reference: Bowditch, American Practical 
Nuuigotor 

Answers 

Engineer 
l -C; 2 ·A; 3-C; 4-A; 5-C 
Deck 
I-A; 2-B ; 3-A; 4-C; 5-D 

Ifyou have any questions concerning 
"Nautical Queries," please contact U .S. Coast 
Guard(G-MVP-5J, 2100 Second St ., SW, 
Wnshingtoll, DC 20593-0001 ,. telephone (202) 
267-2705.' 
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Keynotes
 

Notice of Proposed Rulemaking 

(GO 89-003, Summons in Lieu of Seizure of 
Commercial fishing Industry Vessels (April 10) 

This proposal would provide for issuance 
of a su m mons to appea r in Iieu of sei zure of a 
comrnerci al fi sh i ng indust.ry vesse I for vio la tions 
involving the possession of personal use 
quantit.ies of a controlled substance. The Anti­
Drug Abuse Amend rnents Act uf 1988 requ ires 
the Attorney General, the Secretary of the 
Treasury, and the Secretary of Transportation to 
issue such regulations . 'l'hcs i- n-gulations would 
require , when a violation involving the 
posscsxion of personal use quant itics of a 
controJJea substance is commiur-u on a 
com mercia I fishing industr'y vcs~eJ tha Lis 
proceeding to or from a fishing area 01' 

intermediate port of call or is actively engaged in 
fishing operations , that a summons to appear be 
issued in lieu of seizure of the vessel. 

For further information, contact CI)I{ 

Gerald Gallion , telephone (202l 267-1534 _ 

eGO 84-069, Lifesavi ng Equi pment (Apri I 21) 

This notice proposes a co mplete r ev ision of 
the lifesaving equipment rcgu lat.iun s for tank 
vessels, cargo and mi scellaneous vessel s, mobile 
offshore drilling units, passenger vessels, 
nautical school ships, offshore supply vessels, 
and oceanographic research vessels . The 
prj mary purpose of the project is to im plement 
the provisions of the new chapte r rII of the Surety 
of I,i fe CILSea Conven Lio n 1974 . as a mended in 
)983, which came into force July), 1986 The 
proposed rules would also implement a number 
of recommendations a r is ing from major vessel 
cusua ltics . Lifcsa 'ling regular ions for Grea t 

Lakes vessels and certain vessels in domestic 
trade which are not covered by the Safety of I,ife 
at Sea Con vent.ion would also be rev ised to 
require more effective lifesaving equipment- The 
proposed rules also reorgan izc the Iifesa ving 
regulations in order to simplify, clarify, and 

reduce redundancy _ A number of spccificat.iun 
regulations for Coast Guard approved equipment 
wi II also ha ve to be revised to llW l.~t the new 
Safety of Life at Sea Convention requirements 
Thos« revisions wi 11 be proposed under 
add itional notices at a later date . 

Comments must, be s u b m itted on or before 
August Z! ; 1989 . Comments should be mailed to 
the Commandant(G-LHA -21 (CGn 84-069l, U .S . 
Coast Guard, 2100 Second SL , SW, Washington, 
DC 20593-0001 . f"or fu rther i nforrnu ti un , 
contact Mr. Robert Mark Ie, tel cphonr- (202) 267­
1444 

CGO 87-015b, Tonnage Measurement of vessels 
(ApriI26) 

The Coast Guard is proposing <.I major 
revision of its vesse I tonnage rneusu rc men t 
r egulations . The proposal would incorporate the 
system of rneasurernen t estab Iished under the 
International Convention on Tonnage 
Measurement of Ships, 1969, and prov ide a 
framework for phasing in the Convention 
Measurement System as the method of 
measuring ships domestically to establish 
uniformity in vessel measurement The 
availability of the al ternate domestic 
measurement systems would be continued for 
regula tory purposes so that the appl ica tion of the 
IClWS of the United States would be preserved in 
order that ve ssel s engag{:d in dorncst ic co m merce 
would not be adversely affected. 

