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PROBLEMS 
AND 
PROGRAMS 

RADM Joseph J. McClelland, USCG 
Chief, Office of Boating Safety, Headquarters 

R ECREATION AL BOA TING has 
been experiencing a tremendous rate 
of growth and ha.~ been demanding 
increasing time and attention from 
the Coast Guard. The problems of 
recreational boating safety are be
coming of increasing importance to 
us, and we have given new emphasis 
to the development of an effective 
boating safety program. 

It may appear that these problems 
have very little relationship to the 
shipping industry. I suggest that there 
are several areas of common concern. 
T he environment is the same, and 
the hazards are similar; many items 
of marine equipment, such as life
saving devices, are common on all 
types of vessels. Aids to navigation 
are of concern as much to the recre
ational boatman as they are to the 
ship master. The rules of the road 
affect all users on our waterways, and 
provisions affecting such items as 
navigation lights are of common 
concern. 
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Rear Admiral Joseph ]. McClelland, 
Chief, Office of Boating Safety is a 1940 
graduate of the Coast Guard Academy. 
I I e has seen service as Executive 0 lficer 
of the icebreaker 'orthwind a11d Com
manding Officer of the 327-foot cutter 
Bibb and has served in several administra
tive positio11s. RADM McClelland holds a 
Master of Arts degree in Educati'J n from 
Sta11ford University and a Master of Arts 
degree in International Affoir.1 from 
George Washington U niversty. He was 
appointed to flag ra11k in January 19G9, 
and has held his present post since March 
of that year. 

Environmental pollution problerns 
are very much in the forefront these 
days. Pollution of the oceans and in
land waters from oil and vessel 
wastes, and from sewage disposal, is 
a cornmon problem. 

The Coast Guard's Merchant Ma
r ine inspection program is an inten
sive, extensive safety program well 
known to the shipping industry. I t 
could readily be considered as a 
pattern for insuring the safety and 
reliability of recreational boats, but 

the standards required are of an 
entirely different nature, and a suit
able inspection program must have a 
different approach. We do not intend 
to adopt similar procedures, and this 
approach may have a marked effect 
upon the vessel inspection program. 
l will cover this more specifically 
later. 

There are other areas of common 
concern, but these which I have men
tioned will, I hope, be sufficient to 
illustrate for you that this tremen
dously expanding recreational boat
ing activity docs relate directly to the 
shipping community. In addition, I 
arn sure there are many boat owners 
reading this who are interested in 
what the Coast Guard is doing about 
boating safety. 

ST ATISTJCS 

·we estimate that there are over 
80z million recreational boat5 now 
in use, and we know that more than 
300,000 new boats are being manu
factured every year. More than 40 
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million people are estimated to go 
boating every year. That amounts to 
one boat for approximately every 25 
people in our country, and about one 
out of every five persons goes boat
ing. The boating business is a $3.2 
billion industry. Looking into the 
future, it seems certain that with in
creasing leisure time, with our society 
becoming ever more affluent, and 
with the areas and facilities for other 
types of recreation becoming more 
and more crowded, boating is going 
to continue to increase at an extrava
gant rate. 

Inevitably, with this many boats 
and so many millions of people en
gaged in boating sports, there are 
going to be accidents. In 1969, 1 ,350 
people lost their lives in boating acci
dents. These deaths, along with thou
sands of injuries and many millions 
of dollars' worth of damage to prop
erty, have brought the boating safety 
problem into the limelight and iden
tified it as an important element of 
the public safety and consumer pro
tection program. 

There are a number of lesser boat
ing problems, such as lack of uni
formity in laws of States concerning 
numbering of boats and requirements 
for safety equipment. This is impor
tant for boatmen who move back and 
forth between jurisdictions, and the 
boating population is very mobile 
these days. This affects the manufac
turers too, because it is difficult for 
any manufacturer with extensive dis
tribution to know precisely how he 
must equip a boat or design associated 
equipment in order to comply with 
the laws. 

There arc problems with law en
forcement also. As you know, present 
federal boating laws apply only upon 
navigable waters of the United States. 
We know that approximately one
third of all boalino- accidents occur on 
waters that arc solely under State 
jurisdiction and that almost one-half 
of all deaths from boating acciden ts 
occur on these \.vaters. Thus, effective 
State boating safety programs are es
sential, and unfortunately not all 
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States do have such effecth-e pro
grams. 

THE FOUR "E's" 

In response to these problems, the 
Coast Guard has devcloµccl a pro
gram which basically includes four 
areas of activity. These are: Educa
tion, engineering standan1s, law en
forcement, and a sort of catch-all 
which I call environmental concerns. 
Let me bri<>fly consider earh of these 
in turn. 

Education 

Education is, in my opinion, our 
greatest concern and yet our greatest 
opportunity. It is generally concluded 
from accident records that human 
error is the principal cause of boat
ing accidents, since the specific cause 
is usually difficult to identify, and 
after all, the boatman is the last safety 
check in the chain of events which 
culminates in an accident. This error 
may result from lack of knowledge, 
lack of competence or judgment, or 
perhaps lack of information. There is, 
of course, an extensive educational 
effort in being. Several Slates have 
boating safety education programs, 
including courses given in the schools. 
The Coast Guard Auxiliary, the U.S. 
Power Squadrons, the American Red 
Cross, and other organizations offer 
free education courses all over the 
country. Hundreds of thousands of 
boatmen take advantage of these 
courses every year. 

The Coast Guard and several of 
the States carry out modcsl public 
education programs through the pub
lic information media, through train
ing films, and through displays at boat 
shows. Our boating safety detach
ments, which arc mobile safety crews 
with a trailcrable boat, do an out
standing job of public education. The 
combination of all these activities 
makes an educational program of 
considerable exLent. We hope to im
prove this effort in the future by ex
pansion and better coordination. We 
rely heavily upon the Coast Guard 
Auxiliary, and I anticipate significant 

increases in the Auxiliary's education 
program. 

Engineering Standards 

The purpose of a FedPral boat 
safety standards program for recrea
tional boats is to insure that the boat 
and associated equipment which 
reaches t'he consumer is reliable. Last 
year the Coast Guard respondccl t<> 
more than 31,000 calls for assistance 
from recreational boats. :More than 
48 percent of the search and reswe 
cases resulted from engine breakdown 
or boat systems failure of some na
ture. This would indicate that there 
is some room for imprO\·emcnt in the 
reliability of boats and their equip
ment. 

The Motorboat Act of 1940 cur-· 
rcntly prescribes the Federal require
ments for motorboats and equipment. 
The items regulated are limited to six 
specific items such as fire extinguish
ers, lifesaving devices, and navigation 
lights. Io doubt the scope of these 
requirements was felt to be adequate 
in 1940, but the tremendous increase 
in recreational boating, technological 
changes such as the development of 
the inboard-outboard driYe, and the 
use of new materials such as fiberglass 
in boat construction, ha,·e long ago 
created requirements far beyond these 
limited regulations. In addition, the 
development of factual infonnation 
through collection of data in accord
ance with the 1958 Boating Act has 
helped to identify items for which 
regulations are needed. 

Many States have developed their 
own safety requirements for State
watcrs, and the boating industry has 
developed quite extensive voluntary 
standards for their own use. However, 
such voluntary standards do not pro
vide the minimums needed, they are 
not universally accepted and followed,. 
and there is no requirement for com
pliance. The Coast Guard is, there
fore, now seeking new legislation 
which would update and expand 
Federal authority. It is intended to 
promulgate minimum safety stand-
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Typical situation which effective boating engineering standards can help prevent 

ards required for boating safety which 
will be established only where there 
is a demonstrated need. Such stand
ards will be reasonable, and will be 
expressed in terms of performance in
sofar as practicable. 

The 1940 act places responsibility 
for compliance with the law solely 
upon the boat owner/ operator. This 
is true even for such things as back
fire flame control equipment, which is 
almost a lways sold as an integral part 
of the boat. Responsibility for the de
sign and construction of a boat, and 
for providing the boatman with 
a boat and equipment which meet 
Federal safety standards should prop
erly lie with the manufacturer. A 
single set of standards, therefore, be
comes mandatory. We intend to pre
empt the boating standards field in 
order that the manufacturer may 
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more readily comply with the regula
tions, and the boatman will not have 
to be concerned when he moves be
tween jurisdictions. 

1.£nf or cement 

The Coast Guard's law enforce
ment activity ·with respect to boating 
involves enforcement of the require
ments for equipment and numbering, 
and of the rules against reckless or 
negligent operation of boats. We 
work closely with the States, and in 
fact have cooperative agreements 
with the great majority of them. 
These agreements generally provide 
for joint enforcement of the law on 
waters which lie within the State and 
yet are navigable waters of the 
U nited States. We feel that local en
forcement of the law with respect to 

individuals is most effective, and 
through our proposal for a program 
of financial assistance we hope to 
encourage local law enforcement 
activity. 

Environment 

Those concerns of the boating 
safety program which relate directly 
to the environment include aids to 
navigation, the collection and dis
semination of weather and marine 
information, and the efficient utiliza
tion of water area~ by means of con
trols such as zoning. The Coast 
Guard is currently engaged in an ex
tensive study of our Aids to Naviga
tion System, and the needs of the 
Recreational Boatman arc being kept 
very much in mind. 

Presently the amount of weather 
information being disseminated to 
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the boatman is quite considerable. 
Those of you who go boa Ling in many 
areas know Lhat you can tune in to 
current weather broadcasts many 
times during the day. H owever, some 
boatmen simply neglect to tune in 
the weather, and many small craft 
aren't even equipped with radios. So 
we face a difficult problem in at
tempting Lo warn boatmen of im
pending squalls or heavy weather. 
Inability to reach the boatman while 
he is boating has resulted in a number 
of tragedies in recent years, such as 
the Coho Salmon disaster on Lake 
Michigan in 1967. We are hoping 
that a research and development 
effort will develop an inexpensive de
vice for this purpose. 

