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AM VER 
T /S BREMEN DOES IT AGAIN 

In a recent Atlantic medico, the 
T / S Bremen, being the closest doctor­
vessel, was called on for assistance. 
And in the tradition of her past, the 
German passenger liner unselfishly di­
verted from her intended course to 
add the saving of another human life 
to her outstanding record of human­
itarianism at sea. 

The case began when a 24-year-old 
crewman aboard the MS Tielrode/ 
Onta fell ill to an acute case of ap­
pendicitis. At 1754 G.m.t. on April 
24, when the New York Rescue Co­
ordination Center (RCC) was in­
formed of the medical emergency, the 
Belgium freighter was 720 miles 
Northeast of Bermuda. According to 
a message sent by the roa.~ter, radio 
contact had been established with the 
MS Eeklo/Onee, a Belgium doctor­
carrying vessel, and temporary med­
ical treatment had been prescribed. 

Because the Eeklo was several sail­
ing days away, the nearest medical 
facilities were at St. Johns, New­
foundland, and Tielrode's master in­
dicated that this was his destination, 
asking if t11ere was any other altema­
live. After checking with AMVER, 
RCC rew York came up with that 
other alternative; the T / S Bremen, 
with a doctor on board, was only 158 
miles Northwest of Tielrode's posi­
tion. Tielrode's master then con­
tacted the Bremen, explaining the 
situation, and the German master 
promptly agreed to a rendezvous. 

While the two vessels steamed to­
wards the rendezvous position, the 
U.S. Public Health Service Hospital 
in New York prescribed further medi­
cal instructions for the patient until 
he was under the personal care of a 
doctor. 

The following day the vessels met 
and the patient was taken aboard the 
Bremen. A few hours later, the Ger­
man liner passed the following mes­
sage to RCC New York : "Patient 
from Tielrode/Onta has been oper­
ated on and is doing fine." 

For years now, the T / S Bremen 
has been a regular Al\fVER partici­
pant and has lent her lifesaving serv­
ices to others at sea. This case, as it 
happened, was in the area of U .S. 
Coast Guard responsibility. As such, 
and in recognition of her most recent 
contribution, Rear Adm. Mark A. 
Whalen, Commander, Eastern Area, 
forwarded the following message to 
the master of the Bremen: "Your 
prompt and willing assistance in sup­
port of the emergency medical case 
aboard MV Tielrode was in keeping 
with the highest tradition of the sea 
and is very much appreciated." 

Details of AMVER System opera­
tions may be obtained from Com­
mander, Eastern Area, U .S. Coast 
Guard, Governors Island, New York, 
N.Y. 10004, and Commander, West­
ern Area, U.S. Coast Guard, 630 San­
some Street, San Francisco, Calif. 
94126. A MVER instructions are 
available there, and at Coast Guard 
Captain of the Port and Marine In­
spection Offices in major Atlantic, 
Gulf, and Pacific ports of the United 
States. The instructions are published 
in the following languages: Danish, 
Dutch, English, French, German, 
Greek, Italian, Japanese, Norwegian, 
Portuguese, Russian, Spanish, and 
Swedish. Requests for instructions 
should state the language desired if 
other than English. ~ 
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THE ANATOMY OF MARINE 
CASUALTY INVESTIGATIONS 

Commander Donald F. H all, USCG 

Assistant Chief, Merchant Vessel Inspection Division, H eadquarters 

A discu~ion of significant marine casualties of 1969 in the context 
of the casualty investigation program and its aftermath. 

THE INVESTICA TION of trans­
portation accidents has been per­
formed by various agencies of 
government for many years and in 
different ways depending upon the 
transportation mode involved. H ow­
ever, never before has there been such 
attention focused on safety and there­
fore on those incidents where safety 
has been shown to be lacking or could 
be improved. Because of this increased 
focus, it is valuable to examine the 
programs that relate to promoting 
safety to see if in fact their assump­
tions are still valid and whether the 
program is performing as intended. 
Furthermore, we think it is valuable 
to those interested in the activities of 
a particular agency to have knowledge 
of the basic machinery and opera­
tions relating to its functions. l n pre­
vious years the Coast Guard has dis­
cussed selected aspects of safety, such 
as personnel failure, that relate to 
marine casualties investigated during 
that year. I would like lo discuss ma­
rine casualties in the contel'..1: of the 
rasual ty investigation program and 
its aftermath. It is hoped that by fos­
tering better understanding of a par­
ticular program of safety its ability 
to achieve its goal will be enhanced. 

What is the goal of a marine casu­
alty investigation? Obviously, since it 
is part of the merchant marine safety 
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From an address before the 1969 
lvfarine Section, of the National 
Safety Congress and Exf1osition. 

program it should ultimately be di­
rected toward prevention of casual­
ties. The route by which this is 
accomplished, however, has never 
been clearly set out a t one given time. 
Rather, il has evolved over many 
years into a tree of many branches. 

I NVESTI GATIONS AND 
SAFETY 

T he stated purpose of marine casu­
alty investigations appears in Coast 
Guard regulations. They are for the 
purpose of taking appropriate meas­
ures for promoting safety of life and 
property at sea. Investigations deter­
mine as closely as possible : ( 1 ) The 
cause of the casualty, (2) whether 
there is evidence that any failure of 
material (either physical or design) 
was involved or contributed to the 
casualty (3) whether there is evi­
dence that any act of misconduct, in­
attention to duty, negligence or willful 
violation of law on the part of any 
licensed or certificated man contrib­
uted to the casualty and ( 4) whether 
there is evidence that any Coast 
Guard personnel or any representative 
or employee of any other government 

agency or any other person caused 
or contributed to the cause of the cas­
ualty. It can be seen that determi­
nations (2), (3) and (4) focus the 
inquiry in a particular direction and 
serve as an adjunct to existing safety 
programs related to vessel inspections 
and manning requirements. However, 
determination of the cause of the cas­
ualty may or may not be connected 
with other existing Coast Guard reg­
ulatory power. An investigation of a 
casualty involving uninspected vessels 
and uncertificated or unlicensed per­
sonnel is nonetheless important inso­
far as the need for expanded regula­
tion may be demonstrated. 

The investigation program has sev­
eral underl}mg assumptions whose 
validity has been demonstrated many 
times. Investigating a marine casu­
al ty is an inquiry into a symptom, a 
manifestation of something else, a 
consequence of a condition. For every 
actual occurrence there are hundreds 
of near-accidents where fortuitous cir­
cumstances avert a casualty. The 
principle has evolved that the value 
of an investigation lies in its identifi­
cation of causes or factors which were 
part of the causal chain of events and 
which arc susceptible to remed ial con­
trol. T he value of an investigative re­
port is directly proportional to its 
dissemination to those persons in the 
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best position to take action on those 
causes or factors. The action taken 
will depend in large measure on what 
recommendations have been made. 
The Nati0na1 Transportation Safety 
Board in its Second Annual Report 
to the Congress stated : 

R ecommendations ans111g 
from reports of accident in­
vesti15·ations and from special 
studies are the most direct 
safety-influence output of 
the Board's work. 

This is equally true for the Coast 
Guard to the degree that the after­
math of an investigation often con­
sumes more manpower and material 
resources than the investigation itself_ 
This is as it should be if we take the 
view that an investigation is not a 
cure of what is wrong but only a 
diagnosis. 

Every year approximately 5,000 
marine casualties are reported to the 
Coast Guard under reporting stand­
ards set out in regulations applicable 
to all U.S. commercial vessels any­
where in the world and to all vessels 
on navigable waters of the United 
States. Casualties arc required to be 
reported that result in: ( 1) $1,500 
property damage or (2) effect on ves­
sel seaworthiness or (3) stranding or 
grounding or ( 4) loss of life or ( 5) 
injury resulting in 72 hours incapac­
ity. It is useful to indicate the dis­
tribution of workload for these cases. 
For example, in 1969 the nine largest 
Marine Inspection Offices, which 
have clear personnel divisions among 
various functions, accounted for 1,151 
of the 2,684 vessel casualty reports 
forwarded to Headquarters. The total 
number of investigating officers pre­
paring these reports was 54. It is esti­
mated that these officers must divide 
their time equally between casualty 
investigations and investigation and 
presentation of misconduct and neg­
ligence cases concerning licensed or 
certificated persons. Naturally, not all 
cases receive an equal degree of in­
vestigation nor are all reports of the 
same type. Some cases are investi­
gated by Marine Boards of Investi­
gation. All others are investigated by 
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one officer either informaHy or by 
conducting forrnal proceedings simi­
lar to a Marine Board. Last year the 
Commandant convened six Marine 
Boards of Investigation to investigate 
casualties resulting in a total of 67 
deaths. Marine Boards are convened 
for major casualties if such an investi­
gation would tend to promote safety 
and is in the public interest. 