This revision is neces sary tu implement 
the statutory mandate calling for these changes. 
Jn the process of incorporating these changes inl.o 
the reg-ilia tions, the Coast Guard is prupusi ng to 
re.rrrunge and renu mber lhe rcgu la I iOil"; j n 11 

more current and readable format. 
This proposa I should ca r r y out thl,.' in tc n t 

of Congress, while facilitating the use of these 
complex r egu lu t. ions by the maritime industry 

For furth er information, contact ML 
Dennis A. Lamoru; telephone (202.) 267-2992. 
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eGO 82-004 and CGD 86·074, Offshore Supply 
Vessels Including littboats (May 9) 

This notice proposes regulations for 
inspection and certification of new offshore 
supply vessels lOSVs). These regulations would 
consolidate exihling OSV standards and policy 
into a single subchapter and make specific 
revisions to accommodate the unique 
character-istics of these vessels, their methods of 
operation, and the types of service in which they 
an: engaged. Specific rules are also proposed for 
lift.boat.s, which are self-elevating OSVs. 
Lifthoats have experienced a high rate of 
casualties, and specific regulations are needed to 
address their design, stability, construction, and 
ope ra ti ng proced ure s. 

Comments on this notice must be received 
on or before September 6, 1989. Comments 
should be subrni tted to the Executi ve Secretary, 
Marine Safety Council (G-LRA-2/3600l <CGO 82 ­
004/CGD 86-074), U.S. Coast Guard, 2100 
Second SL, SW, Washington, DC 20593-000 t . 
The comments and materials referenced in this 
notice are available for inspection and copying at 
the same address. Normal office hours are 
between 8:00 a.rn. and 3:00 p. m., Monday 
through Friday , except federal holidays. 

A draft Regulatory Evaluation has been 
placed in l he publ ie docket for this rulernak i ng, 
and may be inspected and copied at th e Marine 
Safety Council, address above . 

For Iurt.her information, contact '-COR 
Michae I Rosecrans ', telephone (202) 267 -2997 . 

Advance Notice of Proposed 
Rulemaking 

CGO 87·069, Marine Transport of Bulk Solid 
Hazardous Materials (April 28) 

The Coast Guard is considering' amending 
its regulations concerning the bulk carriage of 
solid hu zardous materials. The amendments 
be i ng considered would add cargoes carried 
under Coast Guard Special Permit and cargoes 
included in the International Maritime 
Organization's Code of Safe Practice for Solid 
Bulk Cargoes (lMO Bulk SHJids Code), including 
eoa I, to the list of hazardous cargoes permitted 

under the regulations. The Special Permit 
requirements and ruquirernents of the IMO Hulk 
Sollds Code would be included in the regulations. 
TI.e amendments being considered would 
ha rrnonize domestic regulations with 
international standards, and eliminate the cost 
of and need to apply for special permits, except 
for new, OJ" infrequently shipped cargoes 

For further information, contact M rs . 
Dawn Anderson; telephone (202) 267-1217 . 

Supplemental Notice of Proposed
 
Rulemaking
 

CGO 81-059a, Licensing of Officers and 
Operators for Mobile Offshore Drilling Units 
(May 17) 

This supplemental notice deals solely with 
the licensing of officers on mobile offshore 
drilling units (MODUs) and the manning of 
these vessels. This proposal would replace the 
Inter i m Vinal Ilu Ie published on October 16, 
1987 (52 FI{ 38660) . The effecti ve date of that 
Interim Pinal Rule was suspended indefinitely 
on February 28, 1989 (54 FR 8334). The 
Iicensi ng structure i mple merits Nutional 
Transportation Safety Board (NTSU) 
recommendations for the establishment of 
personnel quu lifieu t ions and manning 
regulations for this type of vessel. Compliance 
with these minimum standards will ensure that 
qualified ind ividua ls arc on board to deal with 
marine safely related matters. 

For further information, contact LCDR 
Gerald Jenkins; telephone (202) 267-0224 . 

Final Rule 

CGD 89-025, Change of Address for Marine 
Safety Center (May 8) 

Due to the relocaLion of the Marine Safely 
Center, these rilles eho ngp. the address fur 
submitting vessel plans and other materials for 
Coast Guard review , The new address is U.S. 
Coast Guard Marine Safety Center (G-MSCl, 400 
Seventh st ., SW, Washi ngton, OC 20590-0001. 

