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SHIP COLLIDES WITH BRIDGE 

The SS Y orkmar was enroute from 
Newark, N.J., to Baltimore the morn­
ing of February 1, 19i3. She arrived 
near the eastern entrance to the 
Chesapeake and Delaware Canal at 
about 12: 30 a.m. only to find the 
canal closed due to fog. She dropped 
anchor, and along with four other 
vessels which had arrived there earlier 
awaited clearer weather to transit 
the canal. Shortly after 6: 15 a.m. the 
Yorkmar received word from the 
canal dispatcher that visibility had 
improved, and that the canal was 
open to westbound traffic. The green 
lraffic control light was turned on 
indicating this. The Yorkmar fol­
lowed lhree other vessels into the 
canal. The fifth vessel elected to re­
main at anchor outside the canal. 

I t was about 6: 30 a.m. when the 
Yorkmar's pilot arrived in the wheel­
house and attempted to contact the 
canal dispatcher on channel 13. Since 
he could not get through, the ship's 
radio operator was summoned and 
requested to place a call to the dis­
patcher via the Wilmington M arine 
Operator. When this call was put 
through, the pilot explained to the 

dispatcher that he could receive on 
channel 13, but he could not transmit 
on that channel. He told the dis­
patcher that the Y orkmar would con­
tinue to maintain a listening watch 
on that frequency, but would call the 
dispatcher, if necessary, via the facili­
ties of the Wilmington Marine Op­
erator. The dispatcher made no ob­
jection to this arrangement and in­
formed the pilot that the Y orkmar 
was cleared to enter the canal and 
she should follow the four ships which 
had anchored earlier. In answer to 
the pilot's question, the dispatcher 
assured the Yorkmar that there was 
nothing in the canal that would inter­
fere with safe passage. 

The Yorkmar, under the conn of 
the pilot, but with her master at all 
times present on the bridge, pro­
ceeded through the Chesapeake and 
Delaware Canal with varying de­
grees of poor visibility which was 
never better than one-quarter of a 
mile. 

Shortly before 8: 48 a.m., the York­
mar's bow lookout and her chief 
mate, standing together on the look­
out's platform in the eyes of the ship 

heard what they described as a "toot". 
A bosun was also on the bow as part 
of the anchor detail. To the chief 
mate the toot sounded like the sound 
signals used by tugs when docking and 
undocking merchant ships. The sound 
was reported to the Yorkmar's bridge 
via telephone. Shortly after this the 
lookout and the chief mate saw the 
Penn Central Transportation Com­
pany vertical lift bridge loom up out 
of the fog, about a quarter mile ahead. 
The chief mate grabbed the tele­
phone, called th~ ship's bridge and 
shouted that the center span of th e 
bridge wa'I down. Without hearing 
an acknowledgement of this informa­
tion, the chief mate saw that a colli­
sion was inevitable, and ordered the 
bow evacuated. 

The chic! mate and the bosun, fear­
ing that the entire structure of the 
railroad bridge would crash down on 
the Yorkmar's bow, sought shelter 
under the forecastle head. At about 
8: 48 a.m. the Y orkmar's bow crashed 
into the center span of the railroad 
bridge, and the vessel's headway car­
ried her under the bridge until the 
wheelhouse proper hit the lift span. 

These two photographs graphically demonstrate the extensive damage suffered by the equipment and structural 
members on the Yorkmar's bow. The vessel remains in laid-up status. 
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The chief mate and Liu.; bosun 
watched the span pass over their 
heads at least three times as the vessel 
was maneuvered back and forLh. 
Eventually they noticcd that the look­
out was not with them, and they re­
turned to the bow seeking him. They 
found him lyi ng on thc starboard 

side of thc forecastle deck apparently 
crushed Lo death. 

From the rime the Y orkmar en­
tered the canal until the collision, 
the pilot, the master, the third mate 
as male on watch, the helmsman, and 
the second mate as observer were 
present on the ship's bridge. Various 

T his view of the bow of the SS Yorkmar shows the extent of the damage 
incurred when the vessel struck the bridge. Plainly visible is the forecastle head 
under which the chief mate and the bosun sought shelter from harm. The bow 
lookout, not having such shelter, was crushed to death. 
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speeds were used d uring the traru • 
and the vessel was benefiting from 
2 to 3 knot following current La:_ 
calculations showed that the yes; 

averaged 12.0 .knoLs over ground i 
the last 2.6 nautical miles before t~ 
collision. The pilot stated that ft, 
signals were being sounded abo • 
once a minute in accordance with th 
Inland Rules of the Road. TI. 
helmsman, however, remembered tJ.e 
fog signal having bcen sounded or. 
2 or 3 times during the 50 minut 
prior to the collision. 

The third mate received the ch' 
mate's report of the toot heard fro­
the bow shortly before the collisio. 
and he relayed the information to tl .... 
pilot. The pilot immediately orden-c 
speed reduced to half ahe;:id--40 re' -
olutions per minute--and sounded a 
one-blast fog signal. T he railro.t 
bridge was clearly visible on the rad 
screen, but since it is a lift bridge. :­
was impossible to tell if the span \\ c 

up or down. The pilot assumed it \\'1$ 

up. It was only seconds la ter that l 
and the others saw the center spa: 
loom out of the fog and knew that t!­
assumption was dead wrong. The tele­
phone from the bow rang. The thir 
mate did not answer, as he was en­
gaged in ringing up full astern whic 
had been ordered by the pilot at lh 
same instant. As the bow struck th,. 
railroad bridge, the pilot gave t~ 
order to abandon the ship's brid!!'C 
The men from the wheelhouse plus 
the radio operator ran below, and ~o· 
as far as the boat deck before the Iii 
span of the railroad bridge hit t~ 
wheelhouse propcr. The Y orkma 
began to back away. Seeing this, th 
second mate rushed down to thc­
engineroom and told the enginet:r 
on watch to stop the engines. Th<: 
second mate then returned to thc­
wheelhouse, and maneuvered the ship 
to keep it from grounding. Eventual!. 
the pilot returned and, after several 
unsuccessful attempts to back the 
Y orkmar from under the bridge, h 
deliberately grounded the ship's stem 
on the south bank to prevent any fur­
ther movement or damag!!. 
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After the collision and an initial in­
spection of the ship's watertight m­
tcgrity, the Y orkmar's crew began 
shifting ballast forward to lower the 
bow. They also cut away debris on 
the forecastle head and cut free the 
ship's anchors and chains which had 
let go on impact. With the assistance 
of tugs and after flooding the No. 1 
hold with about 5 feet of water to 
further lower the bow, the Yorkmar 
was backed free of the railroad bridge 
at 5: 04 p.m. She was turned around 
in the canal and proceeded easterly 
to the Delaware Bay. She made the 
remainder of the trip to Baltimore 
via the Atlantic Ocean unescorted 
and '>vithout incident. 

The canal dispatcher whose watch 
ran from midnight to 8 a.m. on the 
day of the collision had worked for 
the U.S. Army Corps of Engineers 
for 26 years. In accordance with cus­
tom this dispatcher went on duty 
some 45 minutes early and was re­
lieved 45 minutes early that morning. 
lt was he who called each vessel an­
chored at the eastern entrance to the 
canal and informed them that the 
canal was open. He saw the first two 
vessels pass Reedy Point ( the begin­
ning point of the controlled portion of 
the canal when transittcd in a west­
erly direction) on the television moni­
tor. He also received radio-telephone 
calls from these vessels informing him 
of their positions as they passed 
Reedy Point. Such calls are custom­
ary, but not required especially under 
conditions of reduced visibility, even 
though the vessels have already been 
granted the required clearance to 
enter the canal. Shortly after receiv­
ing these calls, the dispatcher was 
relieved. 

The new dispatcher did not see, 
on the television monitor, the third 
\·essel pass Reedy Point. He did, how­
ever, receive this vessel's radio-tele­
phone notification of its position as 
it passed Reedy Point. The Yorkmar, 
the fourth ship to enter the canal, 
bad weighed anchor at 7: 42 a.m. and 
passed the still green traffic control 
light at Reedy Point at about 8 a.m. 
The dispatcher then on duty did not 
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see her cnler the canal ; and the 
Yorkmar, because of her communica­
tions difficul ties, did not make the 
customary radio-telephone call to the 
dispatcher. At 8 a.m. the dispatcher 
closed the canal because of fog. 

The first dispatcher testified that 
he told his relief that five ships were 
cleared and waiting to enter the 
canal, four were close, and the York­
mar would be the last of the five to 
enter. The second dispatcher, on the 
other hand, testified that the man he 
relieved had indicated that three ves­
sels, not four, were entering the 
canal, and that the Yorkmar was one 
of two ships still at anchor. 