I am sure that zoning is going to 
come into greater use as our water 
areas become more crowded. Of 
course, we already have zoning of 
certain types, such as for anchorage 
and swimming, and we have speed 
limits in many places. No doubt areas 
will be set aside for water skiing and 
fishing, as well as for other purposes, 
as demand develops. 

MEETING T HE CASUALTY 
PROBLEM 

I t scarcely needs lo be mentioned 
that the accident problem in boating 
is entirely different in nature from 
that with motor vehicles. A motor 
vehicle accident is almost always a 
collision with another vehicle, or at 
least an impact with some object 
which results in death and injury. 
Only a small minority of boating 
accidents are of this nature. The 
greatest single cause of deaths in 
boating accidents is drowning from 
capsizings or falls overboard. T hus 
the hazard of boating results largely 
from the environment. 

This emphasizes what is perhaps 
our number one concern, the problem 
of lifesaving devices. The majority of 
drownings occur as a rest1lt of a sud
den type of casualty in which there 
is no opportunity or time to get or 
put on a lifesaving device. Possibly 
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as many as 1,000 of the 1,260 victims 
that drowned in 1969 did nol have 
time to don a lifesaving device before 
going overboard. It appears that the 
only solulion is to have the lifesaving 
device on or in hand at all times. At 
the very least, devices should be worn 
by all occupants when boating con
ditions are hazardous, and by chil
clren and nonswimmers at all times. 

But how can we get people to wear 
life jackets? Much can be done 
throt1gh education, and regulations 
can have some effect. However, we 
hope to make the job easier by pro
vidi11g the boatman with a device 
which he will want to wear. Research 
and devclopmenl assistance has been 
available rece11tly in our efforts to 
determine how changes in design will 
affect the performance of flotalion 
devices. We hope to use data from 
this study in conjunction with wear 
acceptability research to help us to 
develop improved specifications. This 
could significantly reduce the number 
of drownings. 

Another project which has been 
in progress for some time is the 
updating and unification of the in
land, western rivers, and Great Lakes 
rules of the road into a single set of 
U.S. rules, patterned generally after 
the international rules. A bill has 
been introduced before the house 
Committee on Merchant Marine and 
Fisheries to accomplish this. 

Each of the sets of rules we arc 
seeking to unify are, with some 
changes, still quite close to their orig
inal form. There are problems in
volved in asking three difTerent 
groups of sailors to break with 100 
years of tradition. But we believe the 
unified package to be a mt1ch im
proved version of a ll three sets of 
rules. 

I hope that this brief article has in
dicate:! to you the balanced nature 
of our Coast Guard boating safety 
program. We hope that it will meet 
the needs of boating safety within the 
practical limitations of funds and re
sources. There arc, however, two 
points which I would like to empha
size. First, although I have bcc11 talk
ing about the Coast Guard program 
of boating safety, lhis Federal pro
gram can by no means operate suc
ccssf ully on its own. Full cooperation 
and coordination with the States is 
essential, and the extensive contribu
tions of industry and of the many fine 
boating organizations arc of para
mount importance. The cooperation 
of all and the dedication of our 
legions of boatmen to boating safety 
are of the greatest value. 

Secondly, I want to say that fore
most in every element of this pro
gram is the interest of the boating 
citizen. I t is the Coast Guard's mis
sion to make his boating recreation 
as safe as reasonably possible, and yet 
insure that it will always continue to 
be recreation. 

As part of the maritime commu
nity, I hope you will give whatever 
support you can to this challenging 
program. ;f; 
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PROPOSED 
FEDERAL BOAT SAFETY 

ACT OF 1970 
RADM Joseph J. McCleJland, USCG 
Chief, Office of Boating Safety, Headquarters 

(Following is the text of the Coast 
Guard statement before the House 
Merchant Marine and Fisheries 
Committee on H .R. 15041 and iden
tical bills. The statement was pre
sented on March 23, 1970, by Rear 
Admiral J oseph J. McClelland, 
USCG, Chief, Office of Boating 
Safety.) 

MR. CHAIRMAN, members of the 
committee. l t is a privilege and a 
pleasure to appear before you in sup
port of H .R. 15041, which provides 
for a coordinated national boating 
safely program. This bill provides au
thority to establish minimum safety 
standards for boats and associated 
eyuipment, authorizes financial as
sistance to the States, directs that a 
Boating Safety Advisory Council be 
established, provides for the number
ing of all undocumented vessels 
equipped with propulsion machinery, 
repeals the Federal Boating Act of 
1958, and amends the Motorboat Act 
of 1940. 

INTRODUCTION 

Since enactment of the Federal 
Boating Act of 1958, and particularly 
during the last 2 years, the Federal 
Government, the States, and indus
try have developed their roles and 
responsibilities for boating safety. 
The:>e are now fairly well established. 
The 1958 act aided greatly in defin
ing responsibility by recognizing the 
need and establishing a basis for 
active State participation. I t set forth 
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the policy of Congress promoting uni
form laws concerning the boatman. 

Since your committee hearings on 
a boating safety bill 2 years ago, we 
have worked closely with the States 
and with industry to develop a re
sponsive and effective legislative pro
posal. We discussed the draft with 
your staff and incorporated your 
committee's recommendation that 
new legislation include existing stat
utory authority pertaining to boats as 
defined in the act. The shortcomings 
revealed by the hearings on the ear
lier bill have been corrected in H.R. 
15041. Therefore, my remarks today 
pertain only to that and identical 
bills. 

We can improve boating safety by 
providing the boatman with a boat 
built and equipped m accordance 
with the law, by educating him in 
safe operation and proper mainte
nance of his boat, and by giving him 
good information on the marine en
vironment. We can do this in an ef
fective manner without spoiling the 
fun in boating. Keeping in mind these 
broad objectives, and in the context 
of the bill' s provisions, I will discuss 
deficiencies in our present authority, 
how the proposed bill will remedy 
these deficiencies, and how we pro
pose to implement the legislation. 

Safety Standards 

1940 ACT IN ADEQUATE 

The Motorboat Act of 1940 was 
responsive to the specific safety prob-

lems of recreational boating at that 
time. Thirty years of advances in 
engineering design and boat con
struction and the increase in recrea
tional boats from some 1.8 million to 
over 8 million have made the 1940 
rules inadequate. They are not broad 
enough in scope to meet modern 
needs. Not only arc we unable to pro
tect against the range of today's 
hazards, but we are unable to exempt 
certain types of boats from specific 
safety requirements which should not 
apply to them. 

Some portable safety equipment 
such as a lifesaving device is ap
proved by the Coast Guard and bears 
our approval number. For the 
present, at least, I feel that Coast 
Guard approval is warranted for 
these critical safety items. But most 
safety requirements for boats, engines 
and associated equipment can be met 
by compliance with performance
type standards, since they allow a 
maximum of design flexibility. They 
permit the manufacturer to take ad
vantage of new technology, and 
provide the boatman with safety 
equipment at minimum cost, ·while 
retaining a competitive market. 

Another problem is that the 1940 
act places responsibility for compli
ance solely upon the boat owner/ 
operator. This is true even for such 
things as backfire flame control 
equipment, which is almost always 
sold as an integral part of the boat. 
Responsibility for providing the boat
man with a boat and equipment 
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meeting Federal safety standards 
properly should lie with the manu
facturer. A single set of standards is 
therefore necessary. 

The Federal Government cannot 
now preempt the boating standards 
field. Jt is possible for States inde
pendently to establish safety stand
ards and equipment requirements so 
varied as to make it difficult for the 
manufacturer to comply, and for the 
boatman to comply with the law 
when he moves between jurisdictions. 
These varying requirements also tend 
to raise the cost to the boatman, since 
the manufacturer must tailor his pro
duction for the area of boat use. 
These arc some of the problems asso
ciated with safety standards. 

DEVRLOPMENT OF 
STANDARDS 

How do we propose to implement 
provisions of the bill that correct 
these shortcomings? The most effec
tive boat safi-ty standards are those 
developed jointly by Government, 
the public, and industry. We in
tend to get this broad-based input to 
our standards-making program by 
pursuing the followinu course . . The 
need for a standard will first be 
evalu ated by the Coast Guard, 
usually based upon reports from 
within the Coast Guard or from the 
States. The need will be documented, 
including a statistical analysis of 
accidents and search and rescue as
sistance cases, or when pertinent an 
engineering evaluation which identi
fies a hazard before it results in 
statistics. The contribution the pro
posed standard will make to boating 
safety will be evaluated. A recom
mended method for developing the 
required Coast Guard standard will 
then be worked out. 

The documents will be referred to 
the Boating Safety Advisory Council 
(llSAC) for review. Their recom
mendations will assist in the decision 
whether to establish a standards 
project, and just what the guidelines 
for development of the standards 
should be. In this regard, documen-
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tation of need will be available at any 
time for public perusal. 

In most cases we wi ll work with 
the broad-based standards groups. If, 
for instance, an American Boat and 
Yacht Council (AllYC) advisory 
standard contains the essentials of 
what is needed in a mandatory Coast 
Guard standard, our staff will work 
with them to modify the format and 
content as necessary. If no standard 
exists, we would work with them in 
developing one. We expect that other 
interested groups and individuals 
would work along with us and the 
broad-based standards group. Once 
the draft standard is completed, the 
BSAC will review it. After this final 
review, the standard will be processed 
under the provisions of the Adminis
trative Procedures Act for inclusion 
in the Code of Federal Regulations. 

Although we anticipate working 
closely with the organized boating 
industry standards groups and with 
their trade associations, I emphasize 
that we also will make every effort 
to solicit and take fully into account 
Lhe view of individual boat manu
facturers. Generally, their opinions 
will no doubt be well presented by 
industry organizations, but there may 
be instances in which boat manufac
turers wish to present directly their 
own special problems and circum
stances. Not only will we be pleased 
to have these expressions, but we wel
come and encourage their submission 
at every stage of the standards
drafting process so that we can be 
certain that rules we promulgate 
will be reasonable, feasible, and, inso
far as practicable, compatible with 
the situation of all boat producers. 

