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BARGE BLASTS KILL . TWO 
Paul Morehead had seen it happen 

many times before. From his vantage 
point at the operating controls of an 
elevated stationary crane located near 
the main channel of the Ohio River 
at Parkersburg, W. Va., he had a 
clear view of the Parkersburg Rail­
road Bridge; he had seen many tows 
battle the current as they tried to ne­
gotiate the narrow pass under the 
bridge. And he had seen some of them 
break apart as they were set upon 
the concrete piers supporting the 
bridge. 

As Morehead watched the down­
bound M/V Martin approach the 
bridge in early January 1972, the 
crane operator cou Id see that the ves­
sel and the two barges it was push­
ing (made up side by side) were too 
far toward the left side of the chan­
nel. He e:-::pected the vessel to back 
off for another try, but it continued 
to approach the span even though the 
current was setting the craft's stern 
further to port. The distance between 
the tow and the bridge pier narrowed. 
Morehead watched the port barge 
run over the buoy on the left side of 
the channel and then saw the same 
barge strike the pier. 

Explosions ripped through the port 
barge immediately after it struck the 
concrete pier; Morehead was flung 
out of his seat by the violence of the 
concussion. As he scrambled to his 
feet and ran down the stairway lead­
ing from the crane another blast 
knocked him to the landing. He then 
raced to his office to alert the police 
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Damage to the bridge a t Parkersburg was estimated at $1 million. Replacement rather than 
repair of the span that •uffered the effects of the explo•ion wa• deemed the most efficient 
method of returning the bridge to service. 

and fire departments about the disas­
ter which, he learned later, resulted 
in two deaths, two injured, and an 
estimated $2 million worth of prop­
erty damage. 

Though Paul Morehead was one 
of the few eyewitnesses of the casualty 
that January afternoon, nearly every­
one in the crossriver towns of Belpre, 
Ohio, and Parkersburg, W. Va., was 
in some way affected by the blasts 
that sank the two tank barges pushed 
by the Martin. Over 80 businesses 

and dozens of residences reported 
broken windows and structural darn­
age, while eight persons were treated 
in local hospitals for minor injuries 
and "anxiety reactions" stemming 
from the explosions. 

The fateful leg of the voyage of 
the Martin began in Steubenville, 
Ohio, the night before the tow hit 
the bridge at Parkersburg. There the 
two tank barges MOS 101 and 103 
were offloaded and stripped of their 
cargo of 46,894 gallons of gasoline. 
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The ba rges were neither ballasted nor 
gas freed at the tenninal, and at about 
0230 e.s.t. the tow departed for Baton 
R ouge, L a. T hough a portable dee­
tric blower was used to ventilate the 
empty cargo tanks en route, it is not 
known how many tanks had been ven­
tilated prior to the casualty. 

T he Martin was coupled to lhe box 
type stem rakes of bolh barges and 
was centered while pushing the barges 
down the O hio R iver. T here were ap­
proximately twenty 55-gallon drums 
on the deck of the MOS 103 stowed 
on dunnage in the vicinity of the No. 
3 cargo tanks. T welve or thirteen of 
these drums conta ined stern tu be 

The M/V Marlin is a 93.8 foot, 183 
gross-ton towboat built in 1950. She was 
powered by a 1 200 horsepower diesel 
engine. She was not Coast Guard Inspected 
nor was she required lo be. 

At the time of the casualty, she was 
pushing the two similarly constructed steel 
tank barges, made up side by side. Each 
of the barges was 50.3 feet in breadth 
and approximately 290 feet long. Both 
barges had last been inspected and cor­
tiflcated by the Coast Guard on May 20, 
1970 for flammable or combustible liquids 
of grade "8" and lower. 

lubricating oil for use by the towing 
vessel ; the remainder were either 
empty or contained slops from the 
barge cargo tanks. 

The Martin and tow were manned 
by the following persons (whose titles 

are given in river parlance) : her cap­
tain, her pilot, her mate and tanker­
man, her chief engineer, her a.ssh-ram: 
engineer, her cook, and three decl­
hands. Kone of these were, nor were 
they required to be licensed by the 
Coast Guard, and only the mate hdd 
a Merchant i\fariners Document. 
which was endorsed for tankerman 
Grade ".B". 

Ventilating operations on me 
barges, which had been secured dur­
ing the night, began the morning 
January 7 on MOS 101 as a detlha::IC 
placed the blower on the Xo. ~ pert 
tank. As the tow approached ~ 
Parkersburg R ailroad Bridge.. me 
blower was moved to the Xo. 3 port 

This close-up photo shows the b urning MOS 103 as it came lo rest in the main channel of the Ohio River at mile 184.5. 
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tank. The suction hose for the strip­
ping pump was being held in the ad­
joining starboard tank by a deckhand; 
the mate held the discharge hose in a 
55-gallon drum on the deck of lhe 
MOS 103. 

The pilot of the Martin slowed to 
approximately 5 m.p.h. and lined up 
to pass between the piers marking the 
sides of the navigable channel. In tes­
timony before a Coast Guard investi­
gating officer, the pilot stated that he 
was lined up perfectly to make pas­
sage and that just after the head of 
the tow passed under the railroad 
bridge an e>cplosion occurred on the 
barges. The mate and the deckhand 
on the barges were not seen alive 
after the explosion. 

Below decks, the captain of the 
Martin was thrown from his bed by 
the force of the blasts. As he went out­
side he saw a fire burning forward 
and smelled smoke. Unable to reach 
the pilothouse without his artificial 
leg, the captain ordered the chief en­
gineer to tell the pilot to back the 
vessel away from the fiercely burning 
barges. The vessel was finally landed 
on the Ohio shore above the bridge, 
where the pilot and the cook were 
taken to the hospital for treatment 
of shock and minor in juries. 

Because the location of the now 
submerged barges was not precisely 
known, the captain of the port, 
Huntington, W. Va., ordered the 
river closed to traffic shortly after the 
casualty. Broken electrical cables 
dangling from the bridge also posed a 
hazard to navigation until they were 
removed. The U.S. Army Corps of 
Engineers determined during the fol­
lowing day that the adjacent channel 
under lhe bridge was clear, and traf­
fic was allowed to pass through the 
bridge on .January 8. On .January 9 
the Coast Guard Cutter Oleander 
marked the alternate channel and the 
wreck, and traffic through the area 
was restored to normal with caution 
advised. 

Salvage operations and investiga­
tion of the sunken barges revealed 
that the initial explosion occurred in 
the No. 5 port cargo tank of the MOS 
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When Is a Bridge An Unreasonable Obstruction? 

Built in 1871, lhe Parkersburg Railroad Bridge has a horizontal clear­
ance, between the piers in the main channel, of 326 feet. In 1904 the 
U.S. attorney for the northern district of Virginia filed a complaint 
against the Parkersburg Branch Railroad Co. and the B. & 0. Railroad 
Co. charging the width of the spans was inadequate to accommodate 
the conunerce of the Ohio River. 

The motion for a permanent injunction, which would have forced 
the company to modify the bridge structure, was heard 1 year later in a 
district court. The judge refused to grant the injunction and an appeals 
court upheld the lower court's ruling. 

Nine months after the decision of the circuit court of appeals, the 
Secretary of War indicted the company for failing to obey the River and 
Harbor Act of 1889 in that the span widths were too narrow for safe 
navigation. Again the circuit court of appeals decided for the defendants, 
citing that the structure was not subject to the act, which was passed 18 
years after the bridge was built. Since that decision no further attempts 
have been made by the government to alter the bridge. 

In addition to the narrowness of the channel between the bridge piers, 
the Coast Guard investigating officer also cited the construction of the 
supports as a possible hazard to navigation. Each of the piers has 
approximately 12 steps located on the upstream side of the supports, 
with the vertical distance between the steps measuring 24 inches. 

Because many of these steps are under water most of the time, a 
vessel passing under the bridge has to contend with what amounts to an 
unseen projection from the pier. A projection of this nature poses the 
danger of holing a vessel below the waterline-a possibility which was 
mentioned by the investigating officer as one possible explanation of 
the explosion aboard the MOS 101. 

A study of the Parkersburg Railroad Bridge is now unden.vay in the 
Second Coast Guard District as a result of the casualty. If the facts of 
the case warrant further investigation, the Commandant may conduct a 
public hearing. With the information garnered from the µublic hearing 
and from other sources, a more exhaustive study of the condition of the 
bridge would be made, after which the bridge could be declared an un­
reasonable obstruction to navigation. An order to alter the structure 
would then be issued under authority of the T ruman-Hobbs Act of 
1940. 
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101 (which was the port barge in the 
tow) at about the point of impact 
with the bridge. Twelve out of the 
total of 20 cargo tanks had suffered 
ex-plosions after the initial blast. 
Damage to the Martin, which con­
sisted primarily of broken glass, was 
repaired and the vessel was returned 
to service. 

It was not until a month later, on 
February 26, that the body of the 
deckhand was fou nd in the No. 4 star­
board tank of MOS 101. The body of 
the mate was recovered 50 miles down 
river on March 9, 1972. 

The Coast Guard investigating of­
ficer concluded in his investigation of 
the casualty that the accident resulted 
from the improper alignment of the 
Martin and tow to safely pass under 
the bridge. SLripping and ventilating 
operations conducted on the barges 
contributed to the severity of the 
casually, but the hazardous condition 
created by the use of ungrounded 
portable electric equipment (the 
blower and stripping pump) did not 
cause the e>.-plosion. Remedial action 
against the pilot was recommended 
and is pending. Recommendations by 
the investigating officer included one 
proposing a study of the Parkersburg 
Bridge to determine if it is an un-

This photo shows some of tho dama ge incurred by the Martin in the ca sualty. The vessel was 
back in service following repairs. 

reasonable obstruction to navigation. 
(Sec box.) 

As the volume of hazardous ma­
terials carried on inland waterways 
increases every year, the potential for 
disasters which involve whole cities 
also increases. The cost to the cities 
of Parkersburg and Belpre was meas-

ured in dollars, not in lives, last Jan­
uary; but the need for strict compli­
ance with safoty standards is still 
obvious. Only continued adherence to 
safe cargo transporting practices can 
prevent another, or perhaps worse, 
disaster of the type which occurred on 
board the Martin. d; 

Marine Section Wins Cameron Awa rd for Second. Consecutive Year 

For the second year in a row, the 
Marine Section of the National Safe­
ty Council received the Cameron 
Award at the National Safety Con­
gress and Exposition in Chicago. 
Capt. Richard N. L cPage of Farrell 
Lines, Inc., general chairman of the 
Marine Section for the past year, ac­
cepted the award. 

Organized in 1917, the Marine 
Section won over 27 other industrial 
sections including the aerospace, air­
line, trucking, railroad, utilities, con­
struction, glass and ceramics, and 
metal industries. The Cameron 
Award is given to the National Safety 
Council industry section whjch makes 
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the largest contribution to promoting 
and advancing safety during a 12-
month period within its own industry. 

At the presentation ceremony, Cap­
tain LePage remarked: 

In the past 2 years, the U.S. maritime 
industry has conducted what amounts to a 
nationa l campaign to promote safety at 
sea, on the docks and in the shipyard. 
Safety indeed, has become the watchword 
of the American Merchant M arine and the 
cargo fleets of all nations engaged in do­
mestic and international trade. 

We in the maritime industry must daily 
face the new safety challenges as we put 
into effect new safety procedures, so essen­
tial to the operation and handling of cargo 
on technically advanced U.S. flag ships 
now in service or being built under the 
1970 Merchant Marine Act. 
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NTSB STUDIES 
SURVIVOR-LOCATOR SYSTEMS 

The National Transportation Safety Board, concerned 
with the unnecessary loss of life which occurs in sudden 
sinking of vessels when no distress messages can be trans­
mitted, has relea~ed a study entitled "Survivor-Locator 
Systems for Distressed Vessels." The purpose of the study 
was "to analyze casualties involving vessels which have 
been unable to transmit a distress call or message; to dis­
cuss the ina<lequacies of the current distress communica­
tions system; to determine whether certain vessels should 
be required to carry automatic emergency position-indica­
tor .radio beacons (EPlRB's) ; to consider other possible 
distress communications systems; and to make recommen­
dations which will help prevent unnecessary loss of life 
when seamen must abandon ship on short notice." 

The report discussed 10 casualties in which a total of 
263 lives were lost, indicating that had the vessels been 
carrying EPTRB's, many lives might have been save<l. 
The fo llowing are NTSB's case histories of the casualties. 

A. SS Marine Sulphur Queen 

On February 2, 1963, the fully laden Marine Sulphur 
Queen, a T-2 type tankship which had been converted 
to carry molten sulphur, departed Beaumont, Tex., bound 
for Norfolk, Va. The last known radio contact, a routine 
personnel message from a member of the crew, was made 
at 0125 c.s.t. on February 4. At 1123 e.s.t. on February 4, 
RCA radio made an unsuccessful attempt to contact the 
vessel. At 2100 e.s.t. on February 7, the owners reported 
to the Coast Guard that the vessel was overdue. 

A Coast Guard Marine Board of Investigation con­
cluded that: ( 1) the vessel foundered in the vicinity of 
the Straits of Florida some time during February 4, 1963; 
(2) the suddenness of the casualty precluded transmissiou 
of a distress message; ( 3) the cause of the foundering 
could not be determined; and ( 4) life jackets found dur­
ing subsequent searches indicated that at least some per­
sonnel had managed to don life jackets. 

With respect to this study, the important aspects of the 
case arc that the vessel apparently sank very rapidly with­
out transmitting a distress message and more than 3 days 
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elapsed before an alert was sounded and a search effort 
was initiated. 