The Penn Central Transportation 
Company vertical lift bridge has a 
horizontal clearance of 522 feet and 
a vertical clearance at lower mean 
high water of 45 feet when closed and 
133 feet when in the open, or up, 
position. The bridge is operated in 
accordance with regulations promul­
gated by the U.S. Coast Guard, Title 
33, Code of Federal Regulations, 
Parts 68 and 117.235 (a) . The bridge 
was properly lighted at the time of 
the collision. It takes about 7 minutes 
to raise or lower the bridge. 

A bridge tender operates the bridge 
from the control station located on 
the south shore of the canal and to 
the cast of the railroad tracks. He can 
transmit and receive messages on 
both channel 18A an<l channel 13, 
the bridge-to-bridge radiotelephone 
frequency. Like the canal dispatchers, 
he also has commercial telephone 
capability. The bridge tender on duty 
at the time of the collision came on 
duty at 7 a.m. The canal dispatcher 
had informed him that three ships 
were in the canal. In addition, he had 
overheard the conversations between 
the ships and the dispatchers on 
channel 13. The first ship in the canal 
called him and asked if the span was 
up. He responded that it was and 
told the ship, "come right on." This 
vessel passed through at 7 : 27 a.m. 
The bridge tender also had a con­
versation with the third vessel before 
it passed under the railroad bridge 
at 8: 18 a.m. The fog had grown so 

dense, however, that t11e bridge 
tender could not sec this vessel as she 
passed even though his station is only 
some 500 feet from the centerline of 
the canal. The bridge tender then 
called the dispatcher who had come 
on duty at 7 : 15 a.m. and asked if it 
were clear to lower the bridge. The 
dispatcher said yes, that there were· 
three vessels in the canal and if the 
third had passed, it was safe to lower 
it. The first dispatcher had not told 
the bridge tender either the number 
of ships at anchor wailing to enter 
the canal or that the Y orkmar could 
not transmit on channel 13. In fact, 
the bridge tender was totally unaware 
of the Y orkmar's presence. He low­
ered the center span of the bridge and 
locked it in the down position at 
8: 25 a.m. The train ID-27 passed 
over the bridge southbound; it cleared 
the bridge a.t 8: 4 7 a.m. Just 60 sec­
onds or so later, the Yorkmar crashed 
into the span. 

Both the Yorkmar and the railroad 
bridge were severely damaged as a 
result of the collision. The Yorkmar 
is presently in laid-up status in Balti­
more. T he damage to the bridge 
caused substantial curtailment of raif 
service to the northern areas of the 
Delmarva Peninsula with resulting 
severe economic hardship and un~m­
ployment. The collision also caused 
the death of the bow lookout due to 
r.rushing injuries to the chest and ab­
domen. Since there was no debris in 
the vicinity of the lookout's body it 
was theo1;zed that he ha.d been struck 
by one of the Yorkmar's cradled 
booms. The boom itself was caused 
to move violently in the horizontal 
direction when the No. 1 kingpost 
was destroyed in the collision. This 
caused the movement of a guy wire 
attached to the kingpost which in 
turn caused a rapid horizontal move­
ment of ils associated boom. The 
bosun, who slightly injured his heels 
was the only other person hurt in the 
casualty. 

The Commandant of the Coast 
Guard in his action on the report of 
the one-man formal investigation 
stated that the primary cause of the 
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THE SHIP THE CANAL . •. THE BRIDGE 
The Ship 

The SS Yorkmar is a converted C-4. It was rebuilt in 
I 965, with the deckhousc being located aft. It had two op­
erating Clyde Whirley cargo handling cranes on the main 
deck, one between No. I and No. 2 hold, and one between 
No. 3 and No. 4 hold. The vessel carries a.nd handles steel 
products and lumber. While transiting the canal, the engi­
neering plant was being operated under what is known as 
"manoeuvering" conditions. Accordingly, full ~peed is set at 
60 r.p.m.; half speed is 40 r.p.m.; slow speed is 20 r.p.m. ; 
and dead slow speed is 10 r.p.m. In unrestricted areas, full 
speed is 83 r.p.m., which i~ good for appro:i:imatcly 17}'2 
knots. The bow lookout station is located m the extreme for­
ward part of the vessel on the forecastle head at the stem. 
A platform has been erected so that the lookout may see over 
the bulwarks and consequently have an unrestricted view 
ahead and to the side. A telephone is at the station for com­
munication with the pilot house. On the morning of the 
collision, pertinent navigational equipment, as well as the en­
gineering plant, was operating nonnally. Engine orders from 
the wheel house were answered promptly and correctly. The 
Yorkmar was properly Coast Guard inspected. She was con­
trolled by a licensed master and a licensed pilot. The pi lot 
had extensive experience and had transited the Chesapeake 
and Delaware Canal nearly 1,000 times. He had never before 
unexpectedly encountered the bridge down. 

The Conol 

The Chesapeake and D elaware Canal is a sea level water­
way, operated by the Philadelphia District of the U.S. Anny 
Corps of Engineers, and connects the Delaware and Chesa­
peake Bays. The dredged waterway extends from R eedy 
Point, Delaware, on the Delaware Bay, to deep water on the 
Upper Chesapeake Bay, near Poole.~ Island, Maryland, for a 
total distance of 46 miles. The controlled portion of the 
waterway extends from Reedy Point, Delaware, to Town 
Point, Maryland, a total distance of 19.l miles. The water­
way provides a dredged channel which is 35 feet deep and 
at least (across the bottom of the canal) 450 feet wide. A 
section of the canal beginning 220 yards west of the Reedy 
Point Bridge, and extending to the entrance at R eedy Point 
itseli, is only 250 feet wide. Title 33 of the Code of Federal 
Regulations, Section 207, promulgated by the U .S. Army 
Corps of Engineers, provides navigational regulations for the 
canal. The canal dispatcher, a Civil Service employee of the 
U.S. Army Corps of Engineers, is physically located at the 
Dispatcher Station at Chesapeake City, M aryland. U.S. Anny 
Corps of Engineers regulations state that a clearance by the 
dispatcher for a vessel's passage through the waterway does 
not relieve the owner, agent, or operator of the vessel for full 
responsibilities !or a safe passage. Vessels are required to 
travel at all times at a safe speed through the canal, so as 
to avoid damage or injury to persons. There is no specific 
speed limit set in knots. The following is taken in part from 
the rules and regulations promulgated by the Philadelphia 
District, U.S. Army Corps of Engineers, as issued in their 
Notice to Mariners dated December 22, 1972. and which 
became effective January l, 1973: 
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The traffic through the canal is monitored by the 
dispatcher. 

Vessel identification and monitoring is performed 
by television cameras located at R eedy Point and Town 
'Point Wharf, which are remotely controlled by the 
dispatcher at Chesapeake City. 

V essels, tug and tows, or any combination thereo!. 
are required to have radio-telephorte equipment as spco­
ficd by the Vessel Bridge to Bridge Radio Telephone 
Act (Public Law 92-63), as applicable. Th~e ".'~ 
will not enter the canal until radio commurucation is 

established with the dispatcher at Chesapeake City, 
and clearance is receiv<.'C!. R adio communication shall 
be established on 156.65 mHz (channel 13) . The dis­
patcher at Chesapeake City will monitor 156.8 mHz 
(channel 16) for the purpose of respondii;ig ~ ~ 
missions of emergency nature. All commurucation with 
the dispatcher on these frequencies shall be confined 
to that necessary to transit the Chesapeake and Dela­
ware Canal. 

Traffic lights located at Reedy Point and Town 
Point are equipped with flashing green, amber, and 
red lights. The lights are defined as follows: 

(a) Green Light- Waterway open to navigation. 
(b) Amber Light- Caution. Traffic rc::stricted to ves­

sels, tug and tows, or any combination thereoL 
from less than 375 feet in overall length. 

(c) R ed L ight- Waterway closed to traffic. All ves­
sels must stop. 

I n addition to the communication facilities described 
above, the canal dispatcher has communication capability 
of VHF channel 18A ( 156.900 mHz) and on a VHF govern­
ment canal working frequency. Use of this govemmcn: 
canal working frequency is restricted to communications in­
volving U .S. Army Corps of Engineer vehicles, equipment, 
and the canal dispatcher. However, the bridge tender on 
the Penn Central railroad bridge over the canal can also 
transmit and receive on this frequency, as well as channd 
13. The canal dispatcher and the bridge tender both also 
have commercial telephone capability. Towers at either end 
of the canal support the traffic control lights, as well as two 
each remotely controlled television cameras. The canal dis­
patcher can change the traffic lights from his operating 
console. In addition, the television cameras can be trained. 
pointed, and zoomed in and out from this same console. 