In the final analysis, the purpose 
of this legislation is to enable us to 
promulgate standards that will en
hance the safety of boating. Our over
riding concern is to make boating 
safer and to this end the needs of 
safety clearly must govern. In most 
cases, we are confidcnl Lhat rules can 
be devised that will afford greater 
safety for the public and present no 
serious compliance problems for the 

indust1y. Where a conflict appears to 
exist, it can usually be resolved with 
appropriate attention and discussion. 
But in those few cases where such 
agreement cannot be reached, there 
can be no question but that in our 
administration of the law the public 
interest in boating safety must pre
vail. 

COMPLIANCE WlTII 
STANDARDS 

Once mandatory standards are 
promulgated, there must be a com
pliance system to assure that they are 
met. The boating industry has nearly 
1,000 boat manufacturers, many ac
cessory and equipment manufactur
ers, and thousands of distributors and 
dealers across the Nation. A complete 
Federal inspection program would be 
unclesirable, impractical, and costly. 
A "manufacturer's responsibility" sys
tem can be effective and practical, 
and keep the paperwork to an abso
lute minimum for us and for the pub
lic and industry. In recognition of the 
advance planning required for a par
ticular model year, we will provide 
manufacturers adequate time to com
ply with any new safety standard. In 
particular, we would avoid require
ments that might result in a need to 
retool during production, unless a 
major safety hazard were found. 

We will have a modest program of 
f!).ctory visits- on a random basis and 
on request-to assist the manufac
turer in his compliance efforts and to 
observe his certification procedures. 
Each of our 12 districts will have suf
ficient staff to service the small manu
facturer. We will also use testing lab
oratories, under contract to the Coast 
Guard, which will test boats and 
equipment purchased on the open 
market. We will bring any instance 
of failure to meet standards of these 
tested units to tl1e manufacturer's a t
tention. When a manufacturer makes 
timely disclosure in good faith of a 
defect in boat or associated equip
ment which he has certified to meet 
Federal regulations, and provides 
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SAFE BOATING 
IS NO ACCIDENT 

prompt notification, such action will 
receive consideration in remission, 
mitigation or compromise of any 
penalty. 

Each standard will be complete in 
itself and will have with it a test spec
ification. This specification will tell 
the manufacturer how we will check 
compliance with the standard. It will 
establish in detail the rcq uirements 
the product must meet. In most cases 
where testing would be an excessive 
financial burden to the low volume 
manufacturer, there will be a some
what conservative empirical equiva
lent for the test specification. 

CHAIN OF RESPONSIBILITY 

With any boat which is not the 
product of a single manufacturer 
that is, where any system or any item 
of associated equipment installc<l in 
or provided with a boat is not pro
duced by the prime manufacturer- a 
chain of responsibility needs to be es
tablished. The manufacturer of each 
such system or item will be required 
to certify compliance with pertinent 
standards by appropriate statement 
on the invoice under which the system 
or item is shipped. Thus, at any level 
in the chain, these will be evidence 
that any item delivered down the line, 
and ultimately to the consumer, meets 
Coast Guard standards. 

Each boat will have a plate or label 
attesting the fact that it meets Coast 
Guard safety standards. In addition 
to informing the buyer, the boat plate 
will show enforcement personnel that 
the boat was built to the required 
standards. I t will still be the owner/ 
operator's responsibility to maintain 
the boat properly and carry the re-
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quired portable safety equipment. 
This is a continuation of his responsi
bility under present statute. Enforce
ment personnel will continue lo check 
portable equipment, and additionally 
will be able to spotcheck certain of 
the constniction standards. ''\'here, as 
part of the enforcement process, an 
action for injunctive relief is contem
plated against a domestic manufac
turer, the Commandant will give no
tice to the manufacturer and afford 
him an oppo1 tunily to present his 
view before seeking the injunction . 

EXISTING BOATS EXEMPT 

Boats and associatcd equipment 
built prior to the effective date of any 
standard will, in general, not be 
requi1·ed to meet that standard. How
evcr, the Secretary may require exist
ing boats lo meet a new standard 
which docs not involve "substantial 
alteration"-for example the addition 
of a capacity or warning plate. 

PRIORITIES FOR STANDARDS 

I shall take a few moments to dis
cuss those standards and regulations 
we are planning to develop. State 
boating administrators have strongly 
endorsed the nc1:<l for boat-load 
capacity standards. Indeed, many 
States have already enacted laws re
quiring such standards, and requiring 
capacity plates. The need for capacity 
standards is well documented. In 
1968, 610 fatalilics resulted from 
boats capsizing, while 315 other fa
talities occurred from falls overboard, 
overloading, improper loading or ex
cessive power. Jinety percent of cap
sizing fatalities occurred from boats 

18 feet or Jess in length. We intend, 
therefore, to develop regulations re
quiring capacity plates in those types 
of boats ·where the need has been 
demonstrated. 

We also are convinced-as are the 
States- that lifesaving devices should 
be required on nearly all watercraft. 
At present, the Federal law requires 
such devices only on motorboats. 
Yet, of 1,203 drownings in 1968, 
about 25 percent occurred from boats 
not having propulsion machinery and 
therefore not required to carry life
saving devices . 

Before proceeding further with 
needed standards, I shall point out 
a practical problem which will result 
from Federal preemption of safety 
standards and changes in numbering 
requirements. Preemption will nullify 
any existing Statc standard which is 
not identical, and new legislation will 
be required in order that State 
officials may enforce the standard. 
Some State legislatures meet only 
e.very 2 years. Therefore, it may be 
necessary to grant exemptions in 
order to afford States the opportunity 
to bring their law into conformity 
with Federal law. Also, we intend to 
use the exemption where special local 
hazards exist so States can adequately 
regulate uncommon safety problems. 
It may be desirable to provide thc 
States authority to require portable 
safety equipment in quantity greater 
than the Federal regulation, for 
example. 

Continuing the review of needed 
standards, in a recent analysis of 
Coast Guard assistance reports, we 
found that 48 percent of recreational 
boating assistance cases could be 
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attributed either to engine break
down or system fa ilures. It seems 
clear that system reliability on some 
recreational boats is not entirely sat
isfactory, since in fiscal year 1969 
there were over 31,000 Coast G uard 
responses to assistance calls from rec
reational boats. r n the marine en
vironment, breakdown is frequently 
a contributing cause to accidents. 
Safety and reliability go hand in 
hand. Although we have no intention 
of regulating general quality, since 
this is essentially sell-policing in the 
marketplace, the system quality im
plicit in safety will help us to meet 
the problem. Performance safety 
standards should substantially reduce 
accidents and, at the same time, re
duce demands on Coast Guard 
Search and Rescue Forces. 

Statistics can be misleading at 
times. Our accident statistics show 
that about 70 percent of accidents are 
attributable to "fault of operator." 
But when we examine narrative acci
dent reports, we can sec a chain of 
avoidable circumstances leading to 
the accident. This is especially clear 
in work with fuel fires and explo
sions. Our present authority permits 
safety standards only with respect to 
ventilation and backfire !lame con
trol, and yet one inboard boat out of 
1,900 has a reportable fuel fire or 
explosion each year. The boatman 
who fuels his boat and then tries to 
start the engine without checking the 
engine compartment for fumes makes 
a serious mistake--one that can cost 
his life. His mistake alone certainly 
did not cause that accident. There 
had to be foel vapors in the boat, and 
a potential ignition source. His 
error-turning the ignition key
merely completed the chain of an 
accident waiting to happen. We be
lieve that safety standards which 
would improve fuel and electrical 
systems cou Id provide the boatman 
with a better, safer boat and equip
ment, thereby reducing the · conse
quences of human elror or neglect. 
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STANDARDS TO BE 
MINIMUMS 

The proposed bill provides that 
safety standards will be minimums
and one of the criticisms often 
leveled at any safety program is that 
the minimums become the norm. We 
are fortunate in having both Govern
ment sponsored and industry pro
grams which will assist in encourag
ing a general upgrading of safety. 
The Coast Guard Auxiliary courtesy 
motorboat examination program and 
the Boating Industry Association 
boat certification program are among 
those which contain standards prob
ably not to be covered by mandatory 
Coast Guard standards. Continua
tion and expansion of these programs 
will certainly be in the interest of 
boating safety. 

ST ATE PROGRAMS 

The Federal Boating Act of 1958 
has been a cornerstone of the boat
ing safety program. Policy expressed 
in that act has resulted in increased 
State involvement in boating safety 
programs and improved coordination 
between the Coast Guard and the 
several States. This coordination is 
evidenced by cooperative agreements 
with 41 of the 53 jurisdictions. 
Through such agreements we are able 
to work together more closely, elimi
nating redundancy and achieving 
more uniform enforcement. Most of 
the States have boating safety laws 
which include the numbering system 
required by the 1958 act. Only three 
States and the District of Columbia 
do not have an approved numbering 
law. We are optimistic that these will 
soon join the others. 

A number of factors support the 
need for greater State participation in 
boating safety programs. Approxi
mately half of all fatalities occur in 
waters under sole State jurisdiction, 
while over one-third of all accidents 
occur on those waters. States have re
sponsibility on waters under concur
rent Federal/State jurisdiction too, 

of course. This means that to attack 
the boating safety problem ade
quately, State participation is vital. 

LAW ENFORCEMENT POLICY 

While Federal preemptive meas
ures are necessary to assure uniformity 
of safety standards, quite the contrary 
is true of enforcement and education. 
Concerning law enforcement gener
ally, President Nixon has emphasized 
the critical need for decentralizing 
Government. Historically, the con
cept of a Federal Police Force has 
been repugnant and has been con
sistently rejected. Our goal, therefore, 
is to minimize Federal involvement in 
law enforcement actions directly in
volving the individual. On waters of 
the United States where both Federal 
and States authorities have jurisdic
tion, we look to State and local juris
dictions to enforce those safety re
quirements with which the operator 
must comply. Police activity related 
to the individual should remain a 
State function . Federal enforcement 
should be provided only where rea
sonable State capabilities are unavail
able-particularly in coastal waters
or when safety violations are observed 
by Coast Guard forces. From a purely 
economic vicv1point, it is less costly 
to enforce the law on internal waters 
with State and local officials than 
witJ1 Coast Guard personnel. 