The entire crew of 39 persons was lost. The vessel was 
traversing well established and frequently used shipping 
routes between the Gulf of Mexico and the east coast of 
the United States. If the vessel had been equipped with 
an EPIRB, prompt notification of the casualty might have 
saved some of the crew. 

B. SS Daniel]. Morrell 
The Great Lakes ore carrier Daniel J. Morrell, in bal­

last, en route from Buffalo, N.Y., to T aconite, Minn., 
broke in two during the height of a storm and sank in 
Lake Huron at approximately 0200 e.s.t., November 29, 
1966. 

When the vessel broke in two, all power cables to the 
forward section were severed. Since the vessel neither had 
nor was required to have an emergency radio, it was 
without means of communications and no distress mes­
sage was sent. The first report of alarm concerning the 
whereabouts of the vessel was made to lhe Coast Guard 
at 121.1 e.s.t. on November 30, 1966. Thus more than Ph 
days elapsed between the time of the casualty and the ini­
tiation of search efforts. 

At the time of the casualty, there were at least two 
other vessels in the vicinity. Only one person survived this 
casualty, and the other 28 crewmembcrs perished. 

C. M / V Johannes I<.russ 
Major loss of life due to sudden founderings is not lim­

ited lo the larger vessels previously discus.~ed. The German 
fishing vessel M / V Johannes I<.russ sank so quickly on 
February 28, 1967, that no radio distress message was 
broadcast. She foundered south of Greenland in an area 
where other fishing vessels were operating. Several days 
elapsed before it was known that the vessel was missing. 
All 22 of her crew were lost. 

D. M / V Etna/jell 
The Norwegian fish-factory ship M /V Etna[ jell caught 

fire and was abandoned by most of her crew on Novem-
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ber 2, 1968, in latitude 55°20' N., longitude 33°25' W. 
This position is about 450 miles southeast of the southern 
tip of Greenland, and is close to heavy transatlantic air 
routes and some shipping lanes. On November 3, the 
burning vessel was sighted by a Polish vessel, which was 
unable to communicate either visually or by radio with 
the Et11af jell. The Coast Guard dispatched the Coast 
Guard Cutter Absecon to assist the stricken vessel. The 
cutter arrived on scene on November 4. The Norwegian 
vessel was no longer afire, but her lifeboats were missing 
on one side, and those on the other side were burned be­
yond usefulness. Three persons on board the vessel stated 
that 25 crewmembers had abandoned the burning vessel 
in two lifeboats, and another five were missing. T he ex­
plosion and fire occurred so quickly that no distress mes­
sage was transmitted. A massive search and rescue opera­
tion was initiated and was continued for 2 weeks. No 
trace of the crew or lifeboats was found. The bodies of 
four of the crew were discovered later in the afterquarters 
and engineroom. An EPIRB capable of transmitting an 
alerting signal on 121.5 or 243 MHz would have been 
heard by some of an estimated 600 airplanes which tran­
sited the distress area during the 3-day period immedi­
ately following the sinking. As a result of this accident, 
Norway has taken positive action to require the carriage 
of EPRIB's on most Norwegian vessels. 

E. SS Chryssi 

The tankship SS Chryssi broke in two on December 26, 
1970, about 250 miles southwest of Bermuda. This vessel, 
built in the United States, was owned by a Greek concern 
and was registered under the Panamanian flag. At the 
time of the casualty, the Chryssi was en route from El 
Palito to Boston. No radio distress message was trans­
mitted. The U.S. SS Ge11eva sighted the bow section of 
the Chryssi 2 day after the fracture. The stern section had 
sunk. The Norwegian M/V Ross M ou11t later rescued 17 
survivors from one of the lifeboats. The crcwmembers re­
ported that 21 other crewmen had abandoned the stricken 
vessel in other lifeboats. An extensive air-sea search failed 
to find these 21 persons or Lhe lifeboats. 

F. SS Texaco-Oklahoma 

On March 27, 1971, the tankship Texaco-Oklahoma, 
en route from Port Arthur, Tex., to Boston, Mass., broke 
in two and eventually sank approximately 120 miles 
northeast of Cape Hatteras, N.C. Immediately after lhe 
vessel broke in two, at about 0330 hours e.s.t., the bow 
section rose bow-up and the midship house was partially 
submerged. No distress message was sent. Although 13 
crewmembers were in the midship house and the bow 
section did not sink immediately, there were several 
possibilities conceming the failure to transmit a distress 
message: ( 1) the aJJtcnna was broken; (2) there was no 
primary source of power; and (3) emergency batteries 
may have been submerged. 
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A portable lifeboat radio designed to transmit on 500 
kHz and 8364 kHz was available and was used by the 31 
members of the crew who were on the stem section of 
the vessel. Although this radio was operated continuously 
for over 12 hours and although there were many vessels in 
the area, no auto alarms were activated and no vessel 
or shore station reported hearing any distress signal. The 
crewmembers on the stem section made other unsuc­
cessful attempts to alert passing ships of the vessel's 
distress. 

At 0530 on March 28, 1972, approximately 26 hours 
after the vessel broke in two, all 31 crewmembers stranded 
on the stern section abandoned ship. Within 30 minutes, 
the stern section sank. Approximately 11 hours later, 11 
survivors in an inflatable liferaft were sighted and picked 
up by the passing tankship Sasstown. The Sasstown re­
ported the rescue to the Coast Guard at 1642 on March 
28, 1972. This was the first notification that the T exaco-
0 klahoma had sunk. Two more survivors were rescued at 
approximately 1410 on March 29. Thirty-one out of 44 
erewmcmbers perished. 

G. M/V Brandenburg 
The German cargo motor vessel Brandenburg sank in 

3 minutes in the English Channel, southwest of the Varne 
light-vessel, on January 12, 1971. This ship sank so rap­
idly that her crew was unable to send a radio distress 
message. Fortunately, about 2 hours later, a passing ves­
sel sighted survivors in the water. Eleven of the crew were 
rescued, although 20 perished. There were in the area 
of the disaster numerous vessels which could have saved 
many of those who perished. 

This case demonstrated the need for an EPTRB capable 
of transmitting on 2182 kHz, an international distress 
frequency. Ships in the vicinity and the coastal radio 
stations at Foreland, England, and Boulogne, France, 
would have heard an alerting signal on this frequency, 
and could have plotted the position of the sinking vessel. 

II. V.A. Fogg 
This jumbolized T-2 tankship departed Freeport, Tex., 

at about 1230 c.s.t. on February 1, 1972. The vessel had 
discharged benzene and was scheduled to clean tanks 
en route to Houston, where she was to complete dis­
charge and load other petroleum products destined for 
northeast U .S. ports. The normal practice was to proceed 
outside the 50-mile limit en route and to notify the op­
erator's home office 5 hours prior to reaching the sea 
buoy off Galveston. The Fogg was expected to arrive at 
the buoy at about 0200 on February 2. No communica­
tions were received from the tankship. 

At about 1610 on February 1, a NASA pilot reported 
sighting an expanding smoke cloud 40 miles off Galveston. 
Coast Guard aircraft investigated the area in the vicinity 
of the smoke, but found no vessels or oil platforms in 
distress. The operators notified the Coast Guard at 1345 
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on February 2 that the Fogg was overdue. The smoke 
report was not associated with the Fogg until that time. 
Search efforts were initiated, and the hulk of the sunken 
tank vessel was finally located on February 12 by the use 
of side-scan sonar. 

The Fogg had 34 crewmembers and 5 tank cleaners 
on board, all of whom perished. Divers examined the 
wreck. Most of the tanks were ruptured by massive ex­
plosions, causing the vessel to sink within a few minutes. 
There is a possibility that a few of those on board might 
have survived if the vessel had been able to advise poten­
tial rescue vessels or search and rescue aircraft of her 
distress. 

I. M/V San Nicolas 
The 522-foot-long Liberian motor tank vessel San 

Nicolas departed Recife, l3razil, on Febniary 21, 1972, 
with 16,000 tons of molasses bound for New Orleans. 
She had a crew of 30 on board. The Coast Guard was 
notified on March 6 by her agents that the San Nicolas 
was overdue. Efforts were made to locate the vr.ssel on 
the assumption that she may have diverted to another 
port. No radio distress message from this t.lnkship had 
been received. On March 10, an intensive search, which 
eventually covered 14,000 square miles, was begun. 

Two engineroom crewmembers were rescued by the 
Swedish motor vessel Sirnmsmetal on March 11. They 
had drifted on an improvised liferaft since the San Nico­
las broke in half and sank on March 5. These survivors 
stated that no distress message had been transmitted. 
Position of the casualty were approximately latitude 
24°51' N. and longitude 86°17' W. The crewmembers 
stated that they did not know whether other shipmates 
had abandoned the sinking vessel. Search in this area 
located one body and various debris from the tankship. 
The survival of the two crewmembers is attributed to their 
fortitude and to the alertness of the crew of the Simms­
metal in detecting them. 

]. F /V Nanna 
This case is an example of the type of casualty which 

involves U.S. fishing vessels. The Nanna departed Seattle, 
Wash., on May 9, 1970, en route to the fishing grounds 
off Triangle Island in Queen Charlotte Sound off British 
Columbia. On May 10, she stopped en route at Alert 
Bay, British Columbia, to pick up bait. She expected to 
be on the fishing grounds the morning of May 11. On 
May 29, the vessel was reported 4 days overdue. An in­
tensive search of the area and harbor checks of all local 
ports were fruitless. On June 17, another fishing vessel 
in the fishing grounds discovered fishing gear identified 
as belonging to the Nanna. However, neither the Nanna 
nor any of the five crewmcmbers has been found. A 
period of 18 days elapsed during which the status of the 
Nanna was unknown. The casualty could have occurred 
on any one of those days. 

January 1973 

The NTSB summarized its conclusions and recom­
mended as follows: 

A. Case Histories 
1. The number of marine casualties involving large 

losses of life which have occurred within the past 10 
years indicates the need for an effective alerting and lo­
cating system. 

2. A number of smaller seagoing vessels have experi­
enced problems in communicating their distress, but data 
are not available concerning the numbers of these casual­
ties or the lives lost unnecessarily. 

3. The case histories cited involved casualties in which 
the distress situations developed so rapidly that no distress 
signal or message was transmitted successfully. 

4. Existing requirements for radio equipment on U.S. 
seagoing vessels are not adequate to insure transmission 
of distress messages in case of sudden founderings or loss 
of power. 

5. Jn most of the cases, there would have been a much 
greater probability that more crewmembers would have 
been saved if a prompt distress alert had been transmitted 
and received successfully. 

B. Regulatory Requirements 
1. Currently, there are no U.S. regulations or inter­

national treaties which require the carriage of automatic 
emergency position-indicating beacons on U.S. vessels. 

2. All of the currently required electronic equipment 
which could be used to transmit a distress alerting signal 
must be actuated manually and none will continue to 
operate once the vessel sinks or there is no one available 
or physically able to operate it. 

3. The currently required portable emergency radio 
apparatus for survival craft is bulky, hard to handle, 
difficult to operate by untrained personnel, and not suit­
able for use in a liferaft. 

4. There is a need for a thorough evaluation of the 
effectiveness and reliability of both the portable emer­
gency radio apparatus and the radiotelegraph auto alarm 
device and distress system. 

5. The lack of a common aviation-maritime distress 
frequency greatly reduces the effectiveness of any mari­
time distress alerting system. 

6. The action of Norway, Germany, France, and J apan 
in requiring their SOLAS vessels to carry EPIRB's is 
highly creditable. 

C. History of United States and IMCO Positions on 
EPIRB's 

1. The potential benefits of automatic radio beacons 
have been known for over 20 years. 

2. The need for emergency position-indicating devices 
on board seagoing vessels has been recognized interna­
tionally since 1960. 

3. A lack of agreement has existed in the United States 
on the operating frequency for EPIRB's. This lack of 
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agreement also has prevailed in IMCO and has stymied 
efforts to require the use of EPIRB's. 

4. R ecommendation 48 in the SOLAS Convention of 
1960 was a compromise primarily because of the differ­
ences of opinion between nations as to which frequencies 
should be used. 

5. No U.S. requirement for EPIRB's has been im­
plemented since it was proposed p1-ior to the 1960 SOLAS 
Convention. 

6. The most effective use of EPIRB's requires par­
ticipation by all maritime nations. 

7. IMCO is the logical organization for establishing 
the necessary requirements for effective worldwide use 
of EPIRB's. 

8. The choice of optimum frequencies depends upon 
the area of operations. In confined areas with a high 
ship density and the close proximity of shore stations 
such as the North Sea, 21 82 kllz would be a logical 
choice. In the open seas such as the Atlantic and Pacific 
O ceans, the use of 121.5 MHz an<l 243 MHz would be 
more effective. 

9. International requirements are in force for civil a ir­
craft which operate over water to carry automatic radio 
beacons. These beacons have proven effective in assisting 
search-and-rescue units to locate distressed aircraft 
rapidly. 

10. IMCO has been considering the matter of EPIRB's 
for over 10 years. This organization has not taken posi­
tive action to require vessels of its member nations to 
carry EPIRB's. 

D. Possible Solutions 
1. EPIRB's are technically and economically feasible 

today. 
2. EPIRB's provide both an automatic distress ale1t­

ing signal and a homing device to assist potential search­
and-rescue efforts. 

3. The use of the aeronautical cmcrgency and survival­
craft frequencies of 121.5 and 243 Mllz will provide the 
most effeclive cover for transatlantic and transpacific 
voyages. 

4. The GRAN system, when fully developed and op­
erational, will provide an effective, worldwide alerting 
and locating system. 

5. There is no nce<l for the mariner to wait several 
years for the c.lcvelopment of the GRAN system. An effec­
tive, low-cost alerting and locating system utilizing 
EPIRD's can be implemented today. 