The Bridge 

T he Penn Central Railroad Company has issued a Man­
ual of Instruction for the use and guidance of bridge tenders.. 
It was said that bridg'c tenders read these instructions 
"every once in a while." The relationship between the bridge 
tenders and the canal dispatchers is loose and informal. 
Liaison however is not complete since the bridge tender 
often r~ses or lo~ers the bridge without notifying the canal 
dispatcher. This has been the long standing practice. Con­
sequently, oftentimes the canal disp~tchers do not kno~· 
whether the lift span over the canal is up or down, as this 
is considered to be a matter bctwC'cn the railroad and the 
approaching vessels. Neither the bridge tenders nor the 
canal dispatchers ever make a blind radio transmiss~on ~­
forming navigational traffic in the area that the bridge 1s 
about to be raised, or is about to be lowered. Bridge tenders 
monitor channel 13, and consequently usually have a pretty 
good idea of the traffic in the canal. Under conditions of 
reduced visibility, most ships call the bridge tender on the 
radio to determine the position of ihe lift span. Dispatchers 
usually call the bridge tender on the government canal 
working frequency and infonn theo;i when vessels have ~­
tered the canal. Trains cross the bridge on a random basis, 
and the canal dispatchers do not know in advance when 
this will happen. Some trains are as long as 75 to 80 cars. 
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collision was the improper navigation 
of the SS Y orkmar in that : 

a. The vessel was proceeding 
at an immoderate speed 
consistent with existing 
weather conditions and 
while approaching a draw­
bridge. 

b. The vessel failed to determine 
the position of the bridge 
span and failed to blow the 
appropriate whistle signal 
for opening the bridge 
[Title 33, Code of Fed­
eral Regulations, Section 
117.235(a)]. 

Further, lhe Commandant found that 
the "casualty could have been pre­
vented had the canal dispatcher on 

New Health Procedures 
Speed Turnaround Time 

A mid-year action by the Public 
Health Service to reduce "red tape" 
affecting ship traffic at U.S. ports has 
been applauded by the maritime 
industry. 

Commencing July 1, vessels aniv­
ing at American harbors are no longer 
required to secure "radio pratique" 
advance clearance from health jn­
spection, according to Joseph F. 
Giordano, Quarantine Branch Chief 
in Atlanta. Only ships with illness 
aboard, on which a death has oc­
curred, or which have recently been 
in a smallpox infected country or 
plague area, will be boarded for 
medical clearance, he said. 

The latest action also eliminates for 
virtually all ships the need to com­
plete and submit a maritime public 
health declaration-reducing still fur­
ther the "sea of red tape" that 
prompted concerted industry action 
in the late 1950's to seek relief from 
excessive documentation. 

Formerly, all ships aniving from 
foreign ports had to await official in-

duly at the time of the collision been 
aware of the SS Y orkmar in the 
canal, and had alerting information 
advising of the necessity for closing 
the bridge been transmitted to the 
vessel." 

But, he determined, there is no 
causal relationship belween the Corps 
traffic in the canal and the failure of 
the Y orkmar to sound the prescribed 
of Engineers' management of the 
drawbridge opening request signal. 

The investigating officer recom­
mended that the Corps of Engineers 
review lheir personnel qualifications 
requirements for dispatchers at the 
Chesapeake and Delaware Canal, 
and that a Manual of Instruction de­
tailing the exact duties, melhod of 
watch standing and relief of walch 

spection. Until tl1e Public Health 
"Q" flag was lowered, vessels could 
not commence unloading cargo or 
olher activities. Crews and passengers 
waited on board, often in anchorages 
away from docks. Additional ex­
penses, added to lost time, resulted­
such as extra pilotage. 

Improvements came when 24-hour 
quarantine service formally became 
available in 1957. Another break­
through- prompted by industry pres­
sures from San Francisco-allowed 
uoekside inspection, eliminating in 
most instances quarantine inspection 
at anchor. 

Finally, through the aegis of the 
American Instilute of Merchant Ship­
ping and the San Francisco Marine 
Exchange, Public Health Service offi­
cials in Atlanta offered first U.S. use 
of "radio pratique" in 1969. This al­
lowed ship masters, while still a day 
or more from port, to radio request 
for non-inspectional clearance-by 
declaring their vessel free from ill­
ness, and without recent call at a 
known smallpox or plague area. 

About 2 percent of arriving ships 
will still be inspected-even if other­
wise "clean"- as a quality control 

procedures be issued by the Corps. 
Futrher, he recommended a change 
in the Rules and Regulations for the 
Chesapeake and Delaware Canal so 
that vessels would be required to an­
nounce, v.ia radio, their arrival at 
either entrance to lhe canal under 
all conditions of visibility. He also 
urged that pilots or masters of transit­
ing vessels be required to communi­
cate on channel 13 with the bridge 
tender to positively establish lhe posi­
tion of the center left span. These 
recommendations were forwarded to 
the Corps of Engineers for its con­
sideration. 

Suspension and Revocation Pro­
ceedings were instituted against the 
licenses of both the pilot and the 
master of the Yorkmar. ~ 

measure. But with its latest action, 
USPHS estimates that in coming 
fiscal year, compared to 1968, in­
spection boardings will be reduced by 
97 percent and overtime charges 
against the vessel cut by 90 percent. 

John Greene, chairman of the 
Marine Exchange task force in San 
Francisco which spearheaded much 
of the easing of regulations, praised 
the Federal authorities for Lheir latest 
action. "I t is further evidence of 
growing awareness of-and response 
to--tl1e costs that unnecessary proce­
dures and 'red tape' impose on our 
international commerce." 

Green emphasized, however, that 
industry cooperation is essential to 
realize the benefits afforded by the 
latest Government action. "v\Te must 
all continue to cooperate fully with 
the Public Health Service, to assure 
complete compliance with these new­
est, relaxed regulations. The system 
shifts major responsibility from the 
inspectional agency to ship masters, 
operators and agents. If we get care­
less, or slipups occur, compulsory 
quarantine boardings will be back 
with us." d; 
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maritime sidelights 

New Information on 
Publications 

Chemical Data Guide 

The Chemical Engineering Branch 
of Coast Guard Headquarters has 
·distributed a ne•N revision of CG-388, 
"Chemical Data Guide for Bulk Ship­
ment by Waler." 

The "Data Guide" is a convenient 
reference for the physical and chem­
ical properties of bulk liquid cargoes 
and recommended spill or leak pro­
cedures. 

Increasingly, more and various un­
conventional liquid cargoes arc being 
transported by water. Many of thes~ 
commodities have unusual fire and 
explosion properties, pose significant 
health hazards, and/or react danger­
ously by themselves, with other chemi­
cals, or waler. The "Data Guide" 
provides a compilation of all avail­
able knowledge on these topics and 
describes procedures and necessary 
information to be used in the event 
of a chemical accident on the water­
ways. 

Each chemical is assigned to a 
compatibility group and a compati­
bility chart is included for quick 
reference. 

The "Data Guide" is now in its 
fourth edition and is continuously up­
dated as new and additional informa­
tion becomes available. The 1973 
edition may be ordered from: 

Superintendent of Documents 
U .S. Government Printing 

Office 
Washington, D.C. 20402 

v\Then ordering, include the stock 
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number (5012-0068) and enclose 
$2.10 per copy. 

Users of this guide arc invited to 
submit comments or suggestions to 
the Commandant (G-MHM), U.S. 
Coast Guard, Washington, D.C. 
20590. 

IMCO Publications 

There is increased interest in 
the purchase of Intergovernmental 
Maritime Consultative Organization 
(IMCO) publications. There are now 
two locations in the Unilcd Stales 
from which such publications may be 
ordered : 

and 

New York Nautical Instru-
ment and Service Corp. 

140 West Broadway 
New York, N.Y. 10013 
Tel. 944-9191 / 2/3 

Southwest Instrument Co. 
235 West 7th St. 
San Pedro, CA 90731 

Orders for IMCO publications may 
still be placed with lMCO head­
quarters: 

101-104 Picadilly 
London Wl V OAE 
England 

Distance Between U.S. Po rts 

Do you know how far it is from 
Roston, Mass., to Anchorage, Alaska? 
By air, it's approximately 2,925 nauti­
cal miles. By ship, via the Panama 
Canal, the distance is 7,312 miles. 

A new edition of the publication 
"Distances Between United States 
Ports" tells the nautical distances be­
tween 700 U.S. ports, and much 
more. 

