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The passage of the Sidney L anier 
Bridge in Brunswick, Ga., is evalu­
ated as a "tough maneuver" by the 
men who pilot it. A ship coming out 
of the narrow tidal river which joins 
the Brunswick River just above the 
bridge has a very short run in which 
it must align itself with the span's 
250-foot opening. Ships with a large 
turning radius must begin turning 
before reaching the main channel, 
and few are able to straighten out 
before reaching the "point of no 
return." Many ships carry left rud­
der or will still be swinging slowly 
left as they pass through the lift span 
opening. In such a situation there 
is neither time nor room for error. 

At 9 : 36 p.m. on November 7, 1972, 
the SS African Neptune cast off after 
completing loading operations at the 
State Docks on Oglethorpe Bay. Ac­
tually a narrow tidal river, Ogle­
thorpe Bay flows downstream to join 
the Turtle River below the State 
Docks. There the two rivers become 
the Brunswick River, which the Sid­
ney Lanier Bridge crosses about 100 
yards scawartl of the junction. 

On the bridge of the A frican Nep­
tune that night were two State li­
censed pilots and the ).faster of the 
vessel. The senior pilot conned the 
vessel while docking and in close 
proximity of its assigned berth. Under 
those circumstances, the branch pilot 
remained on the bridge but did not 
gi,·e maneuvering orders. AJI three 
men held Coast Guard liccnsr~~. 

At about 9: 37 the docking pilot 
maneuvered the African Neptune 
laterallr a short distance into the 
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channel using both a tug and the 
ship's engines. As the vessel began 
to make headway, the pilot decided 
lo release the tug and maneuver the 
vessel clear of the dock and around 
several barges moored downstream 
u~ing only the ship's rudder and en­
gines. Two minutes later the engines 
were ordered "FULL AHEAD," and 
the rudder put "HA RD RIGHT." 
Soon afterward the tug cast off. The 
ship gained speed as the right rud­
der caused the bow to swing right 
and away from the barges. The vessel 
drew close abeam of the barges, the 
helm was shifled from hard right to 
hard left. At about 9: 41 the pilot 
ordered, "SLOW AHEAD" as the 
African N eptune's stem passed the 
barges. 

The ?\l aster and docking pilot 
were on the port wing of the bridge 
during most of the undocking ma­
neuver. Dissatisfied with the way the 
helmsman applied the pilot's orders, 
the M aster ordered the mate of the 
watch to have the helmsman re­
lieved. The word was passed for the 
other 8-J 2 Able Seaman to relieve 
the helmsman. 

From the period that the vessel 
was abeam of its fom1er berth at the 
State Docks to the time that the A fri­
can Neptune's stern passed the 
moored barges, the ship had traveled 
about 1,000 feet. Its head was being 
directed to swing slowly to the right. 
At that point, the A frican Neptu11e 
was situa ted in the channel about 
midway between the center and the 
east side. After considering the ship's 
position and progress down the 

channel, the docking pilot decided 
that he would remain in control of 
the maneuvering of the vessel until 
it passed the Sidney Lanier Bridge. 

At about 9 :43, the A frican Nep­
tune radioed the Sidney Lanier Bridge 
operator of the vessel's intention to 
pass under the lift span. When the 
operator observed the vessel proceed­
ing down the channel, he initiated 
procedures to lift the span. H e noted 
that he could see a ll the barriers, 
warning lights, and other protective 
devices working properly. At that 
time the shore line on both sides of the 
bridge was visible. After the warning 
gates had closed, traffic on the span 
was halted and cars approaching the 
gates began to stop behind them. Hav­
ing lifted the span, the operator noted 
that as the span reached the top, the 
red ligh t~ which mark the center of 
the opening, one marking the up­
stream and one marking the down­
stream approach to the bridge, had 
properly switr.hed to green. H e was 
satisfied that the bridge was ready for 
the vessel's passage. 

At about 9 : 43, the pilot ordered 
Lhc engine, "HALF AHEAD." 
).1omcnts later he ordered the helm, 
"LEFT, 10°," to start his left tum 
towards the lift span passage of the 
bridge. By this time the A frican Nep­
tune had moved to the right side of 
the channel, but then commenced a 
slo\\' swing to the left. After noting the 
vessel swinging to the left, the pilot 
ordered, "RUDDER AMIDSH IPS." 

The relief of the helm took place 
at approximately this time. The de­
parting helmsman ultcred an obsccn-
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ity which was directed generally to­
wanls the Ma.~t<'r and pilot. Both men 
denied hearing the remark and the 
pilot stated that he was unaware that 
the helm had been relieved. Shortlv 
after the rudder amidships order th~ 
pilot ordered the rudder, "RIGHT, 
10° ," to check the growing swing to 
the left. Seconds later he ordered, 
"RUDDER A MTDSHIPS." 

At about 9 :44 the pilot again 
orcirred the rudder, "LEFT, 10° ." 
(Sec fig. I , point A ) Each of the 
orders was audihle in the pilot house. 
Each order was repeated by the 
helmsman as it was given, and each 
repeat was heard by personnrl in the 
pilot hou~e. Orders to the engine were 
similarly repeated by the mate on 
watch. 

After continuing the left swing to­
wards the bridge passage for about 3 
minutes, the African l\"eptune had 
reached the point in her approach 
that the pilot ronsidered the "point 
of no return". The ship was now 
committed to attempt the passage 
of the bridge. 

At about 9: 46 the pilot ordered the 
engines, "FULL AHEAD" to im­
prove rudder response. About this 
time, he also ordered the rudder, 
"LEFT, 20°," which the helmsman 
audibly repeated. The master had 
stationed himself on the starboard 
wing of the bridge to watch the ves­
sel's passage by the south lift tower 
of the Sidney Lanier Bridge. Both 
pilots were looking ahead through an 
open pilot house window to the left 
of the vessel's centerline. The mate, 
who was at his usual position on the 
st::irboard side of the pilot house, re­
peated the "FULL AHEAD" engine 
order and entered the order in the 
deck bell book at 9: 45 +. 

A short time after the pilot gave 
the left 20° rudder order, the mate 
routinely checked the rudder angle 
indicator and observed the indicator 
about righl 10° and moving further 
to the right. The mate immediately 
approached the helmsman, Lapped 
him on the arm and indicated by 
twirling his finger in a counter-dock-
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~(HA· PR08A9.U Sl11P TRAC'C 
'/Jill! CORRECT 10° LEFT 
~UDDlP. 

FIGURE 1 
This illustration, taken from the National Transportation Safety Board's 

Action on the casualty, depicts the path of the African Neptune. The 
rudder order at Point A (near th e beginning of the vessel 's track) occurred 
at 9 :44 p.m. 

wise direction to tum the wheel to the 
left. The helmsman accepted this as 
an order and began to turn the wheel 
to the left. At about this time, both 
pilots noted the Yessers head hestitate 
in its swing to the left. They stepped 
back from the pilot house windows to 
check the rudder angle indicator on 
the forward bulkhead. When the 
docking pilot saw it \\·as reading 
about right 20°, he immediately or­
dered the rudder, "HARD LEFT," 
and the engine, "FULL ASTERN," 
at ahout 9:47. The branch pilot 
looked at the indicator and watched 
it swing past right 20° and toward 
right 25°. The Master, also not­
ing that the vessel's swing to the 
left had hesitated, immediately pro­
ceeded into the pilot house. The 
helmsman had started turning the 
wheel to the left by the time the 
pilot ordered the rudder, "HARD 
LEFT." 

To notify the engineroom of the 
emergency nature of the FULL 

ASTERl engine order, the ~!faster 
"jingled" the engine order telegraph 
several times. by repositioning the 
tel~araph from Ft;LL ASTERN to 
AHEAD to Ft:LL ASTERJ""1 again. 
At about the same time that he jin­
gled the FULL ASTERN bells, the 
starboard anchor was dropped. About 
three shots or 45 fathoms of anchor 
chain wenc our the hawse pipe before 
the brake was applied. With the ship 
making headway, the chain con­
tinued to pay out, finally fetching up 
with about seven shots out of the 
hawse pipe. 

The African Ncptune·s engines 
responded ro the FULL ASTERN 
bell almost immediately. At about the 
same time, the docking pilot com­
menced sounding the ship's steam 
whistle in short rapid blasts. At about 
9: 48 the branch pilot ordered, 
"HARD RIGHT." By that time, the 
African Neptune had slowed its for­
ward progress to no more than 1 or 
2 knots. 
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Thirleen minutes afler lhe ship had 
cast off from its mooring on Ogle­
thorpe Bay, the African Neptune 
slammed into a steel structural mem­
ber of the Sidney Lanier Bridge about 
250 feet south of the southernmost 
lift span tower. Three sections of the 
bridge collapsed on impact, plunging 
the 10 vehicles that were stopped on 
the span into the river's 30-foot 
depths. 

Rescue operations began immedi­
ately after impact. The branch pilot 
joined the ship's crewmembers in the 
African Neptune's lifeboat which 
was launched within minutes after the 
collision. The bridge operator im­
mediately telephoned the Brunswick 
Police Department for assistance. The 
tug that had helped the African N ep­
tune away from the dock responded 
to the distress call along with various 
other harbor craft. Coast Guard pa­
trol boats and helicopters, Civil De­
fense units, the Georgia High-way 
Patrol, the Brunswick Rescue Squad, 
and private citizens participated in 
the search and rescue efforts. 