6. The DAL system will be effective for vessels operat­
ing within 20 miles of the coastline. 

7. The D AL system is still a research and develop­
ment project and will not be operational for several years. 

8. The current maritime distress system requires modi­
fications and changes in order lo be more effective. 

9. The improvements recommended in the provisional 
proposals for a future maritime distress system which the 
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Subcommittee on Radiocommunications presented to the 
Maritime Safety Committee of IMCO are reasonable 
and worthwhile. 

10. A time schedule of 10 to 20 years for implementing 
the proposed improvements to the existing maritime dis­
tress system is excessive. The need for these improvements 
is too great to wait 10 or 20 years lo achieve them. 

The Safety Board recommends that: 

1. The Coast Guard, in conjunction with the Federal 
Communications Commission, require all U.S. vessels 
subject to the provisions of the 1960 SOLAS Convention 
to carry emergency position-indicating radio beacons 
which will transmit aulomalically on 121.5 MHz, 243 
MHz, and 2182 kHz. This requirement should become 
effective within 1 year. 

2. The Coast Guard, in consultation with the State 
Department, take positive action through the Intergov­
ernmental .Mat-itime Consultative Organization to obtain 
passage of an amendment to the SOLAS Convention of 
1960 which would require all member-nations' vessels 
which are subject to the provisions of the convention to 
carry emergency position-indicating radio beacons which 
will transmit aulomalically on 121.5 MHz, 243 Mllz, 
and 2182 kHz. 

3. The Coast Guard analyze the statistical data on 
the loss of the U.S. vessels which were operating more 
than 20 miles off shore and were not subject to the pro­
visions of the 1960 SOLAS Convention to determine to 
what degree the carriage of emergency position-indicat­
ing radio beacons mighl have reduced the loss of life. 
Based upon this analysis, the Coast Guard should deter­
mine whether the carriage of these beacons should be 
made mandatory for these typcs of vessels. 

1. Pending the results of this analysis, the Coast Guard 
encourage the owners of U.S. vessels which are not sub­
ject to the provisions of the 1960 SOLAS Convention, 
when operating more than 20 miles off shore, to provide 
emergency position-indicating radio beacons which will 
transmit automatically on either 2182 kHz or 121.5 MHz 
and 243 MHz. 

5. The Federal Communications Commission, in con­
junction with the Coast Guard, evaluate the effectiveness 
and reliabilily of existing radiotelegraph auto a larm and 
portable emergency radio apparatus to determine what 
changes or modifications are necessary to improve the 
performance of these c.leviccs. 

6. The U.S. delegation to IMCO strongly support and 
actively work for rapid and effective action to revise and 
improve the current international distress system. 

The Coast Guard is at present actively studying the 
recommendations contained in the NTSB study. Copies 
of the 1\TTSR report are available from: Publications 
Section, National T ransportation Safety Board, Wash­
ington, D.C. 20591. Requestors should reference Report 
Number NTSB-MSS-72- 3. ;f; 
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ANNUAL STATISTICS OF CASUALTIES 

Annually the U.S. Coast Guard releases to the public 
a statistical summary of casualties involving commercial 
vessels. This year the following brief explanation of the 
statistics is given in an attempt to make them more 
meaningful. 

Casualties involving commercial vessds are required 
to be reported lo the Coast Guard whenever the casually 
results in the following: 

(a) Actu:il physical damage to property in excess of 
$1,500. 

(b) Material damage affecting the seaworthiness or 
efficiency of a vessel. 

(c) Stranding or grounding. 
( d) Loss of Life. 
( e) Injury causing any persons to remain incapacitated 

for a period in c.xcess of 72 hours; except injury to harbor 
workers not resulting in death and not resulting from vessel 
casualty or vessel equipment casualty. 

The statistical summary represents casualties to com­
mercial vessels which meet the above criteria. I t is im­
portant to note that the summary represents casualties 
reported to Coast Guard Headquarters in fist:al year 1972. 

This statistical tabulation is intended to summarize the 
casualty experience for the entire commercial fleet. Be­
cause this summary is so all-encompassing, the use of the 
statistics may lead to erroneous conclusions unless the limi­
tations of the data are well understood. 

Since the limitations are dependent upon the param­
eters of a problem, the below listed office will gladly 
assist in quantifying those limitations for each specific 
need. 

To better serve the public's pursuit of safety, the Coast 
Guard would like to change the presentation of data to 
serve the widest possible spectrum of maritime interests. 
Persons who have used these data in safety programs, 
educational pursuits, business management, and those who 
could use this information if presented in a different form 
are requested to forward their recommendations for 
changes to U.S. Coast Guard (GMIS/83), 400 Seventh 
Street SW., Washington, DC 20590. 

The suggestions solicited last year in a similar request 
have been partially incorporated in the data base but 
are yet not reflected in the following tables. 

STATISTICAL SUMMARY OF CASUALTIES TO COMMERCIAL VESSELS 1 
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STATISTICAL SUMMARY OF CASUALTIES TO COMMERCIAL YESSELS 1- Continued 

l July 1971 to 30 Juno 197'l 

Fls<:l\I yenr 1972 

N a luroorrosu11lty 

- -----------------··------------------------ - -----
TYl'E ow VF.SSE!. 

J nspooted vessels: 
Pus.~ongor and fcrry-lnrgo •••••••••••••••••..••• 
Pru;songor 1Lnd ferry-small ....... ............. .. 
Freight .. ................................ ..... .. 

~:~ s~~~e: ::: ... :::::::::::::::::::::::::::::: 
Tankbarg~ . ................................. .. 
Public ................ ......................... . 
~1lsccll1lnCOUS ................................ . 

Unlnspootcd Vl'RS11ls: 
Fillbing ...... .. ............................. . 

~~l:t"iO:::::: :::: ... :::::·:::::::::::::::::::::: 
2~ia;,oo-ti5:: : :::::::::::::.:.:.:::::::::::::: 
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IAtssthanlOOfeet ............................... .. 
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AGE 
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Ioll1ml-l'roclfic..................................... 11 26 
Ocean-Atllmtio.. . ................................ u 2 
Ocean-GulL ....................................... 14 3 
Ocean-raclflc..... ................................. 9 a 
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Foreign waters............... ....................... 7 14 
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14 
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5 .. .. 
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17 16 l,OJ<l 
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ST A TISTICAL SUMMARY OF DEATH/INJURIES DUE TO A VESSEL CASUALTY 
Nature of casunUy .. i .. 0 c 'O 

~1 
0 3 c. i c 

~ j ~l :I "' ~ _g~ "' "" <;; :a C) 

c "' 
l July 1971 to 30 .Tu no 1972 8 c c 8 .., B ~ E g g> ~ " 8 C) .. Cd "' c Si Fiscal year 1972 ~~ a.., 0. 5 .. :;~ ~~ 

'O 0 B. h 
C) 

0 'tl 5 
~~ ~§ :5 0 ~ "' :S 5 ro ls ~j ... .., ;o_ ~~ ~g ; i 

., 0 ..... ... 
~ c; c "' .. fl 5 rt :::18 ~ 

o;:! !:= 0 .s c =a a .. 
~et .. .,, t! =c. 'a 5 0 

:l:g ~ 
c. a .E'3 cog ·-<> ~~i g 5 g_ .. c - c c., - ... §. c> 

0 !i oE.c :a ~f " .g Oli i1 00 ~# ]@> ]j UI o- "'<=I :ra:i ~'g ~ ;fJ ~- o-o § '8-g t:' ~ 
-.:;.., ::: 8 :::l'C S-2 -aE:=1 3 'Oos o"' o..c 8 

c. .. e-> e e"' g., e ~ a :a ~g' :rlo 0 "" "" ''"' .. 
~ (.) (.) (.) Q ll:1 r.i P< i<l 0 0 r.. ~ (.) ::;i 0 

---- - - - ------ - - - ---- - --- - ---- - -----
Number of casualties •••••••••...... . .••••.•••. 13 4 6 • 4 G ---- 21 8 16 ---- 29 4 5 125 
Number of inspected vessels Involved .....•• •• 1 ... T 3 ···ir 51 ... 2S 2 ·--- ---- 6 1 3 00 
Number or unlnsp()Ctcd vessels Involved •••••• '};/ 4 7 ··m1· • ...... 36 11 ---- 25 ---- "ff 51 5 2 101 
Number of pcr,;ons dcceased/lnJured •••••••••• 15/13 1/5 3/1 3/7 10/3 /4 ---- 23/41 llf2 ---- 21/4 ....... 43/14 /6 2/3 177/110 

PRIYARY CA.VS& 

rersonnel fault: 
Pilots-State............. ..... ........... . . . ...• .•... . .•..••.... • . •••...•.•..... ...••......•.•.•.........••••....... ......•• ..••••..... •....... 

n~~~·~nr~~dooumc"ntici.seania1i::: :: ...... i. :::::: :::::: :::::: ::::·· ····2· :.:: :::: ······i· .... i . :::· :::·:. . ... i . :::::::: :::::: :::::: ·······o 
Unllccnscd- w1docurnontcd persons...... 9 2 I :i 2 1 . • •• •••. .; 3 .... 5 •• •• •••• 3 ••••.. 1 35 
All othe1'S . ••••••••• ••••••••••••....••••••• t • ••••• 1 -- - -• •• •• •• ..•. •• •••• •••. 6 •••• •• •• ....•• •••• •• • • 2 ••• ••• ... . .. 10 

Error in judgment-calcu!Btod risk.... . . .. .. ........ ...... . . •. . .... . . ..•• •...•. . ... .• . .. . .•. ..•.•. .... ...... . . .. .... ... .•. . • . . . ... . .....••••• 

r:~~~~.:'a~~~'.'~·:·:: .: :::::: :: : : .... :::: :::::: :::::: :::::: :::::: :::::: :: ........ :::::: ····2· :::: .... i . :::: :::: ..... T :::::: :::::: ·······5 
Unusw•I curront.s. ................... ....... .. ••.•.... •.•• . • ...... 1 ••••• • ••• •••••••••••••••••• • •••••••••• ••••••••••••••••••••••••• •••••••• • •••••••• 

~~~[ii ~~~~1~:!ir ~::tg~;~~eci.eci::::::::::::: :::::::: :::::: :···:: :::::: :::::: :::::: ::::,:::: :::::::: ::~ ..... :: .. :::: :::: :::: ::::::·· :::::: :::::: :.:.:::: 
FallureofoQulpment.................... . • 1 . ••• •. ••.. •• .. . . .. •••.• • 1 3 . 4 1 ..•. 1 •••• •... ll 4 .•.. . . 26 

~~~1~:~r~~~:~:~~!~~::::::::::: :::::::: :::::: :::::: ====~= : :::~: :::::: ::::.:::: :::::::: :::::: :::: :: ::~- :=:: :::: ======~= == ==== :::::: ...... ~~ 
Fnnlt on part or other vessel or person..... . . . l 2 2 1 •.. . _ . .. . .. ..•• •• •• •••.••.. •••••• ••.. I •••• •• •. 4 •••••• •• •••• 11 
Unknown-lnsufllclent information........... •.•••••. ..•••• •..... ••.... •••• •..•• 3 • ••• Ii I •• •• 5 .•• • •••• 1 ••••. . 4 Hl 

TYPE OF VESSEL INVOLVED 

Inspected vossols: 

tf.~3:
1

~~~~~~--==·:=··==~ =[ : .. ii.: ::[[ .. ::-=== ::;;~; [::==: :j~i= ·:·= m= :::~;;:: ;;.1~- =-== : .. ·= =·.· ~-: ====~ = =;;;:· ::·
1'.: :::~;: 

Publio • •••........... . ••......•••••••••••• ••••••••••••••••. ... ••... • •• .•• . •• . . .•.••• •••.•••••••. ••••••••....••.. ••••••.••••••••••••••••••••••... . ••• 
Misccllm111ous. . . .......................... •••.••.. •.••.. ..•. .. ...... ..•... ..••.. .•. . .... 8/ 7 .••••• •••• ...••. •••• •••• •••••••• ••.•.• ••••.. 8/7 

Unlnspectcd vcssols: 

~~~:::::::::::::::::::::::::::::::::: : ... ;~~-- --~~~- -·~r ··ii2· ~? ====== .:~. ==== 
2/2 
1/2 
/2 

11/ •• • • 19/l •• . • . . .. 21/2 2/ 66/14 
•••••• ··-· 1/ 1 •••• •• •• 10/2 •••••• ··•·•• 16/ 11 

4/2 / l ····-· 8/ 6 
Mi.St...,flaueous............................. 11/9 •... . . / J ... i4 . .. ii i" :::::: "ii" :::: 11/ 16 :::::: :::: .. ii2. :::: :::: 8/2 /4. •..... 32/40 

PARTICULAlL~ 0 ¥ l'ERSO.N D.£C&AS&D/lNJ ORED 

Papers of docoased/inJurod: 
Licensed by Coast Guard................ . . . ..•••. •••••• ••.... 1/ . .•.•• 13/2 .... •••• 2/2 / 1 ..•. ••...• •• •• ••.. 1/2 
Doo1unented by Coast Oulll"d •............•••••.•. .•••.• •.....•••...••••.. 23/4 •.•• •••• /8 •••••• . • . . 1/ ..•• 1/ 1/3 
No liconso or document..... . ............. 13/ 13 1/ 5 1/ 1 2/7 10/3 8/1 / 4 •••• 21/ 29 11/1 •• •. '}t)/4 •••• •••• 40/8 
Other- unknown- foreign . ............... 2/ 2/ . . .... . ....• . •.••• •. . . .••• /2 . ...•. ••.. ...••• ..•• •••• 1/ 1 

... ii" ... i i" 
/4 2/2 
/1 .•.... 

