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TUG AND BARGE 

COLLIDE WITH BRIDGE 
The Chesapeake Bay Bridge and 

Tunnel (CBBT) complex is a vital 
link between two major portions of 
the east coast of the United States. 
On September 21, 1972, it was tempo­
rarily closed due to damages caused 
when the disabled tug, M / V Carolyn 
and the Barge Weeks No. 254 collided 
with the west side of one of the com­
plcx's trestles. T he CBBT had to be 
closed to vehicular traffic for 14 days, 
and suffered damages in excess of 
$2 million. 

The series of events leading to the 
collision began on September 20, 
1972, when the Carolyn, with the 
W eeks No. 254 in tow, enroute coast­
wise for New York, encountered se­
vere weather. At 6 a.m., on that day, 
the National Weather Service fore­
cast indicated that small craft warn­
ings were in effect for the intended 
track line of the Carolyn and its tow. 
Twenty to 30 knot winds were fore­
cast for the area from Cape May, 
N.J., to Virginia Beach, Va. The un­
licensed master of the Carolyn de­
scribed the early morning weather 
forecast as nothing to be alarmed 
about. His vessel, abeam of Chinco­
teague, Va., in the early morning 
hours, was experiencing relatively 
calm seas and low wind velocity. 

As the morning progressed the 
Carolyn experienced worsening 
weather with the seas building and 
wind velocity increasing to about 35 
knots from the northeast. The tug's 
master and mate became apprehen­
sive about the influence the ijght 
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(212 -foot draft ) barge could exert on 
the tug. They concluded, after a radio 
communication with Coast Guard 
Station Chincoteague, that it would 
be hazardous to enter Chincoteague 
Inlet. The vessel, which had been 
brought about to head for the inlet, 
came about and headed up into the 
northeast winds. She was unable to 
make any headway on this course, 
however, and therefore came about 
yet another time to head southward 
toward the entrance of the Chesa­
peake Bay. The tug and tow made 
this southerly transit without diffi­
culty until about 6: 30 p.m., when the 
tug requested assistance in mooring 

in the Hampton Roads area. This was 
necessary because the tug had no 
Chesapeake Bay charts and no one on 
board was familiar with the area. 

As commercial assistance was pres­
ently unavailable, two towing firms 
indicated they could send help to the 
Carolyn only after she and her tow 
arrived at the Hampton Roads Bridge 
Tunnel. Navigational assistance was 
provided to the Carolyn by radio, first 
from Coast Guard Station Little 
Creek, and then from the captain of 
the pilot boat Hampton Roads. The 
pilot boat got a visual sighting of the 
Carolyn between 9 and 9: 30 p.m. 
After a radio communication between 

The Vessels Involved 

The tug Carolyn is a 59.2-foot, 93-gross ton towing nssel. She was not Coast Gua rd 
inspected nor was she required to be. She is of conventional design with all crew spaces 
on the main deck or above. Her below deck space was devoted almost solely lo the 
engineroom and four fuel tanks . The fuel tanks consisted of a pai r of tanks forward of 
the cngineroom and a pair a ft of the engineroom. All four tanks were interconnected 
by a 1 % -inch l.P.S. pipe containing a shutoff valve for each tank. All four of the 
valves were known to be open on the day of the casualty. After the casualty, ullages 
were taken and foun d lo be approximately equal in all the tanks. The tanks were 
slightly more than half full at this time. 

The Carolyn was manned by a crew consisting of an unlicensed master, an unlicensed 
mate, two deckhands, and a cook. At the time of the casualty none of these persons 
was required to be licensed. 

The Wee/cs No. 254 is a hinged single hold dump barge. It had been recently con­
structed, and its owners purchased the Carolyn at about the same time to deliver the 
barge from Port Arthur, Tex., lo New York where both vessels would b e placed in 
service. It was on thi s voyage that the casualty occurred. The barge was 234 feet long 
by 53 feet in breadth and had a freeboard of 20 feet. It had been inspected for 
certiflcation on August 31, 1972. 

The barge was made fast to the Carolyn with 1 ,200 feet of 2-lnch diameter nylon 
towing hawser. The hawse r was attached to the tug's towing bills by use of shackles. 
About 400 feel of the hawser was then coiled down on the stern of the tug and the 
hawser was again secured to the bills by a simple coiling arrangement. Thus, the 
effective towl ine connecting the tug and barge was about 800 feet long . 
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the tug and the pilot boat, the tug 
was directed toward the entrance to 
Thimble Shoal Channel. 

As the Carolyn and tow proceeded 
toward Thimble Shoals Channel, a 
commercial tug, M /V W arrengas be­
came available to assist. Meanwhile 
the Coast Guard Cutter M adrona had 
already been diverted to the Chesa­
peake Bay entrance with orders to 
locate the Carolyn and to escort her 
through Thimble Shoals Channel 
until relieved by commercial assist­
ance. At 10 p.m. the Warrengas was 
dispatched to rendezvous with 
Carolyn. 

It was about 10:15 when the 
Carolyn's master with his tug in the 
vicinity of the Chesapeake Bay En-

By 11 p.m., the Carolyn was a t the 
approximate position of the Cape 
Henry Wreck Lighted Buoy (LL 
2674) . T he captain of the pilot boat 
advised the tug Lo come around 
farther to the west and to proceed in 
an established "Auxiliary Channel" 
north of the lighted channel. After 
being assured that there was plenty 
of water north of the lighted channel, 
the Carolyn's master steered the rec­
ommended course. By this time the 
combination of the barge's southerly 
leeway, the wind heel effect and the 
gravitating fuel was causing a notice­
able port list. However, the master 
continued his western transit presum­
ing he would encounter better 
weather inside. 

g~s requested that she remain near 
Old Point Comfort, Va., until the 
Carolyn and the Madrona progressed 
further up Thimble Shoals Channel. 
The Carolyn expressed displeasure 
with this arrangement, reporting that 
she was experiencing difficulty with 
her tow and was listing to port. The 
W arrengas, on hearing this report, 
agreed to continue outbound in the 
channel. 

Between midnight and 12 : 15 a.m., 
on September 21, the Carolyn's master 
decided that he could no longer main­
tain a westerly course in light of his 
vessel's increasing port list and trim 
by the stern. The tug's port side was 
awash and her list was 20° to 30° . 
The master of the Carolyn hoped that 

Th e barge Weeks No. 251, still attached to the Carolyn struck trestle A of the Chesapeake Bay Bridge and Tunnel some 2Y2 
miles from the shoreline. The barge drifted southward along the west side of the trestle, repeatedly striking the structure, until it 
finally fetched up approximately halfway through the bridge roadway. The photos above show the final position of the barge with 
respect to the bridge. 

trance Junction Buoy (LL 155.05) 
first voiced apprehension about main­
taining lhe vessel on a westerly head­
ing. On this heading the tug and tow 
had the wind and seas on the star­
board beam . The light barge thus ex­
posed a tremendous sail area, and the 
tug was subjected to an appreciable 
wind heel effect. The tug began list­
ing to port and the barge was being 
set in a southerly direction. These con­
ditions aggravated an already unde­
sirable gravitational capability result­
ing from cross connection of the tug's 
four fuel tanks. 
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At about 11 : 15 p.m. the cutter 
M adrona made radio contact with 
the troubled tug. The Carolyn indi­
cated she was lined up to enter the 
channel and did not indicate that she 
was in distress or required any assist­
ance. The two vessels subsequently 
rendezvoused in the vicinity of Thim­
ble Shoals Channel Buoy "4", and the 
Madrona successfully escorted the tug 
through the opening in the CBBT. 

By now the weather included 55 
knot northerly and northeasterly gusts 
and seas in excess of 4 feet to the west 
of the CBBT. As a result, the Warren-

by heading into the wind, fuel would 
be transferred back to the starboard 
side fuel tanks and· the list would be 
corrected. At approximately 12: 15 
a.m. the Carolyn attempted to come 
around to starboard to head into the 
winds and seas. At nearly the same 
time, the master requested the 
Warrengas to take Weeks No. 254 in 
tow. D uring the ensuing discussion 
a significant misunderstanding de­
veloped over the size of the nylon 
towing hawser, as the Carolyn ex­
pressed its size in inches diameter and 
the W arrengas assumed this dimen-
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sion to be inches in circumference. 
This was important to a decision 
whether to cut the hawser. 

The Carolyn had neared or 
reached her intended northerly head­
ing when its port engine failed. First 
the deckhand and then the master 
tried unsucccssf ully to restart the en­
gine and keep it running. D uring 
these efforts, the deckhand starteci 
the electric bilge pump; however, the 
pump could not take suction due to 
the small amount of water in the 
bilges, the vessel's list, and the bilge 
suction location on the tug's center­
line. 