Ten of the 24 people on the bridge 
that night drowned when their cars 
plummeted into the river. At least 
lhree ran to safety when they realized 

that the collision was imminent. 
Several persons managed to cling to 
the damaged structure, and the 
remainder were rescued by the Afri­
can Neptune's lifeboat or other har­
bor craft. Search operations con­
tinued through November 8, but 
fai led to locate any additional sur­
vivors. T he last body was recovered 
from a submerged vehicle 5 days 
after the casualty. 

The Port of Brunswick was closed 
to shipping overnight. With the 
assistance of two tugs, the African 
Neptune proceeded to the Lanier 
Berth in Brunswick lo effect tempo­
rary repairs. The vessel then pro­
ceeded to Savannah, Ga., on Novem­
ber 8, 1972, to discharge cargo and 
complete permanent repairs to the 
minor damage she had sustained. 

A Coast Guard Marine Board of 
Investigation convened to determine 
the cause of the casualty concluded 
that the helmsman's error in apply­
ing right rudder to a "left rudder" 
order was the primary cause of the 
collision. The lapse in time between 
the incorrect application of rudder 
and the time it was detected was a lso 
noted as a contributin11; cause. An 
additional contributing factor was the 

subslantial speed required to main­
tain steerageway. This caused the 
African Neptune to pass the "point 
of no return" at a considerable dis­
tance from the bridge opening. The 
fact lhat the vessel had lo approach 
the bridge in a continuous left turn 
maneuver was also viewed as con­
tributing to the collision. 

The Board found evidence of neg­
ligence in the helmsman's actions. No 
fault was found with the rudder and 
engine orders given by the pilot, nor 
was the third mate deemed remiss 
in his duties for not supervising the 
helm more closely. At the time of the 
incorrect rudder application the third 
mate was entering an engine order 
in the bell book. 

The Commandant's Aclion con­
curred with the Board's recommen­
dation that the traffic control gates 
on the Sidney Lanier Bridge be re­
located to prevent a similar occur­
rence. The National Transportation 
Safety Board also recommended 
that the Federal Highway Admin­
istration establish policies and stand­
ards to protecl vehicles on bridges 
that might collapse if struck by a 
marine vessel. T his recommendation 

These two perspectives of the Sidney Lanier Bridge in Brunswick, Ga., show both the navigational com­
plexities involved in a safe transit of the lift span and the height from which the vehicles plummeted as the 
bridge collapsed. Vessels heading out to sea from Oglethorpe Bay !channel, upper left in left hand photograph) 
have very little time in w hich to line up with the bridge opening. Ten vehicles which had stopped on the span 
to await the African Neptune's passage were plunged into the river's thirty-foot depths. 
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The African Neptune suffered only minor damage as a result of the casualty. After effecting temporary 
repairs in the Port of Brunswick the day following the casualty, she sailed for Savannah, Ga. Note the highway 
sign at the extreme right of the right-hand photograph. 

has been adopted in a Policy and 
Procetlu re 1vicmonrnd u111. 

The Board of Pilotage Commis­
sioners was provided a copy of the 
report with the rf'commcndation that 
they adopt measures that would re­
quire large vessels to liue up on the 
Sidney Lanier llridgc before passing 
a point of no return during out­
bound passage. 

The Commandant"s Action also 
concurred with the Board's recom­
mendation that further investigation 
under Suspension and Revocation 
Proceedings be initiated in regard 
to the hc.:lmsinan's part in the casualty. 

In their investigation of the 
casualty, the National Transportation 
Safrty Roard (NTSR) noted that 
there were two errors made by the 
helmsman in responding to rudder 
orders. A study of the course recorder 
chart from the African Neptune re­
vealed that prior to the "LEFT 20°" 
that the helmsman reversed, he had 
applied right rudder to a "LEFT 10°" 
order. For 27 seconds prior to the 
error that was eventually noticed by 
the third mate, the ship was being 
steered on a collision course with the 
bridge. 
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The :'.\TTSR noted in their report 
that the wheelhouse arrangement 
prevented the effecti,·e monitoring of 
the helm which may have reduced 
chance for such an error. The steer­
ing wheel on the A frican J\'eptunc 
was a small black wheel that was 
nearly obscured by the helmsman. 
From most locations in the dark 
wheelhouse, it was very difficult to 
see which way the wheel was being 
turnr.d or what rudder angle was 
being set. Though the rudder order 
indicator was mounted on the steer­
ing stand, it was recessed and could 
not be read except from very close to 
the stand. Because the third mate was 
required to operate the engine order 
telegraph and maintain the bell book, 
he could not continuously monilor the 
hcl111sman. T hus, at a critical time, 
no one m the wheelhouse-the 
Master, pilot or the third mate-was 
monitoring the input to the steering 
control frequently enough to prevent 
an accident. 

In addition, the l'ffSB noted that 
presailing conferences should be held 
prior to maneuvering through high 
risk areas. A general review of ship 
characteristics, particular danger 

areas, and alternative maneuvers may 
provide the margin of safety needed 
to prevent similar occurrences. 

At the conclusion of Lheir report 
the KTSB recommended that: 

1. The Coast Guard require that 
ocean-going Yessels be alined 
with any channel bridge open­
ing before the \·esscls reach a 
point equal to the ship's stop­
ping distance from the bridge. 

2. The Coast Guard require that 
every master of an ocean-going 
vessel inform himself of the 
pilot's plan to maneuver his 
ship in or out of a harbor and 
that the master determ ine, with 
the pilot's assistance, the critical 
aspect~ of the maneuver, in­
cluding the pilot's plan for 
emergencies. T he master should 
then be required to instruct his 
crew to insure that high-risk 
tasks receive priority. 

3. T he Coa~t Guard expedite the 
issuance of regulations requir­
ing that all ocean-going vessels 
be provided with stopping 
distances and turning radii for 

(Continued ou page 201. ) 
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A Status Report on the Merchant Marine 

Licensing Examination Program 

By Capt. J. V. Caffrey, U .S. Coast Guard, Chief, Merchant Vessel Per onnel Division, 
Office of Merchant Marine Safety, U.S. Coast Guard Headquarters 

Early in 1974 the Coast Guard 
introduced a new type of lice:nse ex­
aminatirm for Second and Third 
Mates and Second and Third Assist­
ant Engineers. Many years of study 
and research have resulted in the re­
vised examinations, which respond to 
a number of obvious needs. 

The superseded examinations had 
been rriticizcd because they did not 
reflect new developments in equip­
ment, modern day practices, and cur­
rent rules and regulations. Merely up­
dating these examinations by replace­
ment of archaic questions would not 
have insured a fair and uniform sam­
pling of an applicant's knowledge. 
The subjective stvle of the procedure 
was open to criticism in view of to­
dav's demand for uniformity, objec­
tivity, and efficiency. Moreover, a 
fully answered essay type examina­
tion was taking some applicants (par­
ticularly in the higher grades) as long 
as 2 weeks to complete. 

With the advent and prevalence of 
the objective, standardized multiple­
choice test, it seemed apparent that 
this was the preferred path. At the 
request of and in cooperation with 
the many facets of the maritime rom­
munity, an t'ntire revision was under­
taken. By improving both the ex­
aminations and the training for them, 
it was hoped that the successful 
candidate would be better prepared 
to cope with the rapid advances in 
maritime technology and operations. 
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The corresponding examinations 
for Master, Chief Mate, Chief and 
First Assistant Engineer are also 
under revision, with an csLimatcd 
date of completion around mid- 1975. 
Examination time, in general, -.viii be 
reduced by one-half. 

Consultants in the de\'elopment 
of the specifications included, among 
others, American P resident Lines, 
The Brotherhood of Marine Officers, 
Cleveland-Cliffs Iron Co., Gulf Oil 
Corp., EXXON, I nterlakc Steamship 
Co., International OrganizaLion of 
Masters, Mates and l'ilots, Lake Car­
riers Association, Marine Transport 
Lines, Marine Engineers Beneficial 
As.sociation Districts I and II, Mobil 
Oil Corp., Oglebay Norton Co., Pru­
dential-Grace Lines, U.S. Coast 
Guard, U.S. Maritime Administra­
tion, Military Sealift Command, 
United States Steel Corp., U.S. Mer­
chant Marine Academy and all State 
mariLime academies. The test items 
were written by licensed officers, ac­
tive or retired, who work or worked 
for these or similar organizations. 

The examinations arc adminis­
tered on a monthly basis at a speci­
fied time. Each portion has a speci­
fied time limit. Candidates who fail 
the examination either completely 
or partially are allowed to retake the 
portion they failed at the next regu~ 
Jar-testing period. During the phase­
in period and until January 1, 1975, 
the candidate has the option to be 

re-examined with the superseded es­
say type examination if he fails in 
his first attempt with the new 
multiple-choice test. 