PROMPT CASUALTY REPORT 

A casualty that took the lives of 
nine men in a very short time oc­
curred in the Santa Barbara Channel 
on 25 November 1968. The M/ V 
Triple Crown,1 a drilling rig anchor 
and supply vessel, was engaged in 
picking up the anchors and chain for 
the offshore drilling rig Bluewater 11 
when the vessel listed to starboard 
and sank stem first. The Marine 
Board which investigated the inci­
dent concluded that it was caused by 
the flooding of the engineroom 
through the open starboard stack­
house door as the vessel rolled in 

1 The Marino Board, Commandant nnd 
National Transportation Sllfcty Boord Ac­
tions on this casualty may, be found In; tho 
November 19-69 "rr.ocecclings." 

moderate seas. It further found that 
the casualty may have been prevented 
or its effects minimized by closing 
and securing the engine stackhouse 
door which had been obstructed by 
an anchor. Another preventive meas­
ure indicated would have been 
proper loading of the vessel to main­
tain sufficient stern freeboard. The 
improper loading condition of the 
vessel was due to using water ballast 
tanks to stow anchor chain, fuel , and 
potable water instead of for reserve 
buoyancy. These causal factors indi­
cgtted evidence of several violations 
of vessel inspection and manning laws 
and also vessel docwnentation laws 
regarding tonnage. Besides recom­
mending that appropriate action be 
taken on the alleged violations against 
the owner, operator and charterers, 
the Board recommended amending 
the documentation laws to make re­
quirements more explicit. It further 
recommended investigation to detect 
or remedy tonnage violations for ves­
sels similar to the M / V Triple 
Crown. 

The machinery of investigation 
and review of this case is worthy of 
note because it represents a step in 
assuring that the results of Marine 
Boards of Investigation become avail-
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able as soon after the casualty as pos­
sible so they may have maximum im­
pact. The time between the date of 
this casualty and release of the final 
report represents a significant reduc­
tion o,·er the period of time for 
Marine Board cases that have oc­
curred in the past. A total of only 
TEN MONT ITS from the date of the 
casualty until final action by the 
NTSB and release to the public. Nat­
urally, complete investigation and 
careful review are primary, but it is 
valuable from a safety viewpoint to 
publish the results of investigations of 
major casualties while the memory of 
the incident is relatively fresh in the 
public's mind. Of the si..x Marine 
Boards of Investigation convened this 
year, fi ve have reported to the Com­
mandant and the cases are under 
review. Upon completion of Com­
mandant's Action the reports will be 
forwarded to the National Trans­
portation Safety Board for final 
determination of cause. 

This casualty also serves to point 
up the relationship between how pur­
suit of the cause of a casualty tan 
lead into law enforcement functions. 
However, as the Board R eport and 
Commandant's Action make clear, no 
determination on any violations is 
made or intended beyond merely 
finding evidence of such violation. 
Action upon this evidence is under­
taken by separate and distinct pro­
cedures. This separation of functions 
is not only a necessary incident of due 
process of law but also an important 
principle in assuring the investigation 
remains unencumbered by non-safety 
considerations. 

MATTERS OF JURISDICTION 

A casualty which serves to point 
up the interrelation of jurisdiction 
among the various agencies of the 
Go,·emment occurred in the Gull of 
Mexico on 24 October 1967. The 
Continental Oil Rig 43-A ~ exploded 

• The J\lnrine Bonrd, Commo11dant and 
National Transportation Safety Board Ac­
tions on this casualty may be found In the 
October 1069 "Proccediogij." 
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Commander Donald F. Hall, who 
is presently assigned as Assistant 
Chief, Merchant Vessel Inspection 
Division in the Office of Merchant 
Marine Safety at U.S. Coast Guard 
Headquarters in Washington, D.C., 
is a 1943 graduate of the Massachu­
setts Maritime A cadem·y. Following 
graduation, Commander !fall was 
employed as a licensed deck officer 
in various merchant vessels, obtaining 
his unlimited master's license in 1947 
at the age of 23. He entered the Coast 
Guard as a commissioned officer in 
1953, and his merchant marine safety 
career began the f ollowirtg year at 
the port of Philadelj1hia. Commander 
Hall's Coast Guard duties include a 
previous assignment at Coast Guard 
Headquarters in the Mer chant Ves­
sel Personnel Division, as well as 
tours afioat and ashore at Boston, 
Norfolk and in Guam, where he 
served as Officer in Charge, Marine 
Inspection just prior to his present 
assignment. 

while operating as a production fa­
cility in collecting and processing 
crude oil produced by adjacent oil 
well fields. While there was no result­
ant loss of life and only minor injuries 
from the incident the potential for 
greater disaster was present. Many 
conclusions and recommendations of 
the Board focused upon those aspects 
of the casualty which arc of primary 
regulatory concern to the Coast 
Guard-firefighting and lifesaving 
equipment. The regulation exercised 
by the Coast Guard over the struc­
tures under the Outer Continental 
Shelf Lands Act is confined to life­
saving, firefighting and navigation 
equipment. However, when the 
Coast Guard is the sole agent investi­
gating a casualty the scope of that 
inquiry must go beyond the area of 
regulatory control if a complete and 
accurate picture of all the circum­
stances is to be compiled. Some of 
these areas involve drilling opera­
tions that may be within regulating 
power of the Department of Interior. 

This point was made in the Action by 
the National T ransportation Safet} 
Board, which recommended that the 
Department of Transportation, in 
conjunction with the Department of 
Interior, study the need for new or 
expanded safety regulations for off­
shore drilling facilities including 
equipment, operation methods re­
lated to drilling, production, and 
transportation of oil, gas and other 
subsoil minerals. 

The Secretary of Transportation 
concurred in the need for safety regu­
lation in this area. Ile further stated 
that a study of the Department's 
jurisdiction over offshore pipelines 
and production facilities determined 
that it had "complete and exclusive 
jurisdiction·' over all pipelines that lie 
on the continental shelf outside state 
boundaries. While this jurisdiction 
would attach to a facility such as 
Platform 43- A it would not place any 
responsibility on the Department over 
a well up to the point where the com­
modity enters the pipeline. The Sec­
retary of Interior also responded to 
the recommendation of the National 
Transportation Safety Board. H e en­
dorsed the proposal for a joint study 
of the need for additional safety regu­
lations; however, because of the issu­
ance by the Department of Interior 
of new safety and control regulations 
for offshore leases such a study was 
deemed premature. This discussion of 
this recommendation demonstrates 
how a casualty investigation can op­
erate as a vehicle of policy develop­
ment and how it often meshes with 
other administrative activity. 

On 6 April of 1969 a collision 
occurred in the Mississippi River at 
New Orleans that dramatically dem­
onstrates the above principle. Colli­
sion between vessels in a populated 
area is always a serious matter. When 
one of the vessels involved is a barge 
carrying a highly volatile cargo of 
crude oil, then the potential for 
major catastrophe exists. The fire 
which erupted after the collision 
between the Chinese vessel Union 
Faith and a barge in tow of the 
tug Warren / . Doucet took the lives 
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HOW MANY? 5,000 Marine casualties 

•CAUSE 

•MATERIAL FAILURE 

··PE8SDNNEL FA.ULT 

of 25 crewmembers of the freighter. 
T his casualty occurred under the 
Greater New Orleans bridge a t a time 
when river safety was already a sub­
ject of much concern. Its impact will 
undoubtedly be felt long after the re­
port of the U.S. Coast Guard Marine 
Board of Investigation is completed. 
Legisl~tion pending in Congress for 
several years would extend the regula­
tory control the Coast Guard exercises 
over towing vessels. With each disaster 
on the rivers, the need for such legis­
lation as well as other proposals in­
volving bridge-to-bridge radiotele­
phone and unified Rules of the Road 
becomes more acute. 