As the master worked in the en­
gineroom, the deckhand took the 
wheel. He had difficul ty steering, dis­
covering that be was unable to hold 
the vessel around to the starboard 
with only the starboard engine. The 
vessel began to fall off to the port 
and drifted slowly to the southeast. 
On his way back from the engine­
room, the master discovered a bight 
of his towing hawser streaming out 
through a freeing port on the port­
hand side of the stern. It had ap­
parently fouled in the port screw. 

During this time sporadic discus­
sions continued between the Carolyn 
and the W arrengas concerning the 
relinquishment of the W eeks No. 254 
to the latter tug. As a result of the 
conversations and observation of the 
Carolyn and tow by the Warr en gas' 
ma-;ter, it was determined that the 
W arrengas could not get a line on 
the barge or take control of the exist­
ing towline. The Warren{{as neither 
discovered nor was informed of the 
existem.:c of a tripping line, attached 
to the housed anchor chain on the 
barge, and streaming into the water 
at the barge's stern. 

Shortly before 12: 45 a.m. the 
Carolyn's starboard engine failed, 
leaving the tug and tow at the mercy 
of the north, northeasterly winds and 
the ebbing tide. The Carolyn imme­
diately dropped its 75-pound Dan­
forth ancher. T he anchor was at­
tached to the tug by 150 feet of 1 !4-
inch diameter polypropylene line. It 
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offered little resistance, however, and 
the vessels continued to drift east, 
southeasterly. The Carolyn now ad­
vised the cutter M adrona that the 
tug's screws were fouled by tl1e tow­
ing hawser. T he disabled \'essel and 
tow were about 1,500 yards from the 
CBBT. The conunanding officer of 
J\tf adrrma ordered his crew to gen­
eral quarters. Portable pumps were 
broken out. The Carolyn came up 
on the radio again requesting imme­
diate Coast Guard assistance. When 
the Madrona asked the Carol,•n 
what was the problem, the response 
was that the Carolyn was sinking and 
her crew should be evacuated. 

The M adrona learned from the 
Warr en.gas that the barge was still 
attached to the Carolyn. The 
M~ adrona therefore asked the War­
rengas to stand clear while the cutter 
removed the Carolyn's crew. The 
men on the Carolyn on being in­
formed of the Madrona's intent to 
evacuate them began preparing to 
abandon ship. The Coast Guard dis-

patched the cutter Point Martin to 
the scene at approximately 1 a.m. 

The Madrona made her approach 
to the Carolyn from the windward 
side. As the cutter continued in a 
southeasterly direction, the starboard 
side of the tug was presented. Thus 
conditions were right for a direct ap­
proach of the Madrona's starboard 
bow to the starboard quarter of the 
tug. Crewmembers aboard the lv[a­
drona were able to pai;s a heaving line 
from the forecastle of their vessel to 
the stem of the tug. Since the Caro­
lyn crew were apparently unaware 
that lhe line had been passed, the 
Madrona crew shouted something 
like "grab the line" or "get the line." 
Crew on the Carol)m reported they 
had been instructed by the M adrona 
to "cut the line." The master of the 
Carolyn assumed this instmction was 
directed to the anchor line due to 
possible interference with the cutter's 
approach, and he ordered the 
anchor line cut. The deckhand did 
so, exposing the disabled tug to the 

The Carolyn finally grounded on the beach east of the bridge. The top of her wheel­
house apparently sheared off when she passed under the bridge. 
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undampened effects of the wind and 
current. 

The cutter was placed at or near 
the starboard stern of the Carolyn, 
an<l the tug's crew stepped from the 
Carolyn to the waist (or buoy deck) 
of the Madrona. The commanding 
officer of the Madrona summoned 
the master of the tug to the bridge 
in order to get an accurate assess­
ment of the tug's condition. He was 
informed that it wou ld be useless Lo 
use pumps on the tug because she 
was sinking-due more to a fuel than 
a water problem. The Madrona 
backed away from the tug-now just 
1,000 yards from the CBBT. 

The j \1 adrona began her efforts to 
gain control of the tug and barge, 
and informed Coast Guard Group 
Norfolk of the impending danger to 
the bridge-tunnel complex. Traffic 
over the CRBT was stopped from 
each end. The M adrona first tried 
to control the drifting vessels by 
securing the towline between them 
with a grapnel. Failing Lhi~, she then 
tried placing her bow against the 
towline to work the line uo onto the 
cutter's forecastle. T his attempt also 
failed, as did lassoing-type throws at 
the barge's bitts. ror could the Ma­
drnna retrieve any of the Jines visible 
on the starboard side of the barge's 
deck. The 'barge had drifted within 
125 feet of the b ridge by now, so the 
M adrona backed away. Again, the 
crew of the M adrona were not told 
of the barge's anchor tripping line, 
and they did not spot it in their brief 
observation of the barge's stern. 

The Carolyn was driven by wind, 
seas and ebbing tide into trestle A 
of the CBBT at approximately 1: 40 
a.m., on September 21. in the vicin­
ity of 3-mile post. This is some 2 ~ 
miles from the shoreline. The Weeks 
No. 254 struck the same structure, 
immediately thereafll!r. The barge 
was streamed to the south of the tug, 
still attached to her by the towing 
hawser. Drifting southward along the 
west side of the trestle, the tug and 
barge repeatedly !\truck the struc.­
ture until the tug passed under the 
bridge in the vicinity of 2-mile post. 
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Meanwhile, the cutler Point Mar­
tin arrived on scene and made a pass 
at the W eeks No. 254 in an effort to 
get a line on the barge. She was un­
able to do so, and experienced diffi­
culties from the seas. The command­
ing officer of the M adrona recalled 
the Point Martin, an<l the latter ves­
sel eventually departed Lhe scene. 

As the Carolyn passed on to the 
southwest, the towing hawser fetched 
upon a pile bent, constraining the tug 
at some short dista nce to the east with 
the barge remaining against the west 
side of trestle A. The Carolyn was 
aground on the beach east of the 
CIJDT, and the barge was aground 
near the junction of trestle A with the 
Virginia shoreline. The barge c.on­
tinued to strike the trestle as it surged 
with the now flooding tide. Struc­
tural ~ctions of the bridge tumbled 
onto the barge as it finally fetched up 
approximately halfway through the 
bridge roadway as the tide began to 
recede and water being pumped into 
the barge exerted a dampening effect. 
The ebbing tide left the barge high 
and dry-above the usual high water 
mark on the CBBT because the high 
tide had been at least 3.6 feet above 
normal. 

At noon that day Coast Guards­
men boarded the grounded Carolyn. 
H er lights were burning normally 
under power of a still-running gen­
erator, and she was sitting upright. I t 
was observed that the towing hawser 
dangling out a freeing port at the 
tug's stern was fouled in both screws, 
and that another line of about 1 ~­
inch diameter was wrapped around 
the rudder. The boarding party 
noted that the tug was largely intact, 
except that the top of the wheel house 
was sheared off. Little water was 
found in the deckhouse or the engine­
room bilges. It was noted later that a 
high water mark existed on the 
engineroom bulkheads, some 2 inches 
above the deck plates. 

Damage to the Carolyn and W eeks 
No. 254 were reported in excess o( 
$50,000. No one, however, was killed 
or injured. 

The Coast Guard Marine Board of 

Investigation which considered the 
accident concluded that " the proxi­
mate cause of the casualty was the 
fault of the Carolyn master for an act 
of poor seamanship which provided a 
source of disablement for his vessel. 
Such action manifested itself in his 
failure to effectively secure the ves­
sel's towing hawser notwithstanding 
his knowledge of an impending 
deterioration of the weather". 

The National T ransportation 
Safety Board (NTSll ) in determin­
ing the cause of the casualty stated: 

The National Transportation 
Safety Board dclcrmines that the 
probable cause of the casualty was: 
( 1) The failure of the master of the 
Carolyn to inloru1 lhe Madrona or 
the Warr en gas of the existence of a 
quick-release anchor on the barge 
and ( 2) Lhe incorrect decision 
made by the commanding officer of 
the M adrona not to take the Caroly11 
in tow as a last resort. Contributing 
to the failure was the fatigued state 
of the master of the Carolyn; con­
tributing to the incorrect decision 
was a statement by the master of the 
Carolyn to the commanding officer 
of the M n.dronn. that the tug was 
sinking. 

Contributing to the collision wPre 
the absence of standards or guide­
lines for safe procedures in towing 
operations and the absence of a Fed­
eral regulation to require that un­
manned barges have :i n expeditiously 
controlled anchoring capability. 

The NTSB recommended that the 
Coast Guard : 

l. Expedite the promulgation of 
regulations regarding vessel control 
in the vicinity of the Chesapeake Bay 
Bridge and Tunnel. 