For example, how long would it 

take to go by ship from .Boston to 
Anchorage? The publication includes 
a table which enables you to estimate 
the time it takes lo travel so roam 
nautic.al miles at varying speedc. 
Thus, a 7,321-mile trip would take 
38 days and 2 hours at 8 knots, but 
only 15 days and 6 hours at 20 knots 
And for landlubbers, there's another 
table which co11vcrts nautical int-. 
statute miles. 

The publication is issued by th,­
National Ocean Survey, an agency o: 
the ational Oceanic and Atm05-
pheric Administration in the U. 
Department of Commerce. It in­
cludes distances for the Great Lak~ 
compiled by the National Ocean Sur­
vcy's Lake Survey Center, and for 
the Mississippi River system, com­
piled from Army Corps of Enginee~ 
data. A chart showing junction point! 
and references lo the tables is als:: 
provided to facilitale use of the puL­
lication. 

Changes from previous editions are 
the recomputation of distances be­
tween ports on the Atlantic and 
Pacific coasts in accord with estab­
lished Traffic Separation Scheme:.. 
and between ports on the Gulf o~ 
Mexico in accord with established 
shipping safety fairways. Worldwide 
distances between ports can be esti­
mated by using the publication in con­
junction with H.O. Publication 151. 
a Defense Mapping Agency Hydro­
graphic Center publication of foreign 
port distances. 

The publication may be purchased 
for 60 cents from 'lhe National Ocean 
Survey (044), Riverdale, Md. 20840. 
or from its sales agents at most U.S. 
seaports. ;!; 
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Intergovernmental Maritime Consultative Organization's Subcommittee 
on the Carriage of Dangerous Goods 

During the week of May 14-18, 
19i3, the Intergovernmental M ari­
time Consultative Organization 
(I MCO ) Subcommittee on the Car­
riage of Dangerous Goods held its 
22d meeting. The sub<.ommittee is 
responsible for developing recom­
mendations for the safe carriage by 
sea of parkaged dangerous goods, in­
cluding portable tanks and roll on/ 
roll off equipment. It is also respon­
sible for the development of recom­
menc.lations for the carriage of solid 
hazardous materials carried in bulk 
withi n the vessd's hold, although to 
date this problem has not been ac­
tively addressed by the subcommittee. 

The Subcommittee on the Carriage 
of Dangerous Goods has been very 
active since it~ inception in 1962. One 
of its major successes has been the 
development of the I MCO Danger­
ous Goods Code. This Code is pub­
lished in three volumes (in the past 
it was issued in 10 volwnes) and is 
available through I:MCO in London. 
As a tribute to its popularity this Code 
has been adopted in whole or in part 
into national regulations by 21 mari­
time nations, particularily the Euro­
pean countries. The United States is 
in the midst of developing regulations 
a long the lines outlined in the TMCO 
Code. It is quite possible that these 
regulations may 'be published as a 
::\otice of Proposed Rulemaking by 
the time this article is printed. 

The Code covers the safe procedure 
to be used when handling packaged 
dangerous goods. A large number 
of chemicals considered dangerous 
are described on individual pages 
with the reconunended packages to 
be used, including gross or net weight 
limitations. Also included is the rec­
ommended stowage aboard cargo 
and passenger vessels and pre­
cautions to be followed for stowage 
with other cargo whir.h if not fol­
lowed could lead to undesirable con­
sequences as a result of commingling 
of the contents in the event of an 
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accident. The Code also outlines gen­
eral stowage, handling, and segrega­
tion recommendations for the various 
broad classes of dangerous goods such 
as flammable liquids, corrosive mate­
rials and poisons. 

A recent addition to this Code is 
a recommended standard for the con­
struction of portable tanks with a 
design pressure exceeding 25 psig. A 
future addition will cover the design 
requirements for portable tanks in the 
region 14.2 psig to 25 psig along with 
a list of liquids permitted to be car­
ried. The specifications for portable 
tanks having a design of 14.2 psig to 
24 psig were developed principally 
at the insistence of the U.S. Go,·em­
ment in order to handle less danger­
ous materials such as flammable 
liquids having a high flashpoint. 

The subcom111ittee still has under 
active consideration further expan­
sion of the Code as it relates to port­
able tanks. At the 22d session held on 
May 14-18 the recommended design 
requirements for compressed gas 
tanks and a portable tank ·with no 
relief valves was considered. (The re­
sults of this meeting were not avail­
able at this writing.) 

Jn addition to the c.lcvelopment of 
the three volume Code and design re­
quirement~ for portable tanks the 
subcommittee has also finali7,ed ac­
tion on the following major items: 

a. Medical first aid recommenda­
tions involving dangerous goods; 

b. fumigation of cargo holds on 
ships; and 

c. carriage of dangerous goods 
aboard roll-on/ roll-off vessels. 
A copy of these recommendations can 
be obtained by writing to JMCO, 101 
Picadilly St., London, England. 

The subcommittee continues to de­
vote considerable time and discussion 
on such diverse subjects as the fol­
lowing: 

a. carriage of dangerous goods 
aboard containerships; 

b. haudling of dangerous goods in 
ports; 

c. preparation for the upcoming 
Conference on Marine Pollution; 

d. carriage of dangerous goods in 
limited quantities; 

e. grouping of dangerous goods 
within classes by their properties: 

f. emergency data cards for use 
aboard ships ; and 

g. changes to the lMCO Code on 
lbe Carriage of Dang<'rous Goods as 
they arc proposed by the partici­
pating countries. The May 14-18 
meeting was devoted to these on­
going subjects. 

The U.S. Government has been 
very active in disr.us.~ions held within 
this subcommittee. To assist the 
United Slates in preparing for these 
meetings there is in existence a 
SOLAS Working Group on the Car­
riage of Dangerous Goods. Partici­
pation in this working group inclurles 
Government members, representa­
tives from industry, the National 
Cargo Bureau and the Bureau of Ex­
plosives. The representatives from 
industry are primarily from the 
marine segment but some participa­
tion from shippers is also present. T his 
working group meets as frequently 
as is necessary, but at least once 
prior to every session of the IMCO 
subcommittee, lo develop U.S. papers 
to be presented at IMCO or to discuss 
papers which have been presented by 
other participating countries. 

In the past the various countries 
who have participated in the work of 
this TMCO subcommittee have been: 
Australia, Canada, Chile, Denmark, 
Federal Republic of Gennany, Fin­
land, France, Greece, Italy, Japan, 
Liberia, Tetherlands, Norway, Peru, 
Poland, Spain, Sweden, uSSR, and 
United Kingdom. 

If there are any questions concern­
ing this subcommittee or its work, 
they can be addressed to : Comman­
dant (G-MHM/83), U.S. Coast 
Guard, Washington, D.C. 20590. 
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NEW SURVIVAL SYSTEMS TO BE EVALUATED 
The Coast Guard's Offices of Merchant Marine Safety 

and of Research and Development will be testing and 
evaluating some new concepts in survival equipment for 
merchant ships during the ne:i..1: year. 

This program is only a small part of the more com­
plicated overview which the Coast Guard is trying to get 
of ship abandonment and the equipment necessary for 
such an emergency. 

Contract<; with the Battelle Memorial Institute are 
generating functional requirements for survival at sea. 
Items such as vessel type, casualty by type, location of 
casualty, use of survival equipment and sea and weather 
conditions at time of casualty become major data inputs 
in determining these functional requirements. 

The survival systems being evaluated during the next 
year arc presently installed or will 'be installed on Great 
Lakes vessels. One system presently installed on the U.S. 
Ore Carrier Vessel Voorhees is an inflatable slide-raft 
combination. This concept was initially designed for air­
craft use and more recently adopted for use on off-shore 
platforms. The testing of this system on the Voorhees will 
give the Coast Guard experience in the operation of a 
slide from a ship. This experience is important to acquire 
since neither an airplane on water nor an off-shore plat­
form moves as much as a foundering ship in heavy seas. 

A second system which has already been installed on a 
Great Lakes vessel is a davit launched inflatable life raft. 
This design concept is prominent in England although the 
raft was supplied by an American company. 

A third system which is not yet installed is a davit 
launched, completely enclosed capsule. This capsule is 
presently being used on off-shore platforms using an "A­
frame" launching system. The Coast Guard hopes to 
utilize a newly developed telescopic davit which would 
be more feasible for shipboard installation. 

The plans arc to conduct five basic test activities: 
1. Pre-operational tests and observations 
2. Dockside or functional system check-out 
3. Cold weather tests 
4. Severe weather tests-unmanned 
5. Severe weather tests-manned 

Wherever necessary, modifications will be made to 
test procedures to avoid delaying the ship or its perso 
and to reduce the safety hazards which may arise f.. 
environmental conditions. The Coast Guard will a!.so 
conducting similar tests on existing davit launched 
boats in order to get comparative data. The results a{· 

testing and evaluation will be put into a final report a:: 
all tests arc completed. It is anticipated that the tests 
be completed in April 1974. 