TO INQUIRE, NOT ACCUSE 

Tragedy in the Mississippi River 
was visited upon the Coast Guard it­
self when the buoy tender White 
Alder sank after a collision with the 
SS H elena (Taiwan) on 7 December 
1968. The upbound freighter collided 
with the White Alder south of Baton 
Rouge as the latter was returning to 
New Orleans after completing a mis­
sion of retrieving low water buoys. 
Of the twenty crewmembers on thl! 
White Alder only three men sur­
vived, resulting in the worst Coast 
Guard loss of life during peace time. 
The :Marine Board convened to in­
vestigate this casualty has reported 
to the Commandant and the report 
is under review. One aspect of the 
investigation worthy of note is the 
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claim of privilege against self-i ncrimi­
nation invoked by personnel on board 
the SS Helena. Reflecting the dictate 
of the United States Constitution, 
provision has always been made for 
the exercise of this privilege by any 
witness to an investigation. The privi­
lege of course extends only to answers 
which may tend to incriminate in the 
sense that the witness would be sub­
jected to a criminal sanction. While 
exercise of the privilege occurs only 
rarely in our investigation, it none­
theless illustrates a very significant 
feature concerning the character of 
a marine casualty investigation. As 
stated earlier, the purpose of investi­
gation is promotion of safety of li fe 
and property and not to fix civil or 
criminal responsibility. Thus, the role 
of an investigating officer or a :?.fa­
rine Board is not accusatory. It is 
inquisitory. The focus of inquiry is 
determination of cause not apprehen­
sion of a criminal offender. The very 
nature of the investigation distin­
guishes it from ferreting out c1ime 
and criminals. In conferring investi­
gative power upon the Coast Guard, 
the Congress also conferred the power 
to compel testimony by suopoena 
from persons with knowledge of thl! 
circumstances of a casualty. This 
power, although subject to constitu­
tional limitations, is considered an 
essential instrument of casualty in­
vestigations even though resort to its 
use is infrequent. The power of an 
administrative agency to compel the 

testimony of a witness or production 
of records and other material is a 
formidable one and can only be 
granted by Congress. In granting this 
power to the Coast Guard, the Con­
gre» made its intent clear that effec­
tive investigations cannot depend 
solely upon voluntary cooperation of 
the public. The fact the power exists, 
ho~ever, is often sufficient to achieve 
the desired result and theretore its 
exercise usually becomes unneces­
sary. The Coast Guard intends to 
continue its efforts to gather all per­
tinent facts of a casualty in a manner 
involving the least coercion. In thosl! 
situations where it appears that a 
witness is unjustifiably recalcitrant 
and he refuses to testify as to facts 
unavailable elsewhere, then the broad 
powers granted by Congress must be 
exercised in order to perform the 
broad responsibilities conferred. 

This concludl!s my discussion of 
marine casualty investigations that 
relate to the general goal of marine 
safety. Too often the response to ac­
cidents is only "Be more careful." 
This of course is not enough if one 
is to genuinely intend to prevent fu­
ture accidents. It is often said that 
questions arc more important than 
answers. If the right question is posed 
then the right answer is more easily 
found. This is certainly true in ma­
rine casualty investigations. I hope 
those involved in maritime safety 
never stop asking the question "Why 
aren't we doing better?" ;f; 
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maritime sidelights 

SAFEST SHIP AWARD 

Photo Co11l'tes11 Leon '/ ',,ice 

On behalf of his crew, the Master of the M .V. New Yorker, accepts a plaque 
honoring his vessel as the Safest Ship in the Fleet for 1968. The New Yorker 
won the award in competition with 34 other ships operated by Sea-Land 
Service, Inc., achieving a lost-time accident frequency of zero. In addition to 
the plaque, the licensed personnel won a stereo system for their mcsshall and 
the unlicensed a standard-shortwave radio. Pictured above arc, from left to 
right : Chief Engr. James Prendergast, Chief Mate Frederick Boer, SIU Port 
of New Orleans Representative Jack Gould, Sea-Land Service, Inc., Safety 
Engineer Robert Snow, Capt. Adam Torres, Ramon Benitex, B. R. Util., and 
Henry Isidore, Messman. ;f; 

USS-A Friend 
Away From Home 

Seamen away from home for long 
periods of time often require special­
ized services to provide a link with 
the way of life they leave behind. 
United Seamen's Service (USS) 
serves as this link, since it is the only 
American agency providing health, 
welfare, and recreation services to 
our seamen in foreign ports. 

USS establishes centers in difficult 
port~ where seamen may be victim­
ized and provides services in military 
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ports, particularly in the Vietnam 
Sealift area. In the latter ports, there 
are no other facilities available to the 
seamen who bring in the essential 
military supplies. 

A USS center provides mail and 
telephone services, counseling on 
family problems, recreation and sport 
facilities. U SS is geared to give these 
services in the short periods the sea­
man is in port. For seamen unable 
to come ashore because of work 
schedules, a USS representative takes 
aboard mail and papers and renders 
on-shore services where needed. 

For seamen who require medical 
care or hospitalization, USS provides_ 

language interpretation, comfort ar­
ticles and communicates with the 
family at home. It provides housing 
during the convalescent period before 
the seaman is repatriated. For the sea­
man in trouble, USS helps with legal 
and technical aid to return him to 
work at the earliest possible time. 

When an illness, death, or tragedy 
strikes at home, USS l()('ates and ar­
ranges for emergency transportation 
home for the seaman. 

USS is supported by United Funds, 
the Maritime Industry, and the Fed­
eral Combined Campaign. Funds 
thus raised help meet the expenses 
of the marooned and hospitalized 
seamen. But the major income is from 
the seamen themselves. T n the centers 
they pay reasonable prices for food, 
beverages and lodging, which puts 
these services on an almost self-sus­
taining basis. 

USS has it~ headquarters at 17 
Battery Place, New York, N.Y. 10004. 
Telephone: HAnover 2-4567. Cable: 
UNSE/\SER. ;f; 

New Journal Planned 
Publication plans for a new quar­

terly periodical for the international 
maritime and shipping industry to be 
kno·wn as The Journal of Maritime 
Law and Commerce, were announct'd 
in Washington. The first issue was 
planned for October, 1969. This will 
be the fi rsl English language journal 
devoted to international shipping law 
and commerce. Jefferson Law Book 
Co., of Silver Spring, Yid., will be the 
publisher. 

Edited at New York University 
School of Law, the journal will focus 
on the complex problems of the mari­
time community and seek their solu­
tions. The editor is Professor Albert 
H. Garretson, and the associate editor 
is Professor Ludwik A. Teclaff. ;f; 

--Jo11r1111l o/ Commerce 
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BE ALERT WHEN HANDLING 
MOORING LINES 

We have experienced several 
injuries involving seamen who were 
handling lines during mooring opera­
tions. These accident~ could have 
been avoided had the persons in­
jured exercised proper work methods 
and been alert to their surroundings. 

It is important that only experi­
enced seamen l1andle synthetic lines 
at winches and mooring bitts. Ships' 
officers must make sure their men 
know the characteristics of all lines 
used. 

Excessive strain on lines should be 
avoided whenever possible depending 
on the particular circumstances. 
Warning of a dangerous strain is 
given by obse1vation or by the creak­
ing of the hawser. 

Every seaman must be alert to the 
surroundings. He should avoid posi­
tioning himself in a spot where a rail 
or any other structwal part of a ship 
may prevent him from moving clear 
of a parted or runaway line. 

Sufficient turns of the mooring line 
must be made around the gypsyhead 
to hold the strain and prevent the 
line from slipping. Excessive turns 
could cause the line to jump off when 
a strain is applied. 

.:\fen handling lines on the gypsy­
hcad should stand a safe distance 
away to avoid fingers or hands being 
caught between the lines and keep 
feet or legs clear of all bights that 
could catch and draw them toward 
the gypsyhead. 

When handling the approved west 
coast type stoppers, stay on the safe 
side, don't allow yourself to be caught 
by a runaway line in the event a 
stopper does part due to excessive 
strain on a line. 
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Good communication is most 
important. The seamen a t the con­
trols of the windlass must be alert and 
have a clear 'iew of all hands han­
dti.ng the lines. 

Always make mooring lines fast to 
bitts, not on gypsyheads. 

NEVER STAND IN THE PATH 
OF A LINE UNDER STRAIN. 

NEVER ATTEMPT TO 
CHECK A LI:\TE WLllCTI IS 
RUN~I:\TG OUT RAPIDLY BY 
STEPPING ON IT. 

f'o111·tesy L11kcs Liuc~ 1Safc·t11 B11//cti11 

FIBER LINES 

In T\ fetcora, in northern Greece, 
there arc a number of monasteries 
perched on the top of high rocks for 
reasons of safety. The only access to 
these monasteries, until very recent 
times, was by means of a hoist. The 
monks ·would lower a decrepit lookincr 
line. The traveler would be placed 
in a net. hooked onto the line and 
ho'e alofr The following joke be­
came standard. The uneasy traveler 
would look at the ancient line and ask 
how often it was rene""ed. He \Vas 
informed that the line was renewed 
promptly whenever it broke. 