EDUCATION IN BOATING 
SAFETY 

As for education, we all recognize 
that educating the boatman is a key 
element of any boating safety pro
gram. It presents a most difficult 
problem because an estimated 40 mil
lion people are involved. Even if we 
assume that, on the average, only two 
persons operate a given boat, we are 
still talking about some 17 million 
people. In sheer magnitude it is a 
staggering task, but many thousands 
of dedicated people are working at 
it. Indeed, the educational role is one 
we all share-industry, Federal and 
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Piiato Oourte8Y Gray!lita DeCamp, OINOINNATI POST .AND TIMBS- STAR 

SAFE OPERATING PRI NCIPLES will always be the responsibility of the individual boatman. 
Failure to accept this responsibility may result in the wor51 kind of penolty--<m accident. In 
tho case above, a 17-foot runabout powered by a 75 h.p. e ng ine was ru nning at high speed 
when its operalor saw three fishermen in a boat anchored in his path. As ho swerved to miss 
the fishermen, he mis judged the di stance and ran up the river bank onto a parked car. 

State governments-together with 
the many fine nonprofit puulic or
ganizations. 

SUPPORT FOR ST ATE 
PROGRAMS 

Considering these various factors, 
the rational Association of State 
Boating Law Administrators passed a 
resolution requesting the Congress to 
" ... give immediate consideration 
and support to a Federal matching 
grant program for enforcement of 
recreational boating safety laws and 
directly related safety programs ... . " 
They noted that State programs must 
be increased in quantity and quality. 

The States estimate that they are 
now spending about $12 million on 
boating safety programs. The admin
istration proposal includes authoriza
tion for a $5 million financial assist
ance program. We feel that this 
would encourage greater State par
ticipation and improve uniformity 
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among the various States laws, since 
one of the requirements for partici
pation is substantial conformity with 
the model Sta te Boat Act. Federa l 
assistance will be granted to the 
States on a descending scale over 
the 5-vear period authorized by 
the bill. Thus, to qualify for the 
same amount of assistance during 
each of the 5 years, a Stale would 
have to show a proportionate increase 
in its own funding level each year. 
The bill authorizes a maximum Fed
eral share of 75 percent of the total 
annual cost of a State program the 
first year. No more than 5 percent of 
the tota l federal appropriation for 
any year may go to one State, or to 
one or more National nonprofi t pub
lic service organizations. 

We are seeking improvement in 
two other areas of Federal/State 
Program Efforts- rumbering and 
Casualty Reporting. Under present 
law, motorboats of more than I 0 
horsepower arc required to be num-

bered. State boating law administra
tors have urged by resolution that all 
undocumented vessels be numbered. 
The model State Boat Act also con
tains this provision. Since the major 
portion of our safely problem con
sists of those undocumented vessels 
equipped with propulsion machinery, 
we are suggesting that the next step 
in increasing the number of vessels 
to be covered by numbering provi
sions should cover these. 

ca~na.lty reporting provisions of 
the Federal Boating Act of 1958 
suffer from the same problem of 
specificity as the standards pro
visions of the Motorboat Art of 191-0. 
Broadened authority is needed to 
achieve uniform reporting and an 
adequate statistical base. This would 
improve our ability to ana lyze pro
gram effectiveness and evaluate the 
need for safety standards. At the re
quest of the States, we intend to pro
vide accident report copies to the 
State of registration when the acci
dent occurs in some other State. 

BOATING SAFETY ADT!TSORY 
COUNCJL 

I am anticipating a healthy and 
productive relationship with the 
Boating Safety Advisory Council. 
Some concern has been expressed by 
both States and industry that we 
might not make full use of the council 
and that its composition would not 
be representative. The language of 
the bill is rather general in these 
respects, and I believe tha t it should 
be because of the rapidly changing 
nature of recreational boating, de
veloping technology, changing orga
nizational concerns and interests, and 
the administrative difficulty of con
vening an advisory body of precisely 
defined composition. Too much spec
ificity in the law would hamper the 
commandant in constituting and 
using the council effectively. 

MEMBERSHIP OF COUNCIL 

Nevertheless, I can understand the 
concern of industry and the States 
and therefore want the record to re
flect our intentions concerning the 

107 



makeup of the council and its func
tions. With respect to size, I believe 
that a council not to exceed 20 mem
bers would be adequately representa
tive, would provide suffi cient breadth 
of e:i-.'}Jertise and experience, and 
wou Id not be so large as to be 
unwieldy. 

The bill provides for membership 
from Federal, State and local gov
ernment5, boat and associated equip
ment manufacturers, boating organi
zations, and the general public. These 
interr.sts group into three categories: 
Government agencies (other than the 
Coast Guard ) concerned with boat
ing safety, the boating industry, and 
the boating public. In my view, ex
cept for Federal and local govern
ment, approximately equal repre
sentation from each of these three 
categories would be most effective. 
We propose to use the following 
guidelines : 

( 1) Membership from Federal 
and local governments to be mini
mal, that is, one or two. 

(2) Representation from State 
governments and each of the other 
two categories above to be . approxi
mately equal; that is, one-third, 
and in no case less than one-fourth, 
of the tota l membership exclu
sive of Federal and local government 
members. 

(3) Individuals shall be selected 
for their expertise and experience in 
boating safety matters, and for their 
ability to render advice over a broad 
range of subjects leading to the 
determination of policy governing 
the Coast Guard's boating safety 
program. 

( 4) Industry members shall be 
drawn from as broad a base within 
industry as possible. 

( 5) Boating public members 
shall be as broadly representative as 
possible of boatmen. 

CONSULTATION WITH 
COUNCIL 

As for consulting with this group, 
we in tend to make maximum use of 
the council for advice on important 
boating safety matters, not just safety 
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standards and those regulations 
which must be referred to the coun
cil. For example, I would expect to 
request the advice of the council on 
major legislative proposals or regu
lations that would have substantial 
impact upon boating safety. At the 
same time, I do not consider it wise 
that the Coast Guard be bound by a 
requirement to consult with the 
council on every matter, such as those 
of minor or administrative nature, 
nor is it reasonable to burden the 
BSAC with such administrative de
tail. Otherwise, the orderly adminis
tration of the boating safety program 
could be hindered. 

It is our plan that the capability 
of the council be extended by the 
establishment of panels to the coun
cil. Such panels might be oriented 
toward boat and associated equip
ment standards, boating safety educa
tion, law enforcement, and environ
mental concerns. Panel members may 
or may not be members of the coun
cil, but will be persons with special 
interest or expertise in the panel pro
gram. We will suggest to the council 
that it designate and prescribe pro
cedures for such panels as the council 
considers desirable. 

MISCELLANEOUS 
PROVISIONS 

Penalty Administration. Penalty 
administration at present is cumber
some and often arbitrary. The Coast 
Guard must assign the mandatory 
maximwn penalty to any boatman 
cited in violation of regulations, 
implementing the provisions of the 
Motorboat Act of 1940. Mitigation 
can only result through additional 
correspondence, including a specific 
request from the boatman for such 
mitigation. Also, uncollectible penal
ties and criminal violations must be 
taken to a U.S. attorney whose higher 
priori ty problems virtually guarantee 
delay in prompt action. 

By use of the words "not more 
than" in Civil and criminal penalty 
sections, complete flexibility over the 
range of zero-to-maximum is pro
vided. M itigation can occur without 

resort to burdensome administrative 
procedures. Authority to refer certain 
civil penalties to a Federal magistrate 
for prompt action similarly overcomes 
the delays inherent in the system of 
referral I noted a moment ago. 

Summary Termination. Although 
we can cite boatmen for certain un
safe practices (including reckless or 
negligent operation ) , no authority 
short of actual arrest now exists to 
direct these boatmen to return to port 
if they violate a regulation or stand
ard so as to create an especia lly haz
ardous condition. The nature of the 
marine environment makes arrest 
procedure cumbersome and some
what impractical. Illustrative of the 
problem is the overloaded boat whose 
operator is cited but which continues 
to cruise in an overloaded condition. 
Under the authority contained in the 
bill, we intend to cite violators, and 
if the degree of hazard warrants, di
rect tha t the violation be remedied 
immediately. 

R endering Assistance. A "good 
samaritan" provision is needed to 
protect the boatman who goes to the 
assistance of his fellow boatman. This 
tradition of the sea is one that should 
be continued among recreational 
boatmen without fear of future legal 
responsibilities, assuming reasonable, 
prudent action is taken. 

Coast Guard Auxiliary. Section 32 
authorizes Coast Guard Auxiliary as
sistance for promotion of boating 
safe"ty on State waters at the request 
of a State government. This is a fur
ther step to encourage greater State 
participation in boating safety pro
grams, particularly education and 
patrol activities in this instance. 

SUMMARY 

In summary, I look at the respec
tive roles of Federal and State Gov
ernment5, industry, and the general 
public in the follo·wing manner. 

The Coast Guard should prescribe 
minimum standards to the extent 
necessary to ensure that a safe, relia
ble boat and associated equipment 
reach the boatman. The manufac-
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turer should be responsible for build
ing to these standards. For the reasons 
stated earlier, this form of reg
ulation should preempt State and 
local ju1isdictions as their laws might 
affect the manufacturer. 

The Coast Guard should regulate 
the individual only to I.he extent that 
his actions may affect the safety of 
others, and only to the extent that 
State and local enforcement capabili
ties are inadequate on waters of joint 
jurisdiction. We are not withdrawing 
from enforcement, and we will con
tinue effort~ to cooperate to the fullrst 
extent and to provide enforcement 
where needed. But the principle 
seems ,,·ell rstablished thal law en
forr.ement should primarily be the 
concern and responsibility of State 
and local jurisdictions. 

The boatman should be responsi
ble for the maintenance of safety 
standards on his boat, particularly 
where failure to do so may have im
pact on his fellow boatmen or on his 
passengers. Compliance with prin
ciples of safe operation is likewise an 
important responsibility. 