MARINE EVACUATION SYSTEM 
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COAST GUARD RULEMAKING 
(Status as of 1 August 1973) 

1972 PUBLIC HEARING 
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;Jcnderson Harbor, N.Y •...•................... . ... 
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Coast Guard Rulemaking- Continued 
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Pompano Beach, Fla. (CGD 72- 158P)................ S-22-72 . . . . . . . . • . 9-26- 72 X .... ...... ......... . ...... . 
St. Lucie River, Fla. (CGD 72-168P)......... ... ..... 8- 26-72 . . . . . . . . . . 10-3-72 X ...•. .................... . 
West Palm Beach, Fla. (CGD 72-167P)........ ... ... . S-26-72 . . . .. . . .. . 10-3- 72 X .......... ............... . 
Back Day of Biloxi, Miss. (CG 72-173R)........ ...... .. .. . . .. .. .. .. .. .. .. . .. .. .. .. . .. .. .. . . .. . . . . 9- 7- 72 

Extended 
4-2-73 

Great Canal, Satellite Beach, Brevard County, Fla. 
(CGD 72-175PH).................. ....... ....... 9-13-72 10-30-72 11-13-72 X 

AIWW, Mile 342, Fla.; Drawbridge Operations (CGD 
72- 190P).................... . .................. 9-30-72 . .. .. .. .. . 11-1-72 X ........................ . . 

Barnegat Bay, N.J. (CGD 72-211). . . . .. .. .. .. . . .. .. . 10-31-72 . .. .. .. .. . 12-5-72 X ......................... . 
Ewing Narrows, Harpswell, Mc. (CGD 72-205) .. ...... 10-17-72 I 1-21-72 12-6-72 X .. .. . ... ........... .. ...•• 
Richardson Bay, Ca. (CGD 72-30)................... . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 12- 2- 72 

12- 16-72 1- 25-73 
1- 26-73 ......... . 
1-26-73 ......... . 
2-12-73 ......... . 
4-18-73 ......... . 

corrected 

Doctors Pass, Naples, Fla. (CGD 72-242) ............ . 
Menominee River, WI (CGD 73-12) ..... ........... . 
Spa Creek, MD (CGD 73-13) ...................... . 
Long Island I nland Waterway (CGD 73- 23) ......... . 
Shaws Cove, CT (OGD 73-72) ............. ..... ... . 

5-1-73 

2- 15-73 
3-6-73 
3-6-73 

3-30-73 
5-18-73 

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

Columbia and Snake R's, WA (CGD 73- 95)........... 5-B-73 .. .. .. .. .. 6-8-73 X .................. ·- .... . . 
Whitcomb Bayou, FL (CGD 73-51).................. 3- 14-73 .. . . .. .. .. 4-17-73 X ......................... . 
Coos Bay, OR (CGD 73-108).... . ... . .............. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 5-23-73 <H,...... •• 

Isthmus Slough, OR (OGD 73-104). .. ............... . .. .. . . .. . . . . .. . .. . . . . . .. . .. . . . .. . . . . .. . .. . . 5-23-73 

Scuppcrnong R., NC (CGD 73-111 ).. .. . . . .. .. .. . . .. . 5-29-73 . . . .. . . .. . 7-3-73 X ......... . .............. . 
Passaic R., NJ (CGD 73- 123)... .............. ...... . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 6-18-73 

HAZARDOUS MATERIALS 

Compressed Gas Cylinders (CGD 72-l 15PH).......... 8-31-72 9-28-72 10-2-72 X ........ ............... .. . 
Dichlorobutene, Corrected, F.R. 9-20-72, Hazardous 

Cargoes (CGD 72-162PH)........................ 8-30-72 10-24-72 10-31-72 X ..................... . ... . 
Certification of Cargo Containers for Transport under 

Customs Seal (CGD 72-139)...................... 11- 17-72 .. . .. .. . .. 12-19-72 X ..... .................. . . 
Metal Borings, Shavings, Turnings & Cuttings (CGD 

72-229).. ........... ...... ..................... 12-5-72 1-11-73 

E2ew)~i~~.t~. ~~:~I~~'.~ ~~~~t~ .~~:~r.e,"'.1~~~ ~~~~. '.~~. 
Shipment of DOD material sold to shipper (CGD 73-42) .. 
Miscellaneous Dangerous Cargoes (CGD 72-182) ...... . 

12-13-72 
3- 22- 73 

11-11-72 

1-23-73 
4-17-73 

12-12-72 

3-1-73 

1-30-73 
4-24-73 

12- 19-72 

7- 16-73 

.. . . .. . .. .. .. . 3-29-73 

.. .. . . .. . . . . .. 7 9-73 10.-,_ __ _ 
x ........................ . 

Letters of compliance, Subchapter 0, Bulk Dangerous 
Caritocs, Interim regulations (CGD 72-80) .......... .. ........ . ................................ . 

l\fiseellaneous ~endmc:nts (CGD 72-34)............. 3-1-72 5-24-72 ..... ......... . ... ..... . 

MARINE ENVIRONMENT AND SYSTEMS 
(GENERAL) 

Oil pollution prevention (CGFR 71-160, 161) . . . . . . . . . 12-24- 71 
Marine Sanitation Devices (CGD 73-83).............. Adv. 

Notice 
6-18-73 

2- 15-72 4-21-72 

8-15-73 

1 Some requirements not effective until 1-1-74, see Federal Register Part III of 6-15-73. 

x .......... 12- 21- 72 
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Coast Guard Rulemaking-Continued 
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MERCHANT MARINE SAFETY (GENERAL) 

Oceanographic vessels, fire main systems (CGFR 72-20) . . 2-4-72 .......... 3-19-72 x . . ... ..... . . . ..... .. . .. ....... 
Washroom and toilet facilities (CGD 73- 119) . . ........ 1- 15-7:.! .......... 3- 20-72 . . . . . .. . ... ' .. 8-1-73 8-1- 73 
Water lights, fioatin~ electric (CGFR 72-48) .... . .... .. 3-9-72 4-18- 72 4-24-72 x . ..... . ... . . .. .. .... . ...... ... 
Great Lakes Maritime Academy, List as a Nautical 

School-Ship (CGD 72-92P) .. .. ...... . .... . ..... . . 8-9-72 ... ....... 9-15-72 x . .... ... .. . .. .. . . ... . ...... ... 
Ship's Maneuvering Characteristics Data (CGD 72-

134PII) ....... .. ... . .................... . ... .. .. 0-22-72 9- 28-72 10-13- 72 x ..... ····-· .......... .......... 
Supp. 

Notice 
7- 20-73 .. .... .... 8-31-73 . . . . .... .. . . ·- . . . .. . . .. . . ......... 

Unmanned Barges; hull construction (CGD 72-130) .... 10-31-72 12-19-72 12- 29-72 x . ·· ·· · ···· .. ........ ... .... . . . 
Marine Engineering Systems and Components (CCD 

12-12-72 72-206) ...... .. . . . ........ . ...... .. . . .. ... ... . . 11- 17-72 12- 20-72 ... . ........... 6-29-73 10-1- 73 
Remote Valve Controls (CGD 72-57) ................ . 11-17- 72 . ······ ... 12- 19-72 ... . . . ......... 5-1- 73 8-1-73 
Towboat operator licensing (CGD 72- 132) ........ . ... 8-11-72 9-13, 20, 1- 15-73 .... . .. .. .. ... 3-2-73 9- 1-73 

26, & 27-
72 

Construction requirements for tank ships (CCD 72-245). Adv. 
Notice 
1-26-73 ..... ····· 3-15- 73 x ..... ..... . .. .. . . ... . ......... 

Supp. 
Notice 
7-5-73 . ......... . .. .. . . . . . . .. . . .. .. . . .. . . .. ...... . . ......... 

Wiring methods and materials for hazardous locations 
(CGD 73-6) .... . ....................... .. ...... 2-14-73 ....... ... 3-16-73 x ·· ···· .... . ... . . . .. . . . . ... . . . . 

Emergency Position Indicating Radio Beacons (CGD 
73-24) ....... .. .. . ... .. ... . .......... .. .. .. ... . 3-5-73 4-18-73 4-30-73 x ..... ..... . .... .. ... .......... 

Firemen's outfits on manned tank barges (CGD 73-11 ) .. 4-26-73 On 5-28-73 x . ..... .. . . ....... ... .. . ....... 
Dry chemical fire extinguisher requirements (CGD 

request 

73-73) .. . ................ . ..................... 6-8-73 ......... . 7-10-73 x . .. .. ... . . . ......... ... .. ..... 