This is not the procedure to follow 
with fiber lines on vessels. They 
should be kept clean of grease and oil 
and protected against chemicals that 
might cause them to deteriorate. 
They should likewise be stowed in a 
dry, well-ventilated storeroom and 
protected against mechanical damage. 

Lines, particularly lines on which 
men arc going a loft, should be care­
fully inspected before they are used. 
If there is the slightest doubt as to the 
condition of a line on which a man is 
going aloft, it is to be replaced with 
new line. ;!: 
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DECK 

Q. Whal are the requirements 
of the regulations ,,·ith respect to the 
manning of lifeboats? 

:\. There shall be for each life­
boat a number of certificated lifeboat­
men equal to that specified in the 
tables of the regulations. 

The master shall appoint a first and 
second in command for each lifeboat. 
On all services other than rivers, these 
persons shall be either licensed deck 
officers or certificated lifeboatmen. 

The master shall assign to each mo­
tor-propelled lifeboat a man capable 
of working the motor. 

The master shall assign to each life­
boat carrying a wireless and search­
light, a man capable of operating such 
equipment. 

The master ~hall assign to one or 
more officers lhe duty of seeing that 
the lifeboats and liferafts are at all 
limes ready for immediate use. 

Q. What equipment is required 
by the Regulations to enable persons 
to get in and out of a boat in the 
water and up to the boat deck? 

A. All vessels shall have an ap­
pro,·ed type ladder for each set of 
lifeboat davits. Such ladders shall be 
kept ready and convenient for use on 
the lifeboat deck, and shall reach from 
such deck to the vessel's light water­
line, no heel assumed. 

Q. What precautions are neces­
sary to insure that lifeboat winches 
and hand propelling gear in lifeboats 
operate properly in cold weather? 

. \. In order to assure that life­
boat winches and hand propell ing 
gear operate properly during cold 
weather it is important that the oils 
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and greases used be in accordance 
with the lubrication chart provided 
by the manufacturer or the plate on 
the winch or gear providing for such 
temperatures. The oil or grease should 
be checked for water content, and 
the gear casint.rs checked for \\"atcr un­
der the oil which, if frozen, \\"Ould 
interfere with the operation of the 
gear. These precautions should be 
taken when coming into cold weather, 
when operating in cold weather; and 
are especially important on vessels 
operating alternately in warm and 
cold weather, under which conditions 
condensation will most likely occur. 

Q. Where \'essels arc provided 
with manila lifeboat falls, how must 
such falls be stowed in order to pro­
tect them, particularly from ice? 

. \ . All vessels of over 1,000 gross 
tons shall be provided with CO\'crcd 
tubs, boxes, or reels for lhe stowage 
and protection of the falls. Vessels of 
1,000 gross tons and less shall have 
the falls protected from ice and ready 
for immediate use. 

Q. a. If rou were in charge of 
a lifeboat, how would you prC\'Cllt it 
from swinging as the vessel rolled 
when the boat is at the embarkation 
deck? 

b. How \\"Ould you prevent it 
from swaying if the ship is pitching? 

A. a. By the use of frapping 
lines passed around the falls above the 
lower block. 

b. Keep the painter taut and 
use a stern painter made fast in the 
same manner or by giving the frap­
ping lines fore and aft lead. 

nautical queries 

ENGINE 

AIR COMPRESSORS 

Q . Copy the below diag ram and label 
each of the lines. What does the cross hatched 
area represen t? 

C 5 B 

A. The below diagram indicates thrH 
methods of compression: isothermal, three 
s.tage with intercoolers, a nd adiabat ic. The 
cross hatched a rea represents the work saved 
by three stage compression with lntercool­
ing versus single stage adiabatic compression. 
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Q. Explain how the following 
conditions will be indicated and how 
they will affect the combustion of the 
fuel oil in the furnace: excessive air; 
insufficient fuel oil pressure; water in 
the oil ; low fuel oil temperature. 

A. Excessive air will be indicated 
by white smoke or a completely clear 
stack. When too much air is used, 
there is a large falling off in boiler 
efficiency, because a large part of the 
heat generated in the furnace is 
carried away up the stack. Insuffi­
cient a ir is indicated by black smoke 
and pulsating combustion. Too little 
air results in incomplete combustion 
with the loss of heat and soot deposi­
tion. Insufficient fuel oil pressure will 
be indicated by black smoke as the 
fuel will not be atomized properly and 
hence will not mix well with the air. 
Low pressure will also result in the 
loss of heat and soot deposition. Water 
in the oil will be indicated by a hissing 
sound during combustion and may 
cause the flame to be extinguished. If 
the temperature is too low the oil will 
not atomize properly, thus causing the 
burners to smoke heavily with the 
subsequent loss of heat and soot 
deposition. 

Q. What an.: the causes of pant­
ing in a fuel oil burning boiler? 

A. Panting is usually caused by 
one of the fol lowing: deficiency of 
a ir, excessive oil temperature, pulsat­
ing oil pressure, or poor air-oil inter­
mixture. Poor air-oil intermixture 
may be caused by poor furnace 
design, improper burner openings, 
poor register design, or severe warp­
ing of the burner parts. 

Q. Which of the following 
would aid in prevention of engine­
room or boiler-room fires : 

(A) Keep tanktops and floor­
plates free of oil 

(B) Maintain proper fuel 
temperature 
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(C) Do not light burners off 
brickvvalls of boiler furnace 

(D) All of the above 
A. (D) All of the above. 
Q. Oil to be used for firing boil­

ers shall have a minimum fiashpoint 
of: 

(A) 100° F 
(B) 130° F 
(C ) 150° F 
(D ) 180° F 

A. (C) 150° F 
Q. You are assigned to a partic­

ular vessel as engineer. You can 
ascertain your duties for fire or 
emergency from : 

(A) The ship's fire bill 
(B) The certificate of inspec-

ti on 
(C) The ship's emergency 

booklet. 
(D ) The station bill 

A. (D) T he station bill. 
Q. What firefighting equipment 

should be used if an engine room fire 
got out of control? 

(A) 40-gal. fuam 
(B) 100-lb. semi portable C02 

(C ) Fixed C02 

(D)None of the above 
A. (C) Fixed C02 • 

Q. In fighting an oil or gasoline 
fire which of the following should not 
be used: 

nozzle 
(A) Solid stream smooth bore 

(B) High velocity fog 
(C) Low velocity fog 
(D) Steam smothering 
(E) Foam 

A. (A) Solid Stream smooth 
bore nozzle. 

Q. Regulations prescribe that 
C02 cylinders may be retained in 
service if the weight loss is not more 
than: 

(A) percent of weight of 
charge 

(B) 3 percent of weight of 
charge 

(C) 5 percent of weight of 
charge 

(D) 10 percent of weight of 
charge 

(E) 15 percent of weight of 
charge 

A. (D ) 10 percent of weight of 
charge. 

Q. What is the purpose of the 
"volute" of a centrifugal pump? 

A. The purpose of the volute is 
to collect the liquid discharged from 
the periphery of the impeller at high 
velocity and gradually bring it to 
a relatively low velocity, thus con­
verting the velocity head to static 
pressure. 

CORRECTION 

The sccond "deck question" con­
cerning emergency signals on page 
153 of the August 1969 issue, the 
answer was incorrect. 

The question concerned emergency 
signals. In the answer printed, a fire 
alarm was described as follows: "Con­
tinuous rapid ringing of the ship's bell 
for at least 10 seconds supplemented 
by the same signal on the general 
alarm bells." 

The regulations for fire alarm for 
Passenger Vessels, for Tank Vessels, 
and for Cargo and Miscellaneous 
Vessels were amended in the Federal 
Register of 8 September 1965 to read 
"The fire alarm signal shall be a con­
tinuous blast of the whistle for a pe­
riod of not less than 10 seconds sup­
plemented by the continuous ringing 
of the general alarm bells for not less 
than 10 seconds." The only place 
where the ship's bell may still be used 
in lieu of the whistle signals for fire 
alarms is on river vessels. 



NAVIGATION AND VESSEL INSPECTION CIRCULAR NO. 7-69 
25 August 1969 

Subject: Hydraulic Releases with Primary Lifesaving Equipment and A lternate Float-Free Arrangements 

PURPOSE 

This circulai- summarizes the requirements for install­
ing the approved hydraulic releases now permitted on 
shipboard with inflatable liferafts, lifcrafts, life floats, 
and buoyant apparatus. Alternate float-free arrangements 
not requiring hydraulic releases are also discussed. 

