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NATIONAL SAFE BOATING WEEK, 1971 

By the Presid ent of the United States of America 

A Proclamation 

More Americans each year are choosing boating as the Ideal way to relax with 
their families and friends. All too often, however, w hat sta rts out as a plea sant cruise 
ends in tragedy because boatmen fail to teach their families to swim, fail to properly 
equip their craft with life preservers and other protective devices, or fail to Instruct 
their passengers on the use of such devices prior to a boating crvise. 

Every year, about 1,300 lives are lost in boating accidents. These fatalities can be 
reduced and boating mado more pleasurable if those who engage in it will emphasize 
boating safety ru les. 

Recognizing the need for that emphasis, the Congress, by a joint resolution ap
proved J une 4, 1958 172 Stat. 1791, has requested the President to proclaim annually 
the week which includes July 4 as National Safe Boating Weok. 

NOW, THEREFORE, I, RICHARD NIXON, President of the United States of America, 
do hereby designate the week beginning J uly 4, 1971, as National Safe Boating Weck. 

I urge all who use our waterways to acquire thoso skills essential to their own 
safety and that of others and to apply them carefu lly. 

I also invite the Governors of the States a nd the Commonwealth of Puerto Rico to 
provide for the observance of this week. 

IN WITNESS WHEREOF, I have hereunto set my hand this 28th day of January, In the 
year of our Lord nineteen hundred and seventy-one, and of the Independence of the 
United States of America the one hundred and ninety-fifth. 

RI CHARD NIXON. 
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ECREATIONAL BOATING 
ND 

THE COAST GUARD 
illM A. C. WAGNER, USCG 

', Office of Boating Safety, Headquarters 

::..e Coast Guard's Office of Boat
: Safety has been through an excit
- -ear of progress and change. 
. !any of these changes have been 
• direct result of the continually 
~ death rate and the impending 

e of the Federal Boat Safety 
·of 1971. 
:be unfortunate number of fatal

of boatmen is the very basis for 
• Office's existence. Although the 
~dent and injury rates were lower 
_ year, deaths and property dam
- again increased. The efforts of 

Office must be concentrated to 
~ this trend. 
"'lOIDe steps have already been taken 
i:'!tler to reduce these figures. 
One of the tools that will aid in 

effort is the Federal Boat Safety 
~ When the bill becomes law, the 

n Guard will be authorized to 
.:.blish safety performance stand
.s in the manufacture of recrea
:::al boats and accessory equipment. 
~addition, two studies have been 

pleted to aid in the resolution of 
~nt problems of boating safety. 
e study deals with defining our 

.somer" i.e., who and where the 
...nnen are and the other study sug

the best techniques to use to 
te the boating population. 

In the field of promotion, exhibits 
and films have been produced for 
national distribution and a contract 
has been let to provide us with pro
fessional assistance and advice for 
future safe boating promotional 
efforts. 

We have increased the number of 
Coast Guard boating safety detach
ments which patrol the Nation's 
waterways. To train these men and 
the increasing number of State per
sonnel interested in our program, we 
have increased the length of our safe 
boating course and the number of 
locations of boating safety instructor 
schools, and in the future, it is 
planned to establish a permanent 
year-round schdol- to teach the pre
cepts of boating safety. 

The Coast Guard Auxiliary, an 
organization dedicated to the con
cepts of boating safety and closely 
allied with the Coast Guard, has 
passed the 31,000 mark in member
ship. More boating safety courses, 
and courtesy motorboat examinations 
than ever before were performed by 
this group. They are updating their 
courses to better accommodate to
day's boatmen, and increasing their 
efforts to reach a larger percentage 
of the some 45 million persons who 
use recreational boats each year. 

Other Offices within the Coast 
Guard and other Federal and civilian 
organizations are also working on 
projects to make boating a safer sport. 
Studies designed to improve the 
wearability and efficiency of lifesav
ing devices, better and more reliable 
radio communication and weather 
dissemination are also being under-

· taken. 
The field of boating safety is chal

lenging and many faceted. '"'e feel 
that we have the tools to make 
boating safer while still allowing 
it to retain its many pleasurabl~ 
characteristics. ,:,: ;f; 
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BOAT SAFETY STANDARDS UNDER THE 
FEDERAL BOAT SAFETY ACT OF 1971 

..Boat safety standards developed 
under the authority of the proposed 
Federal Boat Safety Act of 1971 will 
establish a· minimum baseline of 
safety. Since 90 percent of the rec
reational boating fatalities are a 
result of drowning and fire and ex
plosion, standards for fuel and elec
trical systems, ventilation, ·weight and 
horsepower capacity, and flotation 
will be the first ones to be considered. 

These will be performance stand
ards whenever possible which is in 
contrast to many of the construction 
type standards and regulations pro
mulgated by the Coast Guard for the 
merchant marine industry. 

The USCG standard lifeboats for 
merchant vessels ( 46 CFR 160.035) 
provides a good parallel '";th the rec
reational boat standards we expect to 
promulgaLe. 

For example, the performance re
quirements specified in the general 
requirements for lifeboats deal with 
maneuverability, stability in a sea
way, weight capacity, and flotation. 
in one form or another, most of these 
performance requirements will be 
found in the new recreational boating 
standards. 

The lifeboat standard, however, 
goes much further than the perform
ance standard. Such things as plat
ing thickness, riveting, welding 
practices, and "construction" require
ments are all detailed. Roating safety 

standards arc not likely to require 
such practices. They will leave such 
details to the designer and manufac
turer so long as the finished product 
mccls the performance standard. 

Each boat standard ·will include a 
detailed set of test procedures which 
will inform the manufacturer how the 
Coast Guard will test the product for 
compliance with the standard. These 
test procedures are merely an exten
sion of the perfonnance standards and 
ideally ·will include no specific con
struction requirements. 

In some cases, through our testing 
program or engineering judgmenl, 
we might find that certain construc
tion details (e.g., placement of flota
tion material) will meet the perfonn
ance standard. This facl would be 
published as a design guideline serv
ing to inform the manufacturer that 
this is one of several possible ways of 
meeling the performance standard. 
It does not, therefore, restrict him 
from using other satisfactory methods 
of construction. 

One final difference in the boat 
standards program. The Coallt Guard 
will not be "approving" recreational 
craft. Compliance with the standard 
will be the manufacturer's respon
sibility and he must, by the law, 
certify his compliance to the con
sumer. The Coast Guard will detect 
possible violations of the standard by 
purchasing boats and associated 
equipment in the open market and 

actually testing them against the 
criteria. The "approval" S)) 

however, will be continued for 
time being, in cases where we 
ently approve equipment (fire c: 
guishers, lifesaving devices, and 
fire flame control) . 

One of the sections in the F 
Boat Safety Act of 1971 that 
particula1· interest to the Mere 
Marine is the one regarding the 
ering of assistance. 

Under the provisions of thi~ 
tion, the operator of a vessel : 
volved in an accident is required 
render all practical and ne 
assistance to other persons invoh 
the accident provided that such 
ance will not further endanger 
own vessel. 

Persons who do render assis 
moreover, without objection oi 
person assisted may not be held 
for civil damages in instances '' 
they provided aid in a rcasonabh: 
prudent manner. Such aid inc 
assistance which provides or 
for salvage, 
treatment. 

1 "Ve~~el" includes every dcscrip1· 
watercraft, o ther than a se:i.plane o 
walt!r, used nr capable of being 
a means of transportation on the wa 

SAE OATING 
IS NO ACCIDENT 
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PREVENTION AND CURE 

THE HUMAJ.~IT ARIAN comer
imne of our collective endeavor is 
iZ\i.ng life and properly at sea. Noth
:::g can be more dramatic and satis-
~g than rescue of a foundering 

mip's crew from the storm-tossed sea. 
·e all pride ourselves on being the 

Wdicst of men wilh the sloutest 
uts ready to face the angriest seas. 
e bring some back who are certain 
~· will never sec land again. We 

..... a success. 
But are we really? Are we using 

,;,r resources to save the ma."Xirnum 
.=nber of lives? Or can some re
..:rces be more effectively appl ied 
preventing the search and rescue 
Xlent or accident rather than to 
more costly effort of rescuing life 
property at sea? J s keeping a 

~:man from getting into trouble as 
rt.ant as rescuing him after he 
into trouble? 