Early results indicate that as of 
early JunP. 1974, of approximately 
1,000 candidatt's tested, 68 percent of 
Third Mate, 44 percent of Second 
:Mate, 51 percent of Third Assistant 
Engineers (steam and motor) , and 
19 percent of econd Assistant 
Engineers (steam and motor) who 
took the multiple-choice examination 
attained a passing score and received 
their license. Taken as a group, ap­
proximately 50 percent of those tested 
with a multiple-choice examination 
attained a passing score. Another 25 
percent of the total candidates have 
received licenses as a result of exer­
cising the option of being retested 
with the essay type examination, 
making the pass-fail percentage com­
parable to that experienced in pre­
vious years. Table 1 contains the sta­
tistical breakdown on the passing 
rate for each examination adminis­
tered. 

Phasing-in permitted the examina­
tions to be introduced without ob­
structing operations. Accompanying 
the phasing-in process, Coast Guard 
officers have been holding examina­
tion conferences with various persons 
and groups who arc involved in pre­
paring individuals for careers a.s li­
censed officers in the U.S. Merchant 
Marine. The tests were reviewed to 
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determine if they actually reflect a 
representative sample of the knowl­
edge required of an individual hold­
ing a merchant marine license. To 
determine the validity of the exami­
nations, conferences were held ·with 
the staffs of the following schools: 
Maine Maritime Academy, Massa­
chusetts Maritime Academy, State 
University of New York, Maritime 
College, Texas A. & M. University, 
Texas Maritime Academy, U.S. Mer­
chant Marine Academy, Marine In­
stitute of Technology and Graduate 
Studies (MMP), School of Marine 
Engineering ( MEBA II) , Calhoon 
School of Marine Engineering 
(MEBA I ) , Page Javigation School, 
New Orleans, La., American Marine 
Sr.hool, New Orleans, La., Captain 
Van & Co., Port Arthur, Tex., Cali­
fornia Maritime Academy, Laws 
School of Marine Engineering, and 
Crawford School of Navigation. 

The majority of individuals attend­
ing Lhese conferences arrived with 
seemingly predete:rmined opm1ons 
that the examinations vvere less than 
valid. At the completion of the con­
ferences all of those attending, with 
one or two exceptions, voiced the 
general opinion that the examina­
tions were not at all as poorly pre­
pared and inappropriate as applicant 
feedback had indicated. T his general 
opinion was arrived at after the con­
ferees had reviewed specific items 
which the candidates had difficulty 
in responding to correctly. Upon re­
view, the attendees could fi nd no fault 
with most of the items and offered 
such comments as, "If they don't 
know this, they shouldn't have a 
license," or "This exam is a give­
away," and "This is a very practical 
job related examination." 

Comments were also obtained from 
candidates just after they had taken 
the examination. The two primary 
comments of note received were the 
following: ( 1) There was nothing on 
the exam they had not expected. (2) 
There was nothing asked that a Sec­
ond or Third Mate or Engineer 
should not be expected to know. 
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The above comments should not be 
construed to mean that the examina­
tions as constructed are perfect 
measuring instrumenls. Conunents 
and criticism from staff members of 
the various academies and from 
candidates will continue to be 
solicited and accepted for examina­
tion improvement. The primary com­
plaints to date and the Coast Guard 
responses are as follows : 

l. Complaint : Some items are 
vague, poorly worded, or have more 
than one correct answer. 

Response: The examinations 
undergo analysis on a monthly basis 
using standard item analysis methods. 
If the item statistics indicate the 
candidates are having trouble with 
specific items they arc Lhoroughly re­
viewed by a research psychologist and 
Coast Guard officers. Tf it is deter­
mined that an item is not valid, all 
candidates are given credit for a cor­
rect answer and the item is either 
eliminate:d from all future forms of 
the examination or is modified so 
that it is valid. No candidate, there­
fore, is penalized for answering a 
non-valid item incorrectly. 

2. Complaint : The Navigation sec­
tion of the males exam is too long. It 
should be shortened or the time al­
lowed to comple:te it should be ex­
tended. 

Response: Present plans are that 
this section will be reduced to 25 
items instead of the present 30. 

3. Complaint: Portions of the exam 
involve too much theory. For instance, 
items concerning vessel design and 
construction are not appropriate for 
a second or third assistant engineer. 

Response: All inappropriate theory 
questions will be removed from the 
exam. 

4. Complaint: There was strong op­
position to the 1 and 2 format ques­
tions. For example : 

Proceeding into a harbor from sea, 
buoys which are to be left on your right 
or starboard side are: 

l. Red 
2. even numbered 

A. 1 only 
B. 2 only 

C. Both 1 and 2 
D. Neither 1 nor 2. 

The correct answer is C since such 
buoys arc both red and even num­
bered. 

Response : Item statistics indicate 
that candidates generally score as well 
on this type of item as on others. How­
ever, the use of this format will be 
limited to those cases where a par­
ticular item of knowledge is to be 
tested and it is not possible to develop 
four acceptable clistractors. 

5. Complaint : Rules and regu la­
tions questions arc spread throughout 
the examination. This means that 
candidates have to intem1ittently get 
up and walk to where the publications 
are located. 

Response: To a lleviate this situ­
ation, every effort will be made to 
group these questions in the latter 
portion of each module in which they 
are applicable so that the candidate 
only has to make one trip to the 
publications. 

6. Complaint: Some illustrations 
arc unclear. 

Response: Unclear or poor illustra­
tions are being replaced with superior 
illustrations whenever an exam 
module is revised. 

7. Complaint: Mixing international 
and inland rules of the road in the 
Rules of the Road module is con­
fusing. 

Response: These items are now 
separated with the first 25 items being 
international rules and the second 25 
items being inland rules. 

8. Complaint: Applicants who fail 
are not informed of the specific areas 
within an exam module which they 
might study in order to have a better 
chance of passing the exam. 

Response: Staff limitations prevent 
this from occurring on a regular basis. 
Ilowever, consideration is being given 
to computerizing this service in the 
future if the expenditure warrants it. 

It is possible that deficiencies in 
the examinations have resulted in the 
failure of some marginal license candi­
dates. This effect, because of the 
crediting for questionable items, must 
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Table 1 

License Examination Results- December 1973 Through June 1974 

Original exams Re-exams 

Source of candidates 

Unsponsored .. . .. .. .... 
, IAR.\CAD ........ . .. 

u 
0 

Total .. . ......... 

nspousorcd ....... ... . 
thcr ......... . . . .... . 

Total. .......... . 

Uosponsorcd .... .... . .. 
1\IARA~AD . . .. . ..... . 
Olhcr ..... ,,, ..... . . .. 

Total. ...... ..... 

U nsponsorcd ...... . .. .. 
1\£!\R/\Ci\D .... . .... .. 
Other ............ ..... 

Total. .... . . ..... 

Unsponsorcd ..... . • ... . 
Other . .. ... .. . . . . . .... 

Total . ... . ....... 

Unsponsorcd .. . ........ 
Otber ... . ..... ........ 

Total ... . . . . . .... 

Pass I 

5 
71 

-
7(i 

---
27 

3 
---

30 

- -
.'i 

69 
19 

--
93 

Fail I Partial I To1;i l 
failure 

Puss I .!'ail 

DECK OFFICERS 

Third 1\fa I'«"' 

29 16 .'iO 14 10 
33 Ill 215 89 JO 

- - - ---
<i2 I:.!? 265 103 60 

Second :\Cate 

I· '.\7 29 93 12 13 
3 4 10 3 I 

-- - --- ---
40 '.\3 103 

I 
15 14 

ENG INEER OFFICERS 

Third i\ssistant- Stcam 

43 7 55 
I 

7 7 
78 fl.'i 232 

I· .. ·'.;· 
'13 

17 6 42 

138 98 329 40 

Third Assistant- .\ lot or 
---

0 22 4 26 3 4 I 82 76 74 232 57 34 
19 II 7 37 ...... . . . .. . . . 

-- ------
IOI 109 05 29.'i 60 3fl 

Sccoud .\ssistant- Steam 
-

13 37 21 91 II 22 
2 12 12 26 0 0 

- - - ---- --
15 69 33 117 II 22 

--
Second /\ssistaut- 1\lotor 

I 24 3 28 I I 0 
0 I 0 I 0 0 - -- ----q- o I 25 3 29 

Notc.- 'l'his table has been divided into sources as follows: 

Total 

24 
139 

---
163 

25 
'1· 

- -
29 

- - -

14 
87 

IOI 

- -

7 
91 

. .. . . . 
- - -

98 

---

33 
0 

- - -
33 

-

I 
0 - --
I 

Unspon~ort>d-Thosc persons making application individually at local Marine Inspec­
tion Offices and not sponsorn:I by uny particular or$anization. 

MARACAD-Includcs the U.S. Merchant Manne Academy and all State l\Iaritimc 
Academics. 

Othct•- Those applicants from joint manage men 1 labor training- pl;ins. 
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he considered minimal. ln addition to 
unfamiliarity with this nevv type of 
exam ination and examination proce­
dures, it is apparent that the follow­
ing factors must share the responsi­
bility for relatively high early failure 
rates on the new c.xaininations: 

( 1) The various training institu­
tions did not know exactly what to 
expect in this new exam, resulting iu 
possible <leficiencies i11 the course of 
instruction. For example, when the 
public was informed that mies and 
re~ulations would be an open book 
portion of the exam, some schools 
omitted niles and regulations from 
the course of instruction. The result 
was that when an applicant had to 
refer to the regulations he either 
could not find the proper publication 
or, he could not interµret it in the 
correct manner. 