BACKGROUND 

Hydraulic releases arc depth-actuated devices designed 
to release primary lifesaving equ ipment (except lifeboats) 
from the deck of a sinking vessel. After the publication on 
9 July 1959 of the specification for Coast Guard approved 
inflatable liferafts, Subpart 160.051, the raft manufac­
turers installed hydraulic releases with their equipment 
on shipboard in keeping with a number of ,·essel regula­
tions (except for small passenger and uninspected Yessels) 
which state that "Inflatable liferafts shall be stowed in 
surh a man ner that they will Roat free in the event of 
the vessel sinking." These release devices, similar to those 
used by the U.S. Xa\)', were accepted for merchant ,·es­
scls, although at the time a Coast Guard specification had 
not been published to provide for their approva 1 and 
periodic overhaul. This approach was changed on 12 
Ap1·il 1968 by the publication of Subpart 160.062 (H r­
draulic and Manual Releases for Lifesaving Equipment ) 
with ainenclments to the vessel regulations which together 
now provide for the approval, overhaul, and optional use 
of hydraulic releases and their listing in CC-190 (Equip­
ment Lists) . The sections of the vessel regulations 
amended by this action are as follows: 

Tank vessels: 46 CFR 33.20-20; 33.25-15. 
Passenger vessels : 46 CFR 71.25-15; 75.15-10. 
Cargo and miscellaneous ,·essels: 46 CFR 91.25-15; 

94.15-10. 
Nautical schools : 46 CFR 167.35-3. 
Small passenger vessels: 46 CFR l 76.25- 20 ; 176.25-

22; 180.20-1. 
Oceanographicvessels: 46 CFR 192.15-10. 

DISCUSSION 

Function and 0 peration of H )1draulic Releases 

a. A properly installed hydraulic release permits life­
saving equipment secured on deck to float free from a 
sinking vessel. In addition, as part of an infl atable life-
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raft's gripe assembly, the hydraulic release prevents a raft 
from coming adrift and accidentally discharging its co~ 
inflation cylinder. 

b. A hydraulic n.:lcase approved under Subpart 
160.062 operates by the pressure of sea water on a dia­
phragm whose movement against a spring-loaded plunger 
unlocks two pawls which restrain its buoyant load. H y­
draulic releases arc not closure devices for inflatable life­
raft containers, and they have no direct connection with 
a raft's CO. inflation system. A hydraulic release acts 
indirectly as an automatic inflater only by allowing a lifc­
raft container to float upward from a sinking ship so that 
pull exerted on the raft's sea painter can discharge the 
raft's co~ inflation cylinder by an auxiliary lanyard. 

Hydraulic Release Installation 

c. Enclosure ( 1) shows the only hydraulic release 
presently approved by the Coast Guard under Subpart 
160.062. This device is intended to be part of a gripe as­
embly installed under tension. This release exerts a ten-

sion force of 60 lbs. when its eye bolt is extended a distance 
of %". T his amount will be indicated by an inside row 
of punch marks on the shank of the bolt that emerge when 
the correct load is applied. 

cl. It must be emphasized that hydraulic releases are 
to be installed under tension loading. When the release 
plunger is depressed, whether by water pressure or by 
hand, without tension loading there can be no assurance 
that the two hakes of the device will separate and free 
the gripe. Endo ure (2) shows the general installation 
intended for this device; Lhe following points should be 
noted : 

( 1) The device is suspended in tension by its end 
fillings and does not contact the raft container it.self. A 
release may fa il to operate if its gripe assembly forces the 
device against a container, or around a corner, or into 
contact with an object to the side. 

(2) The release faces inboard so that its release 
plunger is accessible. 

(3) The sea painter of the ra[t is made fast to the 
ship. 

( 4) The gripe assembly can be removed by slack­
ing the turnbuckle or by pushing on the release plunger 
with the heel of the hand. If the raft is to be moved to 
a lau nching station, before it is dropped overboard the 
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end of the sea painter must be refastened to the ship at 
the launching position. 

e. The gripe assembly shown on E nclosure (2) does 
not include special latches or unusual hardware. These 
releases are to be installed in Lhe field on existing or new 
equipment foundations. I t is possible that some of the 
existing arrangements may not clear the deck sufficiently 
to pe1mit a release to be installed as shown here. In such 
instances, the Officers in Charge, Marine Inspection 
(OCMis) can permit the necessary alterations that will 
give results comparable to Enclosure ( 2) . Drawings for 
these alterations do not have to be submitted to the Com­
mandant ( MMT) for approval. 

Approved 'Hydraulic R eleases 

f. Hydraulic releases manufactured prior to the pub­
lication of Subpart 160.062 are permitted under 46 
CFR 160.062-4(£) and -5(a ) to be repaired, iden­
tified with an inspection tag, and continued in serv­
ice as approved equipmen L, provided that ( 1) their 
manufarturers bold a current approval certificate for 
a similar device issued under Subpart 160.062, and (2 ) 
these manufacturers have made arrangements to recon­
dition these old devices at either the factory or at a desig­
nated repair facility. Thereafter, both the reconditioned 
hydraulic releases and those approved of present manu­
facture shall undergo servicing at intervals of J 2 to 15 
months with each servicing recorded on their inspection 
tags as described under Subpart 160.062. The devices in­
stalled with inflatable liferafts arc to be serviced at the 
same time as their raft~. 

Alternate Float-Free Arrangements 

g. Some vessel operators may choose to eliminate 
hydraulic releases a ltogether. The inflatable lifcrafts of 
these installations can then be placed in racks to prevent 
their shifting and from which the rafts can float free if 
the vessel sinks. The OCMis can permit existing founda­
tions to be modified by the addition of removable stan­
chions and bars to make loose fitting float-free installa­
tions similar to that shown on Enclosure (3) . The length 
of the enclosing stanchions will depend on the location of 
the raft on deck and its exposure to boarding seas. On 
some vessels with low freeboards, there will be deck loca­
tions unsuitable for mounting inflatable liferafts that do 
not include hydraulic releases. The OCMis will have to 
evaluate these installations individually on the basis of the 
vessel's operating conditions. 

ACTION 

a. After 1 July 1969, all nonapproved hydraulic re­
leases installed with rigid liferafts, life floats, and buoyant 
apparatus arc to be removed. 

b. After 1 July 1969, all nonapproved hydraulic re­
leases installed with inflatable liferafts are to be removed 
from service when the rafts go ashore for their next regu-
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Jar servicing. Thereafter, any hydraulic release installed 
·with an inflatable liferaft shall be an approved device. 
This first servicing period after 1 July 1969 will also be 
the occasion for vessel operators to eliminate their hydrau­
lic releases if they choose to use the a lternate float-free 
arrangements described above. 

c. Upon completion of the above changeover, an 
approved release will be either an approved device re­
cently manufactured under Subpart J 60.062, or a device 
previously nonapproved that has been reconditioned as 
described above in Paragraph f. At the time of writing 
this circular, the hydraulic release manufactured by the 
C. J. Hendry Co. under Approval No. 160.062/ 1/ 0 is the 
only approved device available. The Coast Guard has not 
been advised of any designated repair facilities for recon­
ditioning the nonapproved devices previously manufac­
tured by this company. d; 

OTE: On September 22, 1969, the Coast Guard granted 
an approval, 160.062/2/0, to Arrow Manufacturing, Inc., of 
Edgerton, Wis. for a Model 404 hydraulic release. This second 
approval will be included in an addendum to the above Naviga­
tion and Vessel Inspection Circular No. 7-69. 

t;.~CLOSUR£ (1) TO .iAVlCATlOS AND V£SS!L fl<SPECfl®f CIRCULAR NO. 7-69 

Inef.d• rOlit of punc.h aa.rb 
pulled out r:o t~ of ••vtce 
1ndic4tH correct t•n1ton load 

1t'. : 

~ I 

t l 

P.wl (1 uch 1id•) 

J/4"' dlH. hole 

3/4"x I" 
opontna 

Koutina of internal 
tcmslcming 11pcin3 

drain holu 

Hoh t or in•p•cdon 
tax Unk 

llydrau.Uc lel .. 1•: 
l&ftJO Mod•l ( 
"4d• by c.J. tlendry 
Approval 160.062/1/0 

13 



SMd:h 
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e!<Cl.OSllll (3) TO NAVIGATION AlfO YUSIL IKSPttTIOCI CllCUl.All NO. 1-69 

Demountable pipe 

I 
ttAnchloruJ with 
toggle plnG 

Clearo.nee £or loose fi t 
ot coch pipe ttanchton J 

.... 