-E CHANGING SCENE 

• "hen most rescue organizations 
e being established, the principal 
<)filers for rescues were crews of 
"' merchant ships and fishing 
..s. Few people went to sea in boats 
-,.}easure, and these few were, in 

, knowledgeable yachtsmen. 
.?Cent years, several factors have 
eased the number of commercial 

reqwnng assistance. Im
cornmunications and coordi
of effort, such as the Auto

:d Merchant Vessel Report 
IYER) System, have reduced 
: . .\R problem for merchant ves
The truck and the train have 
""lated many coastal voyages for 
_t. Pollution and over-fishing 
!orced fishing fleets to deeper 

"> in more remote parts of the 
Technological advances have 

.;;ielped to convert seamanship 
m art into a science for the pro

-:xil operator. These operators 
don't often get in trouble or 

Capt . .J. B. Hayes USCG 

A paper presented at the XI th Inter
national Life -Boat Conference 
May 17-20, 1971. 

they get into trouble on such a grand 
scale that the assistance cases tax the 
immediate capability and range of 
rescue forces. 

This is not the case for recreational 
boatmen. They are now much more 
numerous in the United States than 
professional operators and widening 
the gap every minute. Other nations 
are experiencing a similar trend. 
Many of these boatmen are un
trained, ill-equipped and under
financed. They go to sea because it 
is fun. While some of these amateurs 
arc as capable as the most qualified 
professionals, most are not. They 
want to have fun and be safe if some
one would just show them how. 

INTERNATIONAL CONCERN 

What role does prevention play 
then, in mankind's constant struggle 
to aid mariners in distress? At the re
cent International North Atlantic 
Air and Surface Search and Rescue 
Seminar held in New York, during 
October 1970, a Search and Rescue 
Safety Programs workshop was un
dertaken. This was the first time that 
an international conference had ex
plored the potential impact of pre
ventive safety programs on recrea
tional craft search and rescue de
mands. Equally important was lheir 
recognition that effective preventive 
measures could substantially reduce 
boating accidents. Certain of the con
clusions and reconunendalions of 
that conference provide an interest
ing background for further discus
sion of the questions posed. 

T he scope of safety programs deal
ing with recreational craft differed 
markedly among nations present. 
However, it was found that recrea
tional boat search and rescue is a 

major problem requiring preventive 
measures to reduce some of the de
mand on search and rescue forces. 
Voluntary measures are presently be
ing undertaken by many countries, 
but direct government regulatory ac
tion is rarely employed. A number of 
government representatives indicated 
Lhal some study is being given to this 
problem with a view to possible gov
ernment action. It was generally con
cluded that any search and rescue 
effort represents a preventive safely 
program failure. 

There was general agreement that 
a need definitely exists now and in 
the future to exchange safety infor
mation. T n that regard, the workshop 
recommended that measures be taken 
to coordinate safety programs on a 
more formal and regular basis than 
the infrequent SAR seminar. It also 
recommended that consideration be 
given to conducting such internation
al coordination through the existing 
United Nations Intergovernmental 
Maritime Consultative Organization 
(I MCO) . 

IL was brought to the attention of 
members of the workshop that the old 
international signal "MIK" had been 
disconlinued as an emergency signal 
in the International Code of Signals. 
This was discussed briefly with the 
conclusion that there is a need for 
recreational craft on ocean voyages 
to be included somehow in the overall 
safety reporting system. The work
shop recommended that a new inter
national signal be proposed through 
TMCO for use by recreational craft 
on ocean voyages. This signal would 
request the sighting vessel to report 
the position of the recreational craft 
to the AMVER System. Although the 
situation would not be of an emer
gency nature, the mere fact that the 
recreational craft were on an ocean 
voyage could lead to such an emer
gency, and reporting on a routine 
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basis would aid in reducing the extent 
of the required search phase. 

The workshop discussed emergency 
position indicating radio beacons. I t 
concluded that with respect to recrea
tional craft, these devices are expen
sive and have certain frequency 
problems. A strong research effort 
to resolve these difficulties was rec
ommended, with consideration lo be 
given to making their use mandatory 
on ocean voyages. 

Survival equipment and safety 
equipment on rccrealional era.fl were 
also discussed at length. Considera
tion was given to encouraging the use 
of rental radio and navigational 
equipment on ocean voyages. Other 
devices, some of which are quite 
simple- such as distress flags and 
other visual identification aids
could be carried by all recreational 
boats. It was pointed out that there 
are some modern techniques in fabric 
design and color whose application 
could be most useful in identifying 
a distressed unit. 

No nation present at the work
shop required the submission of voy
age plans to any formal governmental 
group. However, it was agreed unani
mously that they are desirable on a 
voluntary basis and should be en
couraged to a maximum degree. 
Some counlrics indicated that govern
mental agencies within their country 
accepted voyage plans. Closeout of 
plans was clearly important and did 
not appear to cause too great a prob
lem among those who accepted them. 

The final topic discussed by the 
Workshop was safety standards. No 
country present h ad a satisfactory 
standards program. Many are work
ing on various aspects of the safely 
standards problem. In the future, 
effective safety standards programs 
could have a significant impact on 
boating safety. 

In general, it was agreed by those 
nations participating in the work
shop that as the recreational craft 
assistance problem increased in scope, 
a combination of voluntary and man
datory preventive measures would 
become necessary. 
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Number 
of Incidents 15 

2 ·3 4 5 

Boat Age 
Figure 1. 

BREAKDOWN 

"Short Beach Coast Guard, this is 
the boat Sad Sack- over". "Sad Sack, 
this is Short Beach Coast Guard
over". "This is the Sad Sack. I'm 
broken down about three miles east 
of the sea buoy. Will you send assist
ance?" "Sad Sack, this is Short Beach 
Coast Guard--". This lypc call 
from recreational boatmen occurs in 
varying degrees of emotion, danger 
and ineptitude more than 30,000 
times a year .in the United States
not always from those so fortunate as 
to have radio communications. Anal
ysis of these assistance cases shows 
that about one-half occur because 
of some system breakdown-engine, 
steering, electrical, fuel, for example. 

In order to explore this problem 
further, the U.S. Coast Guard re
cently undertook a study of these in
cidents in the Seventh Coast Guard 
District, centered in Miami, Fla. Re
sponses were received from 230 boat
men assisted whose boat had "broken 
down." They reported 361 mechani
cal and structural failures, of which 
314, or 87 percent, involved the 
craft's machinery or electrical system. 

Analysis of reported data sho" 
that: 

a. Boats and engines involved 
the mishaps were for the most 
less than 6 years old (see fig. 1) . 

b. Cooling system and shaft p 
lems accounted for almost one
of the machinery casualties. 

c. Coil and starter failures 
counted for 37 percent of the el 
cal casualties. 

d. Only 4 percent of the cases 
volved sail or auxiliary sail boats. 

e. Hull failure was not a ma_ 
problem. 

f. Steering system failures \\ 
responsible for but 10 percent of 
casualties. 

Clearly, preventive measures c 
be taken which might improve 
bility of boat systems. Secretary V 
of the U .S. Department of Trans 
tation said in support of a pro 
Federal Boat Safety Act which w 
authorize mandatory Federal 
imum safety standards : 

I can perceive two distinct cost 
from the Department's legislative 
posal: An eventual reduction in 
and rescue demand resulting from 
more reliable boats; and an avoi 
of substantial marine law enforce 
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o:is:s for Federal marine police activity. 
~chcr of these can be specifically quan
::5ed but successful preventive measures 
z=d to reduce the need for costly cura-

e action in safety programs. 
Yinimum safety standards will improve 
~ reliability and thus substantially 
:-eC:.ice the demand for additional search 
X!d rescue resources. This could then pro-

de us with the capability to absorb 
a s:eadily rising SAR workload, which in
~ 8 percent from 1967 to 1968. 

c: ;;.bstantial additional benefits would also 
o::ur from reduction in accidents. 

S.AR workload has continued to in
-ease in the 2 subsequent years, ris
'2" to an estimated 50,000 cases in 
--o. 