For further information, contact LCOI{ 
Michael Rosecrans; telephone (202) 267-2997. 
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eGO 84-09Sb, Emergency Evacuation Plans for 
Manned DeS Facilities (May 18) 

The Coast Guard is issuing regulations 
which will require a eOll1 pn :he miivc , site sp ecifi c 
conl.ing'crH:y pla n rot" the emergency evacuutiun 
of all personne l frum mann ed fix ed faci litics and 
mobile offshore drilling units (MODUs) on the 
Out er Continental Shelf (OCS), 'rhis final rule 
also establishes specific standards for standby 
vessels if they arc designated in the emergency 
evacuation plan (E~P) a:; an integral part of the 
evacuation procedures. This rulcmaking is a 
culmination of Coast Guard initiatives 1,0 require 
contingency planning for evacuation of OCS 
personnel under emergency conditions. This 
rule is also in response to legislative mandates 
concerning OCS evacuation procedures . 

This regulation is effccti ve on June 19, 
1989, except for the information collection 
requirements in sections 146.140 and 146 .210, 
which will become effective on a date to be 
published in the Federal Register . The 
incorporation by reference of certa in 
publications listed in the regulations is approved 
by the Director of the Federal Register as of June 
19, 1989. 

For further informalion, cont.act. LCUR 
Anthony Dupree, Jr .; telephone (202) 267·2307 . 

Final Rule. Extension of Compliance 
Date 

eGO87-016. Emergency Position Indicating 
Radio Beacons for Uninspected Fishing. Fish 
Processing, and Fish Tending Vessels (April 13) 

The Coast Guard is extending the 
compliance date of its final rule that requires 
emergency position indicating radio beacons 
(EPIIW s) to be carried on uninspected fishing, 
fish processing, and fish tender vessels operating 
Oil the high seas. This extension is necessary to 
allow manufacturers of the required 406 MHz 
EPIRRs to complete prototype testing and begin 
production. By extending this compliance date, 
more manufacturers will have time to develop 
their BPIRBs and the retail market will offer 
fishermen a greatly improved device. 

For further information, contact LCDR 
Stanford W. Deno; telephone (202) 267-1444. 
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Interim Rule With Request for 
Comments 

eGO 88-002, Regulations Implementing the 
Pollution Prevention Requirements of Annex V 
of MARPOl 73/78 (April 28) 

The Coast Guard is publishing an interim 
rule to implrun cn t th e rcqu irernent.s ott hc " Art 
to Prevent Pollution from Ships," as recently 
amended by Congress . This rul e applies to 
marine craft of any size or type, including 
commercially operated ships and fishing vessels, 
uninspected ves sels . recreational boats, and oil 
drilling rigs and platforms. The rule also 
requires ports or terminals , including 
recreational boating facilities , commercial 
fishing facilities, and mineral and oil industry 
sborebases, to ensure the availability offaci Ii ties 
to receive ship-generated garbage. This rule 
implements Annex V of the Protocol of 1978 
relating La the International Convention for the 
Prevention of Pollution from Sh ips, 1973 
(M ARPO!. nI78) . The Coast Guard expects that 
this rule will reduce the amount of plastics, 
including synthetic fishing nets, and other s hip­
generated garbage intentionally discharged into 
the marine environment. 

This interim rule becomes effective on 
May 30,1989 , The Coast Guard will a ccept 
written comments on this interim rule until 
December 31, 1989. 

Written comments should be submitted to 
the Executive Secretary. Marine Safety Council 
(G-LRA-2/3600), U .S. Coast Guard, 2100 Second 
si.. SW, Washington, DC 20593-0001, Attn : 
CUI) 88-002 , A Final Regulatory Evaluation, 
Environmental Assessment and copies of the 
comments received on the Advance Notice and 
Notice of Proposed Rulemaking are available for 
inspection and copying at the sa me address . 
Normal office hours are between 8:00 a.rn . and 
3:00 p.rn., Monday through Fr iday, except 
federal holidays. 