( 2) Tt is recogniz<'d, and accepted, 
that a numher of maritime training­
institutions have expanded their cur­
riculum to include much non-licen e 
oriented material. Very possibly some 
shifting of emphasis and priority h:is 
resulted in a lesser (professionally) 
prepared candidate. This becomes 
fairly apparent when ,·iewing com­
parative scores. Candidates from the 
rnore purely professionally oriented 
institutions have had greater initial 
success with the new examinations. 

(3) A number of applicants have 
taken the exam for the sole purpo~c of 
taking a look at it. It is hard to believe 
that candidates who obtain scores of 
less than 20 or 30 percent seriously 
believe th<'mselves to be qualified to 
sit for a license. A person with no 
maritime knowledge whatsoever can 
attain srores such as these. 

( 4) The old examination material 
and procedures had become so 
familiar through the years that there 
was a tendency to study specific ques­
tions and answers. Some candidates 
may have come to rely so heavily 
upon this preparation that they find 
it difficult to study alternate sources 
of information dealing with the o,·er­
all subject as opposed to the questions 
and answer aµp roach. 
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Continued improvement in the cx­
ami11ations and adjustments on the 
part of schools and candidates to 
counteract these factors should in­
crease the passing percentage. An im­
proving trend is already apparent. 

The construction of a valid licens­
ing examination program is not an 
easy task. It requires the cooperation 
of all persons involved. This coopera-

tion should result in vali<l professional 
licensing examinations which will en­
sure that only those candidates who 
are qualified will obtain their licenses. 
The merchant marine industry must 
be assured that all future licensed offi­
cers will be as highly qualified as 
those persons who are presently serv­
ing in the U.S. Merchant Marine. 
Future developments in the maritime 

industry, as well as research con­
cerned with human error which is 
presently underway, may well dictate 
the need for including proficiency 
demonstrations as a prerequisite for 
certain licenses. The Coast Guard and 
MARAD will continue to rely heav­
ily on the advice of industry in esta­
blishing standards for training and 
qualifying personnel. d; 

MERCHANT MARINE PERSONNEL 
STATISTICS 

This year's report of Merchant Marine personnel statis­
tics for the period July 1, 1973 throi1gh J une 30, 1974, 
is marked by the addition of two new tables. Included 
for the first time in this traditional compilation arc fig­
ures on the Coast Guard's newest licensing program, Op­
erator of Uninspected Towing Vessels. The second addi­
tion to the annual report is the separate statistical table 
for Staff Officers. This table also indicates for the first time 
the grade of Certificate of Re$istry issued. 

In addition to issuing licenses, documents and endorse­
ments, the Coast Guard also takes action against licenses 
and/ or merchant mariner's documents held by merchant 

seamen. This remedial action is initia ted where there is 
substantive evidence of misconduct, negligence, inatten­
tion to duty, incompetence, or violation of statutes or reg­
ulations. In the fiscal year ending J une 30, 1974, some 
798 personnel investigations were deemed sufficiently seri­
ous to warrant a formal hearing before an Administrative 
Law Judge. The results of the hearings are furnished 
also. Those investigations which were not carried to a 
formal hearing were disposed of by voluntary surrender of 
documents, letters of warning, voluntary medical de­
posits of documents, or simply closed due to insufficient 
evidence. 

Merchant Marine Officer Licenses Issued Fiscal Year June 30, 1974 
DECK 

Grade 

1uly through September I October throur h D1-t1·111 b1·r I January U1rongh ~lal"C'h I 
(1973) (1973) (1974) 

.April through Ju11~ 
(19i 4) 

Orlglnul I Rm1ewal Original Renewal Original Renewal Onguial Renewal 

Master 
OcPnn. . .................. . ................ 52 
r-onsLWI><· · ·············· ··· · ···--······· HI 
Orcni; Lukes . .... ····-·-···· ···· · · ··----- 1 
B.S. & L....... ....... ......... . . .......... 20 
Riven........ ........ . .................. .. 1 i 

Radio olllcer llcPnscs issued.. . .. ..... ...... ... . 1 
Ghief Mate: 

<h•rn11 • . • ••••••• . . ............ ••..•••••• 31 
Ccmsiwlsc..................... . ........ .... I 
OreaL Lakes. ................. ......... . . . . 0 
D.S. & L................................... o 
lUvur11... . ........ ......... . . . . ........ . . . . 0 

2d Alnw: 

324 
31 

t) 
44 
59 
82 

79 
~ 
0 
0 
2 

Occnn.... •••.••••••..••.. ........••..... 3S SS 
Coostwlse... ............ . . . ................ o o 

3d ~tnte: 
Ocean. .... . ... .......... . . . . ...... ......... 50 116 
Coastwise................ . . . ............... O O 

l'ilOLS: 
GrrnL l,nkt-s ................ . . . ..•• ••••.. 17 S 
B.S. & L.................. .. .............. 122 107 
Rivers. ... .......... .................... ... !rJ ISO 

MB$icr : Unlnspccted vcs~ls. ...... . ... . ....... 32 25 
Mntc: Unlnspccted vessels. ...... .. ............ 20 3 
Motorboat opcrntors.. ........ . . . . . . .......... . 722 862 

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

Totul. ... . ... .. . . .... ..•••... . ... . ... 1,~!i4 2,018 

Orlgloal licenses Issued: 5, 536. 
Renewals issued: u. 041. 
T otnl deck licenses issued: 14,5ii. 
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77 
20 
0 

I ~ 
6 
a 

49 
0 
0 
4 
0 

33 
1 

II 
0 

12 
~ 
8-1 
3.3 
21 
~8 

J.001 

30i 
18 
13 
35 
31 

12-1 

50 
3 
0 
0 
0 

S6 
1 

74 
0 

19 
102 
i6 
:.!ti 
4 

612 

J,610 

i3 
10 
21 
14 
13 
2 

40 
0 
0 
0 
5 

43 
0 

14 
0 

39 
93 

107 
41 
20 

886 

J,421 

313 
18 
94 
$ 
44 

HJ2 

67 
1 
1 
0 
0 

S6 
0 

100 
l 

9 
l<>I 
116 
41 
~ 

1, 167 

2, 494 

9.~ 
12 
i 

II 
10 
5 

57 
1 
0 
0 
0 

33 
1 

12i 
0 

40 
9-1 

I Q.I 
76 
31 

1, 146 

1,860 

::-.?6 
18 
18 
60 
GO 
I~! 

72 
l 
0 
0 
l 

113 
I 

119 
1 

19 
132 
131 
64 
11 

1,6()!) 

2, 919 
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Merchant Marine Officer Licenses Issued Fiscal Year Ending June 30, 1974 
ENGINEER 

July throuith September October ll11'0t1gh Dcccm IJ~r Jnnunry tbroufb March April t.llrou~b June 
(J9i3) (19i3) (107•1 (lOM 

Grade 

01·iglnol H~·11 ewal Orig inn! Renewal Original Renewal 

STEA~! 158 i99 193 816 20!J 936 
Chier engineer: 

Unlimited •••••••••••••••••••••••..•. •••. •. 2.5 ZiS 37 335 5S 366 
Lhnlted ••••••••••••••••••••••••.•••••••••• 3 34 2 40 6 •o 

lsL Asslsw11L engineer: 
Unllmltcd •••••••. -- . --•.•••••••••••••••••• 21 112 30 1()3 iO 1S3 
LlmJted •...........•••.•••••••••••........ 1 6 2 0 6 17 

2d Assistant engineer: 
Unllmlt.ed •••••••••••••••••••••••• • . ....... 4't 150 46 lil 2.S 105 
Limited • •••••••••••• ••••••••••••••••••••• • 1 2 0 5 3 9 

3d Assis tant engineer: 
Unl1 111l lAJ<I ••............•.••••••••••••••••• 93 215 74 151 42 li2 
Llmitcd .•••••••.•..... --- -•••••••••••••••• 0 2 2 2 0 • 

~10TOR 1311 481 10$ 438 SJ (86 
Chief enclneer: 

IS Unlimited •••••••••••••• •• ••••••••••••••••• 58 16 70 11 S4 
Limited •• --- --- --------·--················ !?S Erl 20 66 24 90 

1st Asslstan~ engineer: 
Unllmlted .... . . .... 10 16 7 20 s 2.5 
Limited. - ______ _____ :::::::::::::::::::::: 3 14 6 23 11 2S 

2d Assistant engineer: 
Unlimited • •••••••••.•••••••••••••. •••••••• 0 30 12 28 6 23 
Limited •••••••••• ••••••• •••••••••••••••••• 2 1 2 7 0 15 

3d As:>lsl!u1t l'llgineer: 
Unlimited •.••••••.•....•••••••••••••••.•.. GS 271 44 221 21 249 
LlmJted. --- -- -------- l 4 l a 0 4 

Chief engineer: · -·-·······----· -·· 
Uninspccted vessels •••••••••••••••••••••• •• 37 24 lU 13 2$ 16 

1\ ss!slanL engineer: 
3 Unlnspool.ed vessels ...•.••••••••••••••••••• 4 7 16 lG 5 

Total. ..........•. •.••••••••••••••....... 3til> 1, 311 336 1,270 I 334 1,443 

Ortglnal licenses issued: 1,i52. 
R~11owals issued: 5,457. 
' l'otul engineer licenses issued: 7,20\I. 