.CCI DENTS 

There is growing evidence that the 
dativcly constant 4,000-plus boating 
:cidents reported in each of the last 
~w years is a small fraction of the 
:otal number occurring. For example, 

recent survey to develop a boating 
Y1pulation data base disclosed that 
"'.lly an estimated 5 to 10 percent of 
roperty damage accidents involving 

=iore than $100 damage were being 
.,.ported in the survey area. If this 

crue nationwide, property damage 
... 1969 would have greatly exceeded 
~ reported $6.2 million. 
This appreciable volume of acci

:ents naturally gives rise to qucs
;_::ms concerning means to reduce or 
;...itigate their impact on human life 
:id the economy. Two specific solu

::ons are apparent: Prevent the 
.'Cident from occurring, or rescue the 
ctim before he becomes a statistic. 
Ith respect to the latter approach, 

-:gum 2 is a classic appraisal of the 

1~ -------- --- ---------------

$ Input 

Figure 2. 

-ectiveness of search and rescue pro-
1...,-.: . ...,us versus resource inputs. Clearly, 

- some point of investment, there is 
... longer sufficient increase in effec-

tiveness to warrant additional ex
penditures. 

Recognizing this problem, the Coast 
Guard in 1969 conducted a detailed 
analysis of reported recreational boat
ing fatalities to determine where on 
this curve of effectiveness our search 
and rescue program might be. Table 
1 examines the fatalities which were 
reported on navigable waters of the 
United States. 

TABLE 1. Recreational boating 
f atalities-1967 

Recreational boating deaths with 
investigations complete________ 743 

Suicide or homicides------------ 5 
Natural causes_ ____ ---- - ---- -- 16 
Refuses assistance------------ -- 5 
Tried to swim ashore when 

those remaining with the boat 
survived ------------------- 20 

On scene reaction where accident 
was sighted by personnel in a 
boat which responded im
mediately but was unable to 
effect the rescue-------- ----- 233 

Remote areas where the existence 
of the emergency was not known 
prior to death______________ 218 

Witness notified rescue agency, 
but death occurred before rescue 
force arrived. - ----- ------ 185 

Miscellaneous or unknown_______ 61 

The conclusions of the SAR 
Criteria and Force Analysis study are 
illuminating: 

Given current technology in alerting 
devices and given the reluctance of per
sons to continuously wear presently avail
able life support devices, it was evident 
that essentially all of the deaths occurred 
in incidents where an after the fact re
action could not effect their rescue. Either 
the persons succumbed at the moment 
of the accident, the death process was 
irreversibly started in the accident, or 
death occurred prior to a knowledge of 
the incident by anyone. Since the evalua
tion was somewhat subjective, it was 
verified by two independent reviews of 
the files. 

The thrust of this analysis was to show 
that the existing level of SAR readiness 
was producing as high an effectiveness as 
could be expected. Until changes in tech
nology occur, new resources should 
largely be directed toward causing these 
changes, and toward accident prevention 
programs rather than toward increasing 
SAR forces (except to compensate for 
growth in demand). 

Since further investment of SAR 
resources to reduce accidents is of de-

creasing cost-benefit, our attention 
turns naturally to preventive meas
ures. 

SAFETY PROBLEM 

There are numerous problems that 
hinder safe recreation by boats. T hey 
include the lack of adequate: 

1. Safety standards for boats and 
associated equipment, and of edu
cated boatmen knowledgeable in the 
ways of the sea. In many cases, the 
lives of search and rescue forces are 
risked to save those who never even 
thought of the danger to them. 

2. Equipment with which to trans
mit distress messages, such as radio 
and electronic locating devices, re
sulting in delayed search and rescue 
efforts until the boat is reported over
due at its destination. 

3. Survival equipment to keep the 
occupants of the boat alive after a 
casualty until search and rescue forces 
have had a reasonable chance to 
assist. 

4. Voyage plans (itinerary) left 
v.rith a responsible individual or orga
nization who can alert search and 
rescue forces when appropriate. 

5. Adherence to the voyage plan 
or the inability or univillingness to 
notify the voyage plan holder of 
changes. 

6. Environmenlal safety informa
tion, most notably existing weather 
conditions. 

Preventive programs to correct 
these inade<Juacies arc basically aimed 
at improving safety of the boat and 
its associated equipment, safety con
sciousness of the operator and passen
gers, and a greater awareness of dan
gers inherent in the environment. 
Every search and rcsr.ue case can be 
regarded as a failure to apply these 
preventive measures adequately. 

ENGINEERING STANDARDS 

There is a growing awareness that 
the boatman, who is so often listed 
as the cause of SAR incidents (the 
aircraft "pilot error" concept), is 
often only the last link in a chain of 
circumstances leading to the accident. 
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Th<.: need for good safety standards 
for boats and equipment to break this 
chain and prevent the accident or re
duce its consequences is well estab
lished. Govenunents are interested. 
The United States' proposed Federal 
Roat Safety Act previously men
tioned will provide broad standards
making authority. What do we plan 
to do with this new authority? 

Analysis of our boating statistics 
reveals several areas where improved 
safety standards can materially reduce 
accidents. For example, in 1969 falls 
overboard and capsizi ngs were a 
major factor in 69 percent of all re
ported boating fatalities. As one 
might expect, drowning was the im
mediate cause of death in most 
instances. 

Safety standards to deal with this 
problem fall into two broad cate
gories : Those acting to prevent the 
accident; and those whose purpose is 
to mitigate the rC'sults once the casu
alty has occurred. In the former cate
gory, load capacity and stability 
standards would tend to reduce cap
sizing and falls overboard, while in 
the latter category positive boat flota
tion and lifesaving device standards 
would mitigate the effects of an acci
dent. At the same time, effective pre
ventive standards would directly 
reduce demands on SAR resources; 
efTective mitigating regulations would 
inl'rcasc the likelihood of rescue be
fore death, and correspondingly im
pro,·e SAR effectiveness. 

These same principles can be ap
plied to another major factor in 
heating accidents- fuel fires and ex
plosions. Again in 1969, this type of 
casualty was responsible for about '.=10 
percent of all reported property dam
age, and was second only to collisions 
in causing injwi.es. Safety standards 
for fuel, electrical, and ventilation 
systems promise to greatly reduce this 
problem, while firefighting equip
ment requirements can mitigate the 
results of the casually. 

Although governments are not yet 
working directly to develop interna
tional safety standards; industry, 
through the International Council of 
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Marine Industry Associations (TCO
M I A), is working toward a set of ad
visory safety recommendations which 
its members can bolh use and later 
pr<.:sent Lo their respective govern
mental administrations. Organized 
yachtsmen are working Loward con
sistent safety equipment require
ments for offshore racing. A special 
subcommittee of the Offshore Rating 
Council is especially acLive in this re
gar<l. It has active representation 
from the major yacht racing organi
zations including the Royal Ocean 
Racing Club and the North Ameri
can Yacht Racing Union. With Lhis 
high degree of interest from many 
sources, both private and govem
nwntal, it is obvious that some de
gree of overall coordination of effort 
will be necessary in th<.: future. The 
recommendation of the International 
SAR Seminar is likely to bear fruit. 

EDUCATION AND 
ENFORCEMENT 

While it is possible to deliver a 
safer boat to the boatman, this is only 
part of the solution to accident pre
vention and SAR reduction. The 
United States has a most effective or
ganization-the Coast Guard Auxil
iary-whose purposes, activities, and 
programs were described in a paper 
presented to the 10th International 
Life-Boat Conference in 1967. Suffice 
it to say here that this voluntary or
ganization is a major asset to the 
Coast Guard's prevention and cure 
operations. Through courtesy motor
boat examinations and public educa
tion courses, Auxiliarists make a 
major contribution to improving 
safety of the boatman. Yet in 1970, 
they also saved over 500 lives and 
assisted about 12,000 boatmen. 

A similar organization in other na
tions could become a close ally of 
voluntary rescue organizations or a 
principal adjunct of govcmmental 
departments responsible for boating 
safety or search and rescue. Such a 
voluntary group could assist in fund
raising for voluntary rescue services, 
conduct preventive education pro
grams and otherwise assist the 

boatman beset by wind and sea. Altl' 
natively, existing volunteer institu
tions and societies might well expant 
their functions to include preventi\ 
measures that could reduce demanc< 
on overworked rescue forces. 