I am convinced that adequate safe
guards have been included in this bill 
to assure industry and the public rea
sonable relief from arbitrary safety 
regulation. Flexibility to respond to 
new safety problems is tempered by 
the requirement to demonstrate need, 
seek the advice of the Boating Safety 
Advisory Council, consider the rea
sonableness of a proposed regulation 
or standard, and consider the extent 
to which it will contribute to boating 
safety. An important responsibili ty of 
the lloating Safety Advisory Council 
will be to assure that problems of the 
small manufacturer are adequately 
weighed. 

With respect to Federal/State ac
tivitif's on waters of concurrent juris
diction, we expect this legislation to 
result in even greater coordination of 
effort, particularly in operations. 
Redundant boardings by Federal 
and State officials should virtually 
disappt>ar. 

The administration urges you 1.0 

report favorably on H.R. 15041. d; 
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NATIONAL SAFE BOATING WEEK, 1970 

By the Presid e nt of the United States of America 

A Proclamation 

Tho p leasures of boating are known to many. Unfortunately, the potential hazards 
of boating are not so well known. As thousands of our fellow citizens take lo the 
already-crowded waters each year, the potential danger to themselves-and to those 
who have enjoyed this pastime for many years-becomes increasingly apparent. 
Boating Is and should be enjoyable, but it will remain that way only if the safety of 
all those engaged in boating is insured by knowledge and practice of boating safety 
rules. 

Recognizing the need for emphasis on boating safety, the Congress, by a joint 
resolution approved Juno 4, 1958 172 Stat. 179), has requested that tho President 
proclaim annually the week which includes July 4 as Natlonal Safe Boating Week. 

NOW, THEREFORE, I, RICHARD NIXON, President of the United States of America, 
do hereby designate the week beginning June 28, 1970 , as National Safe Boating 
Week. 

The theme for Nationa l Safe Boating Weck 1970 reminds us, " Safo Boating ls No 
Accident." As insurance against accidents, I urge the American boatmen to tako 
advantage of the numerous courses available in boating safety. 

I also invito the Governors of the Stales and the Commonwealth of Puerto Rico and 
appropriale officials of all other areas under the United Slates flag to provido for the 
observance of this week. And to the many fine organirations who will voluntarily give 
of their time during this yoar's observance, I offer my appreciation in advance. 

IN WITNESS WHEREOF, I have hereunto set my hand this 21st day of January in 
the year of our Lord, nineteen hundred and seventy, and of the Independence of the 
United Stales of America the one hundred and ninety-fourth. 

RICHARD NIXON 

COAST GUARD 

BOATING 

CG-151 "Emergency Repairs 
J\fioat"-Bccause almost half of 
search and rescue cases involve me
chanical breakdowns, this publication 
was created in an effort to help the 
boatman to help himself. The pam
phlet does not try to replace owners' 
manuals, but rather offers basic ad
vice on how to handle simple prob
lems aboard boats before they tum 
into major distress situations.* 

CG-290 "Pleasure Craft"-This 
pamphlet ex-plains the Federal laws 
pertaining to recreational boats and 
offers a variety of safety and related 
information.* 

CG-34-0 "Recreational Doating 
Guidc"- -This 93-page booklet also 
details the F ederal laws, but much 
more extensively. In addition, it of-

PUBLICATIONS 
fers comprehensive information on 
boating safety and other items, such 
as emergencies, the Auxiliary, rules of 
the road, etc. Available for 45 cents 
from the Superintendent of Docu
ments, Government Printing Office, 
Washington, D.C. 20402. 

CG-35 7 "Boating Statistics"-This 
is the annual report by the Coast 
Guard on boating accidents. The in
formation is broken down in several 
different ways:H· 

"Overloading and improper load
ing'' -A flier emphasizing those dan
gers and offering preventative ac
tions.* ;!; 

*Available from local Coast Guard 
sources. 

.,.Available from Commandant (BBA}, 
U.S. Coast Guard. 400 7th St. SW., Wash
ington, D.C. 20591. ;f; 
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AUXILIARY OPERATIONS-Th rough increased safety patrol, , the boatman in distress can get more immediate a ssistance. 

1969-YEAR OF PROGRESS 
FOR THE AUXILIARY 

"The biggest and best ever" is the 
only way to describe the year which 
the U.S. Coast Guard Auxiliary had 
in 1969. Marked by an increase in 
membership and an increase in ac
tivity, the Auxiliary moved ahead on 
all front~. A look at the Auxiljary and 
its accomplishments will evidence 
these advances. 

T he Auxiliary member is a volun
teer dedicated to recreational boat
ing safety. He (or she) devotes time 
and efforts aicling the Coast Guard 
to carry in out its mission of promoting 
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safety and fostering a wider knowl
edge of the laws, rules, and regula
tions pertinent to recreational boat
ing. In 1969, their number increased 
from just under 26,000 to nearly 
28,500, or approximately 10 percent. 

Growth in membership was accom
panied by an intensification of 
Auxiliary activity. The three basic 
Auxiliary programs-Public Educa
tion, Courtesy Motorboat Examina
tion, and Operations-made signifi
cant advances in 1969. Auxiliary pro
grams serve a threefold purpose. 

Public education courses strive to 
make the boat operator knowledge
able and safety conscious. Courtesy 
examinations attempt to insure that 
the operator's boat is well-found and 
free of obvious hazards to safely. 
Operations serve the boatman in 
distress, and take the form of 
safety patrols and search-and-rescue 
missions. 

In terms of enrollees, the public 
education courses experienced a 
growth of approximately 15 percent. 
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A qualified Auxiliary instructo r works closely with a PUBLIC 
EDUCATION class in the fundamentals of chart use. 

COURTESY EXAMINATIONS are comprehensive, a nd cover the more 
obvious hazards lo safety. 

Over 400,000 people participated in 
this program in 1969. The courses 
are taught by qualified Auxiliary in
structors and cover the rudiments of 
safe boating and, in the eight-lesson 
course, deal with maneuvering, 
chart~ and compasses, marlinspike 
seamanship, aids to navigation, and 
legal requirements. 

T he Courtesy Motorboat Exami
nation program is a cornerstone of 
Auxiliary activity. The courtesy ex
amination is conducted only upon the 
request of the boat owner, and no re
port of a boat failing the exam is 

1969 AUXILIARY STATISTICS 
as of 31 December 

Membership ------------ 28,479 
Courtesy Motorboat Exam-

ination 119691__ _______ 192,011 
En rollees, Eight-Les.son Public 

Education Course 11969)_ 42,569 
Enrollees, One-lesson Public 

Education Course 11969)_ 354,044 
Tota l Patrols and Assistance 

f\\lssions I 1969)_______ 30, 248 
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submitted to any law enforcement 
agency. T he "Seal of Safety" decal 
is awarded to those boats which have 
met not only Federal requirements 
but also certain additional require
ments specified by the Auxiliary. 

The courtesy ex?.mination is free, 
and encompasses such items as life
saving devices, fire c,xtinguishers, dis
tress equipment (!Ja res, etc.), lines, 
fuel tanks, ventilation, and back
fire flame arresters. In 1969, nearly 
200,000 examinations were per
formed, representing a 15-percent in
crease over Auxiliary effort in 1968. 

While the examination cannot 
"guarantee" a safe boat, it is ex
tremely valuable in eliminaling major 
hcuards to safety. F urthermore, it 
impresses upon the boat owner the 
fact that safe boating is dependent 
upon a well-found boat as well as a 
safe operator. 

Operations represent what might 
be called the "corrective" function 
of the Auxiliary. Through opera
tional activities, the Auxiliary is in
creasingly capable of rendering assist
ance to boatmen in distress. In 1969, 
over 30,000 assistance missions and 

patrols were performed by Auxiliar
ists. Some of the rescue efforts were 
of such a vital nature that an esti
mated 276 lives were saved during 
1969 alone. 

The Coast Guard Au,xiliary in 
1969 was characterized by increased 
activity in all areas of endeavor. In 
the years ahead, as it did in 1969, the 
Auxiliary ca.n be counted upon to 
help the Coast Guard honor its 
motto, "SEMPER PARAT US." 4; 

SEAL OF SAFETY DECAL-the mark of a 
well-found boat. 
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BOATING ACCIDENTS 

For calendar year 1969, 5,239 
vessels were involved in 4,067 recrea
tional boating accidents. These acci-

dents resulted in 1,350 deaths, 1,004 
injuries and $6,3 71,900 in property 
damage. The accompanying table 

RESULTS OF BOA TING 

gives the results of boating accidents 
for the last 5 years. 

ACCIDENTS 

TYPES OF CASUAL TY FATALI TIES INJURIES AMOUNT OF DAMAGE 
DOLLARS 

1965 1966 1967 

Grounding 12 19 7 
Copol:in~ 549 621 621 
Flooo1ng 41 41 35 
Sin~log 152 101 91 
Firt or Explosion o( Fuel 18 23 14 
Other Fire or Explosion 2 2 5 
Colllition with Another Vtsstl 38 65 24 
Collision wl1h Fixed Oblect 29 32 38 
Slrlklnw f looting Obje<t 24 10 13 
Oth~r C:nuilty to Vesstl 58 37 43 
Falis OvttbOard 340 315 338 
F•lls n.ui·n Boat 2 2 
S!r..icl by Bo01t <"' Propelltr 8 21 16 
()(htr Pf'.tso.:v:.rf C;is:nlty 89 29 65 

TOTA~ 1360 1318 1312 

LOSS OF LIFE 

Vessel capsizings continue to ac
count for more of the lives lost in 
boating accidents than any other type 
of casualty. 587 vessels capsized in 
1969, causing 562 fatalities. The vast 
majority of capsizings are caused by 
some fault of Lhc operator in his 
handling of the vessel. Foremost 
among these faults are: Overloading 
or improper loading of the boat; lack 
of operating experience; ignoring 
weather warnings, and boating in ad
verse weather. 