Persons desiring to receive a copy of" the 
International Maritime Organization's Report of 
the Working Group on Optional Annexes (MEPC 
26fWP.6 dated September 8, 1988), including the 
"Guidelines for the Implementation of Annex V, 
Regulations for the Prevention of Pollution by 
Garbage from Ships" may obtain one by sending 
a self-addressed 8-1I2x 11" envelope with postage 
paid for 3 ounces to Commandant (G-MPS-3), 
U.S. Coast Guard , 2100 Second St., SW, 

Proceedings of the Marine Safety Council -- June-July 1989 



92 

Washington, DC 20593-000 I, Attn : Annex V 
Guidelines 

Persons desiring to learn about the 
specific requirements of the U.S . Department of 
Agriculture's Animal and Plant Health 
Inspuct ion Service certification process shou Id 
write: LJ .5. Department of Agriculture -- APHIS, 
PPQ, Federal Building - Room 656,6501 
Belcrest Rd ., Hy attsville, M020782, Attn: Dr. 
Ronald Caffey, or they may contact the local 
APH IS inspector at the address or telephone 
number listed in the blue government pages of 
their local telephone book under the U.S. 
Department of Agriculture, Animal and Plant 
Health Inspection Service 

For further information, contact LCDR 
Joel Whitehead; telephone (202) 267 -0491. 

(GO 89-014. Implementation of the Shore 
Protection Act of 1988 (May 24) 

The Coast Guard is publishing an interim 
rule to implement permitting' the numbering 
requi rernents of the Shore Protection Act of 1988. 
The Coast Guard is issuing these requirements 
as an interim rule because the Shore Protection 
Act. requires that. permits be in place 240 days 
after the Act's enactment, which will occur on 
July 15, 1989. By issuing an interim rule, the 
Coast Guard and the public will be able to meet 
this mandated deadline. 

The effective dat.e is May 24, 1989. The 
Coast Guard wi II accept comments un this 
inter-im ru le until August Za, 1989. 

Comments should be submitted to 
Co mrnandant (G-LRA-2) (CGD 89-014), U.S . 
COlist Guard, 2100 Second St., SW, Washington, 
DC 20593-000 I . Comments will also be 
available for copying at this address between the 
hours of 8:00 a.m . and 3:00 p.m . Monday through 
Friday, excluding federal holidays. 

Persons wishing 1,0comment on the 
information collection requirements should 
submit their comments to: Office of Regulatory 
Policy, Office of Management and Budget, 726 
Jackson Place NW, Washington, DC 20503, 
Attn: Desk Officer, U.S. Coast Guard. 

For further information, cont-act LT James 
H. McDowell, telephone l202} 267-0491 .1 

Safe Boating Tips
 

• Respect the water, even if it's a 
small lake . The two major causes of 
fatal accidents are capsizings and falls 
overboard. Most happen in small 
boats on small inland bodies of water. 

• Be alert to weather conditions. 
Out on the water. a thunderstorm can 
be more than an inconvenience. It can 
capsize a boat and threaten the lives of 
the occupants. The National Safe 
Boating Council advises boaters to 
listen to weather reports before going 
out and while they are on the water. 

• Don't overload your boat. The 
small utility boats people use for 
fishing, hunting, and day cruising tend 
to be unstable and can easily swamp or 
capsize. A modern outboard boat has 
a plate indicating the maximum 
outboard horsepower and carrying 
capacity of the boat. The number of 
seats in a boat isn't a measure of it s 
capacity. Overloaded boats overturn. 

• Load your boat properly. A 
person sitting on the gunwale. seat 
back, or bow of a small boat not only 
puts the boat out of trim, making it 
harder to maneuver, but is in danger 
of falling overboard. (Last summer, a 
young man was sitting on the bow of a 
runabout on a New Hampshire lake . 
When the operator cut the throttle, 
the bow dropped suddenly. throwing 
the man into the water. The boat 
passed over him, and the propeller cut 
off his leg at the hip. He died on his 
way to the hospital.) 

• Booze and boats don't mix. Use 
the desiqnated driver concept if you 
want to serve alcohol on your boat. 
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