A recently completed study of 
relative effectiveness of various ed 
c.ation programs points out that 
boatman's attitude is a crucial fac~ 
in the extent to whir.h he may 
motivated by safety 1.:ducation, 
may respond to safety regulations. 
order to influence him to operate 
boat safely, education courses m 
therefore, impart a positive attit 
loward safe operation. Hence vol 
tary education programs are m 
likely to evoke such a response t 
arc mandalory ones, such as licem· 

Unfortunately, there are th 
boatmen who endanger the lives 
others and themselves in spite of 
boats and safety education. Strict 
forcement of S.-'\fety laws and 

. quate punishment may be the 
pr<.:ventive solution for this group. 
this regard, the Coast Guard is 
ducting a pilot project to eval 
whether compulsory education 
quircments have a positi,·e impa< 
boatmen cited for unsafe prac · 
In one Coast Guard District, 
boatmen are being oITered a 
Guard Auxiliary education cour~ 
mitigation of a boating viola 
penalty assessment. 

CONCLUSI ONS 

The need to search for and r 
mariners in distress will always 
public charge, whether govemu 
or private organizations respon 
the challenge. Indeed, the high ' 
placed on human life and the m: 
of the individual is nowhere 
expressed than in the private 
public investment of time and 
sources to effect res<.:u<.:s at sea. 
a central theme which motivate~ 
of all rescue agencies. Coord" 
of resources in large sea areas is 
tial under pressure of limited 

Recreational craft are inc 
in such numbers, though, that 

-e.scue organ 
eyond thei1 
.irden of be 
-cc, many, 
-e in no ir 
_nal capita 
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~e organizations are already taxed 
;ond their capability to absorb the 

t.;..-tlen of boatmen in need of assist-
, many of whom it is found later 

---: in no immediate danger. Addi
~ capital plant and personnel to 
~nd to this problem are both 

_:t}y and increasingly ineffective as 
tion time becomes crucial. At 

.ea_q part of the solution lies in irn
..,,·ed preventive measures directed 

ard making the boat, boatman 
.cd the environment safer. 

'\"ith respect to boating accidents, 

at some level of operation it is no 
longer practical or possible to reduce 
fatal accidents further through rescue 
efforts. Rather, preventive safety pro
grams again offer the greatest poten
tial for improved safety. Effective 
safety standards for boats an<l their 
associated equipment can aid in 
reducing the number of accidents 
and can mitigate the results of those 
which do occur. Enforcement 1,;a11 be 
reserved for the flagrant violator of 
the law. Finally, education of the 
boatman is a vital element, particu
larly as manifest in such voluntary 

organiL:at;ons as the Coast Guard 
,\ uxiliar)- He must be made aware 
of the potential hostility of the marine 
cnvironmcnt. He must be motivated 
to insure that his boat and his passen
gers are not placed in jeopardy. In 
addition, he must be provided with 
a safe boat and equipment. In many 
instances this wou Id tend to override 
human error or an unexpected 
change in environment, and thereby 
prevent a casualty. At the same time, 
care must be taken not to infringe on 
the freedom and fun that only open 
water can afford. ;f; 

EDUCATION STUDY OF THE RECREATIONAL BOATMEN 

A study has just been completed on 
_ e effectiveness of boating education 

osmuns. 
The Southwest Research Institute, 
San Antonio, Tex., used a variety 
Leehniques in analyzing the Coast 

G.::ud's educational program. Ques
nnaires and face-to-face interviews 
re given to a statistical sample of 

=~boatmen provided by the Tex
Dcpartment of Parks and Wildlife. 
;o tested was the effectiveness of 
xiliary Boating Safety Courses, a 

. .ating safety detachment (BOS
~T) presentation, a single concept 
.acing safety film, and a programed 

JUIDing text. 
This statistical sample was divided 

inland and coastal target areas. 
.ch received an input of boating 
tty messages from a specific media 
·y, radio, newspaper, or pam
~ts) . Each area was pretested and 
-r-tested in order to discover if any 

...ming took place after the Boating 
ety messages were dissemir.ated. 

_.\ personality test was a lso given 
.1 group of boatmen to discover if 

personality makeup of the boat-
- population is any different from 

nonboating population. All these 
s were given in the fall of 1970. 
w was chosen for t.he sample area 

42·1 - 457- 71--2 

sinct:: it has a large boating popula
tion where 'both inland and coastal 
boating takes place. 

Results were presented to the 
Coast Guard's Office of Boating 
Safety, in draft fozm, on January 31, 
1971. Preliminary review of the fi nd
ings of the report indicate the 
following: 

I t appears that mass media is not 
the approach to use to educate boat
men. The learning factor is very low, 
in respect to the cost involved. 

Coast Guard Auxiliary courses 
were found to be the most cost
effective method to teach boatmen 
safety rules, mainly due to the 
donated time of the instructors. The 
programed learning text was also 
quite successful in teaching high 
school students b o a t i n g safety. 
Whether it would work for the gen
eral boatmen cannot be determined 
without further research. The ROS 
DET presentation was found lo be 
effective, but not to the extent of the 
classroom and programed text learn
ing situations. The single concept 
safety film was not found to be 
effective. 

Further information gleaned from 
the study was: (1) 42 percent of the 
sample of Texas boatmen were not 
aware that boating safety courses 

were available; (2) 60 percent 
of the boatmen who knew of the 
availability of the courses did not take 
advantage of them; ( 3) the person
ality of the average boatmen is gen
erally the same as the nonboater's; 
( 4 ) boatmen want and need better 
weather information; ( 5) .'i8 percent 
of the sample felt boatmen should 
have an operator license; ( 6) the 
average boatman needs to be edu
cated due to his lack of knowledge of 
even the most basic safe ty rules and 
regulations; and ( 7) generally, boat
men are safety conscious. yet unaware 
of the proper boating procedures . 

The study provides the Coast 
Guard a much beLter insight into 
what is the best way to educate the 
boatmen. Still tu be determined, how
ever, is how to get the boatmen to 
take a boating s:'lfety course or read 
a programed learning text. 

It appears necessary to use mass 
media to inform boatmen of the 
availability of educational programs 
and to motivate them to partake in 
these programs. 

In summary, to be at all effective 
with mass media, a mullimedia ap
proach must be used, along with the 
availability of high quality promo
tional material. d; 
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AUXILIARISTS ARE always willing to donate thei r time and facilities to aid fellow boaters in 
any way possible. 

THE 1970 AUXILIARY STORY 
For the U.S. Coast Guard Auxi li

ary, 1970 was a year marked by au 
increase in membership and opera
tional activitir.s. A short look at the 
Auxiliary and its accomplishments 
will ser\'e to illustrate the fact that 
the organization has moved ahead on 
all fronts. 

As a member of a volunteer organ
ization dedicated to recreational boat
ing safety, the Auxiliarist devotes 
much tin1e and effort to helping the 
Coast Guard carry out its mission of 
promoting boating safety and foster
ing a wider knowledge of the laws, 
rules, and regulations pertaining to 
pleasure boating. 
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Membership growth was accom
panied by an expansion and inten
sification of . \uxiliary activity. The 
three basic programs-Public Edu
cation; Courtesy Motorboat Exami
nation (CME ) ; and Operations
were marked by important ad,·ances 
in 1970. Public education courses 
familiarize boaters with, among other 
things, reconunended safety proced
ures and Federal requirements for 
pleasure boats. The Courtesy Motor
boat Examination attempts to insure 
that the operator's boat is free of 
obvious hazards to safety. O perations 
serve as an a id to boatmen in distress, 
and take the form of safety patrols 
and search and rescue missions. 

The public education course, 
pericncccl, with respect to numlx 
students enrolled, a growth ot 
proximately 6 percent. Over 212 
people attended an Auxiliary bo 
class in 1970. T hese courses, ta 
by Auxiliarists who arc qualified 
structors, cover the basics of 
boating and, in the eight-I 
course, deal with aids to naviga 
marlinspike seamanship, legal 
q11iremcnts, maneuvering and c 

A new 12-lesson Boating S 
and Seamanship course is in the 
stages of development as of . 
1971. In addition, a six-lesson 
course will be offered to the p 
in the fall of 1971. 



"UBLIC EDUCATION classes are an integral part of the Auxiliory's ANCHOR EQUIPMENT is one of many safety items checked during a 
~oating safety program. courtesy examination. 

T he Courtesy Motorboat Exami
:::.:i.rion, another cornerstone of AtL'Cil
.. ::ry activity, is conducted only upon 

e request of a boatowncr. No rc
rt of observed deficiencies or viola

..ons is submitted to any law cnforce-
_ent agency. The respected "Seal of 

....Uety" decal is awarded to boats 
itich have met not only Federal re
..Urements but also certain addition

requirements specified by the 
.uxiliary. 