PERSONAL INJURIES 

Collisions with other boats or with 
a fixed object continue to account for 
more of the personal injuries than any 
other type of vessel casualty. A total 
of 2,838 vessels were involved in col
lisions, causing 466 injuries. The 
principal cause of Lhese collisions was 
the fa ilure of the operator to main
tain a proper lookout. The increas
ihg popularity of water skiing has 
contributed to this safety problem. 
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1968 1969 1965 1966 1967 1968 1969 1965 

6 22 49 84 so 46 38 455,200 
610 562 19 87 79 97 64 134,600 

37 66 1 4 13 7 9 36,200 
108 so 3 9 9 26 19 580,400 

17 14 214 295 206 206 155 1,391,300 
2 12 24 20 13 5 491,200 

59 45 243 571 465 413 310 824 , 800 
58 47 92 107 182 143 156 254 ,500 
22 23 29 12 34 26 29 364 ,600 
38 23 7 21 26 20 24 107 ,300 

515 351 9 39 60 87 46 1,700 
2 12 24 15 15 7 

14 10 160 168 85 83 47 100,700 
56 135 77 uo 121 102 95 300 

1342 1350 9'7 1555 1365 1284 1004 4,742,800 

Also 371 fires or explosions of ves
sels resulted in the second largest 
number of personal injuries, 160. 

PROPERTY DAMAGE 

Fires or explosions continue to ac
count for the greatest amount of 
property damage, with vessel colli
sions responsible for tht: second larg
est amount. $2,125,000 was lost due 
to fires or explosions while $1,887,000 
worth of property damage was caused 
by collisions with other vessels or 
fixed objects. The majority of the 
cases of fires or explosions, where the 
cause of the accident could be deter
mined, were due to: Operator negli
gence, such as improper installation 
or maintenance of engine or equip
ment; disregard of safe fueling prac
tices; and Jack of operating ex
perience. 

LIFESAVING DEVICES 

There were 1,260 drowning victin1s 
for 1969. Of these, 47.8 percent were 
known to have had lifesaving devices 

1966 1967 1968 1969 

860 , 700 649,500 597 ,100 855,700 
213,400 256, 100 367 ,800 324 ,900 
113,000 171,300 137,900 249,000 
955,900 421,200 514,SOO 475,300 

1,689,800 1,269,800 2,047, 700 1,885,300 
1,337 ,600 948,900 985,000 239 ,800 
1,210,100 1,037,400 1,147,800 1,082,900 

474,900 669, 700 535 , 000 804. 700 
269,900 416,SOO 160, 700 321,700 
177 ,200 198,000 135,000 104,800 
. 30, 700 9,300 2,000 16,100 

500 
1,200 200 100 500 

100 5 700 700 11,200 

7,334,500 6,054,100 6,631,600 6,371 ,900 

available. Of those that had lifesaving 
devices available, 81.2 percent did not 
use them or used the devices improp
erly. No conclusive data arc available 
concerning the number of persons 
who, by their use of a lifesaving de
vice, prevented a boating "mishap" 
from becoming a reportable boating 
accident. 

WEATHER AND WATER CONDITIONS 

The type of waters vessels were on 
at the time of a reportable accident 
were : 57.3 percent were on nontidal 
waters; 35.2 percent occurred on tidal 
waters; 3.4 percent on the Great 
Lakes; and 4.1 percent on the oceans 
or the Gulf of Mexico. 

The weather and water conditions 
at the time vessels became involved 
in accidents show that: In 58.6 per
cent of the cases the water was calm: 
in 78.8 percent of the cases the 
weather was clear ; in 61 percent of 
the cases there was little or no wind; 
in 75.6 percent of the cases the visi
bility was good. 
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TIME, DAY OF THE WEEK, AND MONTH 

A larger percentage of vessels, 20.7 
p1.:rcent, were involved in accidents 
between the hours of 2 to 4 p.m. than 
in any other 2-hour int1.:rval. T he 
same percentage of fatalities, how
ever, occurred between 4 to 6 p.m. as 
between 2 to 4 p.m., 17.7 percent. 

The highest percentage of vessels 
involved in accid1.:nts, 28.2 percent, 
occurred on Saturdays, followed 
closely by the 27.7 percent of vessels 
invulvecl in a.cr.idents thal occurred 
on Sundays. Saturdays also accou11ted 
for the highest percentage of fatali
ties, 29.5 percent, compared to Sun
days, 25. l percent. 

Most boating accidents occurred in 
the months of July and August, with 
21.1 and 21.7 p1.:rcent, respectively, 
uf the vessels involved. The largest 
percentage of fatalities occurred in 
the month of May, "vith 16.1 percent. 
July had 13.2 percent of the fatalities 
and August 12.8 percent. 

For more detailed information on 

IGNORANT OR CARELESS? This skie r, about to run down a skin diver displaying flag, emphasizes 
the need for more education and e nforcemen t. 

recreational boating accidents, copies 
of Boating Statistics, 1969, CG- 357, 
arc available to a ll interested parties. 

Write Commandant (BBA) 
Coast Guard, Washington, 
20591. 

U.S. 
D.C. 

d; 

NATIONAL SAFE BOATING WEEK MATERIALS AVAILABLE 

BUMPER STRIP (stock No. 082.:14). "Safe Boating 
I s No Accident." Colorful, eye-catching, durable, printed 
in orange and green on self-sticking paper stock. Size; 

3" x 131'2" · Prices, each: 100 (minimum order) lo 
499-$0.11; 500 to 999 0.105; 1,000 or more--$0.098. 
Mail order to: National Safety Council, 425 North (ichi

gan Ave., Chicago, III. 60611. Prices on above items are 

net, no discounts. Payment must accompany all orders 
of $5 or less. 

POSTER. This large eye-catching poster, similar to 
the one on BACK COVER, features the campaign 
theme and dir1.:cts attention to National Safe Boating 
Week. 10 cents each-minimum order: 25. Mail order 
to: Outboard "Boating Club of America, 333 North Mich
igan A vc. Chicago, Ill. 6060 l. d: 

BOATING SAFETY INSTRUCTOR'S SCHOOL 

The U.S. Coast Guard's Office of 
I3oating Safety conducted its annual 
iloating Safety Instructor's School for 
marine law enforcement officer~ in 
Dq:ember 1969 and January 1970. 
The national school, which provides 
an opportunity for State and Federal 
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officials to get together to discuss 
boating safoly related subject5 of mu
tual interest, was held at Governors 
I sland, N.Y. and Alameda, Calif. 

Subjects discussed included such 
items as boarding procedures, law en
forcement, accident reporting, infor-

mation and education, and the pro
posed Federal Boat Safety Act (I I.R. 
15041), to mention a few. 

Highlights of the 5-day sessions 
were presentations by the FBI, com
munications specia lists, and various 
State officials. d: 
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A PERFECT EXAMPLE of reckless or negligent operation-skiing loo cloH lo swimmers. 

RECKLESS OR NEGLIGENT 
BOAT OPERATIONS 

For the most part, recreational 
boatmen are very safety conscious 
and arc careful how they operate 
their boats. There arc a few people, 
however, who cast all their cares 
aside when they get on the water and 
operate their vessels in a reckless or 
negligent manner endangering any
one or anything that might be in or 
near their path. These unsafe boat
men are of great concern to all, and 
Coast Guard and other law enforce
ment efforts are being continually di
rected toward curtailing these illegal 
and unsafe acts. 

Have you ever wondered how you 
could help the Coast Guard, other 
Federal agencies, or your State or 
local law enforcement agencies to 
prevent these people from getting 
away with this unsafe type of opera
tion? If so, then what follows will be 
of interest to you. 

First of all, an under~tanding of 
reckless or negligent operation is nec
essary. NcKligent operation means 
lack of care under the circumstances; 
the faih.:rc to exercise that care which 
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a reasonable, careful, and prudent 
person would exercise under like cir
cumstances ; failure to exercise the 
care that the circumstances justly de
mand (culpably careless; inattentive; 
indifferent ; inattentive to duty). 
R eckless operation signifies more 
than mere negligence and implies an 
extreme form of negligence. Reckless 
indicates an absence of all care. The 
term means a willful disregard for 
the safety of persons or property 
which involves intentional conduct 
but 11ot intentional harm. To consti
tute reckless misconduct the operator 
must have known that his act created 
an unreasonable risk of hann, but he 
need not have intended actually to 
cause harm (i.e., wanton disregard 
for the rights of others ; wanton in
difference to the rights of others ; 
rashness; wanton willful miscon
duct ) . It is interesting to note that 
either reckless operation or negligent 
operation is sufficient to constitute an 
offense. Both need not be present and 
there does not have to be an accident. 

Some examples of actions that may 
constitute reckless or negligent opera-

tion under certain circumstances in
clude, but arc not limited to: 

I. Excessive speed in close prox
imity to other boats such as near ma
rinas, in narrow winding channels, or 
during periods of reduced visibility. 

2. Overloading of vessels clearly 
beyond saf~ loading capacity as evi
denced by instability, little freeboard, 
shipping water from slight wakes, etc. 

~ · Operating while under the in
Auence of intoxicants, drugs, etc., and 
recognizable by erratic operation. 

4. Certain unsafe water skiing 
practices such as towing water skiers 
in the vicinity of other vessels, where 
the skier feels he may be hit by other 
vessels. 

5. Operating within swimming 
areas where bathers arc present. 

6. Operating in the vicinity of 
dams when such areas are known to 
be ha7.ardous. 

The Coast Guard and other Fed
eral, State, and local law enforce
ment agencies cannot, for obvious 
reasons, patrol every area where reck
less or negligent operations could oc
cur; therefore, they must depend on 
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other responsible sources to report 
these unsafe operations to them. 
The~e other sources arc YOU, the 
law abiding boatman. It is impossible 
to tell in this a rticle what law enforce
ment agency has responsibility for 
enforcing the laws prohibiting such 
operations in your particular area be
cause of the various jurisdictions that 

could be involved; i.e., Federal, State, 
or local. The best thing you can do, 
especially if you have had problems 
in the past, is Lo look up and record 
the telephone number of the nearest 
Coast Guard unit or the State agency 
responsible for boat numbering and 
safety laws, in advance, and be pre
pared to provide these officials with 

the information they need to properly 
follow up your complaint, i.e., boat 
number, description, location of acci
dent, names of witnesses, etc. Get to 
know the men responsible for enforc
ing the boating laws in your area. 
They are there to serve you and to in
sure that the waterways remain safe 
for aJI to enjoy. t 

NATIONAL SAFE BOATING 
WEEK 

What is it? 