2. Determine the effects of fa1igue 
on personnel f'rror as a cause of 
marine casualties, with particular 
reference to the sizes of crews carried 
on towing vessels. 

3. Publish and make available to 
towboat operators guidelines for safe 
operating procedures for towing 
operations. These guidelines should 
include methods of preplanning a 
voyage, the proper use of towing 
hawsi:rs, and actions to be taken in 
various emergency situations. 

4. D etermine the need for anchors 
on unmanned barges and practical 
methods of controlling such :inchors 
in order to prevent damage to any 
vessel, bridge, or other structure, or 
other loss to bystanders on the navi­
gable waters of the United States. 
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5. Pla<'e additional emphasis in its 
search and rescue procedures on pro­
tecting bridges from vessel impac ts. 

The Marine Board concluded : 
• • * * * 

2. That, a principal contributing 
cause of the casualty was the Carolyn 
common fuel oil line arrangement 
which provided a gravitation 
capability between all four tanks. 

3. That, an additional contribut­
ing cause of the casualty was the fail­
ure of the CarolJm to have charts of 
the Chesa peake Bay area on board 
thereby exposing the vessel to the 
elements for a much longer period of 
time than necessary. Specifically, 

Coast Guard Cutter Madrona or M / 
V W arrengas of the presence of an 
anchor " tripping line" extending 
down from the Weeks No. 254. 

5. That, the misundersanding be­
tween Carolyn and Warre11ga.s re­
garding the size of the towing hawser 
did not contribute to the cause of the 
casualty nor materially effect the 
scope of the casualty. Subsequent 
events lo the discourse over line sizes 
indicate that other factors, such as 
weather and actual towline retrieval 
options available, exerted the major 
infiuence on any WarrengaJ attempt 
to relieve the Carolyn of it.~ tow. 

6. That, the order to cut the 
anchor line presumed to have 

Afttch of the trouble with the Carolyn resulted from tile fact that a portion of the 
towing hawser l1ad slipped overboard and fottled in both screws. Additionally, another 
smaller line dangling out <L freei11g port was wrapped around the rudder. JJoth the 
hawser and the smaller line (1re visible above. 

such charts would have permitted the 
vessel to effect a more direct ap­
proach to the bridge opening thus 
reducing the period that Cud would 
be .c;ravitating from the starboard 
fuel tanks to the vessel's port fuel 
tanks. 

4. That, a principal contributing 
factor Lo the casualty was the 
Carolyn master's failun.: to advise the 
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originated on the M adro11a was in 
fact a misinterpretation of the µleas 
from the M adrona crew to secure a 
heaving line. 

7. That, the Carolyn master's con­
cern about his vessel turning over and 
his action in coming around to head 
his vessel into the wind was a ra­
tional response. His subsequent 
evaluation of the lug's condition as 

• 
" sinking", however, reflected his lack 
of knowledge regarding vessel stabil­
ity. Such lack of knowledge pre­
cluded salvage attempts by the 
M<Ldrona, which can only be con­
cluded as likely to be successful, and 
thus contributed to the casualty. 

8. That the reported equal fuel 
tank ullages and absence of water in 
the engincroom bilges of the 
grounded Carolyn was a function of 
the leveling effect of the grounding. 
This effect provided the running 
bilge pump with a suction and per­
mitted the fuel to gravi ta.te to an 
equal level. 

9. That, the casualty may have 
been prevented if the M adrona or 
Warrengas had placed a towline on 
the Carolyn with or without an at­
tendant sinking of the tug. 

10. That, the evacu:ltion of the 
Carol)m crew was executed in a timely 
and professional manner which re­
flects favorably upon the Madrona 
commanding officer and her officers 
and crew. 

11. T hat, there is no evidence of 
violation of any laws administered hy 
thP. Coa5t Guard. 

12. That, there is no evidence that 
any personnel of the Coast Guard or 
any other governmental agencies 
caused or contributed to the cause of 
the casualty. 

13. That, a continuing dialog be­
tween all of the parties concerned 
with vessel casualty influence on the 
CBBT should be useful and might 
result in a practical contingency plan. 

In his action on the report of the 
Marine Board of Investigation, the 
Commandant of the Coast Guard 
remarked : 

1. The casualty resulted from the 
loss of power on the T ug Caroly11 
after the lowing hawser fouled her 
screws. The failure of the crew of the 
Carolyn to properly secure the vessel 
for sea allowed the improperly stowed 
hawser to wash overboard and into 
the screws. Good seamanship will 
help reduce the hazards of incidents 
of this kind. Publicity of this casualty 
may serve to cause others to be watch­
ful to prevent recurrences of similar 
incidents. 

2. A principal contributing cause of 
the casualty was the beam wind and 
sea buffering the M/V Carolyn 
while on a westerly heading, which 
resulted in a port list of the tug and 
provided for a gravitational flow of 
fuel through the vessel's cross con­
nected fuel huiks, whic:h aggravated 
that list. 

99 



3. The state of mind of the master 
of the Tug Carolyn and his decisions 
throughout the chain of events lead­
ing up to the casualty were of extreme 
importance. While navigating on the 
planned coastwise route, the wind 
and sea conditions were such that he 
felt it necessary to seek a harbor of 
safe refuge. Although navigational 
assistance was being provided, he was 
attempting to transit an unknown 
channel without the use of the appro­
priate charts, at night and under 
severe weather conditions. Further 
the tug was experiencing a list suffi­
cient for the port main deck to be 
awash. The above factors certainly 
a!Tectcd the master's state of mind in 
which he feared for the safety of his 
own life and that of his crew. The 
decisions he made to seek a harbor 
of safe refuge; to request pilotage as­
sistance:!; to request the tug Warren­
gas to relieve him of his tow; to turn 
his vessel upwind; and, to attempt to 
anchor the vessels when the tug lost 
both her engines are considered to 
be the decisions of a reasonably 
prudent man. 

4. T he personnel of the tug Carol;in 
misunderstood an attempt by the 
CGC Madrona to put a towline 
aboard. This resulted in the anchor 
line being cut, and ultimately in the 
loss of control over the situation. If 
the Madrona had been told about the 
anchor tripping line on the barge the 
vessels m ay have been successfully 
brought under control. 

5. The Chesapeake Bay Bridge and 
Tunnel complex is a vital link be­
tween two major portions of the East 
Coast of the United States. In addi­
tion to repair costs to the bridge and 
to the vessel, disruption of service on 
this complex has a rather significant 
economic impact on the affected 
areas. The Coast Guard has under 
consideration a number of measures, 
particularly dealing with vessel opera­
tion and anchorage requirements, 
which are designed to protect the 
bridge. Regulations have been imple­
mented which will require towing 
vessels to be under the direction and 
control of persons licensed by the 
Coast Guard. Also, the Coast Guard 
will continue to cooperate with State 
and local officials and other interested 

safety as others see • 

zt 
Seagoing R ats 

A representative of the U.S. Public 
H ealth Service recently informed us 
of some very interesting facts about 
rats that may board your vessel in a 
bale of sisal or other commodity. 

There are about 2,000 species of 
these gnawing mammals of the family 
Rodentia. They have one pair of 
chisel-like teeth in each jaw that grow 
throughout their life. These teeth 
must be kept worn down by gnawing, 
or they will grow to such length that 
they will prevent the animal from 
eating and result in starvation. Ro­
dents range in size from pygmy mice, 
which are the smallest mammals in 
the world, to the Capybara, which 
may attain a length of 4 feet and a 
weight of 100 pounds. 

Rattus Rattus, commonly known 
as the black rat, has Jong ears and 
tail. This rat, originally native in 
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Southern Asia, frequents ships and 
has reached most of the ports of the 
world. It is known as the chief dis­
seminator of bubonic plague by being 
host to infected fleas. It has predace­
ous habits, an omnivorous diet and 
g reat fecundity. They bear 4 or 5 
times a year, a Jitter averaging 4 to 6 
blind young, and have been known 
to have up to 13 in a litter. These 
young can breed at 6 months and the 
gestation period is only 20 days. 

It doesn't take a mathematical 
genius to see how quickly a ship can 
be populated with rats. Use rat 
guards on mooring lines and eliminate 
harborage on board. After loading 
cargo, it is advisable to p lace a f P-w 
traps on top of the stow. Bait the 
traps with a segment of apple and 
place a few drops of oil on the trap, 
in front of the trap to make a slip­
pery surface. 

O ther than the health hazard 
posed by allowing a population of 

parties in the development of other 
safety measures which are within their 
authority to implement. 

6. The Towing Industry Advisory 
Committee will be requested to pro­
vide recommendations and advice 
relative to proper towing hawser 
stowage, methods of obtaining control 
and/or towing a drifting barge, and 
cross connected fuel tanks. In order 
to provide further public dissemina­
tion of the above hazards this casualty 
report will be published in the "Pro­
ceedings of the Marine Safety 
Council." 