~::n:~~:r o:•:~;:: i ' 0 

lty4nvUc reld.le f'aeltll 
ll•••rd vttb rel u•• 
JlWl&el' -.CHHl-r.h 

J
-"-.-.... -lC-..... -.~-

91r4uvltc h leuc 1-t.all•il• .,,. 
Sprt1111 TH •loud CT1J• 

DEPARTMENT OF 
TRANSPORTATION 

COAST GUARD 

[CGFR 69-104] 

GETTY OIL CO. 

Registration of House Flag and 
Funnel Mark 

1. T he Commandant, U.S. Coast 
Guard, in accordance with the provi­
sions of § 3.81, Customs Regulations 
( 19 CFR 3.81 ) , issued under the au­
thority of tht; Act of May 28, 1908, as 
amended (46 U.S.C. 49 ), has reg­
istered the house flag and funnel 
mark of the Getty Oil Co. as de­
scribed below: 

(a) H ouse Flag. The house flag is 
rectangular in shape. The hoist is 4 
feet, the fly 6 feet. Superimposed and 
centered on a white field is the word 
"Getty." The letter "G" is a modified 
upper case letter and is red. The re­
maining letters are orange lower case 
letters. The Letter "G" is 1' 4%" 
high, and l' 3%" wide. Centered 
within the "G" is a 6Y2 " in diameter 
red nuclear symbol with a 1%" red 
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Sota painter •~cured 
to found•tton or 
vessal 

OetaU 

Alternat~ Ploot-Frce lnstdlat ion 
Without • HydTouUc Rvleua 

dot or ball centered therein. The let­
ter "e" is l' Ya" high and 11 l o/,_6" 

wide. Each letter "t" is l' 1 Ya" high 
and 6%" wide. The kllcr "y" is l' 
2Ys" high and 1' wide. 

(b) Funnel Mark. The funnel 
mark is to appear on a white funnel. 
The insignia consists of a modified 
upper case letter "G" painted red 
with an orange color dot or ball set 
wiliun the letter "G". The distance 
from the top of the funnel lo the top 
of the letter "G" is 4' 6". The letter 
"G" is 14' 8" high and 14' 6" wide. 
The distance from the bottom of the 
"G" to the fidley deck area is 6' 6". 
The orange dot or ball set within the 
letter "G" is 4' 4" in diameter. 

2. Colored drawings of lhe house 
flag and funnel mark described on 
li le with the Federal Register Divi­
sion, National Archives and Records 
Service. 

Dated: October 28, 1969. 

P. E. TRIMRLE, 

Vice Admiral, U.S. Coast Guard, 
A cting Commandant. 

[F.R. Doc. 69-13228; Filed, Nov. 5, 
1969; 8:46 a.m.) 

(li'ederal Register of November G, 1060.) 

FUSIBLE PLUG 

The regulations prescribed in sub­
part 162.014, subchapter Q, specifi­
cations require that manufacturers 
submit samples from each heat of 
fusible plugs for test prior to plugs 
manufactured from the heat used on 
vessels subject to inspection by lhe 
Coast Guard. A list of approved heats 
which have been tested and found 
acceptable during the period from 
August 15, to September 15, 1969, is 
as follows : 

The Lunkenheimer Corp., Cincin­
nati, Ohio 45214. Heat Nos. 753, 754, 
760. 

AFFIDAVITS 

The following affidavit was "'"­
cepted during the period from Octo­
ber 15, to November 15, 1969: 

M & H Valve & Fitting Co., 
Division of Dresser Manufacturing 
Industries, Inc., 41 Fisher Ave., Brad­
ford, Pa. 16701, VALVES.1 

•Cut Iron gate vulvcs only. 
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NAVIGATION AND VESSEL INSPECTION CIRCULAR NO. 8-69 

22 October 1969 

Subject: Impulse-Projected Rocket Type Line-Throwing Appliances 

PURPOSE 

This circular is to inform all interested parties of the 
conditions for resuming quarterly drills on vessels having 
the subject type appliance. 

CANCELLATION 

Navigation and Vessel Inspection Circular ro. 2-65 
dated 31 March 1965 is cancelled. 

BACKGROUND 

During June 1969 a Notice to Mariners and an instruc­
tion to inspection personnel were issued reconfirming the 
suspension of quarterly drills with the subject appliance. 
After investigation and conducting tests on the appliance, 
it was determined that the reported failures were in the 
shield support bracket. Repeated tests with a new shield 
support bracket made of "TENZALOY" could not dupli­
cate the failures. 

ACTION 

All merchant vessels which carry the model G.R.-
52-CK impulse projected rocket type line-throwing ap­
pliance should make certain that they have the new 
"TENZALOY" shield support bracket. A picture is en­
closed showing where the name "TENZALOY" is placed 
on the bracket. 

If it is determined that the shield support bracket is 
not of the new material, a replacement bracket may be 
ordered directly from the manufacturer, Kilgore Corp., 
Toone, Tenn. 38381, at a cost of $3.50 F.0.13., Toone, 
Tenn. 

When certain that the appliance has the "TEI ZA­
LOY" shield support bracket, quarterly drills shall be 
resumed using the remote firing mode. 

The rocket propellant is of black powder composition 
which should not be dropped, jolted or roughly handled. 
T he rockets should be stored so as to avoid extreme fluc­
tuations in temperatures. 
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No rocket shall be fired if its date indicaLcs it is over 
the acceptable age ( 4 years) permitted by the regulations. 
No rockets having less than six screws in the rocket head 
shall be fired. 

EFFCCTIVE DATE 

All conversions should be completed by 1 J anuary 
1970. ;{; 

Enclosure (1) To NAVIGATION AND VESSEL 
INSPECTION CIRCULAR NO. 8-69. 

Impulse-Projected 
Appliance. 

Rocket Type Linc-Throwing 
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NAVIGATION AND VESSEL INSPECTION CIRCULAR 9-69 

27 October J 969 

Subj: Reports of Casualties involving roll-on /roll-off and containerized cargoes 

Ref. (a) 46 CFR 136 

PURPOSE 

This circular clarifies the application of reference (a) 
to vessels carrying intennodal containers and roll-on/ 
roll-off (R O /RO ) cargo vehicles and requests certain 
information in reports of casualties for significant losses 
of container and vehicle cargoes. 

BACKGROUND 

Reports and investigations of marine casualties are 
made "for the purpose of taking appropriate measures 
for promoting safety of life and property at sea" ( 46 CFR 
136.07-1 (b)) . A "marine casualty or accident" is "any 
occurrence involving a vessel which results in damage by 
or to the vessel, its apparel and gear, and/or cargo, or 
injuryorlossoflife . .. "(46CFR136.03-l(b)).Coast 
Guard regulations require reporting of a "marine cas­
ualty" ""henever the casualty results in "actual physical 
damage to properly in excess of $1500.00" ( 4~ CFR 
136.05-1 ) . 

DISCUSSION 

Growing containership and RO /RO ship fleets bring 
new techniques to the marine transport of cargoes. With 
the new methods of handling and carriage have come 
unique safety problems. For example, with a third of the 
cargo on a containership carried on deck, it is possible to 
sustain extensive damage to the cargo without serious 
damage to the vessel itself. T he mission of the Coast 
Guard-protection of life and property at sea-embraces 
the protection of property represented by the cargo. On 
container and RO / RO ships, it embracl.-S the containers 
and vehicles, too. 

R eports of marine casualties and accidents serve a.~ one 
kind of "feedback mechanism" on the effectiveness of 

Coast Guard and industry safety programs and assist in 
the identification of significant problem areas. Reports 
of casualties from containerships have generally furnished 
detailed information on damage to the shjp but little 
useful information on the contribution of, or damage to, 
container cargoes. Better data is needed for useful analy­
sis of container damages and losses. Likewise, info1mation 
concerning casualties to vehicle cargoes or RO/ RO ships 
will be needed to provide feedback on the problems, if 
any, peculiar to such carriage. 