Towboat Operators Licenses Issued fiscal Year Ending June 30, 
1974 

October 1974 

--
Operator l 2d class 

Candidatt:S Pass Candidates 

--
15, G38 9, 662 511 

Numbt:r of candidates: 16,149. 
N urubt:r of licenses issued: 12,535. 
Applicants licensed prior to I July 1973: 6,372. 
Total licenses issued to I July 1974: 18,907. 

Endorst:ment 
xx.x 

Pass 

298 2, 575 

Original Renewal 

354 893 

38 283 • 26 

( 9 81 
s 11 

33 167 
0 24 

225 296 
2 5 

278 506 

2S 3S 
19 75 

• 20 
11 14 

8 28 
l 6 

204 316 
6 9 

56 33 

26 

7H 1,433 
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Merchant Seaman's Documents Issued Fiscal Year Ending June 30, 1974 
-

July through September 1973 October through December 1973 January through March 19il A pri I t.l irouglt .Juno IY71 

T ype or docmnPnt ~ .. "' ~ ~ gj ~ ~ ~ ~ ~ ~ :g <> 0 0 0 

" ~ 
.!< <> ~ 

.!< <> ~ 
.!< 

" v; 0 " 0 " 0 

;! " 
0 .:30: " " ~" <> (,) 

~= <.> <> .;,/ " " ::: 8 " ';! 0 g ':3 0 0 0 

" "' 
.... 2 

3 "' ...... !'.! g .§ " "' 
~.>! = " g ~.>! c; 

~ - '<l ~~ .s !§ ·a ~~ '<l g~ a -~ !:!"" ~ "' 0 :< "' 0 < :::> "' 0 ;::; " " ;... e 0 
< 0 !l.. 0 E-< 0 "' 0 E-< 0 !l.. <-- < 0 0.. 0 E-< 

- - ----- - ----------------------------
~·!MD'S- - - --------- - -- - ------- 984 975 665 900 3,524 988 854 625 712 3, 179 1,253 1,000 456 641 3,356 l, i93 l,OLO 493 J.01~ 4. 31 
AB- Any Waters, unlimited ___ 44 51 ()8 23 186 47 53 35 8 144 44 3l 32 Zi 134 196 27 2li 16 20' 
A B- A11y IVatm·s, 12 months __ 15 19 21 87 172 32 23 22 •Ill 12li :i5 3Y 17 22 113 38 65 11 24 131 
A R- Oreut Lukes, 181nonLh$ __ 4 4 14 6 28 5 6 11 s ao 2 5 10 3 20 0 2 i 13 20 
AB - Other __ -- ---------------_ 14 24 14 3 55 fl 'l7 10 0 66 14 47 15 0 i6 35 i3 15 1 124 

0 

Lireboatman __ ___ __________ ____ 
62 3S i4 75 240 62 ii 46 44 219 52 80 42 33 207 278 85 49 14 426 

Electrician __ --·--·--·--------- 12 3 8 0 23 13 0 14 2 29 10 3 7 1 21 20 s 15 7 50 
Oiler . -- · ··········-----------· 42 12 39 17 110 42 8 34 16 100 49 12 33 18 112 40 15 -IQ 27 122 
Fircman-\Vatertender _____ _____ 31 7 23 40 101 47 s 19 32 JOG 52 ll 18 27 108 35 6 17 31 89 
Oli11'r Q,MED r{llings ••••••• l ril 76 58 5 289 163 70 58 3 201 l't5 77 56 4 262 '.!62 ii 50 9 398 
T anker1nan ________ ----- __ ___ __ 85 223 15 109 132 100 182 1'I 110 405 1:1,; 155 31 118 439 86 197 28 139 4'10 
Entry a 11d stoward. _ ---------- 885 890 606 813 3,284 782 730 RW 652 2,823 889 800 470 498 2, 747 1,312 790 525 926 3 , 553 --- - ----- - ---- ---------------------__ , __ 

--
Total. ••••••.• •.••• •••••• 2,358 2, 322 I, 695 2,078 8,453 2,280 2,057 1, 539 1,636 7, 522 2. 600 2,356 1, 187 1,392 7,595 4,095 2,345 1, Zi9 12, 2'21 9,940 

Total merchant seaman's docmne11ts Issu ed: 33,510. 

Staff Officer Licenses Issued Fiscal Year Ending June 30, 1974 

July 1hrough September 1073 October t hrough Dccc111 b11r 1973 , .January through March 1974 April th rough .lune 197'1 

., tl 
_, 

~ Slu ff olliccr 
:g .. ., .. i ~ ~ .. 

~ i ~ gj C) 0 0 ~ 0 g .. ,,. 
<> ~ " ~ (,) .. 

i'i g " 0 " 0 
~::: "' 0 " " .:<:: " " ;.le ~ "' C) " " ~" :0 0 " .. 2 ~ 

g C) .. .$! g C) ..,;< ::l 0 " ..,,S1 

" 
<> <i::: 3 s 3 a 9 Cl ~ " <= e; .... :::: g~ :;; "'"' :::: """ .s ::: 

·.:; ~:: ::: " ~ " C)C) 

~ " 
c; C)C) 0 < " 0 " <5 .. 0 d .... " .. .. 

0 "" 0 !-< < 0 il< ... 0 il< 0 < 0 
""' 

0 E-
----- - ------------------------- - ----- -

Chief pw·ser •• •• • ----- --------- 3 0 3 0 6 1 0 2 0 3 5 0 3 0 8 3 0 2 0 5 
l' urser .... .. ------- ...... ... ................ .. .. 0 0 2 1 a 0 1 1 0 2 0 0 2 0 2 0 0 0 0 0 
St•11ior assistant purser ................. 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 
Junior u.')!:;istunt. purser .... . .. ......... 1 1 11 0 13 0 0 4 1 5 1 0 5 0 6 1 0 8 0 9 
Surgeon ______ --------------- 0 0 2 0 2 0 0 1 0 l 0 0 l 0 1 2 0 0 0 2 
l'rolcsslonal nurse ______ _ 0 0 0 0 0 0 0 I 0 1 0 0 1 0 l 0 0 0 0 0 

---- ----------------------------_o_J __ lO- ----
'l'otal ••• ------·---·- ----- 4 l 18 1 24 1 1 9 l 12 6 0 12 0 18 6 0 16 

TOl<tl srnfl' officer clocumc11 l.' issued: 70. 

Hearings Before Administrative Law Judges 

Action Deck Engine Radio Unlicensed Other 

Rcvokc::d .. .. ............... . .......... 3 0 0 31 4· 
Suspended outright ........ ..... .. ... .. 7 9 1 75 3 
Susµended outright and probation ... . . . . 20 10 1 129 17 
Suspended on probation ........... .. ... 71 20 1 155 37 
Admonished ................ . .... .. ... 20 11 0 22 5 
Dismissed after hearing .. ...... ......... 34 18 1 74 19 

Total : 798. 
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Operational Guidance 

For Navigational W atchkeeping 
I n early 1970 an Intergovernmental 

:'.\1aritime Consultative Organization 
(!:'.\[CO) working group urged that 
action be taken to strengthen and im­
prove standards of training and pro­
fessional qualifications of mariners. 
That recommendation was µrompted 
by the continuing alarming rise in 
maritime casualties and pollution. 

Responding to the working group's 
report, the Maritime Safety Commit­
tee of I\i!CO established a new Sub­
committee on Standards of Watch­
keeping and Training in October 
197 1. The four meetings of this sub­
comrniLLec since that time have re­
sulted in several documents on the 

subject of personnel standards and 
qualifications. These documents were 
then submitted to the \1aritime Safety 
Committee and finally to the IMCO 
Assembly for approval and distribu­
tion to member governments in the 
form of Recommendations. 

One of the first documents distrib­
uted enumerated recom111endations 
on basic principles and guidelines for 
maintaining a navigational watch. 
Annex (A) of that document, "Basic 
Principles to be Observed in Keeping 
a Navigational ' Vatch," was reprinted 
in the September 1974 Proceedings. 
Reprinted below is the remaimler of 
that IMCO document, "Operational 

Annex B 

Guidance for Officers in Charge of a 
Navigational Watch." 

Materials contained in these and 
following documents, although only 
of an advisory nature, shou Id be given 
foll attention by interested members 
of the maritime community. The 
documents may comprise the work­
ing papers of an international confer­
e11ce on the subject, tentatively sched­
uled for 1977. Ali industry will he 
given ample opportunity to express 
their \'icws on this important matter. 
Comments are welcome and may be 
addressed to Commandant (G­
l\IIVP/ 82) , U.S. Coast Guard, Wash­
ington, D.C. 20590. 

OPERATIONAL GUIDANCE FOR OFFICERS IN CHARGE OF 

A NAVIGATIONAL WATCH 

Introduction 

l. This document contains operational guidance of 
general application for officers in charge of a navigational 
watch, which masters arc expected to supplement as ap­
propriate. I t is essential that officers of the watch appre­
ciate that tJ1e efficient performance of their duties is nec­
essary in the interest of safety of life and property at sea 
and the avoidance of pollution of the marine environ­
ment. 