Status or ca)lllClty on vessel: 
Passenger........... ...................... 9/ 7 ...... ....•• /2 / 1 ••.... .•. . • .•• ......•• /1 •••. l /2 ••. . .... 2/ ...... ..... . 
Longsboreman-harbor worker.. ... ...... .•....•• .••••• •••••• ••••• • ••.•.• 3/1 ...• •••• 5/4 •••••• .• •• •• •. ••.• 4/2 •••••• /2 
Crewmcmbor .•....•••........ •........... 6/6 1/5 3/ 1 3/5 10/2 M/6 /4 ••.• 5/14 11/1 •• :: liii2 . .... I/ 35/10 /6 2/1 
Othr.r..... .... . . .... ............•....• ..•.••.• ....•• ... . . . ...... . •••.• 6/ 13/23 ..•••• •••• 1/ 2/2 •••••• •••••• 

Activity ongogod In: 
Ott duty...................... . ... ...... . . ....... . /3 .••..• ..•••• •••••. 1/ 3/2 3/ •••• 2/ /2 / 1 
Deck department duties............ .. • • 5/5 ...... 3/ 1 3/4 6/2 15/4 )i" :::: / 4 6/ •••. 4/2 ••. . •... 11/ 5 2/ 
Engine department duties. ............... .•..•••• .••••• ••.•.• ••••.. 1/ 13/ 1/4 / 1 ••.. ••.... •••• •• •• /1 /6 /1 
Steward.q department duties... . .......... •••••••• / l ••..•. / I ••. .•• 7/1 / 1 •••• •• •••• 2/ .•••.••• •••••••••••••••••••• 

~~V@.~~~~~·;~;:·::: :::: : : : : : :::: :::::::::: : :::~~~:: :: :~~: :::::: :::::: ::~~~: --~;~. -~~- :::: : : :~~::: ::~~: : :::: ::~~:: :::: :::: l~~ :::::: :::~~: 
Passenger......... ..... ................... 8/7 ....•• •••••• / 2 ••••.. ••..•. .... . •.. ....•••• /1 ••.. 1/ 2 •••• .•.. 1/ •••••••••••• 
Other and unknown...................... . . ....•. 1/ •••••• .••••• l/ 5/ .... •.•. 16/30 •••••• ••.. 3/ •••• •••• 17/2 •••••• ....•. 

Location ol vessel: 

it ~~~c.;.: :::: ::: :::::.::::::: :::::::::::: .. ioi4 .. ... is· :::::: ~~ ··2r .. ::~. :::: :::: ... ~:~ .. :::::: :::: ··4r :::: :::: .... :~-- :::::: :::::: 
Underway........ ........................ 5/9 1/2 3/ 1 /5 8/8 42/2 /4 •••• 20/40 11/2 •••• 17/4 •••• 1/ 43/18 /0 2/3 

Part of body: 
Head.............................. . .. .... /1 .....• •••.•• /1 1/ 2/6 .... •... .••••••• .••••. •••• .••••• ..•. .•.. 6/3 /1 /1 
Back........................... .......... /3 / 3 ...... /1 ...... ...... .... .... / 13 •••••• •... / 2 •••• •••• /5 ••••••••••• • 
Chest.................................... . / S •..•.. •..... .....• / 1 •.•••• .••• ••.• / 1 .....• . ....•.... •.•• .•...•..••..•••.•..•.••• 
Extrcmlllns.. . .... ........................ / 2 1/1 • .•..• / 1 •....• •••.•. /S .... 9/11 /1 .... ...... . •.• .••• / 3 •••••• •••••• 
Illness........ ............................ ........ ...... ...... . ..... ...... . ..... .... .... . . ...... 1/ •••• •••••• •••• •••• I/ ........... . 
Drowntntt... ••••..••..••.•.•••.•••••••••• 15/ ...... 3/ 3/ 9/ ••••.. •••• .••• 5/ 10/ 21/ •••• l / 34/ 2/ 
Uiupeclficd and miscellaneous. ........... /2 /1 /1 / 4 / 2 42/1 /1 ••. 9/16 / 1 /2 •••. .... 2/3 ... i6. /2 

January 1973 
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ST A TISTICAL SUMMARY OF DEATHS ON BOARD COMMERCIAL VESSELS 1 

(Not lnvoving a Vessel Casualty) 

l July 11112 to so Iunc lm 

Flscol yoor 1072 

Xnture or dentb 

---------------------:--------------- - ------- ---
CAUSE OF DEATH 

Total: 348 • • -------------------- ----- ------- --------- 147 7 19 ---- 8 2 ---- 100 5 21 8 a ---- ---- 2 1 ____ ____ ____ s 
19 Intoxication.................................. .. 1 ---- - --- ---- l --- - ---- ---- 14 ------ ---- 1 -- ·- -- -- ---- --- - -- - - ---- ---- -- -- -- -- ---- 2 

·~ !~~~;;1:~;~~~i:: .. i:··:: :~; ::;. ~~- ::·. :::= jf ~: :·:: ;;; ... J ::: ;: ::i: ::;: ::;= ::) .. ·) ::;: ::1: ::;: :::: .. ·· .;:; : .. ! ::~i 
~ Pv:t~;s~f~Jo~~~~~~~=~e<.1-::::: ::::::: : :::::: :::: .::: :::: :::: --i- :::: :::· :::: i :::::: :::: :::: :::: :::: :::: :::: :::: :::: --i- :::: :::: :::: :::: 

,1 ~E~i~~1i;::::::::;:::: ;;:: ;;:; ;;;; ;;:: '.'.·'. '.'.·'. :;;: ;;:: ::::i: ;:;;·i ::.: ;? :::. ;;:: ;::: :l:: ;::: ==:: ·:;: :;:: l::: :;:: ::;: 
2 ImproperuseortoolsorequJpment •••••••••..•• ---- ---- -- -- ---- ---- ---- ---- --- - ------ ------ 2 ---- ---- -- -- ---- ---- ---- ---- ____ ________ ____ ___ _ 
4 Miscellaneous caUSOS--------------------- ------- -- -- - --- - ---- ---- ---- ---- ---- 1 ------ 1 ---- --- - ---- ---- ---- ---- ---- ---- -- -- ---- ---- 2 

TYPES or VE~ELS r..-vor.VED 

Jnspooted vessels: 
16 PasseOJ!:or ond rerry-lo.rie-- -------·----------- - {} 
22 Passenger and rorry-smnll •• . -·--·· --·- · -------- 20 
UO Freight ships and bnrgos ••• ·------·-------·-·--- 47 
40 '£ankships and barges.·-··--·-·----------------· 22 
6 Public .••• · · ----·----·------···-·-·-· -- --------- 3 
l Mlsccllaneous ••.. ------------------ ------ ---- --· 1 

64 
Unlnspcct.ed vessels: 

17 

~ i~~:~~~~~~~~~=~~~~~~~~~~~~~~~~~~~~~~~~~~ Ii 
TntE or DAY 

4 ---- ---- ---- ---- ----
"T ~ :::: --~- :::: :::: ·-0-

3 

2 1 ---- l 

3 --- - l ---- ---- ----
1 ---- ---- ---- --- - ----
2 ---- 2 1 -- -- 2 

2 ------ ---- ---- --- - -- -- ---- --- - -- -- - --- ---- ---- ··-- ---- ----1 
1~ __ _ T _T _T ::~: :::: :::: :::: :::: -T :::: :::: :::: :::: ---f 
1 · ·--- - -··· ---- ---- ---- --·- -·-- ---- ..•. 1 --·- -·-- ---- 1 

32 
17 
8 

20 

1 2 1 -·-- ·--- ---- 2 ---- -- -- -- -- ---- ---- 2 

! "T :::: :::: :::: --i- :::: ·-z- :::: :::: :::: :::: :::: 
6 1 ---- ---- -- -- -- - - ~ --·- ---- ---- ---- ----

~ ~ii~1~~::::::::::::: ::: ::::::::::::::: ::::::: ~! 
I 4 ---- 5 --2· ---- s 55 2 17 • 2 ---- --·· --·- 6 1 ---- ---- ....... 3 
6 13 ---- 3 ..... .. 41 3 4 4 1 1 ....... ...... ...... .. ..... 2 

2 ---- ---- ---- ..... 1 4 ---- .... ---· ....... ....... ... .... ·--· .. ...... --·· ---· --·- ....... ......... ........ a 

42 
100 
186 
20 

42 
Zl 

211S 
21 

107 
84 
17 
7 

16 
46 

28 
43 

18 
16 

314 

31 
12 
14 
4 

141 
115 
31 

PARTIC"OLARS Ok' D£CJ•:AS!';O 

Paws of deceased: 
Licensed by Coast Guard.------- ------- --­
Documented by CoBSt Guard·-----------·- ~ "T : :::: l l --·- A 
No license or documrnt ____________________ _ 57 4 8 ·--- 3 1 -- -- 1 Otber-unJ..-nown-forelgn. ___ ____ ___ _____ _ _ 

3 1 2 ---- -··- --·- ---- 2 Status or capacity on vessel: 
Passenger _____ _ --- •• - -- -- --- ----------- ---- - 28 
Longshoreman-harbor worker • • • ---------- 1 
Crewmexnbcr .•. ---·----·----· ·------------- 115 
Other. - --·------------------ ------ --------- 8 

3 -- -- ---- ---- --- - -- --
1 1 l - --- I 

t 15 ---- 6 --- 8 
2 ---- ---- 1 ---- ---· ----

2 l ---- ---- ---- ---- ---· ---- ·--- ---- --·- -· -- -·-- ---- -··-
18 ---··- 4 I •••• ---- ---· ---- ---- ·--- 1 •••• ---- ---- 6 
74 3 14 7 3 ·--- ---- l 2 6 -· --· - --·- - --- 3 
6 I 3 -··- -·-- -·-- ---- ---- -· ·- 2 ---- ..•• --· - -·-- -- --

~ ----3- --s- ·-r ~ --·----- ·-r ---- ··a- ---- ---- ---- --·- ----
s1 1 11 1 l :::: :::: ____ ·-r 2 ··i- :::: :::: :::: ---ii 
7 1 2 l -- ·- ---- - ·-- ---- ---- 2 ---- ---- •••• ·-·- 2 

Activity engaged In: 
Oft dntY----·---- -·---------------------·-- - 6.'5 3 13 ---- 2 3 ~67 · ---1-- ·1·a·· -- 1-- -------- -__ · -.-- -_-_-_·_ ---- -- -- --1-· ··1-· ·-1-- -__ · -- ·. -_· __ ··. -- ---.-- 61 Deck dcpnrtment duties •••••••••••••• -- ---- 20 I -·-· 2 6 ~ 
Engine dep11rt1nent du\les _______________ ___ 13 ---- ---- -- - - 1 -·-- -·-- ---- 2 -· ·--- ---- l ---- ---- ---· ---- ---- ---- ---- ---- ---- --·- ----

g~~~~~~~~~=~~'ii~~~~~~~~~~~~~~~~~ :~: ::~: ~~~~ ~~~~ ::~: ~~~~ ~~~~ ~~~~ :::~: ;;;;~; ;;~; } ::!: ~~~~ ~~~~ ~~~~ ::~: ;;~; ~~~ ~ ~~~~ ~~~~ ~~~~ ~~~~ 
passenger ..•. ---------·-·----···- -·--------- 16 1 3 -- -- ---- -- -- ---- ---- 7 ••• • 

1 
•• ··,_;- I ---- ---- ---· ---- ---- -·-- ---- ---- ---- -- -· --- -

Other and unknown _______ _________________ 6 2 2 -- ·- 2 2 ---· 1 17 2 ---- ---· ·--· 1 ---- 3 ---- ---- ---- ---- 2 
Location of vessel: 

At dock.---·- ---- --·---·--------- ---- ---·-- 3 1 ·--- -- -- 10 2 -· -- ---· ---- -·-- ---- --- - -- -- .••• --- · •••• ---- •••• 
t;;~~~~~ry._::::::::::::::::::::::::: ::: ::::: 1~ --;,- "iii- ---- -T ·-r :::: ·-g- S: 5 1~ ·-s- -T :::: :::: -T ··2 ·- - --i· :::: :::: :::: ---8 

Park~a~~~=:·-- - -------- ---------------· - - ---·- ---- 3 1 ____ 2 1 ---- 6 2 3 11 --·- ---- ---· ---- --- - . •• • 2 --·- -·-· ---- ---- l 
llack ••• ---- ------·-·-·-----------· --- ·----- - --- --·- 3 ---- 3 --·· -· - - -··- -- ··-- l a -- · - -· -- ---· ·-·- -·-· 1 · --- l ---- ---- ---- ----
Chest.-·--·-------·---·----------- ----·--···- -- 3 1 ---- ••.• --·- --·- 1 2 ·---- - 1 2 ---- ·--- -·-- ··-- 4 ---- ---- ---- --- - •••• 
E xtremities •• --------------·------ ----- ----- l ---- ---- -·-- -·- - --·· ..•• 1 ----·- - ----- 1 -·-- •.. - - · ---· -- - - I -·- ---· -·-- --·- ---- ----Dlnoss.---------·----------------------·---· 139 111 ----.-_- - -2-- --1-- _-_- _· _- -·-- 1 -- --- - --4-- -·-- ··-- · ·-- ---- -- - - -· -- -·-- ·-·- ---- ---- --- - ---!-
Drowning.-------------------·------------- 1 93 
Umpeelftcd nnd mlscellnneow..... ......... 6 2 ____ 1 ·--- --- 2 1 1 ·-g- --i- :::: :::: --j - :::: "" j " :::: :::: :::: :::: 6 

1 Sh\tMlcs concerning recrcntlon mul plensure boating- accidents are published in 0 0-367. 

14 January 1973 

STATIS 

-----
Totals: l~U 
48 Inton:I 
26 Phy""" 
36 Uosat. 
41 Ps:rcha 

200 unur.e 
5 \"ioba& 

648 HWDS2 
41 Deeb-
69 WcaU... 
9 Poorm 
3 Inadeq 
4 Iruideq 

57 Failml 
12 lJlSdol 

Iond..q 
4 ~~ 11 

18 = 11 

55 
rosi; 

23 I 
824 J 
144 , 

4 l 
39 l 

'Ca 
62 J 
69 , 
5 J 

18 l 

869 DaJt 
324 ~ 00 

131 
Ps;i1 

J 
931 I 
li6 l 

6 c 
SLo.11 

24 l 
9 I 

1,167 ~ 
43 f 

.!c• 
194 ' 545 I 
283 I 
112 f 

6 J 
34 I 
u I 
21 J 
35 t 

Lor.a 
28 J 
24 

l, 191 

See fool 
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STATISTICAL SUMMARY OF PERSONNEL INJURIES ON BOARD COMMERCIAL VESSELS 1 

(Not Involving a Vessel Casualty) 

Nnturo of injury 
- -

>'. tZ 
§ 

"" s 'O 

f fl " ~ s .l:l -" ~ af.!3 g ~ ::l .s' .. § ] 
<I) t ~ ~ :5 ~ l1 

b' :5 "" .s .; 
'O 'O " ... .c Q 

'O " c " c T 2'"' .3 .c .c E 'g 

~ 
'5 .. ~-g .c :s c .c "! 1 July 1971 to 30 June 197'2 : 0 a. " " " 2 ~fi ~ ~ 
0 

~ :I ~ o-:;::: ~p 'O Flscnl year 1972 I .., 8 e .;,,, 

]~ 'O .ro g e3 8 " ~ ~3 
c 

~ 0 ;o .. 'O ~-c ~"5 "" .c .. ., 
~_g ~ .!! 