National Safe Boating Weck 
( JSBW) is designated by presiden
tial proclamation each year to be that 
week which indudcs the 4th of J uly. 
Its purpose is to promote safe boat
ing practices by focusi ng a ttention on 
the need for greater safety in boating. 

T he fi rst real na tional effort to pro
mote such a week was in 1956 by the 
Coast Guard Auxiliary. T he program 
gained support and the interest of the 
Congress. On J une 4, 1958, a joint 
resolution (Public Law 85-455) was 
approved, authorizing and requesting 
the President to proclaim the week 
annually. O n the same day, the first 
proclamation was signed. 

In order to coordinate :--JSBW ef
forts, the. ational Safe Boating Week 
Committee was formed and held its 
first meeting in October 1959. Since 
tha t time, the name ha~ been changed 
to the National Safe Boating Com
mittee to reflect the committee's in
terest in promoting safety the year 
round. 

From relatively modest beginnings, 
the committee now has 21 members: 

Ame rican Boal and Yacht Council, Inc. 
Box 7 52, Wall Street Station 
New Yori<, N.Y. 10005 

America n National Red Cross 
17tfl and D Sis. NW. 
Washington, D.C. 20006 

Ame rican Power Boat Association 
37 Hartford Terrace 
New Hartford, N.Y. 13413 
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June 28-July 4, 1970 
American Waler Ski Association 
Seventh St. & Avenue G, SW. 
Winter Haven, Fla . 33881 

Boal Owne rs Associa tion of the United Sta tes 
10 28 Connecticut Ave. NW. 
Washington, D.C. 20036 

Boat Owners Council of America 
333 North Mich igan Ave. 
Chicago, Ill. 60601 

Boy Scouts of America 
New Brunsw ick, N.J. 08903 

Corps of Eng ineers 
Department of the Army 
Washington, D.C. 203 15 

Envira nmental Science Services Administra tion 
Rockville, Md. 20852 

National Association of Eng ine & Boal Mfrs. , 
Inc. 

537 Steamboat Rd . 
Greenwich, Conn. 06830 

Nationa l Associa tion State Boating Adminis-
t rato rs 

State Office Bldg. 
Annapolis, Md. 2 1404 

Na tional Boating Fe deration 
P. 0 . Box 8 
Jenkintown, Pa. 

National Fire Protection Association 
60 Batterymarch St . 
Boston, Mass. 02109 

Nationa l Safe Boa ting Associa tion 
537 Steamboa t Rd. 
Gree nw ich, Conn. 06830 

National Safety Council 
425 North Michigan Ave. 
Ch icago, Ill. 60611 

Outboard Boating Club of America 
333 North Michigan Ave. 
Ch icago, Ill . 60601 

U.S. Coast Guard 
40 0 7th St. SW. 
Washington, D.C. 20591 

U.S. Coast Guard Aoxilia ry 
7 14 Stuart Ave . 
Mamaroneck, N.Y. 10543 

U.S. Power Squadrons 
99 Elmridge Rd. 
Mansfield, Ohio 44907 

Unde rwriters l a boratories, Inc. 
336 Old Hook Rd. 
Westwood, N.J . 0 76 75 

Young Men's Christia n Asoociation 
291 Broadway 
New York, N.Y. 10007 

The committee's prime con tribu
tion to NSBW is in providing promo
tional kits to local organiz.ations and 
sµot announcements to radio and 
television. In addition, the week is 
promoted nationally through each of 
the committee members. 

T he real burdt:n of promotion falls 
on local organizations, princiµally 
representatives of committee mem
bers. T he Coast Guard Auxiliary and 
U .S. Power Squadrons have tradi
tionally been the leaders at the local 
level. 

T he theme for NSBW is "Safe 
Boating is No Accident," and the 
dates are J une 28th through J uly 4th. 
T he committee hopes to have almost 
2,000 participating local organiza
tions in 1970. While the local organi
zations a re willing and en thusiastic 
they are a lways in need of backing in 
the form of funds, equipment or 
space. And if you think this is a pitch 
for help in promoting NSBW, it is. 
Besides being a great opportunity to 
promote safety, this is a fine way to 
better community re la tions. ;f; 
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BOATING SAFETY CENTERS 

BOATING SAFETY CENTER Interior, Shilsholo Marina, Seattle, Wash., 1968. 

On July 19, 1968, the Comman
dant authorized the 3d Coast Guard 
District ( ew York ) , 9th Coast 
Guard District (Cleveland) , 11th 
Coast Guard District (Long Beach) , 
and 13th Coast Guard District (Seat
tle) to cstahlish one Boating Safety 
Center as a pilot project in each of 
these districts at a location of the dis
trict commander's choice. The objec
tive was to pro111ote boating safety by 
furnishing the boating public with 
information and services and to col
lect pertinent data which the Coast 
Guard could use to improve future 
boating safety efforts. By August 17, 
1968, all four of these Boating Safety 
Centers were in operation. 

The 3d Coast Guard District 
adopted the mobile concept so as to 
be able to reach a large cross-section 
and variety of the boating public. This 
Boating Safety Center travels to and 
se.t~ up its facilitit>s at various launch
ing ramps and marinas to provide 
boating safety infonnation, literature, 
and F<'cleral or Coast Guard Auxiliary 
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Courtesy Motorboat Examinations 
(CME's) to the boatman. 

The 9th Coast Guard District 
located its center at a Chicago Park 
District Harbor where there were 
launching ramps as well as 111oori11g 
facilities. The purpose behind locat
ing the center in an area such as this 
was to enable the Coast Guard to 
provide information to the boatman 
just before his departure on Lake 
Michigan. Generally, the same serv
ices which were available at the 3d 
Coast Guard District's Boating Safety 
Center were available at the Chicago 
Center; however, one additional 
service was provided and that was 
continuous weather information. Be
cause of limited public response at 
this particular center, it was closed 
after the 1968 season and it is not 
expected to open again. 

The 1 lth Coast Guard District 
located its Boating Safety Center at 
U.S. Coast Guard Base T erminal 
Island, San Pedro, Calif. One major 
advantage of locating the center 

there is that maximum services can 
be provided at a minimum of cost 
and there are excellent mooring 
facilities for 20 to 25 pleasure craft. 
The Coast Guard Auxiliary, U.S. 
Power Squadron, and Sea Explorer 
Scouts have been patticularly active 
at this center and have helped to in
sure its early success. The same type 
boating safety services are provided 
here also. 

The 13th Coast Guard District 
Boating Safety Center is located at 
the Shilshole Bay Marina, Seattle, 
Wash., where large numbers of 
yacht~ are moored and many boat
men gather. As at the other centers, 
the Coast Guard Auxiliary is active 
here also, helping to provide the 
boatman with necessary boating 
information. 

During the first year these four 
Boating Safety Centers were in opera
tion ( 1968) , public response ·was 
light but favorable at the centers in 
New York, Seattle, and Chicago. The 
one at Long Beach was well received 
from the start. The 1969 boating sea
son saw increased acceptance of the 
centers, 11,003 boatmen and 4,539 
boats visited the three centers in New 
York, Seattle, and Long Beach. Be
cause of this acceptance, the Coast 
Guard is planning to establish the 
Bo<l.ting Safety Center concept as a 
continuing program. While the mo
bile center appears the most promis
ing and is the concept used for future 
planning, fixed centers will be used 
in certain special locations. 

What effects the Boating Safety 
Centers have had saving lives and in 
reducing boating accidents cannot be 
rneasurcd at this time but it has been 
noted that there has been a large 
increase in the numbers of persons 
attending safe boating courses, hav
ing their boats examined, and taking 
extra precautions prior to going out 
on a clay's boating in the areas where 
the Boating Safety Centers are 
!orated. &; 
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BOATING SAFETY 

DETACHMENTS 

Forty-one boating safety detach
ments (BOSDET's) arc operational 
throughout the counlry rcpr~sent
ing the Coast Guard's primary 
vehicle for pursuing the balanced 
4E boating safety program-educa
tion, enforcement, engineering stand
ards, and environmental concerns. 
BOSDET emphasis is on education 
and enforcement. 

Historically, the BOSDET's pri
mary job ha.~ been enforcement of the 
boating and navigation laws on the 
navigable waters of the United 
States; however, increasing attention 
is now being given to education of 
the boatman. Several years have 
elapsed since the advent of the 
"safely palrol" concept which re
placed the Coast Guard's long
standing mass boarding program. By 
covering more territory and concen
trating on detection and prevention 
of reckless and negligent operation, 
the Coast Guard believes it is making 
a more significant contribution to the 
safety of the boatman. The fact that 
the number of fatalities resulting 
from boaling accidents has remained 
steady over the past 5 years in spite 
of dramatic: increases in the number 
of pleasure boats tends to validate 
this approach. 

ROSDET's are becoming increas
ingly involved in boating safety edu
cation for the public as well as Coast 
Guard, State, and local boating safety 
law enforcement personnel. The 
BOSDET's arc now under direct 
operational control of the chief of the 
boating safety branch in the district 
office and under his supervision are 
being utilized full-time (including the 
winter months) in the mission of 
boating safely. In areas that experi
ence a change of season, this results 
in a full-scale winter effort in public 
appearances, assistance in Auxiliary 
• 
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MOBILE BOARDING DETACHMENT, Norfolk , Va., Left to right: Pau l W. Caviness BMCM-Pl OIC, 
Vernon L. Williams EN 1 Paul G. West, Jr. BM 1 . 

classes, speaking engagements, boat 
show exhibits, factory visits, clc. 