NOTE.-The above article is based 
upon the Marine Casualty Report of 
the incident, comprised of the U.S. 
Coast Guard Marine Board of Inves­
tigation Report and Commandant's 
Action and the action by National 
Transportation Safety Board released 
February 27, 1974. Copies of the full 
Marine Casualty Report may be ob­
tained by writing Commandant 
( G-MVI-3 ) , U.S. Coast Guard, 
Washington, D.C. 20590. d; 

rats to exist on your ship, there is 
the danger of being attacked. A cor­
nered rat will attack by jumping for 
your throat. They are extremely fast 
and dangerous. The mother rat is 
especially dangerous should she feel 
her young are threatened. 

Never approach the corner of a 
hold on the diagonal line of the space. 
It is much safer to follow the bulk­
heads, thus allowing an avenue of 
escape for any rat that may be hiding 
there. This rule is especially impor­
tant when making r.argo hold inspec­
tions. 

Paint the lower portion of the ac­
commodation ladder or gangway 
white. Maintain good housekeeping 
practices and sanitary conditions on 
board as measures to prevent rodent 
infestation. The U.S. Public Health 
Service recommended preventive rat 
trapping program for vessels appears 
on anothef fact sheet of this series. 

- Courtesy National Safety Council 
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COAST GUARD PROMULGATES 
EPIRB REGULATIONS 

Effective March 1, 1975, certain inspected vessels en­
gage<l in ocean and coastwise service will be required to 
carry Coast Guard approved emergency position indi­
cating radiobeacons (EPIRB's) as a part of their life­
saving equipment. The Coast Cua.rd published require­
ments for the carriage, marking, and periodic testing of 
the device in the Federal Register of March 18, 1974. 
T echnical specificalions for approved devices were pub­
lished by the Federal Communications Commission on 
the same date. The full text of the Coast Guard regula­
tions is reprinted below. 

The device itself is a battery-powered transmitter, acti­
vated either manually or automatically, which sends out 
a distinctive ~ignal on both 121.5 and 243 MHi:, emer­
gency frequencies currently in use by civil and military 
aircraft. The regulations specify that the device must be 
stowed in a location that is easily accessible, and from 
which it will float free if the vessel sinks. It is essential 
that these devices be activated only in actual distress con­
ditions or dw-ing prescribed test periods, and that the 
maximum care be taken to prevent misuse and inadver­
tent activation. 

The lifesaving potential of EPIRB's has long been rec­
ognized. A 1957 Coast Guard study showed electronic 
search methods using emergency beacons to be signif­
icantly more effective and less costly than conventional 
visual searches, and recommended that seagoing vessels 
bn re.quired to carry EPIRB's operating on 121.5 and 243 
MHz. 

The Coast Guard took this proposal to tl1e 1960 Safety 
of Life at Sea (SOLAS) Conference. The conference also 
recognized the potential benefits of EPIRB's and recom­
mended that governments encourage their use. Since that 

time the main obstacle to the establishment of require­
ments, both within the United States and internationally, 
ha~ been disagreement on operating frequencies. 

Several reports of Marine Boards of Investigation have 
noted the need for EPIRB's. Among these are the 
SS Marine Sulphur Queen which disappeared with all 
hands in February 1963; the Daniel ]. Morrcl which 
hroke in two and sank with only one survivor in Novem­
ber 1966; and most recently the SS T exaco Oklahoma 
which broke in two and sank with the loss of 31 lives in 
March 1971. Other cases are on file which support the 
need for such a device. These cases indicate that many 
live~ probably could have been saved through an early 
d istress alert and prompt rescue of survivors, and that 
millions of dollars expended on search efforts could have 
been saved. 

The new rules apply to inspected vessels engaged in 
ocean and coastwise service in the following classifica­
tions: Tank vessels, passenger vessels, cargo and miscel­
laneous vessels, small passenger vessels, and oceanographic 
vessels. The only exemption to be allowed applies to a 
coastwise vessel whose Certificate of Inspection is endorsed 
for a route that docs not extend more than 20 miles from 
a port of safe refuge, but then only if that vessel carries 
a VHF radiotelephone that meets FCC requirements. 

Although the present regulations do not require 
EPTRB's on uninspected vessels, the FCC regulations 
permit their use by all U.S. vessels expected to operate in 
international waters beyond the range of marine VHF 
distress coverage (i.e., approximately 20 miles). The 
Coast Guard strongly recommends that operators of such 
vessels obtain authorization from the FCC and carry 
EPIRB's. d; 

TITLE 46-SHIPPING 

Chapter I-Coast Guard, 
Department of Transportation 

[CGD 73- 24RJ 

EMERGENCY POSITION INDI-
CATING RADIOBEACON 

Carriage, Operational Testing, 
and Approval 

These amendments require certain 
inspected vessels in ocean and coast-

wise service to carry a Coa.~t Guard 
approved emergency position indicat­
ing radio-beacon (EPIRB) on board 
as part of their lifesaving equipment. 
Also, minimum test~ arc prescribed to 
ensure that the equipment is oper­
able. T hese requirements were pro­
posed in the March 5, 1973, Federal 
Register at pages 5968-5970. The 
Federal Communications Commis­
sion has also proposed requirements 
for EPIRB's in the same Federal Reg­
ister at pages 5970-5972. 

ing the proposed requirement to test 
an EPIRB weekly. The commenters 
said that, because of the reliability ot 
solid state devices, frequent testing 
would be unnecessary and would 
shorten battery life. The final rule 
requires only monthly testing of 
EPIRB's as recommended by these 
comments. 

Several commcnters opposed the 
proposed requirement that an l!.PIRB 
be stowed in a manner so that it 
would float free if the vessel sank. T he 
commenters said that compliance Comments were received concern-
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with this float free requirement would 
expose the EPIRB to adverse effects 
of weather, to theft, and to the possi­
bility of unauthorized activation. One 
manufacturer has told the Coast 
Guard that when these regulations 
become effective he will have 
EPIRB's available that can withstand 
adverse effects of weather. Theft and 
unauthorized activation of an EPIRB 
are problems that each vessel should 
be able to solve. The importance of 
the float free requirement is readily 
demonstrated by the recent loss of two 
Norwegian vessels, the Norse Variant 
and the A nita. Each vessel had a 
floatablc, automatically activated 
EPIRB. H owever, Norwegian regu­
lations required stowage of the device 
inside the wheelhouse. Both vessels 
sank immediately with only one sur­
vivor, and the EPIRB's were not acti­
vated. Because of the importance of 
the float free requirement, it is re­
tained in the final rule. 

T he EPIRB regulations being is­
sued by the Federal Communications 
Commission (FCC) incorporate the 
equipment and marking requirements 
proposed in §§ 161.011-10 and 161.-
011- 15 of the Coast Guard notice of 
proposed rulemaking. Accordingly, 
the final rule contained in this docu­
ment deletes these requirements, and 
comments directed to the Coast 
Guard concerning§§ 161.011-10 and 
161.011- 15 have been forwarded to 
the F OG for consideration in their 
rulemaking proceeding for EPIRB's. 

Several comments opposed the pro­
posed requirements to carry EPIRB's 
on small passenger vessels operating 
in certa.in coastal waters. The final 
rule provides that a coastwise vessel 
which has a Certificate of Inspection 
endorsed for a route which does not 
extend more than 20 miles from a 
harbor of safe refuge is not required 
to carry an EPIRB if it has a VHF 
radiotelephone on board that meets 
the F CC requirements for these 
radios. 

Though EPIRB requirements for 
public nautical school ships were not 
proposed, requirements have been in-
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eluded in the final rule. Notice of pro­
posed rulemaking is not required 
since the public nautical school ships 
to which the EPIRB requirements 
will apply are owned by the United 
States. 

Three comment~ suggested the use 
of EPIRB's on survival craft. The 
Coast Guard currently has this sug­
gestion under consideration. 

The statement in the notice of pro­
posed rulemaking concerning the au­
thority to require EPIRB's was in­
complete and should have read as 
follows : 

Though these regulations will not 
apply to uninspected commercial ves­
sels, or to vessels that are defined to 
be boats under the Federal Boat Safe­
ty Act of 1971, these vessels when op­
erating beyond the range of marine 
VHF radio distress coverage are en­
couraged by the Coast Guard and 
permitted under FCC's proposed 
EPIRJ3 regulations to carry EPIRB's 
as part of their lifesaving equipment. 

The Coast Guard received several 
comments pertaining to the proposed 
FCC requirements. These comments 
have been referred to the FCC. 

Several minor revisions involving 
no substantive changes have been 
made to the proposed amendments 
for the purpose of clarity. 