The courtesy examination is free 
-id checks such items as lifesaving 
~-ices, fire extinguishers, distress 
.quipment, lines, fuel tanks, backfire 
~e ancsters, and ventilation. In 
970, over 221,600 examinations 

1>re performed, marking a 15 per-
"Ellt increase over Auxiliary effort in 
969. 
While no examination can "guar

..:iree" a safe boat, the Courtesy Mo
rl>oat Examination is of great value 

• eliminating many major hazards 
safety. In addition, it illustrates to 

e boatowner the fact that boating 
..:Uety depends on a well-found boat 

well as upon a safe operator. 
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When public education and safety 
checks arc not enough to protect 
against an emergency situation, the 
"corrective" function of the Auxil
iary comes in to play-Operations. 
Through operational activities, the 
Auxiliary is increasingly capable of 
rendering ass~$tance to boatmen in 
distress. In 1~70, 11,862 assistance 
missions and 122,506 regatta/ safety 
patrols were performed by 1\uxilia-

rists. Thanks to quick thinking and 
courage on the part of hundreds of 
Auxiliary members 527 lives and 
$78,500,000 of property were sa\'ed 
during the past year. 

The 1970 Auxiliary Story was one 
of increased activity in all areas of 
endeavor. If the first few months of 
1971 arc an accurate indicator, the 
Auxiliary will continue to cxpanJ in 
a ll program areas. ;f; 

AUXILIARY ACTIVITIES 

Membership •.... . . .. . ...... . .. .. .. .......... . ...... · 
Courtesy motorboat exa mination ... . . . .. . ... . . .. ...... . 
Enrollees, 8-lesson public education course . ............. . 
Enrollees, 3-lesson public education course ..... .. . . ... .. . 
Enrollees, 1-lesson public education course . ••.. . ..•...... 
Enrollees, hunter-fisherman education course ... . ......... . 
Total patrols (regatta and safety) ............ .. . .. .. . . . . 
A ssistance miss ions .•• . . ............. ................. 
Support missions •............... . ... . .... . . ...... . . .. 

1970 
30,221 

221,678 
47,626 
23,753 

138,1 42 
3,104 

22,506 
11,862 

4,894 

1969 
28,479 

192,011 
42,569 
21,837 

I 354,044 
(2) 
15,882 

9 ,715 
4,651 

1 The large difference in the number of 1-leuon courses is due ta the fact that in 
1969, Auxiliary members gave the course to well over 200,000 people at the 
Chicago Boat Show. 

2 Hunter-fisherman course introduced in 1970 . 
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BOAT FIRES AND EXPLOSIONS 

THIS IS A CLASSIC case of a boat fire. Performance of the engine had been poor earlier in 
the day, and the occident occurred shortly after leaving the fuel dock. Investigation indicated 
the probable cause as a leaky fuel gage on the top of the gas tank installed in the bow. The 
fire started in the engine compartment and quickly spread to the source of vapor in the bow. 

\Vhen a fuel storage S}"Stem (th 
tank and its attaclu11ents ) is con
sidered, the study indicates that this 
may be a major problem area. A po~
sible reason for this is that fuel tank> 
fill pipes, vent lines, and sendin,, 
units arc generally installed in places 
that are not accessible. The old prov
erb, "out of sight, out of mind: 
ap!Jlies. The average boatman doe 
not think of periodic inspections in 
this area and sometimes cannot makl' 
the inspections because the tank is i11-
stalled by the builder in a totally in
accessible location. Inaccessible in
stallations are clear violations of th 
American Boat and Yacht Counci. 
(ABYC ) and the National Fire Pro
tection Association (NFPA-302 
stan<lards. Fu tu re mandatory Coa5 
Guard standards under the authorit\ 
of the proposed Federal Boat Safet 
Act of 1971 will almost certainly CO\ er 
the inaccessibility problem. 

Boating statistics each year attrib
ute many fires and explosions on rec
reational craft to fault of operator. 
It cannot be disputed-human beings 
make mistakes and cause accidents. 
But in most accidents, the machine 
and environment also contribute and 
in some cases arc the prime cause of 
the accident. 

Because of a lack of information 
on the engineering cause of boat fires 
and e..xplosions, a special indepth 
study of this hazard was conducted 
by the Boating Standards Division 
last summer. A major task was to 
identify which components or systems 
of the boats contributed to or caused 
the accident. Initial emphasis was on 
the fuel and electrical systems but as 
the actual accidents were being in
vestigated, it became evident that 
liquified petroleum gas systems were 
verr much a part of the problem. 
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THIS 38-FOOT, twin-engine cruiser had just completed fueling and the operator was attempt· 
ing to start the starboard engine for the fourth or fifth time when the explosion occurred. The 
engines would start and run for a short time, and then die out. After fueling, there was ne 
check for fumes in the engine compartment. The cause was estimated as a failure of the fuel 
!Ines or the fuel tank vent line. 
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The objective of pinporntmg the 
lectrical sources of ignition was not 
uccessful. The fact that gasoline 
<ipors and liquid released from a fuel 
:.tern failure may spread through
u t the enlire compartment, and in 
"me cases, the entire boat bilge, 
akes it impossible to associate the 

park source with the location of the 
Jel system failure. The spark only 

..:as to occur once to start a fire and 
..rely leaves evidence of where it 
..me from. Attempts to measure the 
lative hazard of common boat clec

""ical components will be made 
.rough a research and development 

-mject. 

SAFETY HINTS 

LP gas refrigerators were the 
"IUrces of ignition in two of the cases. 

These appliarn:cs, as well as LP gas 
heaters and stoves have open pilot 
light<i. In both cases, the proper safety 
precautions were observed by the op
erators when refueling. However, the 
pilot lights were fo1:~otten-again the 
proverb, "out of sight, out of mind." 
The pilot lights are small and gen
erally under the appliance and out of 
sight. 

Many fires and explosions occur 
during or immediately after a fueling 
operation. Of the cases sludied, there 
was a 19-percent probability of fail
ure of vent lines. In light of this, the 
common practice of filling the tank 
up .until fuel comes out the vent lines 
becomes foolhardy. The same prac
tice recommended by NFPA-302 of 
never :filling tanks thereby leaving 
room for expansion during warm 

weather would certainly prevent or at 
kast mitigate some accidents. 

Many times there was some indica
tion of possible ma!Iunction available 
to an operator which went unnoticed 
or was ignored. \f\lhen a boat is re
fueled and then an engine which had 
operated properly before the fueling 
does not start, misses, runs rough or 
repeatedly loses power and stalls, it 
could very well mean that engine 
compartment contains a large amount 
of liquid or vapor. In other words, 
the vapor/ air mixlure entering the 
carburetor is too rich for the engine 
to run properly. Continuing attempts 
to start, restart or run engines in this 
situation is an invitation to disaster. 
The proper procedure would be to 
stop cver')'lhing and find out WHY 
the engine is malfunctioning. d; 

BOATING SAFETY PROMOTIONAL EFFORTS 
Jn 1970, the Coast Guard has 

~ove<l ahead in many areas in pro-
1oting boating safety. 
A 6-minute color film has been 

.:ompleted which deals with capsiz

..::i~s and falls-overboard situations. It 
eludes the use and irnµortance of 

-arious types of approved ljfesaving 
_e, ices. 

A boaling safety exhibit for each 
of the Coast Guard's 12 districts has 
been provided for use at boat shows, 
shopping centers, and fairs. These ex
hibits will supplement the present ex
hibits available through the Coast 
Guard's exhibit center. 

Two TV spots on lifesaving device~ 

were completed in 1970, one specifi
cally for National Safe Boating Week 
(NSBW ). A radio disc with NSBW 
spots and general boating safety 
spots was a lso produced. T his mate
rial was distrib11tecl to the top SO 
markets in the counlry and to the 
Coast Guard's boating safety detach
ments for local presentation. d; 

COAST GUARD PUBLICATIONS 
CC',_ 151 "Emergency R epairs 

Uloat"-Because almost half of the 
earch and rescue cases involve me
..banical breakdowns, this publica
::on was created in an effort to help 
..:ie boatman to help himself. The 
.runphlet docs not try to replace 
-..~'Tler's manuals, but rather offers 
..asic advice on how to handle siin-
le problems aboard boat~ before 

..'ley tum into major distress situa
:xms.1. 