Present planning calls for a phased 
increase in the number of our 
BOSDET's which, hopefully, will 
result in approximately 130 detach
ments by fiscal year 1976. The Coast 
Guard feels that this number of 
BOSDET's combined with boat and 
associated equipment standards and 
increased State participation in boat
ing safety, will make boating much 
safer and a more enjoyable pastime. d; 

BOARDING 

POLICY 
The Coast Guard no longer con

ducts mass routine boardings on a 
nationwide basis as in the past. The 
present concept is the Boating Safety 
Patrol, which places primary empha
sis on curtailing unsafe practices such 
as excessive speed, overloading, im
proper loading, operating in swim
ming areas, operating in posted dan
gerous waters, erratic operations, etc. 
This does not mean that the Safety 
Patrol concept has eliminated all 
boardings in the enforcement of 

motorboat laws, only that the Coast 
Guard is placing added emphasis on 
penalizing unsafe boatmen and ob
vious violators. Boat~ in obvious 
violation, except for numbering vio
lations, are stopped, boarded, and 
cited or issued a written waming de
pending on the severity of the situa
tion, and results of the boarding. 
Even though the concept of mass 
boardings has been terminated, Coast 
Guard district commanders still have 
discretionary authority to conduct 
routine boardings, if they feel that a 
major safety problem exists in their 
area, Lo determine the causes of the 
problem and to take corrective ac
tion to a lleviate or terminate the 
situation. 

The Safety Patrol concept has been 
criticized by some who think it is not 
as effective as the earlier mass board
ing program; however, the Coast 
Guard has found this method to be 
the most effective since it enables 
limited resources to cover more area 
and be seen by more boatmen (which 
in itself is a deterrent to unsafe prac
tices). Further, it permits attention to 
be focused in the areas of greatest 
need, and it reduces the possible 
harassment of the law-abiding 
boatman. :t 
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Q. In fog, if you hear 3 blasts of 
the whistle, namely one prolonged 
blast followed by two short blasts, it 
lS: 

aft; 

(a) A vessel at anchor; 
( b) A vessel in disLress; 
(r.) A sailing vessel with wind 

{cl) A sLeam vessel Lowing. 
A. ( d ) A steam vessel towing. 
Q. The purpose of the shut-off 

valve at the gasoline tank, operable 
from outside the tank space is to: 

(a) Control the amount of 
gasoline to the engine; 

(b ) Shut off the gasoline sup
ply at the t-0nk in case of fire ; 

( c) Be used if the gasoline 
tank leaks; 

(cl ) Provide each of the 
a hove. 

A. (b) Shut oIT the gasoline 
supply at the tank in case of fire. 

Q. IC the barometer on your ves
sel suddenly began falling at a rapid 
rate, you should: 

(a) Wonder what the 
weather is going to do ; 

(b) Imrnediately head for a 
safe ha1'bor at a fasl safe speed; 

( c) Disregard the barometer 
as it is probably broken; 

( d ) Che!'k the barometer 
every U hours to ascertai11 the amount 
of fall. 

A. ( b) I mmediately head for a 
safe harbor at a fast safe speed. 

Q. lt is advisable lo know what 
is predicted and to obtain each 
Weather Bureau Advisory, but the 
information should be used in con
junction with: 

(a ) The Farmers Almanac; 
{b) Various opinions on the 

weather; 
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( c ) Local barometer changes 
and winds; 

(d ) Nothing else. 
A. ( c) Local barometer changes 

and winds. 

WEATHER STORM SIGNAL 

Q . Thi s storm signal al a s torm warn
ing display station ind icates that winds are 
forecast that may be up to 

(a ) 14 knots 
(b) 33 knots 
(c) 47 knots 
(d) 64 knots 

A. lb) 33 knots 

Q. Attempts lo restore a pa
tient's breathing by artificial respira
tion should be continued for at least: 

(a) 1 hour; 
(b) 2 hours; 
{c ) 3 hours; 
(d ) 4hours. 

A. ( d ) 4 hours. 
Q. l n fixing the position of a 

,-essel, "doubling the angle on the 
bow" is used to: 

nautical queries 

(a) Detennine distance off 
a fixed object at a time of second 
bearing; 

( b) Determine distance be
tween bearings; 

( c) Determine distance off 
fixed object at time of first bearing; 

( d) None of the above. 
A. (a) Determine distance off 

a fixed object at a time of second 
bearing. 

Q. In piloting a vessel in the 
curved portion of a river, the swiftest 
rurrent and deepest water are usually 
found: 

(a ) Toward the inner edge 
of the curve; 

(b) No difference in depth or 
speed; 

{c) On center line of river; 
(d ) T oward the outer edge 

of the cu1ve. 
A. (d ) Toward the outer edge 

of the curve. 
Q. Kapok life preservers require 

proper care, and should not be: 
· (a) Stowed near open flame 

or where smoking is permitted; 
( b) Used as seats, pillows, or 

footrests; 
( c) Left on open decks; 
( d) All of Lhe above. 

A. ( d ) All of the above. 
Q. A carbon-dioxide fire extin

guisher should be recharged if the 
weight loss of the charge exceeds 
__ percent of the total weight of 
the charge : 

(a ) 5 percent; 
( b) 10 percent; 
(c) 12!h percent; 
( d ) 15 percent. 

A. (b) 10 percent. 
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MERCHANT MARINE SAFETY PUBLICATIONS 

The following publications of marine safety rules and regulations may be obtained from the nearest 
marine inspection office of the U.S. Coast Guard. Because changes to the rules and regulations are 
made from time to time, these publications, between revisions, must be kept current by the individual 
consulting the latest applicable Federal Register. (Official changes to all Federal rules and regulations 
are published in the Federal Register, printed daily except 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 J anuary l, 1970 are now 
available from the Superintendent of Documents price: $3. 75. 

CG No. TITLE OF PUBLICATION 

101 Specimen Examination for Me rchant Marine Deck Officers 17-1-631. 
108 Rules and Regulations for Military Explosives and Haiardous Munitions (5- 1-68). 
115 Marine Engineering Regulations and Material Speciflcations 13-1-661. F.R. 12-18-68. 
123 Rules and Regula tlons for Tank Vessels (5-1-691. F.R. 10-29- 69, 2-25- 70. 
129 Proceedings of the Merchant Marine Council (Month ly), 
169 Rules of the Road--lnternational-lnland 19-1 -65). F.R. 12-8- 65, 1 2- 22-65, 2-5-66, 3-1 5-66, 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 Combustlble Liquids (3-2-641. 
175 Manual for Lifeboatmen, Able Seamen, and Qualified Members of Engine Department 13- 1-651. 
176 load Line Regulations (1-3-661. F.R. 12--6-66, 1-6-67, 9-27-67, 7-12-68, 6-5-69, 7-26-69, 10-29-69. 
1 82 Specimen Examinations for Merchant Marine Engineer Licenses 17-1-63). 
184 Rules of the Road--Westem Rivers (9-1-661. F.R. 9- 7-66, 5- 11-67, 12- 23-67, 6-4-68, 11-29-69. 
190 Equipment Lish 18-1-681. 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, 12-13-69, 1-27-70, 1-30-70, 2-3-70, 2-26-70, 3- 11 - 70, 
3-14-70, 3-25-70, 4-14-70. 

191 Rules and Regulations for licensing and Certifi cating of Merchant Marine Pe rsonnel 15-1-68). F.R. 11-28-68, 
-4- 30-70. 

200 Marine Investigation Regulations and Suspension and Revocation Proceedings 15-1- 67) F.R. 3- 30-68, 4-30-70. 
220 Specimen Examination Questions for Licenses as Master, Male, and Pilot of Central Weslem Rivers Vessels 14-1-571. 
227 laws Governing Marine Inspection 13-1-651. 
239 Security of Vessels and Waterfront Facil ities 15- 1- 68). F.R. 10-29-69. 
249 Merchant Marine Council Public Hearing Agenda (.Annually). 
256 Rules and Regulations for Passenger Vessels (5-1-691. F.R. 10-29-69, 2- 25-70, 4-30-70. 
257 Rules and Regulations for Cargo and Miscellaneous Vessels (8-1- 691. F.R. 10- 29-69, 2-25-70, 4-22-70, 4-30-70. 
258 Rulos and Regulations for Un inspected Vessels (3-1-67). F.R. 12- 27- 67, 1- 27-68, 4-12-68, 12- 28-68, 3-27-69, 

10- 29-69,2- 25- 70, 4-30- 70. 
259 Eleclrlcal Engineering Regulations 13-1-671. F.R. 12-20-67, 12- 27- 67, 1- 27- 68, 4- 12- 68, 12-18-68, 12- 28-68, 

10-29-69, 2-25-70,4-30- 70. 
266 Rules and Regulatlans for Bulk Grain Cargoes 15-1-68). F.R. 12- 4-69. 
268 Rules and Regulations for Manning of Vessels 15-1-67). F.R. 4-12-60, 4-30-70. 
293 Mlscellaneous Electrica l Equipment Lisi (9-3-681. 
320 Ru les and Regulations for Artificial Islands a nd Fixed Structures on tho Outor Continental Shelf (11-1-681. F.R. 

12-17-68, 10-29-69. 
323 Rules and Regulations for Small Passenger Vessels (Under 100 Gross Tons! (7- 1- 69). F.R. 10-29-69, 2-25- 70, 

4- 30- 70. 
329 Fire Fighting Manual for Tank Vessels (7-1-68). 

CHANGES PUBLISHED DURING APRIL 1970 

T he following have been modified by Federal Registers: 

CG-190, Federal Register, April 14, 1970. 
Sutchapter A of Title 33 CFR, Federal Register April 15, 1970. CG-257 and Subchapter 0 of Title 

46 CFR Federal Regislcr of Af!ril 22, 1970. 
CG- 191 , CG-200, CG-256, CG-257, CG-258, CG- 259, CG- 268, CC-323 and Subchapters Rand Li 

of Title 46 CFR, Federal Register of April 30, 1970. 
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