In considertion of the foregoing, 
chapter I of title 46 of the Code of 
Federal Regulations is amended as 
follow'S : 

PART 33-LIFESAVING 
EQUIPMENT 

1. By adding subpart 33.60 to part 
33 to read as follows : 

Subpart 33.60-Emergency posi-
tion indicating radiobeacon 
IEPIRBI T / OC 

§ 33.60-1 Emergency position indicating 
radiobea con (EPI RB) T / OC. 

(a) Each vessel in ocean and coast­
wise service must have an approved 
class A emergency position indicating 
radiobeacon ( EPIRB) that is-

( 1) Operative; 

(2) Stowed where is it readily ac­
cessible for testing and use; and 

( 3 ) Stowed in a manner so that it 
will float free if the vessel sinks. 

(b ) Compliance with this section 
is not required for a coastwise vessel­

( 1) That carries a VH F radiotele­
phone that complies with the FCC re­
quirements; and 

(2) Whose Centificate of Inspec­
tion is endorsed for a route which 
does not extend more than 20 miles 
from a harbor of safe refuge. 

PART 35-0PERATIONS 

2. By adding§ 35.10-25 to part 35 
to read as follows: 

§ 35.1 0-25 Emergency position ind icating 
radiobeacon CEPIRBl-T / OC. 

The ma.~ter shall ensure that-
( a ) The EPIRB required in 

§ 33.60-1 of this subchapter is tested 
monthly, using the integrated test cir­
cuit and output indicator, to deter­
mine that it is operative; and 

(b) The EPIRB's battery is re­
placed after the EPIRB is used and 
before the date required by FCC reg­
ulations in 47 CFR part 83 to be 
marked on the outside of the EPIRB. 

§ 35.40-40 !Ame nded) 

3. By amending § 35.40-40(a) of 
part 35 by adding ", EPIRB," after 
the words "life preservers." 

PART 75-LIFESAVING 
EQUIPMENT 

4. By adding subpart 75.60 to part 
75 to read as follows: 

Subpart 75.60-Emergency Posi­
tion Indicating Radiobeacon 
IEPIRB} 

§ 75.60-1 Emergency position Indicating 
radiobea con CEPIRB l. 

(a) Each vessel in ocean and coast­
wise service must have an approved 
class A emergency position indicating 
radiobcacon (EPIRB) that is-

( 1) Operative; 
(2) Stowed where it is readily ac­

cc~ible for testing and use; and 
(3 ) Stowed in a manner so that it 

will float free if the vessel sinks. 
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(b) Compliance with this section 
is not required for a coastwise 
vessel-

( 1) That carries a VHF radiotele­
phone that complies with the FCC 
requirements; and 

( 2) Whose certificate of inspection 
is endorsed for a route which does not 
extend more than 20 miles from a 
harbor of safe refuge. 

PART 78-0PERATIONS 

5. By adding § 78.17- 35 to part 78 
to read as follows : 
§ 78. 17-85 Emergency position indicating 

radiobeacon IEPI R8l. 

The master shall ensure that-
( a ) The EPIRB required in 

§ 75.60-1 of this subchapter is tested 
monthly, using the integrated test cir­
cuit and output indicator, to deter­
mine that it is operative; and 

( b) The EPIRll's battery is re­
placed after the EPIRR is used and 
before the date required by FCC reg­
ulations in 47 CFR, part 83 to be 
marked on the outside of the EPIRB. 

6. By adding § 78.47-72 to part 78 
to read as follows: 
§ 78.47-72 Emergency position indicating 

radiobeacon IEPIRBl. 

The EPIRB required in § 75.60 1 
of this subrhapter must be marked 
with the vessel's name. 

PART 94-LIFESAVING 
EQUIPMENT 

7. By adding subpart 94.60 to part 
94 to read as follows: 

Subpart 94 .60-Emergency Posi-
tion Indicating Radiobeacon 
(EPIRB) 

§ 94.60-1 Emergency position indicating 
radiobeacon IEPIRBI. 

(a) Each self propelled vessel in 
ocean and coastwise service must 
have an appro,·ed class A emergency 
position indicating radiobeacon 
(BPIRB) that is-

( 1) Operative; 
(2) Stowed where it is readily ac­

cessible for testing and use; and 
( 3) Stowed in a manner so that it 

will float free if the vessel sinks. 
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( b) Compliance with this section is 
not required for a coastwise vessel­

( 1) That carri e.~ a VHF radiotele­
phone that complies with the FCC re­
quirements; and 

(2) Whose certificate of inspection 
is endorsed for a route which does not 
extend more than 20 miles from a 
harbor of safe refuge. 

PART 97-0PERATIONS 

8. By adding § 97.15-65 to part 97 
to read as follows : 

§ 97.15-65 Emergency position indicating 
radiobeacon IEPIRB). 

The master shall ensure that-
( a ) The EPIRB required in 

§ 94.60-1 of this s11bchapter is tested 
monthly, using the integrated test 
circuit and output indicator, to de­
termine that it is operative; and 

(b) The EPIRB's battery is re­
placed after the EPlRB is used and 
before the date required by FCC 
regulations in 47 CFR, part 83 to be 
marked on the outside of the EPIRB. 

9. By adding § 97.37- 55 to part 97 
to read as follows : 

t 97.37- 55 Emergency position Indicating 
radiobeacon IEPIRBl. 

The EPIRB required in § 94·.60-1 
of this subchapter must be marked 
with the vessel's name. 

PART 161-ELECTRICAL 
EQUIPMENT 

10. Ry adding subpart 161.011 to 
part 16 to read as fo llows: 

Subpart 161.011- Emergency Position 
Indicating Rad iobeacons 

Src:. 
I 61.011-1 Purpose. 
161.011-5 Classes. 
16 1.011-10 EPIRB approval. 

AUTHORITY: R .S. 44138, as amended 
(16 U.S.C. 481); 49 CFR l.4 (b) (1) (ii ) 
nnd 1.46 (b ) . 

Subpart 161.011-Emergency Po­
siti on Indicating Radiobeacons 

§ 161.011-1 Purpose. 

This subpart vrescribes approval 
requirements for emergency position 
indicating radiobeacons (EPIRB) . 

§ 161.011-5 Classes. 

EPIRB's arc classed as follows: 
(a) Class A-an EPIRR that has 

been type approved or type accepted 
by the FCC as a class A EPIRB. 
These EPIRB's arc capable of float­
ing free of a vessel and activating 
automatically if the vessel sinks. 

§ 161.011 - 10 EPIRB approval . 

(a) An EPIRB that ha.~ been type 
approved or type accepted by the 
FCC as a class J\. EPIRB is hereby 
approved by the Coast Guard to meet 
the requirements of §~ 33.60-1, 
75.60-1, 94.60-1, 167.35-72, 180.40-
1, and 192.65-5 of this chapter. 

( b) An application for type ap­
proval or type acceptance as a class A 
EPIRB should be submitted to the 
Federal Communications Commis­
sion in accordance with 4-7 CFR, 
part 2. 

( c) Manufacturers receiving type 
acceptance or type approval for a 
class A EPIRB may request listing in 
USCG Publication CG-190, Equip­
ment Lists, by addressing a request 
to COMDT (G-MMT-3/83), 400 
Seventh Street SW., Washington, 
D.C. 20590. 

PART 167- PUBLIC NAUTICAL 
SCHOOL SHIPS 

11. By adding § 167.35-72 to part 
J 6 7 to read as follows: 

§ 167.35-72 Emergency position Indicating 
radiobcacon IEPIRB). -

(a) Each vessel in ocean and 
coastwise service must have an ap­
proved Class A emergency position 
im.licaling radiobeacon (EPIRB) 
that is-

( 1) Operative; 
( 2) Stowed where it is readily ac­

cessible for testing ;i nd use; a.nu 
(3) Stowed in a manner so that it 

will float free if the vessel sinks. 
(b) Compliance with this section 

is not required for a coastwise 
,·essel-

( 1) That carriers a VHF radio­
telephone Lhat complies with the 
FCC requirements; and 
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( 2) Whose Certificate of Inspec­
tion is endorsed for a route which 
does not extend more than 20 miles 
from a harbor of safe refuge. 

§ 167.55-5 !Amended] 

12. By amending § 167.55- 5(j) 
( 1) of part 167 by adding "EPIRB," 
after "l ife preservers". 

13. By adding § 167.65-l(c) (3) 
to part 167 to read as follows: 

§ 167.65-1 Station bills, drills, and log 
book entries. 

-Y.- -l<- .y, ·X-

(c) * ·X· ,-; 

( 3) The master shall ensure 
that-

(i) The EPIRB required in 
§ 167.35-72 is tested monthly, using 
the integrated test circuit and output 
indicator, to determine that it is op­
erative; and 

(ii) The EPIRB's battery is re­
placed after the EPIRB is used and 
before the date required by FCC reg­
ulations in 4-7 CFR Part 83 to be 
marked on the outside of the EPIRB. 