NoTI; : This table wbich will be continued in future issues of the Proceedings is designed to provide the maritime public with 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 Rulcmaking, and as rules will be recorded. Proposed 
changes which have not been placed formally before the public will not be included. 

Among the major causes of death 
in the recreational boating commun­
ity arc falls overboard; in fact, only 
capsizings are responsible for more 
fatalities. Principal reasons for most 
trips over the side are improper load­
ing of the boat and excessive speed. 

A very typical case involving the 
"fall overboard" occurred recently on 
Lake Meade. Two men were operat­
ing a homemade 10-foot craft pow­
ered by a 25-horsepower motor. 
Contrary to commonsense and proper 
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Falls Overboard 
seamanship, both men were sitting on 
the starboard side when the boat 
struck something. Was it a floating 
log, or merely the wake from another 
boat? No matter. The two men were 
thrown into the water about 40 yards 
from shore as their boat continued to 
run in tight circles. Both men, fully 
clothed and wearing boots, started to 
swim toward shore. One man re­
moved his boots and made it back; 
the other man was pulled under by 
the weight of his garments; he 
drowned. 

The boat was eventually towed to 
shore after it had run out of gas. Some 
15 divers began to search for the 
drowning victim, but for 3 days they 
were unable to locate the body in the 
area of the accident where the water 
was 40 feet deep. 

Coast Guard investigators, after 
careful examination of the incident, 
concluded that the boat had been 
improperly loaded, had been travel­
ing at too fast a speed, and had lacked · 
a proper lookout ahead for object<> 
in the water. 
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MODERNIZATION OF THE 
INTERNATIONAL 

RULES OF THE ROAD 
By Capt. W. W. Barrow and Cdr. ]. M. Duke, USCG 

ED. NOTE: This is the first of a series of installments on the mode;nization of. the International Rules of t;.' 
Road. The article will be continued in subsequent issues of the Proceedings. The vzews expressed are those of t e 
authors and do not necessarily refiect those of the Commandant or of the Coast Guard as a whole. 

Introduction 

International Rules of the Road as we know them 
today came into acceptance in 1895. They remained vir­
tually unchanged until a facclifting was accomplished by 
the Safety Of Life At Sea Conference in 1948. Again in 
1960 a new Safety Of Life At Sea Conference opened 
the Rules and amended them. It was during this con­
ference that radar was formally recognized by the Rules. 

Now in 1972, the Rules have been again reopened and 
significant modifications effected. This time not by a Safety 
Of Life At Sea Conference but by a special conference 
called for the specific purpose of amending the Interna­
tional Rules of the Road. If the coincidence of a 12-year 
span between amendments has not escaped you, it should. 
There is nothing coincidential about the major maritime 
changes which have rendered an updating of the Rules 
so necessary. Oil spills of the magnitude of the Torrey 
Canyon have forcefully demonstrated the need for en­
vironmental protection which was not even seriously con­
sidered in 1960. Now we are dealing with vessels five 
times that size and the probability that even larger vessels 
will emerge. Additionally, a so-called container revolution 
will breed a large number of very high speed vessels. For 
these young titans the maritime community's present 15-
knot world will make a quantum jump to 30 knots. Hydro­
foils, hovercraft, and extremely sophisticated tug-barges 
are other examples of newcomers that have not been 
accommodated for in the Rules. 

Unfortunately, transportation demands and the result­
ing traffic patterns are such that large numbers of these 
various types of vessels can be expected in straits, on coast­
lines, in roadsteads and harbors simultaneously. Whereas 
the old Rules made some accommodations for different 
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types of vessels, they were, in the main, directed at t' 
approaching vessels with approximately the same cap:i.­
bilities. The problem now, of course, is that approaching 
vessels are likely to have vastly different capabilities. Lurl­
ing ever so closely in the background is the potential fO?" 
disaster which accompanies high speed and large amour.~ 
of dangerous cargo. 

Member nations of the Intergovernmental Maritime 
Consultative Organization (IMCO) have done a grea: 
deal of work on the problem over the past 4 years. F~ 
instance, in the United States several committees from a.. 
walks of the maritime community were formed under 
Coast Guard secretaryship and gave very freely of th~ 
time that the United States might put forth its best effo:t 
in modifying the International Rules. O nce these commi:­
tees had brought their work forward to the point ct 
identifiable rule changes, a questionnaire was sent out to 

the maritime public for the broadest p<>ssible participacio:i.. 
Similar efforts were being carried out by other maritime 
nations. During this same 4-year period these nations me. 
frequently in international working groups to the end 
that this 1972 conference might have placed before it ~ 
a working document the best attainable set of Intero.a­
tional Rules upon which general agreement had alrea.cT 
been reached. 

The obvious desire that these rules be simplified an 
aimed at the mariner, not the lawyer, was ever with theie 
working groups both national and "international. TI: 
sentiment, we believe, was best ex-pressed by a Unir 
Kingdom Minister for Maritime Affairs in a welcoma 
address to the 1972 Rules Conference. He stated in ~ 
scnce that the new regulations should be prepared in su 
a way as to provide the mariner with a practical code 
practice for safely maneuvering his ship with relation 
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others. To that end, the rules should be concise, com­
prehensive, and unambiguous. 

In both 1948 and 1960 the Rules were kept in their 
original form with modifications being made to the in­
Jividual rule or rules as the case may be. The current 
bit of surgery has gone a great deal beyond its predeces­
sors. The rules have been added to, some rules have been 
deleted and the entire structure has been rearranged. 
While the overall result should be of significant benefit to 
the mariners both now and in the future, the job of com­
paring the existing 1960 set with this new set is a bit 
more difficult than in the past. I t is a fair statement to say 
these new rules will be hai·der to memorize but easier to 
know and to use than the existing rules. In short, these 
rules are better tools for safer sailing. 

In the following outline we will list each new rule or 
portion thereof and follow it with the authors' opinions 
of what the intent of the rule is, its relationship, if any, 
with the previous rules and, if appropriate, an indication 
of United States mariner acceptance based on the afore­
mentioned questionnaire. 

Section-by-Section Analysis 

PART A-GENERAL 

Comment: Jn order to put those rules and situations 
which have general applicability throughout all circum­
stances in one place, this section has been expanded to 
include provisions for special rules made by appropriate 
authority which were contained in old Rules 13 and 28. 
This part also gives recognition to implementation of 
traffic separation schemes, a new initiative in areas of 
congested traffic. Also placed in this part, under Rule 2 
arc the old n1lcs of good seamanship and special circum­
stance. Rule 3 contains general ciefinitions. 

APPLICATION 

(a) These Rules shall apply to all vessels upon the high 
seas and in all waters connected therewith navigable by 
seagoing vessels. 

Comment: The mandate as to when lights and shapes 
are to be displayed has been removed to a special section 
of the rules dealing exclusively with lights. 

(b) Nothing in these Rules shall interfere with the 
operation of special rules made by an appropriate authority 
for roadsteads, harbours, rivers, lakes or inland waterways 
connected with the high 5eas and navigable by seagoing 
vessels. Such special rules shall conform as closely as pos­
sible to these Rules. 

(c) Nothing in these Rules shall interfere with the oper­
ation of any special rules made by the Government of any 
State with respect to additional station or signal lights or 
whistle signals for ships of war and vessels proceeding under 
convoy, or with respect to additional station or signal lights 
for fishing vessels engaged in fishing as a fleet. These ad­
ditional station or signal lights or whistle signals shall, so 
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far as possible., he such that they cannot be mistaken for 
any light or signal authorized elsewhere under these Rules. 
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Comment: Old Rule 13 and 28D. 

(cl) Traffic separation schemes may be adopted by the 
Organization for the purpose of these Rules. 

Comment: Traffic schemes are basically dual lane 
waterways developed for application on congested or 
otherwise dangerous areas of the world's waters. As en­
visioned here, the first schemes were approved in 1964 for 
the Dover Strait. Since then a great many others all over 
the world have been similarly approved. The implementa­
tion of these is generally accomplished by establishment of 
various navigational aids and display upon applicable 
charts by the major chart producing Nations. In this coun­
try such schemes exist at the approaches to New York, to 
Delaware, to the Chesapeake Bay, to Los Angeles/ Long 
Beach, to Narragansett Bay, RI, and Buzzards Bay, MA, in 
the Santa Barbara Channel and at the approaches to San 
Francisco. Our good neighbors to the North have devel­
oped and implemented an extensive traffic separation 
scheme all the way from the Grand Banks to the Cheta­
bucto :Ra.y area and various areas of the Gulf of Saint 
Lawrence. 