'Ava.ilable from local Coast Cuard 
"'3Ul'CCS. 
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CG-290 "Pleasure Craft"-This 
pamphlet expla ins the Federal laws 
pertaining to recreational boats and 
offers a variety of safely and related 
information.1 

CG-340 "Recreational Boating 
Gwde"-This 93-page booklet also 
details the Federal laws, but much 
more extensively. Jn addition, it of
fers comprehensive information on 
boating safety and related items, such 
as emergencies, rules of the road, the 
Coast Guard Auxiliary, etc. Avail
able for 60 cents from the Superin
tendent of Documents, Government 

Printing Office, Washington, D.C. 
204·02. 

CG-357 "Boating Stalislics"
This is the annual report by the 
Coast Guard on boating accidents. 
The information is broken down in 
several different ways.2 

"Overloading and improper load
ing" -A Hier emphasizing such 
dangers and offering preventative 
actions.1 

'Available from Commandant (BD-2), 
U.S. Coast Guard, 400 7th Street SW., 
Washington, D.C. 20591. ;f; 
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BOA TING ACCIDENTS 

'~ \ 

RUNNING without lights at night may have dire consequences. 

For calendar year 1970, 4,762 ves
sels were involved in 3,803 recrea
tional boating accidents. These ac
cidents resulted in 1,418 deaths (an 
historic high), 780 injuries and 
$8,173,000 in property damage. The 
accompanying table details the re
sults of boating accidents for the last 
5 years. 

LOSS OF LI FE 

Vessel capsizings continue to ac
count for more of the lives lost in 
boating accidents than any other type 
of casualty; 592 vessels capsized in 
1970, causing 569 fatalities. The vast 
majority of capsizings seem to be 
caused by some fault of the operator 
in his handling of the vessel. Foremost 
among these faults are : Overloading 
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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 accow1t for 
more of the personal injuries than any 
other type of vessel casualty. A total 
of 2,326 vessels were involved in col
lisions, causing 331 injuries. The prin
cipal cause of these collisions was the 
fai lure of the operator to maintain a 
proper lookout. The increasing pop
ularity of water skiing has contributed 
to this safety problem. Also 407 fires 
or explosions of vessels resulted in the 
second largest number of personal in
juries, 171. 

PROPERTY DAMAGE 

Fires/ explosions continue to ac
count for the greatest amount of 
property damage, with vessel colli
sions responsible for the second larg
est amount; $4,009,000 was lost due 
to fires or explosions while $1,834,000 
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 
practices; and lack of operating 
experience. 

LIFESAVING DEVICES 

There were 1,305 drowning victims 
for 1970. Of these, 47.2 percent were 
known to have had lifesaving devices 
available. Of those that had lifesaY
ing devices available, 81. 7 percent did 
not use them or used the devices im
properly. No conclusive data are 
available concerning the number of 
persons who, by their use of a life
saving device, prevented a boating 
"mishap" from becoming a report
able boating accident. 

WEATHER AND WATER CONDITIONS 

The type of waters vessels were on 
at the time of a reportable accideo 
were: 55.9 percent were on nontidal 
waters; 31. 7 percent were on tidal 
waters; 4.2 percent were on the Great 
Lakes; and 8.2 percent were on the 
oceans or the Gulf of Mexico. 

T he weather and water conditiom 
at the time vessels became involved 
in accidents show that: In 56.8 per
cent of the cases the water was calm 
in 76.8 percent of the cases the 
weather was clear; in 58.6 percem 
of the cases there was little or no 
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RESULTS OF BOATING ACCIDENTS 

TYPES OF CASUAL TY FATALI TI ES INJURIES AMOUNT OF DAMl<CE 
DOLLARS 

1966 1967 968 969 1970 966 1967 1968 1969 1970 1966 1967 1968 1969 1970 

GtOUnd•no 19 7 6 22 7 84 so 46 38 28 860,700 049 ,500 597,100 855 , 700 590,000 ~ling 621 621 610 562 S69 87 79 97 6 ~ 52 213 , 400 2S6 , l00 36 7 , 80~ 32~,900 348 , 000 r1ooe11no 41 3S 37 66 128 4 13 7 9 7 113, 000 171 , 300 137,90~ 249 , 000 419, 000 
Si.••ncJ 101 91 108 so 60 9 9 26 19 6 9SS,9011 421,200 Sl4,80Q 47S ,300 260,000 Fut or Ewplotiion of Futl 23 14 17 14 21 29S 206 206 lSS 160 1,689,&0n 1, 269 , 800 ! , 047 , 70Q l , 885 , 300 3,044 , 000 Other fire Of txplos1on 2 s 2 5 24 20 13 s 11 L. 337,hnO 948,900 985,000 239 ,800 965,000 (41 liioion with Anothei Vcs:;cl 65 24 S9 45 SS 571 465 413 310 232 1, 210,100 1, 037 ,4nO 1,147 , SOO 1 , 0~2.~oo 1,148 , 000 (.olll~lon w.Hh Fhied Objec t 32 38 58 47 62 l 07 182 14 3 1S6 99 474, 900 009 , 700 535,000 804, 700 686 , 000 ~lc•no Flo;it1ng Objett 10 13 22 23 25 ll 34 26 29 24 269,900 416, 500 160 . 700 321 , 700 SOS , 000 Olhtt C;:a:;ually to Vc~sel 37 43 38 23 24 21 26 20 24 !> 177 , 200 198 , 000 135,000 104 , 800 177 , 000 l'allJ Ovtrt>oard 315 338 315 351 348 39 60 87 46 36 30 , 700 9 , 300 2,000 16,100 25 , 000 hUs W1th.1n Boat 2 2 2 24 lS IS 7 9 soo Sbt.idt by So.at or Prooelln Zl 16 14 10 12 168 SS 83 47 46 1,200 zoo 100 soo Qlll.tf Ptorsonntl Casu.11ly 29 65 56 135 102 l!O 121 102 9S 61 100 s 700 iOO 1 , 6 000 

TOTAL 1318 311 HZ 350 1418 SSS 36S 1284 1004 180 7 ,33-l, SOO 6,054 , 100 6 , 631,oOO 6 , 371 , 900 8 , 173 , 000 

.:nd; in 74.5 percent of the cases the 
_ibility was good. 

involved in accitlents, 30.4 percent 
occurred on Sundays, followed closely 
by the 28 percent of vessels involved 
in accidents that occurred on Satur
days. Saturdays also accounted for the 
highest percentage of fatalities, 30.3 
percent, compared to Sundays, 24.8 
percent. 

percentage of fatalities occurred in 
the month of May, with 16.0 per
cent. July had 14.7 percent of the 
fatalities and August 13. 7 percent. "'!Mf, DAY OF THE WEEK, AND MONTH 

\ larger percentage of vessels, 19.5 
"'Cent were involved in accidents 
~-,·een the hours of 2 to 4 p.m. than 
any other 2-hour interval. The 

_;i.est percentage of fatalities also 
.JITCd between 2 to 4 p .m., l 6.5 
:ent. 

The highest percentage of vessels 

Most boating accidents occuned in 
the months of July and August, with 
20.9 and 18.3 percent, respectively, 
of the vessels involved. The largest 

For more detailed inforrnation on 
recreational boating accidents, copies 
of "Boating Statistics-1970" CG-
357, are available to a ll interested 
parties. Write Commandant (BD- 2) 
U.S. Coast Guard, Washington, D.C. 
20591. ;f; 

BOATING SAFETY INSTRUCTOR SCHOOLS (BSIS) 

\ significant part of the boating 
~ty effort is centered arouml law 
"rcement and the training of en

ent personnel. This year the 
...st Guard hopes to improve its 
'"'rcement procedures in terms of 
. quality and quantity. 

The number of Boating Safety De-
::.ments has been increased by 13 

teams for a total of 54 of the 
~-man units. 

t year's Boating Safety Instruc
Schools saw 174 representatives 

~rtcndance. This is an increase of 
.>tUdents over the 1969- 70 schools. 

Those attending included 126 
Coast Guard personnel, 40 water 
safety officials representing 21 States, 
four U.S. Navy personnel, and four 
representatives of other Federal 
agencies. These figures are up 100 
percent in each category over last 
year. 

One week in length, the schools 
were conducted at four locations: 
Alameda, Calif., and New Orleans in 
December; Governors Island, N.Y., 
and Great Lakes, Ill., in J anuary. 
Prior to this year schools were held 
at only two sites. 