PART 180-LIFESAVING 
EQUIPMENT 

14. By adding§ 180.05-l (b ) (10) 
to read as follows: 

§ 180.05-1 Equipment of an approved 
type. 

* 
(b) •X- -X· •X· 

(10) Type A EPIRB's ____ 161. 011 
15. By adding subpart 180.40 to 

part 180 to read as follows: 

Subpart 180.40-Emergency Posi-
tion Indicating Radiobeacon 
!EPIRBl 

§ 1 80.40-1 Emergency positlon indicating 
radiobeacon IEPIRBI. 

(a) Each vessel in <>cean and eoast­
wise service must have an approved 
class A emergency position indicating 
radiobeacon (EPIRB) that is-

(1) Operative; 
( 2) Stowed where it is readily ac­

cessible for testing and use; and 
(3) Stowed in a manner so that it 

will float free if the vessel sinks. 
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(b) Compliance with this section is 
not required for a coastwise vessel­

( 1) That carries a VHF radiotele­
phone that complies with the FCC re­
quirements; and 

( 2) Whose certificate ·of inspection 
is endorsed for a route which does not 
extend more than 20 miles from a 
harbor of saie refuge. 

PART 185-0PERATIONS 

16. By adding § 185.25-20 to part 
185 to read as follows: 

§ 185.25- 20 Tests of emergency position 
indicating radiobeacon IEPI RBI. 

The licensed operator of the vessel 
shall ensure that-

( a) The EPIRB required in 180.-
40-1 of this subchapter is tested 
monthly, using the integrated test cir­
cuit and output indicator, to deter­
m ine that it is operative; and 

( b) The EPIRB's battery is re­
placed after the EPIRB is used and 
before the date required by FCC 
regulations in 47 CFR, part 83 to be 
marked on the outside of the EPIRB. 

17. By adding § 185.30-30 to part 
185 to read as follows: 

§ 185.30-30 Emergency position indicating 
radiobeacon IEPIRB). 

The EPIRB required in §180.40-1 
of this subchapter must be marked 
with the vessel's name. 

PART 192-LIFESAVING 
EQUIPMENT 

18. By adding subpart 192.60 to 
part 192 to read as follows: 

Subpart 192.65-Emergency Posi-
tion Indicating Radiobeacon 
CEPIRBI 

§ 192.65- 1 Emergency position indicating 
radiobeacon IEPIRBI. 

(a ) Each vessel in ocean and coast­
wise service must have an approved 
Class A emergency position indicating 
radiobeacon (EPIRB) that is-

( 1 ) Operative; 
(2) Stowed where it is readily ac­

cessible for testing and use; and 
( 3) Stowed in a manner so lhat it 

will float free if the vessel sinks. 
(b ) Compliance with this section is 

not required for a coastwise vessel­
( 1) That carries a VIIF radiotele-

pho:Jie :b.:: complies with the FCC 
~""cme.tlts; and 

2 \ ~ Certificate of Inspec· 
tioa isc.dorsed for a route which does 
.ootc:aenrl more than 20 miles from a 
hi-ix>:-of sci'e refuge. 

PART 196--0PERATIONS 

-~· B·· :?ddiog § 196.15-65 to part 
!% ·o rac as follows: 

t l ~c..;5-65 Emergency position ind icating 
~IEPJRBI. 

The i::t:..::.::"17 shall ensure that-
a Ji_e EPIRB required in§ 192.-

65-1 - :his subchapter is tested 
.moruhiy. ~g the integrated test 
circui;: anci output indicator, to de­
ten:n!ne hr. :t is operative; and 

b The EPIRB's battery is re­
placeC 2.ftz:" die EPIRB is used and 
beforeiheda:erequired by FCC regu­
tlarire_j :__ ~- CFR, Part 83 to be 
ma.--ked ou the outside of the EPIRB. 

'.?O. B~ :!Cding § 196.37-49 to part 
196 ~o tt3rl as follows : 

§ 196.37-;9 Emergency position indicating 
==~ C6'1RB). 

Thef.PIRB required in § 192.65- 1 
of this subch:!pter must be marked 
with the "-es_';':}·,. name. 

'R.S. ~as~ed (46 U.S.C. 481 ) ; 
49 CFR 1.-Hb l )(ii and l.46(b)) 

Efjec;i::c dc::c. These amendments 
become effecrive on :\larch 1, 1975. 

TITLE 47-TELECOMMUNl­
CATION 

Chapter !--Federal Communica­
tions Commission 

[Docket Xo. 19693; FCC 74-228] 

PART 2-FREQUENCY ALLOCA­
TIONS AND RADIO TREATY 
MATTERS; GENERAL RULES AND 
REGULATIONS 

PART 83-STATIONS ON SHIP-
BOARD IN THE MARITIME 
SERVICES 

Permission for Use of Frequencies 

(T he complete text of these regu­
lations appeared in the Federal Reg­
ister of March 18, 1974, 39 F.R. page 
10140) . 

May 1974 

M. 

Thi 
them 
Counc 
man, 
has sc. 
tion ir 
prede< 
July l 
Office 
been; 
he wa 
Vessel 
Office 

i\.cl1 
as a C 
the M 
on 0. 
U.S. I 

comm 
shortc 
His fo 
North 
a boar 
tions 
destrc 
CGC 

Ad 
Inspe 
Tex., 
Mari1 
in-Ch 
spent 
the 1 
Kore; 
Kore; 

At 
tione< 
Insp~ 
whicl 
Inspe 

Re 
by nc 

May 



) 

j 

MARINE SAFETY COUNCIL 
MEMBERSHIP 

This is the second of a series of articles highlighting 
the members of the Marine Safety Council. The present 
Council member of longest standing is Alternate Chair­
man, Rear Admiral William F. Rea III. Admiral Rea 
has served on the Marine Safety Council since its fornm­
tion in 1971. Previously he was chairman of the Council's 
predecessor, the Merchant Marine Council, dating from 
July 1970 when he assumed his present post of Chief, 
Office of :Merchant Marine Safety. Prior to that, he had 
been a member of the Merchant Marine Council while 
he was at Coast Guard Headquarters as Chief, Merchant 
Vessel Inspection Division, and then as Deputy Chief, 
Office of i\ferchant Marine Safety. 

Admiral Rea has had a long and distinguished career 
as a Coast Guard Officer, wiLh a special concentration in 
the Merchant Marine Safety field. Born in Philadelphia 
on October 8, 1918, Admiral Rea graduated from the 
U.S. Coast Guard Academy with a B.S. Degree and a 
commission as ensign in 1941. The war emergency had 
shortened his term as cadet from the usual 4 to 3 years. 
His first tour of duty was aboard the Coast Guard Cutter 
North Star as \\"atch officer. He then became navigator 
aboard the CGC Storis. His other sea duty included posi­
tions as executive officer and commanding officer of the 
destroyer escort Koiner and as commanding officer of the 
CGC Tamaroa. 

Admiral Rea has served as hull inspector at Marine 
Inspection Offices at Norfolk, Va., and at Port Arthur, 
Tex., as hull inspector and senior investigating officer at 
Marine Inspection Office, New Orleans and as Officer­
in-Charge, ).farine Inspection Office, New York. He also 
spent a year in ).1erchant Marine Industry training with 
the Texas Co., Port Arthur, and spent 19 months in 
Korea, assisting in the organization and Lraining of the 
Korean Coast Guard. 

At Headquarters, in addition to his posts already men­
tioned, Admiral Rea served for 2 years as Chief, V cssel 
Inspection and Manning Requirements Branch after 
which he became Assistant Chief, Merchant Vessel 
Inspection DiYision. He also was traveling vessel inspector. 

Rear Admiral R ea was appointed to his present rank 
by nomination of the President, to rank from July 1, 1968. 

May 1974 

At that time, he became Commander, 9th Coast Guard 
District, having operational jurisdiction over Coast Guard 
activities in the Great Lakes region. For his services in 
that post he was awarded the Meritorious Service Medal. 
He has since been awarded the Legion of Nlerit for his 
services as Chief, Office of Merchant Marine Safety. He 
is a member of the Society of Naval ArchitccLs and 
Marine Engineers, the U.S. Naval Institute, and the 
Propeller Club. 

By nomination of the President, Admiral Rea has been 
appointed Vice Admiral to rank as such from July 1, 
J 974. He will assume duties as Commander, Atlantic Area 
an<l Commander, 3rd Coast Guard District at that time. 
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COAST GUARD RULEMAKING 
(Status as of 1 

1972 PUBLIC HEARING 

T ailshaft inspection and drawing (67-71, 4-71 ) ........ . 
Portable foam firefighting equipment-tank vessels 

(CGD 72-138) . . ................ . ........ . .... . . 