General 

2. The officer of the watch is the master's representa­
tive and hjs primary responsibility at all times is the safe 
navigation of the vessel. He inusl at all times comply with 
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the applicable regulations for preventing collisions at sea 
(see also paragraphs 23 and 24) . 

3. The officer of the watch should keep his watch on 
the bridge which he should in no circumstances leave 
until properly relieved. It is of especial importance that at 
all times the officer of the watch ensures that an efficient 
look-out is maintained. In a vessel with a separate chart 
room the officer of the watch may visit this, when essen­
tial, for a short period for the necessary performance of 
his navigational duties, but he should previously satisfy 
himself that it is safe to do so and ensure that an efficient 
look-out is maintained. 

4. There may be circumstances in which the officer of 
the watch can safel y be. the sole look-out in daylight. How­
ever, this practice shall only be followed after the situa­
tion has been carefully assessed on each occasion and it has 

197 



been established without doubt that it is safe to do so. 
Full account shall be taken of all relevant factors includ­
ing but not limited to the state of "eather, conditions of 
visibility, traffic density, proximity of navigational hazards 
and if navigating in or near a traffic separation scheme. 

'"' hen the officer of the watch i~ acting as the sole look­
out he must not hesitate to surrunon assistance to the 
bridge, and when for any reason he is unable to give his 
undivided attention to the look-out such assistance must be 
immediately available. 

5. The officer of the watch should bear in mind that the 
engines are at hjs disposal and he should not hesitate to 
use them in case of need. However, timely notice of in­
tended variations of engine speed should be given when 
possible. He should also keep prominently in mind the 
manoeuvring capabilities of his ship including its stopping 
distance. 

6. The officer of the watch should also bear in mind 
that the sound signalling apparatus is at his disposal and 
he should not hesitate to use it in accordance with the ap­
plicable regulations for preventing collisions at sea. 

7. The officer of the watch continues to be responsible 
for the safe navigation of the vessel despite the presence of 
the master on the bridge until the master informs him 
specifically that he has asswned responsibility and this is 
mutually understood. 

T aking Over The Watch 

8. The officer of the watch should not hand over the 
watch to the relieving officer if he has any reason to believe 
that the latter is apparently under any disability which 
would preclude him from carry]ng out his duties effec­
ti ,·ely. If in doubt, the officer of the watch should infonn 
the master accordingly. T he relieving officer of the watch 
should ensure that members of his watch are apparently 
fully capable of performing their duties and in particu­
lar the adjustment to night vision. 

9. The relieving officer should not take over the watch 
until his vision is fully adjusted to the light conditions and 
he has personally satisfied himself regarding: 

(a) standing orders and other special instructions of 
the master relating to the navigation of the vessel; 

( b) the position, course, speed and draught of the 
vessel; 

( c ) prevailing and predicted tides, currents, weather, 
visibility and the effect of tl1ese factors upon 
course and speed; 

( d) the navigational situation including but not fun. 
ited to the following: 
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( i) the operational condition of all navigational 
and safety equipment being used or likely to be 
used during the watch; 

(ii ) errors of gyro and magnetic compasses; 

(iii) the presence and movement of vessels .in sight 
or known to be in the ,·icinity; 

(iv) conditions and hazards likely to be encountered 
during his watch; 

(v) the possible effects of heel, trim, water density 
and squat on underkeel clearance. 

10. If at the time the officer of the watch is to be re­
lieved a manoeuvre or other action to avoid any hazard 
is taking place, the relief of the officer should be deferred 
until such action is completed. 

Periodic Checks of Ka\;gational Equipment 

11. The officer of the watch :.hould make regular checks 
to ensure that: 

(a) 

(b) 

(c) 

(cl) 

the helmsman or the automatic pilot is steering the 
correct course; 
the standard compass error is established at least 
once a watch and when po:.sible. after any major 
alteration of course. The standard and the gyro 
compasses should be frequently compared; repeat­
ers should be synchronized with their master com­
pass; 
the automatic pilot is tested in the manual posi­
tion at least once a watch: 
the navigation and signal li!?hts and other navicra­
tional equipment are functioning properly. ~ 

Automatic Pilot 

12. Officers of the watch should bear in mind the need 
to station the helmsman and to put the steering into man­
ual control in good time to allow any potentially hazard­
ous situation to be dealt with in a safe manner. With a 
vessel under automatic steering it is highly dangerous to 
allow a situation to develop to the point where the officer 
of the watch is without assistance and has to break the 
continuity of the look-out in order to take emergency ac­
tion. The change-over from automatic to manual steering 
and vice versa should be made by, or under the supervision 
of, a responsible officer. 

Electronic Navigational Aids 

13. The officer of the watch should be thoroughly 
familiar with the use of electronic navigational aids car­
ried, including their capabilities and limitations. 

Echo-Sounder 

14. The echo-sounder is a valuable navigational aid 
and should be used whenever appropriate. 

Navigational Records 

15. A proper record of the movements and activities of 
the vessel should be kept during the watch. 
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Radar 

16. T he officer of the watch should use the radar when 
appropriate and whenever restricted visibility is encoun­
tered or expected and at all times in congested waters 
liaviug due regard to its limitations. 

17. Whenever rada r is in use, the officer of the watch 
shou Id select an appropriate range scale, observe the dis­
play carefully and plot effectively. 

18. The officer of the watch should ensure that range 
srales employed are changed at sufficiently frequent inter­
vals so that echoes are detected as early as possible and that 
small or poor echoes do not escape detection. 

19. The officer of the watch should ensure that plot­
ting or systematic analysis is commenced in ample time, 
remembering that sufficient time can be made available 
by reducing speed if necessary. 

20. ln clear weather, whenever possible, the officer of 
the watch should carry out radar practice. 

Navigation In Coastal Waters 

21. The la1~~est scale chart on board, suitable for the 
a rea and corrected with the latest available information, 
should be used. Fixes should be taken at frequent inter­
vals; whenever circwnstances allow, fixing should be car­
ried out by more than one method. 

22. T he officer of the watch should positively identify 
;i ll relevant navigation marks. 

Clear 'Veather 

23. The officer of the watch should take frequent and 
accurate compass bearings of approaching vessels as a 
means of early detection of risk of collision; such risk 
may sometimes exist even when an appreciable bearing 
change is evident, particularly when approaching a very 
large vessel or a tow or when approaching a vessel at close 
range. H e should also take early and positive action in 
compliance with the applicable regulations for prevent­
ing collisions at sea and subsequently check that such 
action is having the desired effect. 

Restricted Visibility 

24. When restricted visibility is encountered or sus­
pected, the first responsibility of the officer of the watch is 
to comply with the relevant rules of the applicable regula­
tions for preventing collisions at sea, with particular regard 
to the sounding of fog signals, proceeding a t a moderate 1 

speed and he shall have the engines ready for immediate 
manoeuvres. In addition, he should : 

1 The Regulations for Preventing Collisions at Sea, 1960, pres­
ently in force, using the words "moderate speed". T he I nterna­
tional R egulations for Preventing Collisions at Sea, 1972, ex­
pected to come into force in 1976, use the words "safe speed". 
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(a) inform the master (see paragraph 25) ; 
( b) post look-out(s) and helmsman and, in congested 

waters, revert to hand steering immediately; 
(c) exhibit navigation lights ; 
( d) operate and use the radar. 

It is important that the officer of the watch should have 
the manoeuvring capabilities including the "stopping dis­
tance" of his own vessel prominently in mind. 

Calling The Master 

25. The officer of the watch should notify the master 
immediately under the following circumstances: 

(a) if restricted visibility is encountered or suspected; 
(b) if the traffic conditions or the movements of other 

vessels are causing concern ; 
( c) if difficulty is e>--perienced in maintaining course; 
( d) on failure to sight land, a navigation mark or to 

obtain soundings by the e>--pected time; 
( e) if land or a navigation mark is sighted or a change 

in soundings occurs unexpectedly; 
(£) on the breakdown of the engines, steering gear or 

any essential navigational equipment; 
(g) in heavy weather if in any doubt about the possi­

bility of weather damage; 
(h ) in any other emergency or situation in which he is 

in any doubt. 
Despite the requirement to notify the master immediately 
in the foregoing circumstances, the officer of the watch 
should in addition not hesitate to take immediate action 
for the safety of the ship, where circumstances so require. 

Navigation ' i\Tith Pilot Embarked 

26. Despite the duties and obligations of a pilot, his 
presence on board does not relieve the officer of the watch 
from his duties and obligations for the safety of the ship. 
IIe should co-operate closely with the pilot and maintain 
an accurate check on the vessel's positions and move­
ments. If he is in any doubt as to the pilot's actions or 
intentions, he should seek clarification from the pilot and 
.if douht still exists he should notify the master immedi­
ately and take whatever action is necessary before the 
master arrives. 

The Watchkecping Personnel 

27. The officer of the watch should give the watch.keep­
ing personnel all appropriate instructions and informa­
tion which will ensure the keeping of a safe watch includ­
ing an appropriate look-out. 

Ship At Anchor 

28. If the master considers it necessary a continuous 

(Continued on page 20 l. ) 
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MARINE SAFETY 

COUNCIL 

MEMBERSHIP 
Robert Ira Price was born September 22, 1921, in Nevv 

York City. He graduate<l from the U.S. Coast Guard 
Academy, Jew London, Conn., with a B.S. degree and a 
commission as Ensign on June 6, 1945. His first assign­
ment was aboard the Destroyer Escort USS Pettit (DE-
253) as Deck Watch Officer. 