.. .c oo c i; 6 ~ -;;e = 5 8 ~g "' " .. ..,g "' c ::l 

§ ~! .. ::; o 'O i:: c; 
'O ,,, ,,, 'O s ~ "~ Ii ~o 

;; - o .. ,., 
~~ .s s. ~8 ~s = ~ ~ = ~~ .!'! " .... c e "' _. ""a. & {1 ~ "'"' ::; ~i :lj i ef !1--g e 1n R-a ~ .9- a a "'"' "' 2:: §~ :; ~ 'a 2"" " .. :s .5 
.,,_ s-

:::0 :::l :::0 -'O "' iii 
~ ..... "' " _a ;5·-rn ro rn "" I:, ... rn ~ 0 = ·~ 0 p.. fl1 0 0 <: 

- - -- - - - - - - - - - - - - -
CAU~I:: Oll' 1N1UltY 

Tolals: 1,243 __________ __ ____ _________________ ________ , __ ·--- _ _ 145 23 180 128 12 12 221 71 41 56 2 4.1 06 ll 100 38 45 36 
48 Jntoxlcation ••••••.. . ••. __ ___ _______ ___ ----------------- --- 16 •I 8 7 -- -- -- -- ------ •.•• 1 •••• ---- •••• ---- I -- -- ------ l 8 3 
26 Physical deficiency or hnndlcap_____ _____ _________ __________ 6 6 4 -- -- ---- ------ ---- ---- •••• ---- ---- •••• --- . --- 11 1 
3G U n.sate movement or posture ••••• ---- --------- ---- --- -- -- --- l --- - 6 6 l ---- •••••• ---- ---- 3 ---- ---- ---- •••• -- - - 17 1 •••• 2 
-ll Psychologicul- lmmoiurity, insanity ___________________ _____ •••••• ---- 1 1 .• 

3 
••.. 

3
.. 1 - --- - --- ---- -- -- ---- ---- 2 •••. 2 l 33 •••• 

200 U nsnfo practice_______________________ ___________________ __ _ 25 3 7 19 18 2 13 20 •••• 6 12 1 22 4 •• •• 4 
6 Vlola&lon of law or r~lat!on_______ ____ __ _ ___ _ _ -- ---

86
- -- -

1
-
1
-- •• 

1
•
1
•
0 
•• ••• 

68 
• • • --

6
- - --

6
-- l •••• ---- ---- •••• - --- - --- -- -- ---- ------ -- -- 4 ----

648 Iluman errors·----------- ------- --------------------------- - 100 2 43 20 24 1 34 ~5 3 61 J9 - --- 19 
41 Dccks-sllppcryorcluttorcd................. . . . . ........... . 4 l 26 G ---- ---- 1 ••.••••• ---- ---- ---- ---- ---- ---- 1 2 ---- l 
69 Weather conditious.. ------·········-- --·······--·----- ---- 3 2 14 9 l ---- 12 •••• 10 1 2 I •••• 4 7 z 1 ---- ••• • 
U Poor maln1.cnu11co or housekeeping.......................... 1 .... 2 •••••• •••• l a ---- ---- ---- ---- ---- ---- •••• ...• l l .... ----

~i t~g~~~~~~!t~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~~ ~~~ ~ ~~ : :: :~: ;;~; ::::!: ::::~: ~~~~ ::~ : :::~~: ~~~~ -+ ~~~~ ::~: ~~~~ ::~: :~~~ :~: ~ ::::~: ~~~~ ~~~ ~ ~; ~~ 
Inadequatelifo prc'S('rvcrs •••••••••••••••••••••• •••• •••••••• • ------ ---- ------ -- ---- •••••••••••••••••• ---- -· -- ---- •••••••••••••••• •••••••••••••••••• 

4 Inadequate t.ools or cqulpmcnt ___ ________________________ ___ ••• ••• •••• I •••••• ---- ---- 1 •••• ---- ---- ---- ---- ---- •••••••• ------ 2 
II l m•dcquate protective equipment.. ••••••••••••••••••• . ..... . ------ ---- ------ 2 2 l l •••••••••••••••• ------ 4 
18 Improperuseoftoolsorequ!pment________ -· ---- --- - 1 - --- •••.•. 1 1 -- -- 6 3 3 ---- •••••••• 1 ---- - - ---- 1 
11 Mlscellaneouscauscs •• ••. ••••••.......••• •••••.•••••••••••••• ------ I ------ 1 ---- ---- 2 I •••• l •••••••••••• ---- - - ---- 1 

1 
1 
4 

nn 
23 

824 
144 

4 
39 

62 
69 

6 
18 

TYPES or V£$£LS IXVOLV.l!:D 

Inspected v essels: 
Passenger and ferry- large •••..•••••••.••••• ..•.. .... .. 
Passenger and fcrry-surnlL ......... •••.••........ . . . . 
Freight ships and hnrgcs. ------ - ---------·-··· · -·····­
Tanksblps und b1Lrgos •• ••••• --------- - ----- · •••••••••• 
l'ublio . _ •••••••••• ••• ••••.••••••••••• •• ••••••••••••.•• 
lllisccllaneous •• •••. .•••••••••••••••.• -------- ---- -----

U nlnspect«l vessels: 

8 
3 

100 10 
16 2 

l 
1 

11 
4 

123 
~ 

I 
2 

9 6 3 l 2 3 2 ---- 4 4 

7~ 5 ~ 13~ ·-a- 4~ 21 3* 2 1! 4~ ~ ---i)ii" "28" ·31· J 
17 1 2 :.iii l 13 6 10 1 4 8 3 9 2 

! ---- "T --··7· ---- ·-r --4- ---- ---- ---- --i- ---- -··-s- :::: :::: ~ 
Fisblng _______ __ ______________ ___ ___ ___ ___ ____________ ------ ··-- 4 7 

1 1 20 ---- 3 3 2 ---- 14 3 - --- ------ 1 1 2 

E~:~~~~:;:·:::::::::::::::::::::::::: : ::: : :::::::: ----~- :::: ---~~- ___ !_ 
4 l 16 2 6 2 i 2 1 4 2 - - -· l 

i --~- ~ i ---· "T ·-z- :::: :::::: --i- :::: :::: 
TIME OF DAY 

859 Daytime ••••••• ••••••• •. . .••• - ------- · ·········----------
32-1 Nti:httime........ •• -- ----------------------·····-- ---

00 'l'Wiligbt. - --- - - ------ -- --- --- --- ------------ -------·-

95 9 
44 l4 
0 

100 
01 
10 

92 6 8 
28 5 3 
8 1 1 

171 
44 
0 

4 52 31 41 
JO 8 13 
3 2 2 

2 30 80 0 
JO 20 2 
1 6 

86 31 10 26 
20 7 20 9 
3 6 2 

131 
931 
175 

6 

24 
9 

l, 107 
43 

194 
645 
283 
112 

5 
34 
14 
21 
35 

28 
24 

I, 191 

PARTICULARS OF PERSON INIVllED 

Papers of person Inj ured: 
Licensed by Co3St Guard_ ____ _________ _______________ 20 5 13 
Docruuent.I.'() b)' Coust Guard......................... ml 18 146 
No llccnso or document.------··········---·-·-------- 7 •••• 21 
Other-unknown- foreign ••••••••.•••.••.•••••.••...•. -- --- - ••.••.•••• 

16 
89 
22 
1 

2 
6 
4 

2 
4 
6 

17 
108 
38 
1 

2 11 13 ---- - --- 6 l 15 3 3 
I M 20 37 2 21 61 9 89 30 39 
3 13 9 6 ---- 20 8 1 5 5 2 

1 1 l ---- ---- ---- ·-·- · -- --- ---- l 

2 
28 

6 

Status or capacity on vessel: 
Passenger •••••• ---·-------------- -------·------- - ----- 2 •••• 7 5 1 l 3 •••• •••• •••• 1 --- - ------ - --- 2 
Longshorom11n-llo.rbor worker. . . . . . . ...... ................. .... 1 -- ---- ---- 1 3 ~ -

6
-5- -

3
-
6
-- 5~ --

2
-- -

3
-
8
-- -

63
--- -

1
-
1
-- --

1
-08" ·3

6
-- ·4

2
·-

33
1 

crewmembcr. ···------·-···-----------·-·· ······· ····· 13G 23 169 120 1l 9 212 -
other.................................................. 8 3 3 1 l 8 3 6 3 2 l 1 2 2 

Activity ens:aged 1n: 
Of! dutY---·····-·------------------- ----------- ------ 36 20 40 23 4 1 3 8 1 7 2 7 8 29 6 
Deck department dutk-s.......................... . .... 49 1 81 60 4 7 164 2 34 11 8 •••• 29 26 7 42 16 6 8 
Engine departmen t duties_____________________________ 311 :z 23 29 1 28 17 2! 36 2 I 20 1 47 5 4 4 
Ste\Vlll"cts dcporlmenL duties....... .................... 16 ____ 23 10 ____ ____ 7 •••• 4 --- - 7 •••• 2 8 1 11 7 3 13 

~~=~g-~~~::::::::::::::::::::::::: :::: ::::::::::: :::::: :::: ----2· ----4- ""i" ii --~- :::: --2- ""i" :::: ""$" ""i" :::: :::::: :::: :::: ·--2 
Dr11ls ••••••••••••• •• • ••......•••••••••••••••••••• • ____ ---- -- •••• 2 5 2 •••• l 2 ---- •••• •••• •••• 1 1 •••• ---- •••• 
Passenger •••.••••.. . . ...••• --- ---------···------------ 2 7 4 1 ····1·· ---- 2 ··4·· ··;;· ---- 11 ---- ------ ··2- 12 21 Other and rulknown ••• ____ _____ _______ ______ ______ ____ 4 2 3 1 " " 

Location of vess<>l: 
At dock •••.•••••••••• •.••••••••••.••••••••••••.•••••• 3 2 •••••• 3 ---- l 0 •• •• 2 2 1 •••• 2 3 2 •••• •••• l 
At anchor............................ . . ............... 3 4 2 2 ____ 8 ••.• 1 1 ---- l .•.• •... l l •.•••••• 
UnderwaY---·-------·-------········ ·············---- 139 21 176 123 10 11 210 4 68 39 54 2 38 62 11 106 37 46 36 
Unknown ••••• ---------- -- ---------- - · -·····---- ------ •••••••••••••••••••••••••• ------------------ ····---- · ···---- --------······------------

See footnote at end of tnble. 
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STATISTICAL SUMMARY OF PERSONNEL INJURIES ON BOARD COMMERCIAL VESSELS,_ 
Continued 

(Not Invo lving a Vessel Casua lty) 

Nature of Injury 
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0. 'O Fl!cal year 1972 .b I .b 
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:§.;; ~~ 0 5 ... ;:; 5.o a-5 coo c > .. ::::= = ~ iii ;;; ;;; Ci.i ... ... "' ;.: <LJ 0 l'l ~ 0 ~ :::1 0 0 <: 
- ---- - - -- - - - - - - - -- - - --

'l'ol.clls 

Part of body Injured: 
121 
4l 
28 

nead ••••••.•• ••••••••••••••••• . .•••••••••.•••••••••••.•••• 

~~k·ii,1ii5i1iiiiicior::: :::::::::::::::::::::::: : :::::::::::: 
22 2 9 15 ....... ........ 2!J •••• 10 3 6 •••• 1 . .. 2 1 19 I 

Extro111itlt>s ....... - · ....................... ............... .............................. . 

l 
5 I 

l ------ ---- ---- 11 
6 ~ 

""6 ·-g- 2 
02 61 JM 

I •••• 2 1'I •••• •• . • 1 •... •..... .... .... 10 
3 1 .... ...... .• l 2 l 3 .... 