ANCHORAGE REGULATIONS 

Henderi:on Harbor, NY (CGD 74-6) ..... .. ...... ... . 
Sanjuan Harbor, P.R. (CGFR 72- 12) ••..... .. ...... 
Wilmington River, Ga. (CGD--259) ................. . 
San Diego Harbor (CGD 72- 228) ... . ...•............ 
Juan De Fuca, Wash. (CGD 72- 233) .. . ............. . 
Milwaukee Harbor, WI (CGD 73-48) .•...............•. 
Sodus Bay, NY (CGD 73-84) .... ..... . - ..... . ..... . 
Potts H arbor, ME (CGD 73-124) ...... . . . ....... . .. . 
Puget Sound Arca, WA (CGD 73- 180) ............. . 
Delaware Bay and R. (CGD 73-190) ..... . .......... . 

BOATING SAFETY (GENERAL) 
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5-29-73 
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2- 28-74 6-1- 74 

x 
x ...... -· -· .... . ..... .. - -· .. -· 
x 
x 
x 
x 
x 

3-29-74 4-30-74 
x ················ ···· ......... . x ................... ·r ........ . 

Termination of unique vessels (CGD 7s-40)........... 3-14-73 5-8-73 5-14-73 . . . . . . . . . . . . . . 3-18-74 4-17- 74 

BRIDGE REGULATIONS 

Nansemond R., Va. (CGD 72- 224). . . . . . . . . . . . . . . . . . 11- 11- 72 . . . . . . . . . . 12- 15-72 X ...•.... . ........ .. .I. .-· .. -· -
J ohn Day R., Blind Slough, Clatskanie R., Oregon 

(CGD 72- 231) ......................•........... 11- 28- 72 . • . . . . . . . . 1- 2-73 X ...•............. ...... . . . ... - · 
Nanticoke, Del. (CGFR 71-142 ) .............. . ... .... 11- 24-71 ... _ ...... 12- 24-71 X ............ .............. .. . . 
Ogden Slip, Chicago, Ill. (CGFR 72-16).............. 2- 2- 72 . . . . . . . . . . 3-7-72 X ........ - ........ ......... -· 
Pascagoula R., MS (CGD 73- 140)................... . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 12--6-73 12- 1- 73 

Sacramento R. ct. al., CA (CCD 73-11-2) ...... . ..... . 
Westchester Ck., NY (CGD 73- 166) ....... . . . .. . .. . . 
Chccscquakc Ck., NJ (CGD 73-162) .. .. ......... . . . 
AIWW, Mile 342, Fla. ; Drawbridge Operations (CGD 

72- 190P) ••.... .. ... .. . .. ........... . .. ........... 
Long Island Inland Waterway (CGD 73-23) . ........ . 
Shaws Cove, CT (CGD 73-72) .... . . - · .....•.. . ... . .. 

7-20-73 
8-10-73 
8-10-73 

9-30-72 .......•...•.. 
2- 12- 73 .•........ 
4-18-73 . • •.• .. •..•.. 

corrected 
5-1- 73 

8-21- 73 
9-11-73 
9-11-73 

11-1-72 
3- 30-73 
5-18-73 

through 
4-15- 7.1, 

x .......... ·· ········ ·········· x 
x 
x 
x ::::::::::,:::: :::::: :::::::: :: 
x ····· ····· ··~·· · ··- ......... . 

Scuppcrnong R ., NC (CGD 73-111 ). . . . . . . . . . . . . . . . . . 5-29-73 . . . . . . . . . . 7-3-73 ........ - · - - 3-13-74 
Rahway R ., NJ (CGD 73-196).... .................. 9-11-73 . . . . . . . . . . 10-16-73 

4-15-74 

Alabama R., AL (CGO 73- 195)..................... 9-11-7$ .......... 10-16-73 
Ashcpoo R., SC (CGD 73-1 98)........... ........... 9-11-73 . . . . . . . . . . 10-16-73 
Red River, LA & AR (CGD 73-197)....... . .. . ..... 9-11-73 . . . . . . . . . . 10-16-73 

x ...... .... ... ....... ····· ····· 

B : : : :: : : : ::i:::::::::: : : : : : : : : : : 
Corte Madera CK, CA (CGD 73-199)............... . 9-11- 73 . . . . . . . . . . 10-16-73 X .. .............. ............. . 
Back Bay of Biloxi, YJS (CGD 74-37). ... . ........ .. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 2-21-74 2-15-74 

through 

3-19-74 , . . .... .... .. . ·1· .... ... ..... ~~~~: 
3-19-74 .. ....... ............ ........... . . 

Little Manatee R ., FL (CGD 74-41) ........... ... .. . 
Grand R., Grand Ilavcn, M I (CGD 74-42) . . . ...... . 

2- 21-74 1 ......... . 
2-21-74 ......... . 
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Coast Guard Rulemaking-Continued 
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Genesee R ., NY (CGD 73-203)...................... 9-13-73 . . . . . . . . . . 10-16-73 X ............ ................. . 
Navigable Waters in LA (CGD 73- 214) . . . . . . . . . . . . . . 9-27-73 . . . . . . . . . . 10-30-73 X .. ... .... . .. .. .. .. ..... .. .... . 
Stony Ck., MD (CGD 73-242) .. ... ................. 10-12-7:5 .... .. ... . 11-20-73 X ... .... ......... ... ...... .. .. . 
La.kc Washington Ship Canal, WA (CGD73-255) .... . . 11-13-73 .......... 12- 18-73 X .. ... ....... ... . .... ....... . . . 
Copper R., NJ (CGD 74-17). . . . . . . . . . . . . . . . . . . . . . . . 1-23-74 . . . . . . . . . . 2- 19-74 X ......... . .... ............... . 
Al WW, Hillsboro Inlet, FL (CGD74- 22).. . .... . ..... 1-25-74 . . . . . . . . . . 3-1-74 ..... . . ...... . ... . .......... .. . . . . 
Chuckatuck Ck., Va. (CGD 74-71) ... . ... ... .. . ..... 3-29-74 . . . . . . . . . . 4-30-74 . . . . . . . . . . . . . . ... .... . . . . . ..... . . 
Chesapeake& Del. Canal, Del. (CGD 74-72) ...... . .. . 3- 29-74 . . • . . . . . . . 4-30-74 ... • .... . .... . ... . . ... . . .. . ....... 
Mystic R., Mass. (CGD 74-48). ............. . . . . . . . . . 3-25-74 . . . . . . . . . . 4-30-74 ... ...... . . . .. .. . . ... . . . .. . ...... . 
Coosaw R., S.C. (CGD 74-53). ... ......... . ......... 3- 11- 74 . . . . . . . . . . 4-12-74 ... . .... ..... .... . ........ .. ... . . . 
Tenm..-ssee R ., Tenn. (CGD 74-61) ... . .. . .. ......... . 3-11 - 74 . . . . . . . . . . 4-12-74 ... . .... • ...... . ........... ... .... 
English Bayou, La. (CGD 74-59).................... . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 3-13-74 3-13-74 
Onancock R., Va. (CGD 74-65).... ............ . .... . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 3-13- 74 3-1 3-74 
Wicomico R:, Md. CDG 74-66)............. . ....... . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 3-13-74 3-13-74 

HAZARDOUS MAT ERIALS 

Dichlorobutene, Corrected, F.R. 9-20-72, Hazardous 
Cargoes (CGD 72-162PH) ..... .. ...... .......... . 

Certification of Cargo Containers for Transport under 
Customs Seal (CGD 72-1 39) ........... •• .... . ... 

Miscellaneous Dangerous Cargoes (CGD 72-182). ; ..••. 
Marking of radioactive materials packages (CGD 73-

137) ....... ............ .. ..................... . 
Dangerous Cargoes, miscellaneous amendments (CGD 

73-173) ............ . ....... .. .. ............... . 
Dangerous Cargo Regulations, miscellaneous (CGD 

73-249) ..................... ...... ..... ....... . 

MARINE ENVIRONMENT AND SYSTEMS 
(GENERAL) 

O il pollution prevention (CGFR 71- 160, 161 ) ........ . 
Marine Sanitation Devices (CGD 73-83) ... ... .... ... . 
Vessel traffic system, Puget Sound (CGD 73-158) . . . .. . 
Security Zone, New London CT (CGD 73-182) ...... . 