He was transferred in June 1946 to the Coast Guard 
icebreaker Northwind where he served as First Lieute­
nant, Deck Watch Officer, and Navigator. During his 3 
years aboard the Northwind he took part in missions to 
Greenland and Alaska, and participated in the Antarctic 
in "Operation High Jump", headed by Admiral Richard 
E. Dyrd. Early in 1949 he was transferred to warmer 
waters as Assistant Engineer aboard the Cutter Tampa 
operating in the Gulf of Mexico. In December 1949 he 
was assigned to engineering duty in the North Atlantic 
aboard the cutter Unimak, serving on ocean station patrol 
and search and rescue missions. 

In June 1950 he entered the Massachusetts Institute of 
T echnology, Cambridge, Mass., graduating after com­
pleting a 3-year course with the professional degree of 
Naval Engineer. In 1953 he served as Assistant to the 
Planning and Estimating Officer, the Design Supervisor, 
and the Ship Repair Superintendent at the Coast Guard 
Yard, Curtis Bay, Md. 

In April 1954 he returned to sea duty, as Engineer Offi­
cer and later Executive Officer of the ocean station ves­
sel McCulloch. In September 1955 he reported for duty 
in the Merchant Marine Technical Division, Office of 
Merchant Marine Safety, Headquarters, Washington, 
D .C., as Staff Engineer and _ aval Architect in the Hull 
Plan Approval Section. In June 1958 he became Chief, 
Hull Arrangements Branch. Jn January 1959 he was 
assigned as Technical Secretary to the U.S. Delegation 
preparing and coordinating the U .S. position for the In­
ternational Safety of Life at Sea Conference, which con­
vened in London, England in May 1960. 

From August 1960 to March 1962, he commanded the 
Cutter Nemesis on search and rescue missions out of St. 
Petersburg, Fla. In 1962 he returned to Headquarters as 
Chief of both the Hull Arrangements Bran~h and the Hull 
Scientific Branch. From June 1965 to August 1967 he 
serve<l as Assistant Chief, Merchant Marine Technical 
Division. His next assignment was as Chief, Planning and 
Special Project Staff which he began as manager of two 
studies: "U nderwa.ter Search and Rescue with Regula­
tory Overtones for Submersibles", and "Growth in Mari-
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time Activities Over the Next 10 Years". 
Re tween 1 962 and 1971, Rear Admiral Price served 

as a member, or chaired, a number of national commit­
tees and panels dealing with matters of maritime safety. 
He acted as U .S. representative for the State Depart­
ment to many of the technical bodies of the Intergovern­
mental Maritime Consultative Organization (IMCO ), a 
United Nations Agency. 

He assumed duties as Captain-of-the-Port, Philadel­
phia, in August 1971. There he was charged with the 
specific duties of search and rescue, oil pollution preven­
tion and investigation, pier inspection, cargo stowage ap­
proval, and ship arrival regulation for Delaware River 
and Bay. 

In July 1973 he took up the post of Deputy Chief, Office 
of Marine Environment and Systems at Coast Guard 
Headquarters. He was promoted to Rear Admiral July 1, 
1974-. With his promotion he assumed the post of Chief, 
Office of Marine Environment and Systems. 

Rear Admiral Price is a licensed Professional Engineer 
and member of the following professional organizations: 
Society of Naval Architects and Marine Engineers, Amer­
ican Society of Naval Engineers (past member of the 
council), Society of the Sigma Xi (Honorary Research), 
The American Boat and Yacht Council, and the Society 
of American Military Engineers (past President, Phila­
delphia Post) . 
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Rear Admiral Price was awarded the Legion of ~fcrit 
in 1967 following the Yarmouth Castle disaster, for 
meritorious achicvl:ment in international negoLialions to 
improve the international fire safety standards for pas­
senger vessels. For his performance of duty as Captain-of­
the-Port, Philadelphia, he was awarded the Meritorious 
Service Medal. For contributions to international mari­
time safety and anti-pollution standards he was elected 

a Fellow of the Royal Instin1tion of . aval Architects of 
London in 1972. 

Rear Admiral Price's wife, the former Virginia Miller, 
is from J efferson City, Tenn. Mrs. Price is a graduate of 
Carson-Newman College. They have two daughters, :tvfrs. 
Andrea J ean Stevens of Montgomery Village, Md. and 
Keven Virginia, a recent graduate of the University of 
Miami. 

13 MINUTES to be visible from all con­
ning positions. 

pact study as well as the envi­
ronmental impact study. Lift 
span bridges with narrow open­
ings, supports in relatively deep 
water, and locations near curved 
channels should be considered 
relatively hazardous. 

(Continued from page 190. ) 

various speeds and loading 
conditions. 

4. The Coast Guard, in approving 
ship designs, require hetter visi­
bility of the rudder order indi­
cator and rudder angle indicator 
from a ll conning positions. 

5. The Maritime Administration, 
in developing an advanced "in­
tegrated conning system": 
a. Display rnclder order and 

rudcler angle positions so as 

b. Pro\'ide an expanded scale 
on the course recorder for 
use during in-port maneu­
vermg. 

c. Upgrade the quality of the 
audio-recorder and add a 
time reference trace. 

cl. Provide automatic recording 
of propeller RPM and ship's 
speed. 

6. The Coasts Guard, in process­
ing applications for highway, 
railroad, or pipeline bridge con­
struction, require a safety irn-

Kote.- The above article is based on 
the M arine Casualty Report of the inci­
dent, comprised of the U.S. Coast Guard 
Marine Iloard of Investigation Report 
and Commandant's Action and the action 
of the National Transportation Saf,..ty 
Board released July 22, 1974. Copies of 
the complc1e Marine Casualty R eport 
may be obtained by writing: 

Commandant(G-MVl-3), U.S. Coast 
Guard, Washington, D .C. 20590. 

NAVIGATIONAL WATCHKEEPING 

(Continued from page 199. ) 

navigational watch should be maintained. In all circum­
stances, ho\\'ever, the officer of the watch should: 

(a ) determine and plot the ship's position on the 
appropriate chart as soon as practicable and at 
sufficienLly frequent intervals check when circum­
stances permit, by taking bearings of fixed navi­
gational marks or readily identifiable shore objects, 
whether the ship is remaining securely at anchor; 

(b) ensure that an efficient look-out is maintained; 
(c) ensure that inspection rounds of the vessel arc 

made periodically; 
( d) observe meteorological and tidal conditions and 

the state of the sea; 
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( e) notify the master and under take all necessary 
measures if the vessel drags the anchor; 

( f ) ensure that the state of readiness of the main en­
gines and other machinery is in accordance with 
the master's instructions; 

(g) .if visibility deteriorates notify the master and com­
ply wilh the applicable regulations for preventing 
collisions at sea; 

(h ) ensure that the vessel exhibits t:he appropriate 
lights and shapes and that appropriate sound sig­
nals are made at all times; 

(i) take measures to protect the environment from pol­
lution by the ship and comply with the applica­
ble pollution regulations. ;f; 
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AMENDMENTS TO REGULATIONS 

TITLE 33-NAVIGATION 
AND NAVIGABLE WATERS 

Chapter I-Coast Guard . 
Department of Transportation 

[CGD 17-74-lR] 

PART 127-SECURITY ZONES 

Establishment of Security Zone; 
Port Valdez, Valdez, Alaska 

This amendment to the Coast 
Guar~'s Security Zone Regulations, 
establishes the waters adjacent to the 
mouth of Dayville Creek and inside 
Jackson Point as a security zone. This 
security zone is established to protect 
shipping and pleasure boaters from 
the effect5 of blasting for construc­
tion of the future Trans-Alaska Pipe­
line System Terminal. 

This amendment is issued without 
publication of a notice of proposed 
rulemaking and this amendment is 
effective immediately because good 
cause exists and public procedures on 
this amendment are impracticable 
due to the necessity of proceeclino­. . ~ 

rn a timely fa.~hion with the construc-
tion of the terminal facility durinrr 
the available construction season. "' 

In r.onsideration of the foreO'oinO' 
I~ 1 0 ~' art 27 of Title 33 of the Code of 
Federal Regulations is amended by 
adding§ 127.1701, to read as follows: 

§ 127.1701 Port Valdez, Valdez, 
Alaska 

The wa ters within the followinrr 
boundary is a secm;tv zone : a Jin~ 
be~inning at the tip of J ackson Point 
(61-05.4N. Latitude, 146-22.7W. 
Longitude ) ; thence westerly to 
the tip of Saw Island (61 - 05.4N. 
Latitude, 146-24.2W. Longitude ) ; 
thence southerly to the shore ; thence 
easterly following the shoreline to the 
beginning point. 

( 46 Stat. 220, as amended, § 6 (b), 80 
Stat. 937 (50 U .S.C. § 191, 49 U .S.C. 
§ 1655 (b)); E.O. 10173, E.O. 10277, 
E.O. 10352, E.O. 11249; 3 CJ:"R, 1949-
1953 Comp. 356, 778, 873, 3 CFR 1964-
1965 Comp. 319, 33 CFR Part 6 49 CFR 
l.46 (b)) ' 
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Effective date: T his amendment 
becomes effective on June 21, 1974-. 