46 36 28 2 39 6~ 4 26 32 15 21 70·1 
61 
iO 

194 
24 

ChcsL •••••••••••••••••••••••••••••••••••••••••••••••••••• 
Abdomen ond hip ••...•••.••••••• ••••••••••••••••••••••••• 
Back •.. . •.•••..••••••••••.•••••.••.•••••.. • ••.•••••••••••• 

Ml 14 
10 4 
9 •••• 

8 17 2 1 9 •••• 2 •••• 2 •••••••••••• 2 l :t 1 •••• 

37 2 
lb 3 ··r l 6 ••.. 5 ••.• 4 .•.• l 2 l 18 l 3 ...• 

Unspecified and miscellaneous ••••.••..•••••••.•...•••••••. :t •••• 
44 25 2 II 
4 4 2 1 

•..• 0 l l .••• •... .... J ~ . • '. . ··4· ~ 
3 •..••••••••...... ....•.. •... 

1 St~Ltistics concerning rocrcntlon nnd plea3ure booting accidents are published ln CG-357. 

lessons from casualties 

Death Dealing Drinks 

This true story of five thirsty crew 
members of a Gulf Coast fishing boat 
provides tragic proof of the adage, 
"Alcohol and salt water don' t mix!": 

After spending a night anchored in 
the vicinity of the Mobile Ship Chan­
nel-a lonely Saturday night cased by 
the fellowship of good shipmates and 
liberal amounts of wine and whiskey 
brought on board-the vessel and its 
crew were supposed to proceed to the 
snapper fishing grounds in the Gulf of 
Mexico. During the "morning after," 
however, the captain found a red and 
white can which was labeled " lacquer 
thinner." Highballs of orange juice 
mixed with the contents of the can 
were poured for all hands and the can 
was thrown overboard. One crew­
member didn' t drink any of the brew 
because it didn't taste right to him, 
but the other four emptied their 
glasses. 

16 

The four that drank the concoction 
became ill and began vomiting. 
'i\'hen their condition hadn' t im­
proved on Wednesday morning, the 
crewman who had not drunk any of 
the mixture decided to bring the men 
in for medical attention. The captain 
died within three days of their return 
to port; another crewmember died 
within a month. The two other crew­
members who drank the highballs 
lived, but were hospitalized for three 
months. 

Autopsies of the bodies revealed 
that the cause of the death wa~ the in­
gestion of carbon-tetrachloride. The 
chemical was used by personnel of the 
company that owned the fishing ves­
sel to clean and maintain the fleet's 
electronic equipment. Though the 
chemical is normally kept locked in a 
store room ashore, the can found by 
the captain that Sunday morning was 
probably inadvertently left onboard 
the vessel by a repairman. T he lesson 
should be obvious. 

Where's the Fire? 
In the spring of 1972 the crew of 

a vessel proceeding through the ice 
packed waters of Lake Superior 
found their vessel's engine space sud­
denly filled with C02 from the fixed 
fire fighting sytem. No evidence of 
fire was found, and none of the men 
aboard had activated the system. 

Subsequent investigation indi­
cated that the ship's vibrations while 
grinding through the ice caused 
some of the system's C02 cylinders 
to rotate in their brackets. Those 
that rotated were the "pilot" cylin­
ders ; their motion activated the rest 
of the system. 

A confined space suddenly filled 
with deadly carbon dioxide can be 
fatal to those trapped within. In this 
case no one was hurt; however, the 
lesson to be learned is that special 
attention should be paid to the tight­
ening of the cylinder rack bolts to 
prevent similar unwanted and pos­
sibly dangerous discharges. 
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Container Ship Visibility 
Manual Published 

maritime sidelights 

Sea-Land Service, Inc. has recently published a pamphlet entitled "Visibility Manual for Container Ships" 
as an educational and safety effort for the company's personnel as well as for pilots. lt is felt that this effort on 
behalf of safer operation of container vessels is worthy of note. A sample page from the manual is reprinted below. 

CLASS: C4·X, C4·X2, C4-X3 
Charleston, Portland, Newark, Boston, Mobile, Brooklyn, Galveston, New Orleans, Philadelphia 

1. Diagram is based on a draft of 26' O" forward and aft. 

2. Visibility fo rward is from centerline window in wheelhouse. 

3. Visibil ity aft is from wheelhouse side doors. 

4. ror drafts other than the basic draft. the following corrections 
per foot of draft should be made. 

APPROXIMATE CORRECTION PER FOOT OF DRAFT 
A B c D -

Designed Profile 
Increased Draft -13 -8 -4 -6 
Decreased Drtift +13 +8 +4 +6 
Stcaminq Profile 
Increased Dratt - 13 8 - 42 -6 
Decreased Draft +13 +8 +42 +6 

Designed Profile 

Co 
M 

c 240' 

January 1973 

5. In addition to the draft correction, the following 
modifications should be made for trim. 

APPROXIMATE CORRECTION PER FOOT OF TRIM 
A B c D 

Desiqned Profile 
Trim Bv Head -40 - 11 +8 +5 
Trim Bv Stern +40 +11 -8 -5 
Steamina Profile 
Trim Bv Head - 40 - 11 110 +8 
Trim Bv Stern +40 +11 - 10 -8 

6. The following example shows how the corrections arc made 
for draft and trim variations, assuming the designed profi le 
applies. 

A B 
Data from Diagram 26' Draft 945 386 
Corrections 2· Deeper Draft - 26 - 16 
Corrections 2' Stern Trim +80 +22 
Final Visibility Data 999 392 

Ship Ru tricted 

A 498' 

c D 
368 243 

8 - 12 
16 - 10 

344 221 

io 
·-- !!! 

al 
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COAST GUARD RULEMAKING 

(Effective December 1, 1972) 

-0 ., 
13 
g. t:o 
'"' 0 
O.:.i 

..... "' o E .., ., 
u -
·- :::l 0 .... 
z 

1971 PUBLIC HEARfNG 

PH 8-71 Specification: 
Ba. Lifeboat winches .... ....... . . ............. . 2- 24-71 
Sb. Lifeboats ............ ..................... . 2-24-71 
Be. Line-throwing appliances . .. .. ..... ......... . 
Bd. Inflatable liferafts ......................... . 

2- 24-71 
2-24-71 

PH 9-71 Fibrous glass-reinforced plastic construction of 
small passenger vessels ........................... . 
(Second Notice of Proposed Rulcmaking due to revi-
sions of original proposal) ..... .. ...... ... . .. ..... . 

2-24-71 

4-6-72 

1972 PUBLIC HEARING 

T ailshaft inspection and drawing (67- 71, 4-71 ) ....... . 
Stability-wind heel criteria for cargo and miscellaneous 

vessels (43-71 ) ...... ...................... . .. ... . 
Definition of international voyage (12-70) ............ . 
Portable foam firefighting equipment-ta.nk vessels (17-

71) .. ....• • ...•...•........... . ............... . 
Visu:'ll acuity requirements, original licenses (23-71 ) .... 

3-1- 72 

3- 1-72 
3-1-72 

3-1-72 
3-1-72 

ANCHORAGE REGULATIONS 

Casco Bay, Maine .... .... . •.............. .... .... . 
Henderson Harbor, N.Y ...... ........ .. .. .. . ... ... . 
Puget Sound Area, Wash. (CGFR 72-13) ............ . 
St. John's River, Fla. (CGFR 71-162) . .. ............ . 
St. Marys River, Mich ... . ...................... .. . 

6-16-72 
6-20-72 
2- 3- 72 

12-22-71 
6-7-72 

San Francisco Bay Arca (CGD 72-78) ............ ... . 4-28-72 

San Juan Harbor, P.R. (CGFR 72- 12) . ... . ......... . 
Willington River, Ga. (CGFR 71-153) .. . •............ 

2- 1-72 
11-25- 71 

BOATING SAFETY (GENERAL) 

Numbering and casualty reporting (CGD 72-54) cor-
rected; F.R. of 11-17-72 ........................ . 4-19-72 

Revocation of Parts 171, 172, and 1 73 of Subchapter S of 
Title 46 (CGD 72- 176) .................... ...... . 

Personal Flotation Devices (CGD 72-172, 120, 163) .. .. . 10-6-72 

BRIDGE REGULATIONS 

Bear Creek, Md (CGFR 72-17).... . ........ ..... ... 2-2-72 
Chattahoochee River (OGFR 71-166).. ......... ...... 12-29-71 

Idaho State Memorial Bridge, Clearwater River, 
Lewiston, Idaho (CGFR 71- 169)............... . ... 12-29-71 

Interstate 1-90 at Lake Washington (CGFR 71-168). ... 12- 21-71 

Three Mile Creek (CGD 72- 217) ............. . ..... . 

White River, Ark. (CGD 72-213) ..... ......... ..... . 

t:o 
c; 

-~ .., 
..<: 

-~ 
3 

;;) 
A. 

3-29-71 
3-29-71 
3-29-71 
3- 29-71 

3-29-71 

None 

3-27-72 

3-27- 72 
3-27-72 

3-27-72 
3- 27-72 

. ········ · . . . ... ... . 

... .... ... 

. . .. ...... 
7-6-72 

7-12- 72 
5-24-72 
San 

Fran-
cisco 

..... .. .. . 

... .... ... 

5-17-72 

11-20-72 

1-26-72 
Florida 

2-1-72 
1-27-72 

Washing­
ton 

'" .... tJ c 
.£ c <.: ., .., 

~i::: i::: Ei :E·g :a ~ 
"' u ~ u ~ "' ~ < 

5-15-71 . .. . 
5-15-71 . . . . 
5-15-71 ... . 
5-15-71 .. . . 

5-15-71 . ... 

5-8-72 x 

4-3-72 x 
4-3-72 x 
4-3-72 x 
4-3-72 x 
4- 3-72 x 

7- 19-72 x 
8-1-72 x 
3-5-72 . . . . 

1-31- 72 x 
7-15-72 ... . 

5-27-72 x 

3-4-72 x 
12- 27-71 x 

5- 31- 72 ... . 

12-11-72 .... 

= 3: 

"' ... 
"O 

-5 
3 

. ... ... .. . 

. . .. ...... . ......... 

. .... ..... 

. ......... 

. ...... .. . 

. . ... .... . 

.......... 

... . ... ... 

.... .. . ... 

....... ... 

.......... 

.. . ... .... ......... . 

... ....... 

. .. ······· 

. ..... .... 

.. ······· · .......... 

8-24-72 
s-24-n 
8-24-72 
8-24-72 

····· ... .. 
. .... . . .. . 

... . . .. . . . 

... . . ... . . 

.... ...... 

..... .. . . . 

..... . . . .. . 

... ····· ·· ... . . .. . . . 
11-30-72 

... . . .. . . . 
11--4-72 

. ......... 

.......... 

. .. .... . .. 

10-7-72 

10-7-72 

3-7-72 
1-27-72 

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

2- 1-72 
1-27-72 

x 

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

11--4-72 

11-3-72 

9-22-72 
9-22-72 
9- 22-72 
9-22-72 

.......... 

......... . 

. ...... ... 

. ····· .... .......... 

........ .. 

.......... 

. . . ·· ····· .. ... ..... 
12-1-72 

.......... 
12-1-72 

.......... 

·· ······ ·· 
·········· 

7-1-73 

1-1-73 

I 1-15-72 
through 
1-13-72 
11-3-72 

18 January 1973 

Humble 

North1''ork 
Raritan R . 
Nanscmon. 
Biscayne B 
J ohn Day I 

72-231 ). 
Oakland 1 

72- 225) . 
Nanticoke, 
Ogden Slif 
Sacrament• 
Saginaw R 
Union Paci 

Fort Casw1 
Marc Islan 
Ohio Rive1 
Ortega Rh 
Alabama r, 
Clear Cree 
New River 
Pompano J 
SL Lucic F 
West Palm 
Back Bay o 

Great Car 
(CGD 7! 

DebbiesCr 
Drawbridg 
AI WW, M 

72-190P 
Barnegat n 
Mi<ldlc Bri 
Alabama F 
Ewing Nar 

Cold comp 

Etiologic a1 
Radioac tiv 
Radioactiv 
Radioactiv 
Comprcssc­
Dangerous 
Etiologic 

148PH). 
Dangerous 

72-171P: 
Dicblorobu 

Cargoes 
Dan~crous 
Ccrtificalio 

Customs 

See footn 
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Coast Guard Rulemaking-Continued 
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Humble Canal, La. (CGD 72-227) ...... .. ........... . .. . ............. . .... .. . .. . 11 -28-72 1-29-73 
through 
3-11-73 

North .fork, Mokclumne R., Calif. (CGD 72-218) ...... . 
Raritan R. , N.J. (CGD 7:.!- 219) .. ............. .... . . 
Nanscmond R. , Va (CGD 72- 244) ..... ... .. ....... . . 
Biscayne Bay, Fla. (CGD 72-230) .. ......... .. . .... . . 
John Day R., Blind Slough, Claiskanie R., O regon (CGD 

72-231 ) ....................... ..... .. .. ... .. .. . . 
Oakland Inner Harbor Tidal Canal, Calif., (CGD 

72- 225) .. ... . . .. ......... .... . ......... . . ...... . 
Nanticoke, Del. (CGFR 71- 142) ...... .. ......... ... . 
Ogden Slip, Chicago, Ill. (OGFR 72-16) ..... ........ . 
Sacramento River, Cal. (CGFR 71-165) ......... ... . . 
Saginaw River, Mich. (CGFR 72-18) ....... ......... . 
Union Pacific RR Co., Columbia River (CGFR 71-167). 