ACTION 

Persons submitting Reports of Vessel Casualty or Acci­
dent (Form CG-2692 ) in compliance with reference (a) 
shall include, whenever containers, containerized cargoes, 
or cargo-carrying highway vehicles are involved: 

a. Description of cargo affected, including owner's 
or operator's idenLification number for containers and 
vehicles and the quantity of cargo invoh·ed (tons, gallons, 
etc.) . 

b. Specific stowage location of lost or damaged uni ts 
by hatch, deck, row, tier, etc. (If containers were stacked, 
state number of containers in the stack.) 

c. Effects of lifting gear or securing and lashing 
arrangements on the casualty and description of the gear 
or arrangements when their effect is significant. 

d. Contribution, if any, of the cargo in the containers 
or vehicles to the casualty, and a description of the cargo 
when its effect is significant. 

e. EITects of ship stability, specialized construction 
features, casualty control systems, etc. which affected the 
course of events (for heller or for worse) in the casualty 
or accident. d; 

STORES AND SUPPLIES CERTIFIED South Coast Products, I nc., P.O. Box 
85 Houston, Tex. 77001: 

Articles and ships' stores and sup­
plies certificated from November I to 
November 30, 1969, inclusive, for use 
on board vessels in accordance with 
the provisions of Part 147 "Regula­
tions Governing Use of D angerous 
Articles as Ships' Stores and Supplies 
on Board Vessels" are as follows: 
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Tam-Chem lnc., Building 102, H ook­
ers Point, P.O. Box 2875 Tampa, 
11la. 33601: 

Certificate 860, daled November 3, 
1969, ALUMINUM CLEANER 

Certificate 861, dated November 5, 
1969, DESCALER o. 33 

Certificate 862, dated 1ovember 5, 
1969, VELECTRIX 100 

Certificate 863, dated November 21, 
1969 P-300 PENETRATING O IL 
AND LUBRICANT 

The Perolin Co., Inc ., 350 Fifth Ave. 
New York, N.Y. 10001: 

Certificate 864, dated November 21, 
1969. No. 873 RUST REMOVER 
Al"~D SURF ACE BRIGHTENER 

January 1970 
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T itle 46 Chang es 

Chapter I-Coast Guard, Depart­
ment of Transportation 

:SUBCHAPTER A-PROCEDURES APPLICABLE 
TO THE PUBLIC 

PART 2-VESSEL INSPECTION 

Subpart 2 .50-Assessment, Miti­
gation or Remission of Penalties 

D ELEGATION OF AuTIIORITY, RE­
PORTS OF V10LATIONS AND CIVIL 

PENAL'l'U:S 

This document contains amend­
ments to§~ 2.50- 1, 2.50- 10 and 2.50 
20 which reflect the transfer of the 
Coast Guard from the T reasury De­
partment to the Department of T rans­
portation and which expand the au­
thority of District Commanders of 
Coast Guard Districts to redelegatc 
to appropria te staff officers the au­
thority to assess, mitigate and remit 
civil penalties under the navigation 
and vessel inspection slatutes. 

Present regulations provide that the 
District Commander may by specific 
ord~r in writing delegate the authority 
to assess, mitigate or remit penalties 
to his Chief of Staff, Chief, Merchant 
Marine Safety Division, and/ or Chief, 
Operations Division. Since the in ­
crease in recreational boating and 
changes in law enforcement programs 
have resulted in a reorganization of 
the district offices, the amendments 
will perm it the District Commander a 
broadened authority to redelegate 
within the district offices as presently 
organized. 

Since these amendments involve 
delegations of authority and rela te to 
the intern~! management of Lhe Coast 
Guard, notice and public procedures 
therein arc not required and these 
amendments can be made effective 
in less th.:m 30 days. 

1. Section 2.50-1 is revised to read 
as follows: 

January 1970 

§ 2.50-1 Delegation of authority. 

(a) T he Secretary of T ransporta­
tion by 49 CFR l.4·(a) (2) and 1.4 
(g), has delegated to the Command­
ant, U .S. Coast Guard, with the au­
thority to redelegatc and authorize 
successive redelegations of that au­
thority, the functions vested in him 
under the navigation and vessel in­
spection statutes. 

(b) The Commandant hereby au­
thorizes each District Commander in 
his assigned district to administer cer­
tain statutes in accordance with proce­
dures set for lh in this subpart. T he 
District Commander may further 
delegate that authority as he deems 
proper to appropriate staff offi:::ers of 
his command. 

2. Section 2.50-lO(b) is revised to 
read as follows: 

§ 2 .50-1 0 Reports of viola tion$ of laws or 
regulations and instituting civil penalty 
proceedings genera lly. 

* * * * * 

• •• .., • • •• • 'J 

.i) N~TtONAL. $A r C'TY COUHC\I. 

-.--~ 

---- ------

( b) ( l ) The District Commander 
may by specific order in writing dele­
gate to appropriate staff officers of 
his command the authority to deter­
mine whether to invoke the statutory 
civil penalty and, upon receipt from 
the offender of a petition for relief 
from a penalty so invoked, whether to 
mitigate, or to remit the penalty, as 
he may deem proper. The order shall 
prescribe the types of cases which the 
designated officer may initiate and 
process to the same extent permitted 
the District Commander by this suu­
part, and those types of cases which 
that officer may initiate and process 
to a lesser extent. \\.ith respect to the 
latter c-ategory of cases, the District 
Commander's order shall s::t forth in 
detail the limits of the authority dele­
gated to the designated officer. 

(2) The term "District Com­
mander", as hereina fter used in this 
subpart to designate the olTicer au­
thorized to assess, mitigate or remit 
penalties, shall also include appropri­
ate staff officers to whom authority to 
perform such function has been 
delegated . 

3. Section 2.50- 20(d) (2) is re­
vised to read as follows: 

§ 2.50- 2 0 Civil pena lties. 

* * 
(d) * * * 
(2) In the event that there is an 

appeal from the decision of a staff 
officer, acting under delegated au­
thority, the District Commander shall 
review lhc case. In the event the Dis­
trict Commander determines that the 
as;cssment of the penalty is not war­
ranted, the c-ase shall be closed and 
notification thereof given to the ap­
pellant. T hose cases which upon re­
view by the District Commander are 
determined to be properly insti tuted 
and administered in accordance with 
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the regulations in this subpart and for 
which remission of the penalty is not 
considered justified shall be for­
warded to the Commandant with the 
DistricL Commander's recommenda­
tion. 

.y, ·:+ * * 
( R.S. 5294, as amended, sec. 26, 23 Stat. 
59, as amended, sec. 6(b) ( 1), 80 Stat. 
937; 46 u.s.c. 7, 8, 49 u.s.c. 1655 (b) 
( I ); 49 CFR l.4(a) (2) and (g)) 

Effective date: This amendment 
shall become effective on the date of 
its publication in the FEDERAL 

REGISTER. 

Dated: November 7, 1969. 

w. J. SMITH, 

Admiral, U.S. Coast Guard, 
Commandant. 

[F.R. Doc. 69 13499; Filed, Nov. 12, 
1969; 8:50 a.m.) 

(Federal Register of November 1,3, 1969.) 

Title 33 Changes 

Chapter 1-Coast Guard, Depart­
ment of Transportation 

SUBCHAPTER 0- NAVIGATION REQUIRE-
MENTS FOR CERTAIN INLAND WATERS 

PA RT 82-BOUNDARY LINES OF 
INLAND WATERS 

Change in Demarcation Line for 
Chesapeake Bay 

The Chesapeake Bay Sealanes 
Study Committee in accordance with 
resolutions of the Intergovernmental 
Maritime Consultative Organization 
(IMCO ) has recommended to the 
Commandant, U.S. Coast Guard the 
institution of a traffic separation 
scheme for the approaches to Chesa­
peake Bay. The purpose of this 
scheme is to assist in preventing colli­
sions of vessels navigating the area. 
Compliance with the scheme is vol­
untary on the part of the navigators 
of vessels. The scheme, in essence, 
provides for the establishment of two 
scalanes marked by buoys converging 
from seaward to the Pilot Area off 
Cape Henry. As a part of this traffic 
separation scheme, the Committee 
recommended the relocation of lhc 
present line of demarcation in order 
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that only one set of the nautical rules 
of the road would apply in the Pilot 
Arca. This line of demarcation sep­
arates the high seas from rivers, har­
bors and inland waters for the pur­
pose of indicating to mariners the 
point at which a change from one 
set of the nautical rules of the road 
to the other is necessary. In accord­
ance with this recommendation Cape 
Hem y Junction Lighted Whistle Buoy 
through which the existing line of 
demarcation passes will be disestab­
lished. It was further recommended 
that the line should be drawn from 
Cape Henry Light to three buoys, 
two of which will be established as 
a parl of the traffic separating scheme, 
and thence to Cape Charles Light. 
The three buO)'S are, in turn, Cape 
Henry Buoy Numher 1 located at 
36°55.0' N., 75°58.0' W., Chesa­
peake Bay Entrance L ighted Bell 
Buoy CBC to be established at 
36°54'55" N., 75°55'48" \V. and 
Norlh Chesapeake Bay Entrance 
Lighted Gong NOD to be established 
at 36°56'47" N., 75°55'10" W. This 
change will move the southern leg of 
the demarcation line to the south a 
maximum distance of approximately 
1 Jt-2 miles and will extend the line 
seaward a maximum distance of ap­
proximately 0.3 of a mile. 