In addition to the four school ex
pansion the 1970- 71 program was 
enhanced by a number of panels and 
workshops. These covered such sub
jects as recreational boating in multi
use areas, relations with news media, 
and general field problems . 

Lectures were presented in basic 
boarding and law enforcement proce
dures. The FBI, CG investigating of
ficers and local boating safety officials 
also gave lectures at each school. 
Briefings on the pending boat safetv 
legislation and new construction 
standards were also made. ;f; 
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BOA TING LAW VIOLATIONS 

During calendar year 1970, Boat
ing Safety Detachments and other 
Coast Guard units conducted 19,296 
boardings and issued 10,493 Notices 
of V iolations and 5, 707 written warn
ings to boatmen. The number of 
boardings decreased 8 percent from 
last year's 20,904. This decrease in 
boardings should not be interpreted 
as a reduction in unit effort or an 

indication that boarding act1v1ty 
should be increased. Safety Patrol ef
fectiveness is not measured in terms 
of boardings. 

In mid-1969, the Boating Law Vio
lations report was changed. Because 
of this change, only the last 6 months 
of calendar years 1969 and 1970 can 
be compared. The top 10 violations 
during these 6-month periods follow: 

Number of Vessels 
Boarded .. . ... ............... . ......... . ............. . 
Issued notices of violations . ..... ..... .... . .....•...•...• 
Top-10 Violations 
1. Number-improper display .......................... . 
2. Certificate of number not on board .................... . 
3. L/SD- insu!ficient number . .......................... . 
4. Horn or whistle-none ..................... ... . ... . . . 
5. Certificate of number~none ......................... . 
6. Fire extinguisher-none ............................. . 
7. L/SD-unserviceable ............................... . 
8. Number-none ....... ............................. . 
9. Fire extinguisher- unserviceable ...................... . 
10. Reckless or negligent operation ..................... . 

Last 6 
months of 

1969 

10,922 
6,025 

1,717 
1,787 
1,232 

834 
374 
653 
370 
312 
400 
389 

Last 6 
months of 

1970 

12,510 
6,922 

2,086 
1,888 
1,392 
1,029 

761 
637 
499 
477 
449 
334 
~ 

INSPECTION OF a recreational boat by a Boating Safety Detachment on a routine patrol. 
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MERRIMAC 
RIVER LIGHT 

The Coast Guard, working in con
junction with the State of Massachu
setts Division of Motorboats and the 
city of Newburyport, has established 
a new aid to boatmen in that area. 
The aid is in the form of a warning 
sign intended to warn boaters of dan
gerous conditions which can exist 
near the sand bar at the end of the 
Merrimac River. Six persons lost their 
lives in 1969 when their boats cap
sized in rough water near the bar. 

Last May, the Coast Guard in
stalled a yellow diamond-shaped ad
visory sign to advise mariners when 
the bar has breaking seas 2 feet high 
or greater. When these· conditions 
exist, lights on the sign flash alter
nately. According to a Coast Guard 
official in the immediate area, most 
area boatmen are aware of the sign 
and heed its warning. The aid is given 
a great deal of credit for reducill? 
(atalities at the sand bar to zero ll:! 
1970. 

Some in1provements arc planncc. 
for the aid prior to the beginning o: 
this boating season. Strobe lightin~ 

will be used instead of the presen: 
system of house-type lights. This is 
clue to complaints from some boat
men that the lights could not be 
seen at times due to the glare of th 
sun. 

The success of this aid h~ 

prompted the Coast Guard to e.«:
amine other areas where it might be 
successfully employed. In addition.. 
experimentation with signs which 
read "Keep Right" or "Keep Left, -
"Shallovv Water," "Sand Bar," etc 
is underway. ~ 
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WHO IS OUR CUSTOMER? 

For some time, the Coast Guard 
:as recognized that better allocation 
f our boating safety resources de

nds on an improved knowledge of 
e characteristics of recreational 

oaters, the boats they use and the 
arious kinds of recreational boating 
-tivity they engage in. Accordingly, 
~ contracted with a private research 
Jmpany to provide the data we rc
uired. This company surveyed the 

-tli district area by a telephone sur
!V method which included 13,020 

. :mdomly selected households in that 
T"Ca. 

The data collected came from 1883 
etailed telephone interviews. This 
nsisted of contacting the J 3,020 

.'()usehokls and asking "have you or 
.my member of your household opcr-

:ed any type of boat in the past 18 
months?" This phase produced a list 
-f 3,381 persons alleged to be recrca
~nal boat opera tors. 

These 3,381 persons were then re
~aUed and asked to answer a detailed 
1uestionnaire concerning their boat
:ng experiences. This phase resulted 
n. 1,883 replies, the remainder of the 
.,381 group being disqualified as 
ommercial operators, not in fact 
aving operated a boat during the 
receding 18 months, or simply not 
ontactable. 

Some interesting results concerning 
.. our customers" were obtained. In 
iring these results, you must remem
oer that this is for the 5th district 
nly, but since that district includes 
states and the District of Colum

ia, it appears reasonable to project 
. ~ on a nationwide basis. In this re
.card, we arc planning to do just that 
\'means of additional surveys so that 

... ·data baseline may be established. 
~uch a baseline is entirely feasible 
1nd can be quite accurate. 

RESULTS 

1. Five point one percent of the 
:.ntal population of t he area over 18 
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years of age are boat operators. Thus, 
nationwide we may assume there arc 
about 101'2 million boat operators. 

2. Seventeen percent of the total 
population of the area were on the 
water in recreational boats last year. 
Nationwide this would come to some 
36 million persons. This figure is very 
dose to our estimate of 40 million 
persons being afloat each year on rec
reational boats. 

3. As regards use of the boat, 45 
percent primarily use boats for fish
ing, 38 percent cruised primarily, and 
17 percent used the boat for skiing 
p1-imarily. Only one-half percent used 
boats primarily for hunting and 1 Y2 
percent used boats for racing. 

4. As could be expected pleasure 
cruising is heavily concentrated in the 
16-foot length or over catego1y, while 
with fishing the size of the boat used 
is almost evenly divided by the 16-foot 
length. 

5. An estimated 79 percent of all 
the operators used a motorboat most, 
and another 10}'2 percent used sail
boats most. All other types of water
craft accounted for the remaining 
10Y2 percent. 

6. Even though rowboats ac
count for only 7.7 percent of the op
erators, they were involved in 12.7 
percent of all the deaths reported. 

7. On age distribution of recre
ational boat operators, 11.5 percent 
were in age group 11-18; 13.5 per
cent in age group 19-25; 62.3 per
cent in age group 26-50 and 12. 7 
percent in the over-50 category. 

8. There is a remarkable corre
lation between the number of oper
ators and total population figures i11 
age group 14-50. In the over-50 
group, there are twice as many peo
ple percentagewise, than there are 
boat operators percentagcwise. 

9. As regards schooling com
pleted, 29 percent had less than a 
high school education ; 30 percent 
had completed high school, 33 per-

cent had some, or completed, college 
and 9 percent had postgraduate work. 
T he implication of these results in
dicate that boating safety education 
courses must be prepared so as to 
appeal to a wide range of educational 
levels. This may require a series of 
separate programs, each aimed at a 
particular segment of the boating 
population. 

10. Overwhelmingly, males do 
the most operating by a 3-1 ratio. 

11. The avernge income of the 
boat operators family is in the $10,000 
to $15,000 bracket- some 100 per
cent higher than the median level of 
households in the general population. 

12. O verall, 201'2 percent of the 
operators reported having completed 
at least one formal boating safety 
course. Of these persons 26 percent 
reporting having taken the auxiliary 
course; 26 percent took power squad
rons courses; 10 percent Red Cross; 8 
percent local courses; 10 percent mil
itary service experience in boating, 8 
percent by means of youth groups 
(BSA, Sea Scouts, etc.); and 12 per
cent completed other types of courses 
or education such as films, wildlife 
commissions, chambers of cornmerce, 
etc. 

Of particular interest to us is the 
great proliferation of courses offere<l 
and the large milita1y contribution to 
safety courses. Clearly we have to take 
this facet into consideration in devis
ing overall education policies. 

13. The largest number of per
sons who took a boating safety course 
engage mostly in pleasure cruising. 
Fishing is second in this category. 