Fort Caswell Bridge, N.C ...... .. ........ . ..... .... . 
Mare Island, C al ..... ... ...... .. .. .... ...... ..... . 
Ohio River a t Huntington .. .. ....... .. .. ...... .... . 
Ortega River, Fla ..•......... . ..... .. ........ ..... . 
Alabama River, Ala. (CGD 72-159P ) . ............. .. . 
Clear Creek, T ex. (CGD 72-IG5P) .................. . 
New River, Fla. (CGD 72- 170P) ..... ............... . 
Pompano Beach, Fla. (CGD 72- 158P) . ..... ......... . 
St. Lucic River, Fla. (CGD 72-168P) .. . . ... ......... . 
West Palm Beach, Fla. (CGD 72-167P) .... . .. . ...... . 
Back :8ay ofBiloxi, Miss. (CG 72- l 73R) .. . .......... . 

'Great Canal, Satellite Beach, Brevard County, Fla. 
(CGD 72-l 75PH ) ..... ....... .. .. .. ... .. . ....... . 

Debbies Creek, Manasquan, N.J. (CCD 72-138R) .... . . 
Drawbridge Operations: 
AI WW, Mile 342, Fla.; Drawbridge Operations (CGD 

72-190P ) ..... ..... ....... ... ........ . ........ . . 
Barnegat Bay, N . .J. (CGD 72- 211 ) . ....... . .. .. ..... . 
Middle .Branch, Patapsco River, Md. (CGD 72-212) ... . 
Alabama River, Ala. (CGD 7:.l- 203) .. ..... . ......... . 
Ewing Narrows, Harpswell, Me. (CGD 72-205) . ...... . 

HAZARDOUS MATERIALS 

Cold compressed gases (CGFR 72-10) ..............•. 

Etio£ogic agents (CGFR 71 - 170) ... ... .............. . 
Radioactive materials (CGFR 71--62) ................ . 
Radioactive materials (CGFR 71- 136) ..... . . , ....... . 
Radioactive materials packages <CCD 72-91 ) .. ....... . 
Compressed Gas Cylinders (CCD 72-l 15PH) .. ..... . 
Dangerous Cargoes- Dichlorobutcnc (CGD 72-162PH). 
Etiologic Agents-Supplemental Notice (CGD 72-

148PH) .. .. . .. .. .. . ...... ... ...... ... . ... ...... . 
Dangerous Cargoes--Phosphorus Pcntasulfide (CGD 

72-171PH) ........... .. ....... ....... ........ . . . 
Dichlorobutene, Corrected, F.R. 9-20-72, Hazardous 

11- 8- 72 . . . . . .. . . . 
11-8-72 12- 14-72 

11- 11-72 .......... 
I 1-28-72 ..... ..... 

11 -28-72 . . . . . . . . . . 
11- 17- 7:.! . . . . . .. . . . 
11-24-71 . ···· ·· ··· 2-2- 72 .......... 
12-29-71 . . · ·· ····· 

2-2-72 . . .. ...... 
12-29-71 2- 23-72 

Wash-

6- 21-72 
ington 

..... ..... 
6-30-72 . .... . .. . . 
6-10-72 7- 13- 72 
6-21-72 ...... .. . . 
8-22-72 . . . . . .. . . . 
8-26- 72 ... . . . .. . . 
8-30-72 . . . .. ... . . 
8-22-72 . . . . .. . .. . 
8-26-72 ... . .. . .. . 
8-26-72 . . . . ... .. . 

12-12-72 
12-29-72 
12-15-72 

1- 2- 73 

1-2-73 

12-22-72 
12-24-71 

3-7-72 
2-7- 72 
3- 7-72 

1-27- 72 

7-25-72 
8- 7-72 

7-27- 72 
7-25-72 
9-26-72 
10-3-72 
10-3- 72 
9-26-72 
10-3-72 
10-3-72 

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

11-17-72 1- 1-73 

. .. . .. .. .. .. .. 11-25-72 1-1- 73 
x . ........................ ... .. 
x ................. ... ......... . 
x ............................. . 
x ............. ...... .......... . 
x . ...... ..................... . . 
x ... .... ..... ... ... ...... .... .. 
x .... ........ .. .. ........ ..... . 
x ............................ .. 
x .... .. ........ .............. .. 

.. . . .. .. .. .. . . .. .. .. .. .. .. . .. . . .. . . .. .. . . .. . 9-7-72 10-2-72 

9-13-72 
9-14-72 

9-30-72 
10-31-72 
10-31-72 
10-14-72 
10-17-72 

10-16-71 
I J-21-72 

1-7-72 
7-9-71 

11- 20-71 
5-24-72 
8-31-72 
8- 30-72 

8-9- 72 

9-6-72 

10-30-72 

. . . . . . . . . . 

..... ... .. 

. ......... 

. . . ....... 
11-21-72 

1-11-72 
• 2-22-72 
3-28- 72 
8-24-71 
2- 22-72 
6-20-72 
9-28- 72 

10-24-72 

9-5-72 

10-24-72 

I 1-13-72 
10-24-72 

11- 1- 72 
12-5-72 
12-5-72 

11-20-72 
12-6-72 

1-18-72 
I 2- 29- 72 

4-4· 72 
8-31- 71 
2-29-72 
6-27- 72 
10-2-72 

10-31-72 

9-12-72 

10-31-72 

through 
3-3-73 

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

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

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

x .... ...... ...... ... ... ...... . . 
... . . . .. . · · ··· 9-30-72 12-30-72 x ...... .... ........ ......... .. . 
x 
x 
x 
x 
x 
x .. ........................... . 
x ....... ... .. ................. . 

Cargoes (CCD 72-162PH)...... ....... ........... 8-30-72 10-24-72 10-31-72 X .... .. .. .. ....... ........... . . 
Dan~crous Cargoes; Nitrogen T etroxide (CGD 72-34)... . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 11-11-72 2-16-73 
Certification of Cargo Containers for Transpor t under 

Customs Seal (CCD 72- 139) . ...... ........ ... .. .. 11-17-72 ......... . 12-19-72 X ............ .. .... ..... . ..... · 

See footnote at end of table. 
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Coast Guard Rulemaking-(ontinued 

MARINE ENVIRONMENT AND SYSTEMS 
(GENERAL) 
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Oil pollution prevention (CGFR 71-160, 161) .......... 12-24-71 2-15-72 4-21-72 x ............................ .. 
Atlantic Iotracoastal Waterway, Vero Beach, Fla. 

(CGD 72-155P)................................. 8-16-72 . .. . . . . .. . 9-19-72 X 
Revocation of Standards of Waterfront Security (CGD 

72-194) ....................... ............. .. ................................... . 11-3-72 11-6-72 

MERCHANT MARINE SAFETY (GENERAL) 

Buoyant devices, specinl purpose water safety (CGFR 
72-5) .... . ....... .. ................. ..... .... . . 1-29-72 ... .. .. . . . 3-15-72 x . . . .. .. . . . . ........ . ....... ... 

Documentation porlS (CGFR 72-19) ..... ........... . 2-4-72 .. . . . . . .. . 4-4-72 x . .. . . .. . . . ...... . . . ..... . .. . 
Fire extinguishers, marine type portable (CGFR 72- 36). 3-9-72 4-18- 72 4- 24-72 x . .. .. .. . . . . .. . . . . . . . ... ....... 
Incombustible materials (CGFR 72-47) .............. . 3-9-72 4-18-72 4-24-72 x . ... . . . . . . . . . . . . .. . ...... . ... 
Oceanographic vessels, fire main systems (CGFR 72-20). 2-4-72 . .. . . . .. . . 3-19-72 x . .... . . .. . . . ... . . . .. . ........ . 
Washroom and toilet facilities (CGFR 72-4) .......... . l - 15-72 . .. . . .. .. . 3-20-72 x . ......... . . . .. . . . . ....... ... 
Water lights, floatine- electric (CGFR 72-48) .. .... .. .. . 3-9-72 4-10-72 4-24-72 x . .. . . .. .. . . . . . ...... ... .. ..... 
Great Lakes Mariumc Academy, List as a Nautical 

School-Ship (CGD 72-92P) ...................... . 
Revocation of Fernandina Beach as a Port of Docu-

8-9-72 .. . ... . . . . 9-15-72 x . ......... . ... ...... . ······· .. 
mentation (CGD 72-75P) . ..... ............ ...... . 

Ship's Maneuvering Characteristics Data (CGD 72-
132PH) ........................................ . 

8-9-72 . . . .. . . . . . 9-12-72 x . .... .. . .. . .... .. . . . ..... ..... 

8-22-72 9-28-72 10-13- 72 x .. .. .. . . . . ... ··-· .. .. ..... - .. 
Disclo•ure of s:1fety Sl:lndnrds (CGD 72-187) ......... . 10-31-72 . .. .. . . . . . 12-4-72 x . ..... . .. . . .. . . .. .. . ·-·· ...... 
Unmanned Barges; hull construction (CGD 72-130) .. . 10-31-72 12-19-72 12- 29-72 x . .. . . .. . . . ... . . . . .. . ... ....... 
Great Lakes Brid~c-to-Bridgc Exemption (CGD 72-223). 
~Iarine Engineering Systems and Components (CGD 

72- 206) .. ................................... .. . 
Remote Valve Controls (CGD 72-57) ................ . 
Upda.te o~ Examination Rt:<tuircments fur Second and 

Third l\£ate (CGD 72-1 51) ................... ... . 

11-11-72 

11-17-72 
11-17-72 

11-16-72 

1 Extension of comment period and second public hearing. 

12-4-72 

12-12-72 
. .. . . . . .. . 
....... . . . 

12-15-72 x . .. . . . . . . . . . . . . .. . . . . . . ....... 

12-20-72 x . .. . . . . . . . .. . .. .. . . . ..... ... .. 
12-19-72 x . .... . . . . . ..... .. . . . .. ........ 

1-1-73 x . ......... . .. . ... . . . .. ........ 

NOTE: This table which will be continued in future issues of the Proceedings is designed to provide the maritime public \vith better 
information on the status of changes to the Code of Federal Regulations made under authority granted the Coast Guard. Only those 
proposals which have appeared in the Federal Register as Notices of Proposed Rulema.king, and as rules will be recorded. Proposed 
changes which have not been placed formally before the public will not be included. 

AMENDMENTS TO REGULATIONS 
TITLE 33-NAVIGATION 

AND NAVIGABLE 
WATERS 

Chapter I-Coast Guard, 
Department of Transportation 

[CGD 72- 96 R] 

PART 92-ANCHORAGE AND NAVIGATION 

REGULATIONS; ST. MARYS RIVER, MICH. 

Speed Limits for Vessels of 50 
Gross Tons or More 

20 

This amendment establishes per­
manent speed limits for the St. Marys 
River in Part 92 of Title 33 of the 
Code of Federal Regulations. 

This amendment is based on a no­
tice of proposed rule making pub­
lished in the Wednesday, J une 7, 
1972, issue of the Federal Register 
(37 F.R. 11342), and public hearings 
held at Cleveland, Ohio, on July 6, 
1972, and at Sault Ste. Marie, Mich., 
on July 12, 1972. 

At the public hearing held in 
Cleveland, Ohio, on July 6, 1972, five 
( 5) persons attended. Comments 
were received from a representative 
of the Lake Carriers' Association to 
the effect that the establishment of 
permanent speed regulations as pro­
posed would not accrue the intended 
results; would unwarrantably restrict 
the navigation of commercial vessels; 
and under adverse conditions may 
jeopardize the safety of such vessels 
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-with possible adverse environmental 
impact on the adjacent surroundings. 
It was further stated that the Lake 
Carriers' Association believes that this 
further abridgement of reasonable ac­
cess by users of the waterway is not 
warranted and urged that the present 
method of flexibility in the adjust­
ment of speed regulations on the St. 
Marys River be continued. It was 
recommended by the representative 
of the Lake Carriers' Association that 
an unbiased organization be commis­
sioned to study the problem. 

A representative of the Great 
Lakes and Rivers District Masters, 
Mates and Pilots supported the stand 
taken by the Lake Carriers' 
Association. 

The proposed regulations author­
izes the Commander, Ninth Coast 
Guard District to establish, raise, 
lower, or otherwise amend the speed 
regulations. In exercising this author­
ity, the District Commander will con­
sider all interests affected by the speed 
of vessels, including the mariner as 
well as the protection of the property 
of riparian owners. 

At the public hearing held in Sault 
Ste. Marie, Mich., on July 12, 1972, 
approximately 100 persons attended. 
Representatives of the marine trans­
portation industry objected to making 
the lower temporary speeds perma­
nent feeling that they would be per­
manently penalized since the reduced 
speeds were established as a result of 
high water which history indicates is 
of a temporary nature. The high 
waler has existed for the past few 
years and it has been necessary to im­
pose temporary speed limits in an cf. 
fort to reduce damage to littoral 
property. The safe navigation of large 
commercial vessels transiting areas of 
changing river currents as well as the 
efficient utilization of the waterway 
were considered. The proposed regu­
lations provide that the Commander, 
Ninth Coast Guard District may 
establish, raise, or lower the speed 
limits on the St. Marys River should 
future needs require such change. 

All of the property owners who tes­
tified recommended that the proposed 
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speed limits be adopted, and in some 
instances, recommended a lower­
speed limit. 

Several pilot organizations com­
mented that the regulations should 
contain a provision to the effect that 
when conditions of good seamanship 
indicate, a departure from the pre­
scribed speed limits is authorized. 
T hese recommendations were not 
adopted. T he Coast Guard, in proc­
essing violation cases, takes into con­
sideration all aspects of each case 
including unusual conditions and cir­
cumstances which might require a 
pilot to exceed the speed limit on oc­
casion to maintain control of his 
vessel. The Coast Guard has the au­
thority to close such cases without 
action and remit or mitigate any 
penalties involved. 

Three comments were submitted to 
the effect that the $200 penalty as­
sessment for violation of the speed 
limits was ineffective and should be 
substantially increased. This sugges­
tion cannot be adopted as the $200 
penalty is presc:ribed by statute and 
not by regulation. 