( e) Whenever the Government concerned shall have de­
termined that a vessel of special construction or purpose 
cannot comply fully with the provisions of any of these Rules 
with respect to the number, position, range or arc of visi­
bility of lights or shapes, as well as to the disposition and 
characteristics of sound-signalling appliances, without inter­
fering with the special function of the vessel, such vessel shall 
comply \'lith such other provisions in regard to the number, 
position, range or arc of visibility of lights or shapes, as well 
as to the disposition and characteristics of sound-signalling 
appliances, as her Government shall have determined to be 
the closest possible compliance with these Rules in respect 
to that vessel. 

Comment: Old Rule 13R. 

R v1..E 2 

RESPONSIBILITY 

(a) Nothing in these Rules shall exonerate any vessel, 
or the owner, master or crew thereof, from the consequences 
of any neglect to comply with these Rules or of the neglect 
of any precaution which may be required by the ordinary 
practice of seamen, or by the special circumstances of the 
case. 

Comment: This, of course, is old R ule 29, the R ule of 
Good Seamanship. Conspicuous in its absence is mention 
of a proper lookout; however, this is not an oversight. The 
need for a proper lookout is given elevated status by de­
voting an entire rule to the subject and placing that rule 
immediately preceding the steering and sailing rules. 

(b) In construing and complying with these R ules due 
regard shall be had Lo all dangers of navigation and colli­
sion and to any special circumstances, including the limita­
tions of the vessels involved, which may make a departure 
from these Rules necessary to avoid immediate danger. 

Comment: This is the old R ule 27, Rule of Special 
Circumstances, a General Pn1dential Rule. I ts location 
and wording ("may render a departure from the 'above' 
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Rules -x- * *") in the existing rules causes some doub: 
as to whether the General Prudential Rule applies for in­
stance to rules that came after it such as sound signcw 
of vessels in sight of one another. With this amendmer.: 
there can be no doubt that the General Prudential Rule 
as stated here applies to the entire body of the rules. The 
word craft has disappeared from this rule. T his is indica­
tive of better things to come. We can thank the drafting 
committee of the rules convention for such niceties as de­
fining the word vessel properly and then confining them­
selves almost exclusively to that term throughout the 
remainder of the rules. 

RuLF. 3 

OENERAL D1'1'1N11'10NS 

Comment : The dcfiuitions herein included are those 
which have general applicability throughout the rule.. 
Specific definitions such as height above the hull, whieh 
has applicability only in placing the lights, or length of a 
whistle signal which, of course, has applicability only i.;. 

the use of the whistle, are placed in the actual rule sectio~ 
to which they apply. 

(a ) The word "vessel" includes every description of wate= 
craft, including non-displacement craft and seaplanes, usoJ 
or capable of being used as a means of transportation = 
water. 

Comment: This rule has been modified to include no:J­
displacement craft and seaplanes. Since the rules gen­
erally provide that such craft/vessels are to stay away 
from their less maneuverable neighbors it is quite fittimr 
that they be included in the general term vessel rather 
than having to be c>..-prcssly enumerated under virtuall\ 
every rule. (See comment on Rule 18{e) in regard t0 

this definition ) . 

(b) The term "power-driven vessel" means any vesse: 
propelled by machint:ry. 

Comment: Same as old Rule 1 (c) (iii). 
(c) The term "sailing vessel" means any vessel undtl 

sail provided that propelling machinery, if fitted, is no· 
being used. 

Comment: Similar to old Rule 1 ( c) (iv) except that 
the wording has been inverted to stress sailing vess~ 
under power rather than power vessels under sail. Tim 
speaks to the many auxiliary sailing vessels. 

(d) The term "vessel engaged in fishing" means any \-e!­

sel fishing with nets, lines, trawls or other fishing apparatt::s 
which restrict manoeuvrability, but does not include a ve.ssc. 
fishing with trolling lines or other fishing apparatus whic· 
do not restrict manoeuvrability. 

Comment: This term has been modified to include the 
requisite "which restrict maneuverability". This is a mud: 
needed modification which should clarify for the '~ 
number of small pleasure craft that having a few lines 
over the side docs not restrict their maneuverability nor 
does it make them fishing vessels within the meaning of 
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these rules. The need for this change was put to our 
maritime community .in the previously mentioned ques­
tion and they favored this modification by a whopping 
percentile of over 30 to 1. 

( c) The word "seaplane" includes any aircraft designed 
lo manoeuvre on the water. 

Comment: Similar to old Rule 1 ( c) (ii). 

( f) The tenn "vessel not under comma nd" means aves­
sel which through some exceptional circumstance is unable 
to manoeuvre as rel)uired by these Rules and is therefore 
unable to keep out of the way of another vessel. 

(g) The term "vessel restricted in her ability to manoeu­
vre" means a vessel which from the nature of her work is 
restricted in her ability to manoeuvre as required by these 
Rules and therefore is unable to keep out of the way of 
another vessel. 

The following wssels shall be regarded as vessels re­
stricted in their ability to manoeuvre: 

(i) A vessel engaged in laying, servicing or picking 
up a navigation mark, submarine cable or pipelines; 

( ii) A vessel engaged in dredging, surveying or 
underwater operations; 

(iii ) A vessel engaged in replenishment or trans­
ferring persons, provision or cargo while underway ; 

(iv) Ji.J vessel engaged in the launching or recovery 
of aircraft; 

( v) A vessel engaged in mines weeping operation; 
(vi) A vessel engaged in a towing operation such as 

renders her unable to deviate from her course. 
(h) The term "vessel constrained by her draught" 

means a power-driven vessel which because of her 
draught in relation to the available depth of water is 
severely restricted in her ability to deviate from the 
course she is following. 

Comment: Rules f and g are taken from old Ruic 4, 
the "not-under-command" rule. The terms "not under 
command" and "vessel restricted in her ability to maneu­
ver" are clarified. New terms that appear under "vessels 

restricted in their ability to maneuver" are vessels engaged 
in handling pipelines, dredging, transferring persons and 
cargo, and towing. Given separate status under 3 (h) is 
the deep draft vessel. The full meaning of the respon­
sibiiltics of these vessels and of other vessels to stay out 
of their way is contained in new Rule 18 which broadly 
defines which of various vessels must stay out of other 
vessels' way. 

(i) The term "underway" means that a vessel is not at 
anchor, or made fast to the shore, or aground. 

Comment: This rule is similar to old Rule 1 (c) (v) . 

(j) The words "length" and "breadth" of a vessl.'1 mean 
her length overall and greaLest breadth. 

Comment: This rule is essentially the same as old Ruic 
1 (c) (vii). 

(k) Vessels shall be deemed to be in sight of one another 
only when one can be observed visually from the other. 

Comment: This rule is exactly the same as old Rule 
l (c)( ix). 

(I) The term "restricted visibility" means any condition 
in which visibility is restricted by fog, mist, falling snow, 
heavy rainstorms, sand~tonns or any other similar causes. 

Comment: This definition has been lifted from rule 
15(c) and 16(a) and "sandstorms" have been added as 
examples of restricted visibility. Definitions (k ) and (1) 
must necessarily appear in the general definitions in the 
front of the rules because ensuing steering and sailing rules 
arc broken down by conditions of visibility. The first por­
tion has to do with conduct in any condition of visibility. 
This is followed by conduct of vessels in sight of one 
another, and finally by a conduct of vessels in restricted 
visibility. 

Know Your Job 
Injury reports covering shipboard 

Jccidents indicate that seamen have 
accidents because they either lack 
.mowledge of how to do their job 
403fely or because they do not put into 
?ractice all they know about working 
Jafely. 

taking into consideration the riding 
characteristics of the vessel. If you 
know your job thoroughly, the 
chances are you will not get hurt, be­
cause you arc aware of the things you 
should not do, which are just as im-

must be worn when performing cer­
tain jobs and you don't make ex­
cuses for not wearing them. 

Everyone must reali:tc that safety 
on the job is simply proper working 
habits to avoid accident.~, it is an in­
dividual responsibility which is ac­
complished by constant "safety mind­
edness". You cannot separate safety 
from the work you are doing. It is an 
exacting part of how well you per­
form your job. The knowledge of 
what you are doing, plus the fact that 
you know how to do it, is the basis 

To be a good seaman you must 
earn the right way to do your job 
..ndcr varying conditions at all times. 
Particularly, when at sea-you must 
iccome accustomed to the methods 

.md practices of shipboard work-

portant to know. . 
Besides knowing what you can and 

can't do with the equipment and 
materials you work with, along with 
skills you need to perform your job; 
you also have to know the clements 
of dangers that can be expected. 