14. Surprisingly, 62 percent of 
the operators admitted to obtaining 
some kind of weather report before 
venturing on the water. In this re
spect, 40 percent listened to radio and 
TV weather reports while a surpris
ing number (22 percent) actually 
called the Weather Bureau or the 
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Coast Guard. We will explore the 
possibility of getting the National 
Weather Service to include boating 
conditions or specific boating weather 
reports on their taped forecast<;. 

15. Boat operators travel 25.1 
miles on the average from their home 
to the place where boating begins; 20 
percent of these travel a mile or less, 
but also 20 percent travel over 50 
miles. The largest category traveled 
between 6 and 20 miles to the place of 
boating. 

16. Over 90 percent of boat 
opcralors operate within 5 miles of 
shore; 6 percent boat 6 to 10 miles 
away and only 4 percent operate be
yond 10 miles from shore. Sailboats 
over 16 feet operate farthest from 
shore. Sailboats under 16 feet operate 
closest to shore. Motorboats operate 
in between regardles.s of size. This in
formation will be very valuable to our 
own SAR forces in making the best 
prediction of location in which to 
search, dependent on the size and type 
of boat used by the operator. 

17. Of the total powered boats, 
72 percent had a certificate of num
ber. Thus, we can expect that num
bering all boats propelled by machin
ery will raise the number of boats to 
be numbered by 28 percent. 

18. Twenty-one percent of mo
torboats under 16 feet had a CME, 
while 41 percent of motorboats over 
16 feet had a CME Coast Guard 
Auxiliary Courtesy Motorboat Exam
ination. 

19. Approximately 20 percent of 
the total number of boats had marine 
toilets. T hus, there are probably 
some 1 million small boats in the 
United States equipped v.rith sanita
tion devices. In this connection some 
77 percent reported that their dis
charge was a direct discharge, one 
with no treatment utilized before 
discharge. 

20. Of greatest import was the 
conclusion that only some 10 percent 
of reportable accidents (72-hour in
capacity, death, or over $100 property 
damage) are actually reported to the 
Coast Guard or the States. Thus, al-

118 

though there were 4,400 accidents 
reported last calendar year, it is prob
able that there were actually some 
45,000 accidents occurring. 

Of particular interest, except for 
the figures themselves, is the direct re
lationship which was established by 
information concepts incorporated 
( 1 ) benvecn total population of a 
given area and the numher of boats 
and operators to be expected in that 

population group; and (2) the in
come level of a particular area as it 
relates to lhe income levels of boaters. 
In this correlation, therefore, a data 
base may be established which may 
easily be updated annually as popu
lation and income levels change. We 
intend, therefore, to establish data 
bases for each boating area and thw 
materially improve the validity of our 
statistics. ! 

NATIONAL SAFE BOATING WEEK 

JULY 4-10, 1971 

WHAT IS IT ? 

National Safe Boating Weck 
(NSBW) is a concentration of boat
ing safety efforts to bring home to the 
boatman the need for safety during a 
prime boating time. The idea was first 
supported, on a local basis, primarily 
by Coast Guard Auxiliarists in 1956. 
Out of this grew a Public Law au
thorizing the President of the United 
States to proclaim the week including 
the Fourth of July as National Safe 
Boating Week. 

The week runs from the Sunday 
before the 4th to the Saturday after. 
This year it is July 4-10. Although 
the week on a national basis is defined 
by law, many organizations hold their 
observances at different times. There 
is no objection to this practice. 

WHO PARTICIPATES? 

The National Safe Boating Com
mittee provides promotional assist
ance on a national scale for NSBW. 
The members of the committee arc: 
American Boat and Yacht Council, 
Inc.; American National Red Cross; 
American Power Boat Association; 
American Water Ski Association; 
Boat Owners Association of the 
United States; Boat Owners Council 
of America, Boy Scouts of America; 
National Oceanic and Atmospheric 
Administration; Corps of Engineers, 
Department of the Army; National 

Association of Engine and Boat Man
ufacturers, Inc.; National Associatio 
of State Boating Administrators; Na
tional Boating Federation; Natioru... 
Fire Protection Association ; Nation.:.. 
Safe Boating Association; Nationa.. 
Safety Council; Outboard Boatim
Club of America; U.S. Coast Guan: 
U .S. Coast Guard Auxiliary; Unitec 
States Power Squadrons; Underwrit
ers Laboratories, Inc.; and YoUQ[' 
Men's Christian Association. T 
present Chairman is Rear Adm. A. C 
Wagner, U .S.C.G., Chief of the Oi
fice of Boating Safety. 

Each member, through his O\ 

organization encourages local NSB 
participation. In addition, the r: 
tional committee provides prom 
tional kits and radio /TV material 
the media. 

CAN I PARTICIPATE? 

Any organization can help, be it 
Federal, State, or private one. Tl:c 
best way to start is by contactq 
other local organizations also in~ 
ested in boating safety and determ· 
if they already have any plans f 
observing the Week. If they do, · 
in. If they don't perhaps you can ~ 
together and get your own obs 
ance organized. Contact the l,; 
Coast Guard, 400 7th Street $\ 
Washington, D.C. for free pro 
tional material. 
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Q. The following symbol indi
cates what type of aid to navigation? 

-s • 
(a) Nun buoy. 
(b) Unlighted bell buoy. 
(c) Canbuoy. 
(d) Sparbuoy. 

A. (d) Sparbuoy. 

Q. Range lights can be identi-
fied by their: 

(a ) color. 
(b) characteristic. 
( c) line of bearing. 
( d) all of the above. 

A. ( d) all of the above. 

Q. At night, proceeding in a 
:ruoyed channel, you see a buoy that 
:S supposed to be lighted but is now 
~guished. You should report this 
':ictto: 

(a) The U.S. Coast and Geo
detic Survey Office. 

{b) The U.S. Ilydrographic 
Office. 

(c) The State Game and 
Fisheries Commission. 

( d) The U.S. Coast G uard. 
A. ( d) The U .S. Coast Guard. 

Q. When you are entering a har
or from sea, the buoys to your port 

;;;iould be: 
(a) lettered. 
(b) even numbered. 
(c) oddnwnbered. 
( d ) without designation. 

A. (c) oddnumbercd. 

Q. A vessel which has lost her 
:oeans of propulsion in a rough sea 

ill most likely: 
(a) "Yaw". 
(b) Stay bow to the sea. 
( c) "Broach to". 

(d ) Staystcmtothesea. 
A. ( c) "Broach to". 

Q. What should be done to a 
towline to prevent fraying where it 
passes over the bow or stem? 

(a) Apply a devil's claw. 
(b) Install a padeye . 
( c) Cover with chafing gear. 
( d ) Worm that part 0£ the 

line. 
A. ( c) Cover with chafing gear. 

Q. What is the deviation of a 
compass for a 235° compa.~ course, 
232° true course with 4° Easterly 
variation? 

(a) 004° West. 
(b) 017° East. 
(c) 007° West. 
( d) 003° East. 

A. {c) 007° West. 

Q. A vessel displaying the day 
signal shown is : 

(a) engaged m underwater 
operations. 

(b) at anchor. 
( c) towing a submerged ob

ject. 
( d) aground. 

A. (d) aground. 

nautical queries 
Q. What does the chart symbol 

illustrated below illustrate? 

(a) A submarine volcano. 
(b) Discolored water. 
( c) Submerged snags or 

stumps. 
( d) Sunken rock. 

A. ( d) sunken rock. 

Q. A lighthouse was sighted 4 
points on the bow, and after a 4 mile 
run it was abeam. How far off the 
lighthouse were you when it was 
abeam? 

(a) 2 miles. 
(b) 4 miles. 
( c) 6 miles. 
(d) 8 miles. 

A. (b) 4 miles. 

Q. The best location for bat
teries on a gasoline driven vessel is: 

(a) the engine space. 
(b) a closed compartment 

separate from the engine 
or tank space. 

( c) a ventilated compartment 
separate from the engine 
or tank space. 

( d) next to the generator. 

A. ( c) a ventilated compart
ment separate from the engine or 
tank space. 

Q. The type of extinguishers 
which should be used for an electric 
fire is: 

(a) C0 2 or foam. 
( b) foam or soda acid. 
( c) dry chemical or foam. 
( d ) C02 or dry chemical. 

A. ( d) C02 or dry chemical. 
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