T he scheme was approved by the 
Commandant, submitted to and ap­
proved by a subcommittee of IMCO 
subject to minor changes which do 
not aITect its actual operation or the 
line of demarcation above described. 
The related demarcation line modifi­
cation proposal was considered and 
approved by the Merchant Marine 
Council Committee of the U.S. Coast 
Guard. Based on these recommenda­
tions, the Commandant U.S. Coast 
Guard hereby approves the change 
in the line of demarcation. 

Some months ago the decision was 
made to implement this traffic sepa­
ration scheme on December 1, 1969. 
All affected agencies and individuals 
were so notified and have arranged 
their plans accordingly. Some delays 
were experienced in obtaining com-

mcnt from the various agencies to 
which it was submitted. Accordingly, 
it is now impracticable to postpone 
this implementation date. In view of 
this circumstance, the minor changes 
in the existing line of demarcation 
and the further fact that the position 
of the new line can readily be ascer­
tained by mariners, it is hereby found 
that compliance with the provisions 
of the Administrative Procedure 
Act relating to notice of proposed 
rule making and p u b l i c proce­
dures thereon arc impracticable and 
unnecessary. 

Accordingly, § 82.30 is revised to 
read as follows: 

§ 82.30 Chesapea ke Bay and tributaries. 

A line drawn from Cape Henry 
Light to Cape Henry Buoy 1; thence 
to Chesapeake Bay Entrance Lighted 
Bell Buoy CBC; thence to :~forth 
Chesapeake Entrance Lighted Gong 
Buoy NOD; thence to Cape Charles 
Light. 

(Sec. 2, 28 Stat. 672, as amended, sec. 
6(b) (1 ), 80 Stat. 937; 33 U.S.C. 151, 49 
U.S.C. 1655(b}(l); 49 CFR 1.4(a}(2)) 

Effective date. This amendment 
shall become effective on Decem­
ber 1, 1969. 

Dated: November 26, 1969. 

vv. J. s~mu, 
Admiral, U.S. Coast Guard, 

Commandant. 

[F.R. Doc. 69- 14220; Filed, Nov. 28, 
1969; 8:48 a.m.] 

CFcdernl Ueg1ster oC No,·C'mber 2!>. 1969.) 

A pproved Equipment 

Commandant Issues 
Equipment Approvals 

U.S. Coast Guard approval was 
granted to certain items of lifesaving, 
and other miscellaneous equipment 
and materials. 

Those interested in these approvals 
should consult the "Federal Regis­
ter" of November 19, 1969, for de­
tailed itemization and identification. 

January 1970 
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MERCHANT MARINE SAFETY PUBLICATIONS 

The following publicalions of marine safety rules and regulations may be obtained from the nearest 
marine inspection office of the U.S. Coast Guard. Because changes to the rules and regulations arc 
made from time to tirnc, 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 
arc published in the Federal Register, printed daily except Sunday, Monday, and days following holi­
days.) The date of each Coast Guard publication in the table below is indicated in parentheses follow­
ing its title. The dates of the Federal Registers affecting each publication are noted after the date 
of each edition. 

The Federal Register will be furnished by mail to subscribers, free of postage, for $2.50 per 
month or $25 per year, payable in advance. The charge for individual copies is 20 cents for each issue, 
or 20 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 Office. 'Washington, D.C. 20402. Regu­
lations for Dangerous Cargoes, 46 CFR 146 and 14 7 ( Subchapter N), dated January 1, 1969 are now 
available from the Superintendent of Documents price: $3. 75. 

CG No. TITLE OF PUBLICATION 

101 Specimen Examination for Merchant Marine Deck Officers 17-1-631. 
108 Rules and Regulations for Military Explosives and Hazardous Munitions 15-1-68). 
115 Marine Engineering Regulations and Mate rial Specifications 13-1-661. F.R. 12-6-66, 12-20-67, 6-1-68, 12-18- 68. 
123 Rules and Regulations for Tank Vessels 15-1-69). F.R. 10-29-69. 
129 ProcHdings of the Merchant Marine Council (Monthly). 
169 Rules of the Road--lnternational-lnland (9-1-65). F.R. 12-8-65, 12- 22-65, 2-5--66, 3-15-66, 7-30-66, 8-2-66, 

9-7--66, 10-22-66, 12-23-67,6-4-68, 10- 29-69, 11-29-69. 
172 Rules of the Road-Great lakes 19-1-66). F.R. 7-4-69. 
174 A Manual for the Safe Handling of Inflammable and Combustible l iquids 13-2-64). 
175 Manual for lifeboatmen, Able Seamen, and QualiOed Members of Engine Department (3- 1- 65). 
176 load line Regulations 11-3-66). F.R. 12- 6-66, 1-6-67, 9-27-67, 7- 12- 68, 6-5-69, 7-26-69, l 0-29- 69. 
182 Specimen Examinations for Merchant Marine Engineer licenses 17-1-63). 
184 Rules of the Road--Westem Rivers 19-1--66). F.R. 9-7-66, 5-11--67, 12- 23-67, 6-4-68, 11-29- 69. 
190 Equipment l ists (8-1-68). F.R. 11-7-68, 11-8-68, 11-16-68, 11 - 19-68, 11-20-68, 12-11-68, 12-18-68. 

2- 11-69, 2-18-69, 2-21-69, 2-26--69, 3-15-69, 3- 27-69, 4-4-69, 4-12-69, 4-19-69, 4-25--69, 4-26--69, 
4-28-69, 5-3-69, 5-9-69, 6-18-69, 6-19-69, 7-1- 69, 7- 15- 69, 7-17--69, 9-12-69, 9- 25-69, 10-10-69, 
10-11-69, 10-22-69, 10-31--69, 11 - 19--69. 

191 Rules and Regulations for l icensing and Cortificating of Merchant Marino Personnel 15-1-68). F.R. 11- 28- 68. 
200 Mar:ne Invest igation Regulations and Suspension and Revocation Proceedings 15-1-67) F.R. 3-30-68. 
220 Specimen Examination Questions for licenses as Master, Mate, and Piiot of Central Western Rivers Vessels 14-1 - 571. 
227 laws Governing Marine Inspection 13-1-65). 
239 Security of Veuels and Waterfront Facilities (5-1- 68). F.R. l 0-29--69. 
249 Merchant Marine Counci l Public Hearing Agenda (Annually). 
2 56 Rul es and Regu lations for Passenger Vessels 15-1-69). F.R. 10-29--69. 
257 Rules and Regula tions for Cargo and Miscellaneous Vessels (August 1, 1969). F.R. 10-29--69. 
258 Rules and Regulations for Un inspected Vesse ls (3-1--671. F.R. 12- 27-67, 1-27--68, 4-12- 68, 12-2 8--68, 3-27-69, 

10-29--69. 
259 Electrical Engineering Regulations (3-1- 67). F.R. 12-20-67, 12-27- 67, 1-27-68, 4- 12-68, 12-18-68, 12- 28-68, 

10-29--69. 
266 Rules and Regulations for Bulk Grain Cargoes (5-1 - 68). 
268 Rules and Regulations for Manning of Vessels 15-1-67). F.R. 4-12-68. 
293 Miscellaneous El ectrical Equipment list 19-3-68). 
320 Rules and Regulations for Artificial Islands and Fixed Structures on the Outer Continental Shelf 111 -1-68). F.R. 

12-17- 68, 10-29-69. 
323 Rules a nd Regulations far Small Passenger Vessels (Under 100 Gross Tonsl (7- 1--691 F.R. 10-29-69. 
329 Flre Fighting Manual for Tank Vessels 17-1-68). 

CHANGES PUBLISHED DURING NOVEMBER 1969 

The following have been modified by Federal Registers: 
Subchapter A, Federal Register, November 13, 1969. 

CG-190, Federal Register, November 19, 1969. 
CG-169 and CG-184 Federal Register, November 29, 1969. 
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(EDITOR'S NOTE: The above 
"SPECIAL NOTICE" is placed 
on the bunk of each new crew 
member, and is posted on the 
crew's bulletin board of the SS 
WASHINGTON MAIL. Captain 
C. !. Delaney feels this mimeo­
graphed sheet will assist crew 
members in materially reducing 
injuries sustained from the hand­
ling of these lines. This appears to 
be something others may wish to 
adopt and which will prove to be 
of value in accident prevention 
and injury avoidance.) 