(Federal Register of August 15, 1974.) 

TITLE 46-SHIPPING 
Chapter I-Coast Guard 

Department of Transportation 

SUBCHAPTER F-MARINE ENGINEERING 

[CGD 73-248) 

MARINE ENGINEERING 

Clarification Amendments 

The purpose of the amendments 
in this document is to make gram­
matical correction to and to clarify 
the intent of certain marine enO'i-

. "' neenng regulations. 
A notice of proposed rulemaking 

appeared in the December 11, 1973 
issue of the Federal Register (38 FR 
34122 ) that proposed the following 
corrections to Subchapter F of Title 
46, Code of Federal Regulations: 

1. Change in § 50.15- 20 (a ) ( 11) 
the addre~s of the Marine Depart­
ment of U nderwriter's Laboratories, 
lnc. which has moved to Florida. 

2. Complete the first sentP.nce in 
§ 50.25-35 (a) . 

3. Add to the heading in § 56.50-
1 the words "and modifies Table 
126.l in ANSI- B 31.1" to agree 
with the references in Table 56.01-
5 (a ) . 

4. In Table 56.60- 1, add the foot­
note designator "4" to the ASTM 
specifications A 53 and A 72, and 
change the reference in footnote 4 
to read "§ 56.60-2 (b ) " . 

5 . In Table 56.60-l (a), add verbs 
to the second and fourth sentences 
of footnote 14. 

6. In Table 56.60-1 (a ), substitute 
the word "limilaLions" for the word 
"rating" in the third sentence of foot­
no te 14· to agree with the text in 
UCN 3 in section VIII of the ASME 
Code. 

7. In T able 56.60- 2 (a ), strike the 
reference to § 105.2.l of ANSI- R 

31.1 in footnote 1 because it has not 
been adopted by the Coast Guard. 

8. In T able 56.60-2 (a), revoke 
footnote 6 because the alloy to which 
it refers was eliminated in the 
J une 17, 1970 issue of the Federal 
Register (37 FR 9979 ) . 

9. Amend § 61.1 5- 5(b) to ex­
punge the unintended requirement 
that a pipe with a nominal size of 
3 inches or less be subject to a hydro­
static test. 

The following amendments for 
clarification of the regulations in 
Subchapter F were also proposed: 

1. Indicate that the requirements 
in § 54.05- 20 apply only to the ma­
'terials described in §54.25- lO (b ) 
( 1) . 

2. Indicate in the introductory 
note of Table 56.60-1 (a) that the 
materials listed apply to inside heat 
exchangers. 

3 Reflect in the heading of 
§ 56.60-1 that its provisions modify 
Table 126.l of A SI- B 31. 

4. Combine and rewrite the first 
two sentences of § 56.60-2 (a) . 

5. Add in§ 56.60-2(b) (2) a cross­
reference to § 56.10-5 (b) because 
that section contains material limita­
tions. 

6. Indicate in the heading of 
§ 56.60-5 that the requirement is 
concerned with carbide phase 
conversion. 

In the J anuary 15, 1974 issue of the 
Federal Register (39 FR 1861 ) cor­
rections of printing errors in the pro­
posal were published. 

No comments were received on the 
proposed amendments. Accordingly, 
the proposal is hereby adopted sub­
ject to the corrections p ublished on 
January 15, 1974. As adopted, the 
regulations are set forth below. 

E[Jective date. These amendments 
are effective on August 26, 1974. 

(The full text of these amendments was 
published in the Federal Register of Au­
gust 26, 1974.) 
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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.1 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 
arc published in the Federal Register, p1inted daily except Saturday, Sunday, and holidays. ) The date 
of each Coast Guard publication in the table below is indicated in parentheses following its title. T he 
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 $5.00 per 
month or $45 per year, payable in advance. The charge for individual copies is 75 cents for each issue, 
or 75 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 14~ and 14 7 ( Subchapter N ), dated October 1, 1973 are now 
available from lhc Superintendent of Documents price: $5.80. 

CG No. 

101 
101-1 
108 
115 
123 

129 
169 
172 
174 
175 
176 
182 
182-1 
184 
190 

191 

200 

227 
239 

256 

2S7 

258 
259 
266 
268 
293 
320 
323 
329 
439 

TITLE OF PUBLICATION 

Specimen Examination fo r Merchant Marine Deck Officers !Chief Mate and Master) Cl - 1-741. 
Specimen Examinations for Mercha nt Marine Deck Officers 12d and 3d mate) (10-1 - 73). 
Rules and Regulations fo r Military Explosives and Hazardous Munitions (4- 1- 72). F.R. 7-2 1- 72, 12-1 - 72. 
Marino Engineering Regulations (6-1-73). F.R. 6- 29- 73, 3-8-74, 5-30-74, 6- 25-74, 8-26- 74. 
Rules and Regulations for Tank Vessels 11-1-73). F.R. 8- 24- 73, 10-3-73, 10- 24-73, 2-28- 74, 3- 18-74, S-30-74, 

6-25- 74. 
Proceedings of the Marine Safety Council (Monthly!. 
Rules of the Road-lntemational- lnland 18-1-72). F.R. 9-12-72, 3- 29- 74, 6-3-74. 
Rules of the Road---Greot Lakes (7-1-72). F.R. 10-6-72, 11-4-72, 1- 16- 73, 1- 29-73, 5-8-73, 3-29-74, 6- 3-74. 
A Manual for the Sa fe Handling of lnflammob(e and Combustible Liquids 13-2-64). 
Manual for lifeboatmen, Able Seaman, and Quallfied Members of Engine Department (3-1- 73). 
Load Line Regulations (2- 1-7 1). F.R. 10-1 - 71, 5- 10- 73, 7-10- 74. 
Specimen Examinations for Merchant Marine Engineer Licenses C7-1-63l. 
Specimen Examinations for Merchant Marine Engineer l icenses (2d and 3d Auistant) (10-1-73). 
Rules of the Road- Western Rivers (8-1-72). F.R. 9- 12- 72, 5-8-73, 6-27-73, 6-28-73, 3-29-74, 6-3-74. 
Equipment Lisi (8-1- 721. F.R. 8-9-72, 8-11- 72, 8-21-72, 9- 14-72, 10-19-72, 11-8-72, 12-S-72, 1- 15-73, 

2-6-73, 2-26-73, 3-27- 73, 4- 3-73, 4-26-73, 6-1-73, 8- 1- 73, 10-5- 73, 11-26-73, 1-17-74, 2-28-74, 
3-25- 74. 

Rules and Regulations for licensing and Certification of Merchant Marine Personna( (6-1- 72). F. R. 12-21- 72, 
3- 2- 73, 3-5-73, 5- 8-73, S-11 - 73, S-24- 73, 8- 24-73, 10-24-73, 5-22-74. 

Morine Investigation Ragulatlons and Suspension and Revocation Proceedings 15-1-67). F.R. 3-30-68, 4-30-70, 
10-20-70, 7-18- 72, 4- 24- 73, 11-26-73, 12-17-73. 

Laws Governing Morine Inspection (3-1-651. 
Security of Vessels and Waterfront Facilities (3-1-72). F.R. 5-31 - 72, 11-3-72, 7- 8-72, 1-S-73, 1-23-74, 3-29-74, 

4- 2- 74, 5-15-74, 5-24-74, 8-15- 74. 
Ru(es 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, 1~72, 10-14-72, 12-21-72, 4-10- 73, 8- 1- 73, 10-24-73, 12-5-73, 
3-18-74, 5-30-74, 6- 25- 74. 

Rules and Regulations fo r Cargo and Miscellaneous Vessels 14-1-73). F.R. 6-28-73, 6-29-73, 8-1-73, 10-24-73, 
3- 18- 74, 5-30-74, 6-25-74. 

Rules and Regulations for Un inspectod Vessels (5- 1-70). F.R. 1- 8-73, 3- 28- 73, 1-25-74, 3- 7-74. 
Electrical Engineering Regulations 16-1-71 ). F.R. 3-8-72, 3-9-72, 8- 16-72, 8- 24- 73, 11-29-73. 
Rules and Regulations for Bulk Grain Cargoes CS- 1-68). F.R. 12-4-69. 
Rules and Regulations for Manning of Vessels (10- 1- 711. F.R. 1-13-72, 3- 2- 73. 
Misce llaneous Electrical Equipment List (7- 2- 73). 
Rules and Regulations for Artificial Islands and Fixed Structures on the Outer Continental Shelf (7-1- 72). F.R. 7-8-72. 
Rules and Regulations for Small Passenger Vessels (Under 100 Gross Tons) (9-1-731. F.R. 1-25- 74, 3-18-74. 
Fire Fighting Manual for Tank Vessels 11-1 -741. 
Bridge-to-Bridge Radiotelephone Communications 112- 1- 721. 

CHANGES PUB LISHED DURING AUG UST 1974 

The following have been modified by Federal Registers: 
CG-115, Federal Register of August 26, 1974. 
CG-239, Federal Register of August 15, 1974. 

1 Due to the paper shor tage, cerlllln publications may be temporarily out of stock. Titles 33 and 46, Code of Federal 
Regulations mo.y be consulted for r ules and regulations. 
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