Eight comments were submitted 
recommending that the speed limits 
apply to pleasure craft as well as ves­
sels of 50 gross tons or over. Since 
this proposal was not contained in the 
original notice of proposed nile mak­
ing, the Coast Guard will consider this 
amendment by separate rule making 
action. 

The notice of proposed rule making 
recommended that various speed 
limits be established for the entire St. 
Marys River from Point Iroquois to 
Point De Tour. 

Based on comments received at the 
public hearings and observations by 
Coast Guard personnel, some of the 
areas in the original proposal have 
been deleted as no erosion problems 
exist in these areas. These include the 
areas in Lake Munuscong between 
Point Aux Frencs and Ruoy Lt 9 off 
Winter Point and between Point Aux 
Frenes and Buoy R- 8. Also deleted 
was the proposed speed limit between 
Sweets Island and Round Island. Ad­
ditionally, the proposed speed limit 

has been terminated at Point Louise 
instead of Point T roquoi~. 

T he representative of the upper 
Great La.kes pilots objected to the 
proposetl speed limit of 14 m.p.h. be­
E\veen Round Island and Lake Mun­
uscong T .ighted Bell Buoy. He pointed 
out thal this was an area of relative 
open water which is an ideal place for 
vessels to pass. 

In view of these comments, the 
proposal has been amended so that 
the 14-m.p.h. speed limit will apply 
only between Round Island and Point 
Aux Frenes. 

The Upper Great Lakes pilots rep­
resentative further objected to the 
fact that, under the proposal, a ves­
sel would be required to reduce speed 
from 12 m.p.h. to 10 m.p.h. at Light 
33 Downbound just when a vessel is 
maneuvering for a left tum into the 
narrower and swifter waters of Rock 
Out. /\t the public hearing the resi­
dents of the shore in this area, as well 
as residents along the shore from 
Nine-Mile Point to Light 33 com­
plained of the wake damage caused 
by passing vessels. 

In view of these comments the 
amendment has been changed from 
the proposal so that the 10 m.p.h. 
speed limit in the Downbound chan­
nel will apply from Nine-Mile Point 
to West Neebish Chanel Light 10 off 
Winter Point. 

An additional comment was niade 
by the Upper Great Lakes pilots rep­
resentative regarding the establish­
ment of a 10 m.p.h. speed limit be­
tween Nine-Mile Point and Six-Mile 
Point. I t is pointed out that the tem­
porary speed limit in this area is pres­
ently 10 m.p.h. imposed because of 
the extreme high water and the re­
sulting wake damage along the shore­
line based on comments received and 
observations made by the Coast 
Guard. 

A 15 m.p.h. speed limit was pro­
posed between Buoy R-2 in Lake 
Munuscong and Everens Point and 
a 9 m.p.h. speed limit between Ever­
ens Point and Johnson Point. In ac­
cordance with comments received, 
the amendment has been changed 
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from the proposal to establish a 12 
m.p.h. speed limit between Buoy R-8 
and Everens Point to allow vessels Lo 
slow do'vvn prior to entering the 9 
m.p.h. speed zone at Everens Point. 
This will decrease the chances of 
wake damage in this area. 

In consideration of the foregoing, 
§§ 92.49 and 92.53 of Part 92 of Tille 
33 of the Code of Federal Regula­
tions are amended to read as follows: 
§ 92.49 Speed limits for vessels of SO gross 

tons or over. 

(a) The speed limits in paragraphs 
(b), (c), and (d ) of this section are 
in statute miles per hour over the 
ground. The speed limits may not be 
exceeded by any upbound or down­
bound vessel of 50 gross tons or over. 

( b) Detour Reef Light to Point 
Aux Frenes: The speed limit be­
tween-

( 1) Detour Reef Light and Sweets 
Point is 17 miles per hour; and 

(2) Round Island Light and Point 
Aux Frenes is 14 miles per hour. 

(c) Munuscong Channel Lighted 
Buoy 8 to Lake Nicolet Light 80: The 
speed limit betw·een-

( 1) Munuscong Channel Buoy 8 
and Munuscong Channel Buoy 14 is 
12 miles per hour ; 

(2) Munuscong Channel Buoy 14 
and Munuscong Channel Buoy 26 is 
9 miles per hour; 

(3) Munuscong Channel Buoy 26 
and Lake Nicolet Lighted Buoy 62 is 
10 miles per hour; and 

( 4) Lake Nicolet Lighted Buoy 62 
and Lake Nicolet Light 80 is 12 miles 
per hour. 

( d) Lake Nicolet Light 80 and 
West Neebish Channel Light 10: The 
speed limit between Lake Nicolet 
Light 80 and West Neebish Channel 
Light 10 is 10 miles per hour; 

( e) Lake Nicolet Light 80 Lo Point 
Louise: The speed limit between­

( 1) Lake Nicolet Light 80 and 
Six-Mile .Point Range Rear Light is 
10 miles per hour; 

(2) Six-Mile Point Range Rear 
Light and the lower limit of the St. 
Marys Falls Canal is 8 miles per hour 
for upbound vessels and 10 miles per 
hour for down bound vessels; and 
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(3) The upper limit of the St. 
Marys Falls Canal and Point Louise 
is 12 miles per hour. 

(f) The Commander, Ninth Coast 
Guard District may establish, raise, 
lower, or otherwise amend speed limit 
regulations on the St. Marys River. 
In exercising this authority, rt.he Dis­
trict Commander considers all inter­
ests affected by the speed of vessels in 
the river, including the protection of 
the property of riparian owners. The 
regulations issued by the Com­
mander, Ninth Coast Guard District 
are published in the FEDERAL REGIS­
TER and in the Notice to Mariners. 
§ 92.53 !Dclotedl 

(Secs. 1-3, 29 Stat. 54, as amended, sec. 
6(b), 80 Stat. 937; 33 U.S.C. 474, 49 
U.S.C. 1655(b); 49 CFR l.46(b)) 

Effective date : This amendment 
becomes effective on December 1, 
1972. 

Dated: November 1, 1972. 
c. R. BENDER, 

Admiral, U.S. Coast Guard, 
Commandant. 

(Federal Register of November 4, 1972) 

TITLE 33-NAVIGATION 
AND NAVIGABLE 

WATERS 
Chapter I-Coast Guard, 

Department of Transportation 
SUBCHAPTER K-SECURITY OF VESSELS 

[CGD 72-194R] 

PART 121-SPECIAL VALIDATION 
ENDORSEMENT FOR EMER­
GENCY SERVICE FOR MER­
CHANT MARINE P£RSONNEL 

SUBCHAPTER L--SECURITY OF WATERFRONT 
FAC ILITIES 

PART 125-IDENTIFICATION CRE­
DENTIALS FOR PERSONS RE­
QUIRING ACCESS TO WATER­
FRONT ,FACILITIES OR VESSELS 

Revocation of Standard 

The amendments in this document 
to the security regulations revoke one 
of the standards that the Coast Guard 
uses to determine whether or not an 
applicant for a special validation 
endorsement for emergency service, 
or a holder of such endorsement, may 
be precluded from a determination 

that his character and habits of life 
are such to warrant the belief that his 
presence on board vessels of the 
United States would not be inimical 
to the security of the United States. 
This standard is contained in 
§§ 121.03(e) and 125.19(e) of Title 
33, Code of Federal Regulations, and 
concerns membership in, or affiliation 
or sympathetic association with any 
foreign or domestic organization, as­
sociaLion, movement, group, or com­
bination of persons designated by the 
Attorney General pursuant to Execu­
tive Order 10450, as amended. 

In a review of its security program, 
the Coast Guard has determined that 
the standard contained in §§ 121.03 
(e) and 125.19(e) is stated in indefi­
nite terms and such vagueness does 
not fully inform the public of the 
standard to be applied. This docu­
ment revokes these sections as an in­
terim measure until a more definilive 
delineation of the standard to be 
applied is proposed in the Federal 
Register. 

Since the amendment in this doc­
ument contains a revocation of a gen­
eral statement of policy, the excep­
tion to the notice of proposed rule 
making contained in 5 U.S.C. 553(b) 
(A) applies, and the revocation may 
be made effective in less than 30 days, 
as authorized by 5 U.S.C. 553(d) 
(2). 

In consideration of the foregoing, 
011apter 1 of Title 33, Code of Fed­
eral Regulations is amended as fol­
lows: 

1. By revoking paragraph ( e) of 
§ 121.03. 

2. By revoking paragraph (e) of 
§ 125.19. 

(Executive Orders 10173, 10277, and 
10352, 3 CFR, 1949-53 Comp., pp. 356, 
778, and 873; sec. 6(b) ( 1 ), 80 Stat. 937 ; 
49 U.S.C. 1655 (b) ( 1); 49 CFR I.16 (b) ) 

Effective date. This amendment 
shall become cITective on November 
6, 1972. 

Dated: Ootober 27, 1972. 
c. R. BENDER, 

A dmiral, U.S. Goa.st Guard, 
Commandant. 

(Federal Register of November 3, 1972) 
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MERCHANT MARINE SAFETY PUBLICATIONS 
The following publications of marine safely 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 lime, 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 Sun<lay, 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 147 (Subchapter N), dated January 1, 1972 are now 
available from the Superintendent of Documents price: $3.75. 

CG No. TlnE OF PUBLICATION 

101 Specimen Examina tion for Merchant Marine Deck Officers 17-1-63). 
108 Rules and Regulations for Military Explosives and Hazardous Munitions (4-1-72). F.R. 7-21-72. 
115 Marine Engineering Regulations (7- 1- 701 FR. 12-30-70, 3-25- 72, 7- 18-72. 
123 Rules and Regulations for Tank Vossels (5-1-69) F.R. 10-29-69, 2-25-70, 6-17- 70, 10-31-70, 12-30- 70, 

3- 8- 72, 3-9-72, 6-14-72, 7-18-72, 10-4-72, 10-14-72. 
129 Proceedings of the Marine Safety Council !Monthly). 
169 Rules of the Road-Inte rnational-Inland 18-1-72). F.R. 9-12-72. 
172 Rules of the Road-Great Lakes 17-1-72). F.R. 10-6-72, 11-4-72. 
174 A Manual for the Safe Handling of Inflammable and Combustible liquids 13-2-64). 
175 Manual for lifeboatmen, Able Seamen, and Qualified Members of Engine Department 13-1-65). 
176 Load Line Regulations 12-1-71) F.R. 10-1- 71. 
182 Specimen Examinations for Merchant Marine Engineer Lk enses 17-1- 63). 
184 Rules of the Road-Western Rivers 18-1-721. F.R. 9-12-72. 
190 Equipmen t lists 18-1-70). F.R. 8-15-70, 9-29-70, 9-24-71, 9- 30-71, 10-7-71, 10-14-71, 10-19-71, 10-30-7 1, 

11 -3-71, 11 -6-71, 11-10-71 , 11-23-71, 12-2-7 1, 1-13-72, 1- 20-72, 2- 4-7 2, 2-19-72, 3-3- 72, 3-9-72, 
9-14-72, 3-14-72, 4-4-72, 4-28- 72, 5- 10- 72, 5-17-72, 6-14-72, 6-21-72, 7-4-72, 8- 9-72, 8-11-72, 
8-31-72, 9-14-72, 10-19-72, 11-8- 72. 

191 Rules and Regulations for Licensing and Certiflcalion of Merchant Marino Pot$onnel 16-1 - 721. 
200 Marine Investigation Regulations a nd Suspen•ion and Revocation Proceedings 15-1-671. F. R. 3-30-68, 4-30-70 , 

10-20-70, 7-18-72. 
220 Specimen Examination Questions for Licenses as Moste r, Mote, and Pilot of Central Western Rivers Vessels 14-1-57). 
227 Laws Governing Marine Inspection 13-1-65). 
239 Security of Vessels and Wa terfront Facilities (3-1-72. F.R. 11-3-72 . 
249 Morine Safety Council Public Hearing Agenda (Annuall yl. 
256 Ruin and Regulations for Passenger Vessels 15- 1- 69). F.R. 10-29-69, 2-25-70, 4- 30- 70, 6-17-70, 10- 31-70, 

12- 30- 70, 3-9-72, 7-18-72, 10-4-72, 10-14-72. 
257 Rules and Regulations for Cargo and Miscellaneous Vessels 18-1-69). F.R. 10-29-69, 2- 25-70, 4-22- 70. 4-30- 70. 

6-17-70, 10-31-70, 12-30-70, 9-30-71 , 3-9- 72, 7-18-72, 10-4-72, 10-1 4-72. 
258 Rules and Reg ulations for Uninspectod Vessels 15-1-70). 
259 Elect rical Engineering Regulations (6-1-71 1. F.R. 3- 8-72, 3-9-72, 8-16- 72. 
266 Rule1 and Regulations for Bulk Grain Cargoes (5-1-68). F.R. 12-4- 69. 
268 Rules and Regulations for Manning of Vessels 110-1- 71 l. F.R. 1-13-72 
293 Miscellaneous Electrical Equipment list (9-3-681. 
320 Rules and Regulations for Artificial Islands and Fixed Structures on the Outer Continental Shelf (7-1- 72). f .R. 7-8- 72. 
323 Rules and Regulations for Small Pauenger Vessels !Undo r 100 Gross Tons) ( 12- 1-71 l. F.R. 3- 8-72, 3-25-72, 6-24-72. 

7-18- 72. 
329 Fire Fighting Manual for Tonk Vessels 17-1-68). 

January 1973 

CHANGES PUBLISHED DURING NOVEMBER 1972 

The following have been modified by Federal Registers: 

CG-190, Federal Register of November 8, 1972. 
CG-239, Federal Register of November 3, 1972. 
CG-172, Federal Register of November 4, 1972. 
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