When you know your job, you 
know that there is a good reason for 
the special protective equipment that 

of all safety. · 
- Courtesy Lykes Lines Safety Dulletin 
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safety as others see 
• 

zt 

Wear Protective 
Equipment 

At sea, prio~ to arriving in port, a 
vessel was encountering rough seas, 
swells average heavy, rolling easily 
with ocassional moderate roll. The 
ship was not taking water on deck 
prior to or after the following de­
scribed incident: 

"Seamen were in the process of 
rigging the port accommodation lad­
der. A wire strap about 48" long with 
one end shackled to the gangway 
bridle and the other end to the out­
board side of the gangway was used 
to swing the gangway out. While a 
seaman was on the accommodation 
ladder attempting to unshackle the 
end of the outboard side of the gang­
way, a heavy freak swell came over 
the ladder knocking him back against 
the ship's bulwark where the ladder 
is nonnally cradled." 

The Ship's Accident Investigation 
Committee recommended the use of 
a hook in lieu of the shackle so that 
a seaman would not have to lean over 
the outboard side of the accommoda­
tion ladder in order to remove the 
strap. 

The rigging of gangways should 
never be attempted when vessel is 
shipping seas on deck. 

Anytime a seaman is performing 
work over water-on the accom­
modation ladder, staging, etc., a work 
vest must be worn to a.ff ord protection 
from drowning in the event of a fall 
into the open water. 

Ship's personnel must make it a 
habit to use various types of personal 
protective equipment that is avail­
able to him whenever the work re-
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quires the need for such equipment. 
Don't endanger your life by taking 
chances. 

-Courtesy Lykes L ines Safety Bulletin 

Good Safety Attitudes 
Aid Morale . 

Preventing accidents is not a side­
line to be followed when there is time 
and when it happens to be conveni­
ent. Preventing accidents is important 
to any business because it pays in good 
employee morale and good public 
relations. 

A ship that has a good safety record 
can be of great value in aiding morale 
aboard ship. In each department you 
will find supervisory personnel who 
take pride in their work resulting in 
the efficient operation of their depart­
ment, thus, creating a feeling of con­
fidence and a sense of security by all 
hands. 

A ship with a poor safety record 
could make crew members feel that 
the supervisory personnel are not on 
top of the job and do not take enough 
interest in safety. 

You will find aboard vessels with 
good safety records that good safety 
attitudes and teamwork among its 
crew members have played an im­
portant part in their safety achieve­
ment. 

A vessel can have a good safety pro­
gram, with regular safety meetings 
being held, the ship covered with 
safety reminders and warning signs; 
you can be shown the safe way of do­
ing your work; but none of these will 
make you accident free if you don't 
want to be. Safety is a personal thing. 
Accidents happen individually. 

To be successful in avoiding injW" 
it is necessary that all hands endeavor 
to develop GOOD SAFETY A TII­
TUDES which will also aid in your 
vessel's "MORALE" . 

- Courtesy Lykes Lir1es Safety Bulleri:!. 

READERS INVITED TO SUBMIT 
MATERIAL FOR FUTURE 
ISSUES 

(EDITOR} 

All READERS are invited to 1ubmit comm.­
safety suggestions, cartoons, articles, or s19-
lo r material for publicotion in future 1-
of this publication. Submissions should ~ 
cern the promotion of maritime safety cm 
will be selected a nd edited at the ecllter'a 
discretion. Credit for published material ,.. 
b e give n to the author, a s appropriate, ... 
unused Items will not b e returned. A bdll 
biographical sketch is requested of the av6mr 
of any article In excess of 1,000 words. 

Articles or requests for further !nformallim 
should be directed to: 

Editor 
Marine Safety Coundl Proceedings 
U.S. Coast Guard Headquarters 
IGCMC/821 
400 Seventh St. SW 
Washington, D.C. 20590 
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MERCHANT MARINE SAFETY PUBLICATIONS 
. The following publications of marine safety rules and regulations may be obtained from the nearest 

marine inspection office of the U.S. Coast Guard. Because changes to the rules and regulations are 
made from time to time, these publications, between revisions, must be kept current by the individual 
consulting the latest applicable Federal Register. (Official changes to all Federal rules and regulations 
are published in the Federal Register, printed daily except Saturday, Sunday, and holidays.) The date 
of each Coast Guard publication in the table below is indicated in parentheses following 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 (Subchapler N ) , dated October 1, 1972 are now 
available from the Superintendent of Documents price: $5. 75 

CG No. TlnE OF PUBLICATION 

101 Specimen Examination for Merchant Marine Deck Offtcen 17-1-63). 
108 Rules and Regulations for Military Explosives and Hazardous Munitions 14-1-721. F.R. 7-21-72, 12-1-72, 
115 Marine Engineering Regulatlons 17-1-701 F.R. 12-30-70, 3-25-72 1 7-18- 72, 8-19-721 5-1-731 6-29-73. 
123 Rules and Regulations for Tank Vessels 11 -1-731. 
129 Proceedings of th• Marine Safety Council !Monthly). 
169 Rules of tho Roac:l-lntematlonal-lnland 18-1-721. F.R. 9-12-72. 
172 Rules of the Road-Great lakes 17-1-72). F.R. 10-6-72, 11-4-72, 1-16-73, 1-29-73, 5- 8- 73. 
174 A Manual for the Safe Handling of Inflammable and Combustible Liquids 13-2-64). 
175 Manual for Lifeboatmen, Able Seamon, and Qualiflcd Membors of Engine Departmen t 13-1-731. 
176 load Lino Regulations 12- 1-711 F.R. 10-1-71, 5- 10-73. 
182 Specimen Examinations fO'I' Merchant Marine Enginee1' Ucenses 17- 1-631. 
184 Rules of the Road-Western Rivers 18- 1-721. F.R. 9-12-72, 5-8-73. 
190 Equipment list (8- 1-72). F.R. 8-9-72, 8-11-72, 8-21-72, 9-1 4-72, 10-19- 72, 11-8- 72, 12-5- 72, 1-15-73, 

2-6-73,2- 26- 73,3-27- 73,4- 3-73,4-26-73,6-1-73. 
191 Rules and Regulations for Licensing and Cortiflcation of Merchant Marine Personnel 16-1- 721. F.R. 12-21-72, 

3-2-73,3-5-73,5- 8-73, 5-11-73, 5-24-73. 
200 Marin• Investigation Regulations and Suspension and Rtvo<ation Proceedings 15-1-671. F.R. 3-30-68, 4-30-70, 

10-20-70, 7-1 8-72, 4-24-73. 
220 Specimen Examination Queations for Ucenses as Master, Matt, and Piiot of Central Western Rivers Veu ela (4- 1-571. 
227 laws Governing Marino Inspection 13-1-651. 
239 Security of Vessols and Waterfront Facilities 13-1-721. F.R. 5-31-72, 11-3-72, 7-8-72, 1-5-73. 
249 Marine Safety Counci l Public Hearing Agenda IAnnuallyl. 
256 Rules and Regulations for Pauen,ger Veuels 15-1-691. F.R. 10-29-69, 2-25-70, 4-30-70, 6-17-70, 10-31-70, 

12-30-70,3-9- 72,7-1 8- 72, 10-4-72, 10-14- 72, 12-21- 72,4-10-73. 
257 Rules and Regulations for Cargo and Miscellaneous Vtntls (8-1-691. 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- 14-72, 12-21-72, 6-28-73, 
6-29- 73. 

258 Rules ond Regulations for Unlnspected Vessels 15- 1-701. F.R. 1-8-73, 3-28-73. 
259 El octrlcal Engineering Regulations 16-1 -71 1. F.R. 3-8-72, 3-9-72, 8- 16-72. 
266 Rules and Regulations for Bulk Grain Cargoes 15-1-681. F.R. 12-4-69. 
268 Rules and Regulations for Manning of Vessels 110-1-711. F.R. 1-13-72, 3-2-73. 
293 Miscellaneous Eledri<al EqulpnMnt list 19-3-681. 
320 Rules and Regulations fo r Artiflclal Islands and Fixed Structures on the Outer Continental Shelf 17- 1- 721. F.R. 7-8-72. 
323 Rules and Regulations for Small Passenger Vessels (Under 100 Gross Tons) ( 12-1 - 711. F.R. 3-8-72, 3- 25-72, 6- 24-72, 

7-18-72,9-13-72, 12-8-72, 12-21-72, 1-8- 73,3-5-73,6-29-73. 
329 Fire Fighting Manual for Tank Vessels 17-1-68). 
439 Bridge-to-Bridge Radiotelephone Communications I 12-1-721. 

CHANGES PUBLISHED DURING JULY 1973 

The following have been modified by Federal Registers: 
None. 
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