8-30- 72 

11-17-72 
11-11-72 

8- 31-73 

9-5-73 

1- 16- 74 

12-24-71 
3-1-74 
8-6-73 

8-23-73 
corrected 

9-4-73 

10-24-72 

12- 12-n 

9-25-73 

9-25-73 

2-15-72 
5--1-74 

8-30-73 

10-31- 72 

12-19-72 
12- 19-72 

10-5-73 

10-5-73 

3-4-74 

4-21- 72 
5--14-74 
9-17-73 
9-28-73 

x ·········· ··· ······- .. . ...... . 
x .. . ....... ······-···· ·········-x 
x ·········· ...... ............. . 
x ............. .............. .. . 

x .... - . . . . 12-21- 72 7-1-74 • 

x .......... ······ ··· · ... ... .. . . 
x 

Chesapeake Bay cntrance(CGD 73-152) ...... ........ 12-18- 73 2- 11 -74 1-23- 74 X ............. ....... ~ · · · ... . ..• 
Captain of the Port Areas and Marine Inspection Zones, 

Fifth Coast Guard District (CGD 73-31 ). . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 3-6-74 3-6-74 
Authority and procedures for exemption to Bridge-to· 

Bridge Radiotelephone regulations........ .......... . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . 3-8-74 3-8-74 

MERC~1 MARINE SAFE1Y (GENERAL) 

Compressed Gas Cylinders (CGD 72- l 15PH) ........•. 
Oceanographic vessels, fire main systems (CGFR 72- 20) .. 
Water lights, Boating electric (CGFR 72-48) ..... ... .. . 
Ship's Maneuvering Characteristics Data (CGD 72-

l 34PH) ............••.••....•••.....•.•..••. - · •. 

Unmanned Barges; hull construction (CGD 72-130) .... 

8-31-72 
2-4-72 
3-9-72 

8-22- 72 
Supp. 

Notice 
7-20-73 

10-31-72 

9-28-72 

4-18-72 

9-28-72 

12- 19-72 

10-2- 72 
3-19-72 
4-24-72 

10-13-72 

8- 31- 73 
12-29-72 

x . ....... •..... ··-· . ····-····-
x 
x 

x .......... · · ····· ··· ····- --

x ····· ····· ...... .... ···· ······· x 
t Various effective dates precede that indicated. See Federal Registers of 12-21-72 and 8-24-73. 

May 1974 107 



Coast Guard Rulemaking-(ontinued 

Construction requirements for tank ships (CGD 72- 245) . 

Emergency Position Indicating Radio Beacons (CGD 
73-24 ) . . .. . ......... . ........ ............ ..... . 

Firemen's outfiu on manned tank barges (CGD 73-11 ) .. 

Dry chemical fire extinguisher requiremenL5 (CGD 
73-71) ............... . . . ... . .................. . 

Great Lakes pilot rules (CGD 73-100) .... ........... . 
Lifebonl winches for merchant vessels (CGD 73- 103) .. . 
Lifesaving equipment specification (CGD 73-1 30) . . . . . . 

Inflatable lifcr<lfts (CGD 73-160) ......... . ..... .... . 
LifeboatS for merchant vessels (CGD 73-116) ......... . 
Radar observer licen5ing (CGD 73-238 ) . . . .. . ... .. ... . 
Pressure vessels (CCD 73-133) .... ....... ........... . 
Poi table t;inks ( CGD 73- 172) ......... ............. . 

Marine engineering amendment5 (CGD 71-24B) ...... . 
U111ua11 11 ed Ph1lforms (CCD 73- 177) . .. ............ . . 

Releases, Lifr.saving Equip111cnt, Hydraulic rind Manual 
(CCD ?J- 153) .. ... . . .. . . ........ . .. . .......... . 

Adv. 
Notice 
1-26-73 

Supp. 
Notice 
7-5-73 

3-5-73 
4-26-73 

6-8-73 
B-1-73 

8- 2 1- 73 
B-28-73 

Supp. 
Kotice 

1-16-74 
9-27-73 
10-3-73 

10-12- 73 
10-12- 73 

12-5-73 

12-11-73 
1- 8- 74 

Correr. tcd 
1-29-74 

1-8-74 
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4-18-73 
On 

request 

1-15-74 
New 

Orleans 

Light Intensity St:lnclards (CGD 71-7) . . . . . . . . . . . . . . . . . . ... . ... . . . ... . . 
Miscellaneous Deletions to Subchapter C, U ninspcctcd 

Vessl'ls (CGD 74-43) .... ........ ... .. ... . .. . ..... . . . . .... . .......... . 
Bulk Dangerous Cargoes, Inspection of Barges (CGD 

73-271 )........ .... ......... .......... .. . . ..... 3-11-74 1-15 74 
Lifesaving Equipment Specification (CGD 73-246) .. . .. 3-18-74 ...... ... . 
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3-15-i3 .... .. . . . ....... ............ .. .. . . 

4-30-73 
5-28-73 

7- 10-73 
9-3-73 

9-28-73 
9-28- 73 

2-16-74 
10-31-73 
11-2-73 

11- 30-73 
11-16-73 
1- 21 -74 

1-14-74 
2- 25-74 

3-18-74 
10-3-73 

3-1-75 
1-3-74 

. . . • . . • •• . . . . . 10-3-74 1-3-74 
. ..•••...•. 3-29-74 3-29-74 

. . . . . • • • . . . . . . 3- 27-74 3-27- 74 
x ··· ···· ·· · .. .... ....... ...... . 

3-13-74 4-12-74 
x ..... .. ... . .. ..... .......... .. 
x 

3-S-74 3-7- 74 
x ...... ... ......... .... ... . 

x . ...... . . . ·· ··· ·· ··· ......... . 
x 

2-25-74 x 
1- 2.5-74 

3-7-74 

7- 1- 74 

3-7- 74 

4-30-74 . . . . . . . . . . . . . . .. . . ....... . 
5-2-74 .... .....•....•.......... ......... 

Non: This table which will be continued in future issues of the Proceedings is designed to pro\;de the maritime public wilh 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 Rulemaking, and as rules "ill be recorded. Proposed 
changes which have not been placed formally before the public will not be included. 

AMENDMENTS TO REGULATIONS 

TITLE 33-NA VIGA TION 
AND NAVIGABLE 

WATERS 
Chapter I-Coast Guard, 

Department of Tran sportation 
[CGD-73-31R] 

PART 3- COAST GUARD AREAS, 
DISTRICTS, MARINE INSPECTION 
ZONES, AND CAPTAIN OF THE 
PORT AREAS 

108 

Fifth Coast Guard District 

These amendments revise the de­
scriptions of the three captain of the 
port areas and the three marine in­
spection zones of the Fifth Coast 
Guard District. 

In § 3.25-10 the Port~mouth 
Marine Inspection Zone is l'Cnarned 
to be the Hampton Roads Marine In­
spection Zone; and its office location 
is changed from Portsmouth to Nor-

folk, Va. The boundaries of the 
marine inspection zones described in 
§§ 3.2~10 b and 3.25-20 (b) arc 
revised to clarify the location of their 
intersection with the North Carolina 
seacoast by describing the location in 
terms of geographic coordinates. 

The Hampton Roads Area Captain 
of the Port is renamed to be the 
Hampton Roads Captain of the Port. 
The boundaries of the three captain 
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of the port areas are revised to make 
them coincide with the boundaries 
of the marine inspection zones in 
which the captain of the port offices 
are located. Thus, these revisions sub­
stantially enlarge the captain of the 
port areas which at present comprise 
onl)' the cities in which their offices 
are located and the area in the im­
mediate vicinity of these cities. The 
descriptions of the three captain of 
the port areas, as amended in this 
document, are transferred to§§ 3.25-
10, 3.25- 15, and 3.25- 20. Accord­
ingly, §§ 3.25- 55, 3.25-60, and 3.25-
65, which contain the present descrip­
tions of these areas, are deleted. 

Since these amendments are mat­
ters relating to agency organization, 
they are exempt from the notice of 
proposed rulemaking requirements in 
5 u.s.c. 553 (b) . 

I n accordance with the foregoing, 
part 3 of chapter I of title 33 of the 
Cocle of Federal Regulations is 
amended as follows : 

1. Section 3.25 10 is revised to 
read as follows : 
I 3.2 5- 10 Hampton Roads Marine Inspec­

tion Zone and Captain of lhe Port. 

(a) The Hampton Roads Marine 
Inspection Office and the Hampton 
Roads Captain of the Port Office are 
located in_ orfolk, Va. 

(b) The boundary of the Hamp­
ton Roads Marine Inspection Zone, 
and of the Hampton Roads Captain 
of the Port Area, starts at the inter­
section of the Virginia-Maryland 
boundary and the coastline and fol­
lows the Virginia-Maryland bound­
ary to a point 37°57.21 N. latitude, 
76°031 W. longitude on Chesapeake 
Bay; thence to a point 37°56.51 N . 
latitude, 76° 10.51 W. longitude; 
thence to a point 37°551 r. latitude, 
76°16.81 W. longitude; thence to 
a point 37°551 N. latitude, 76"-
28.21 \V. longitude; thence to a 
point 38°19.51 N. latitude, 77°25.21 

W. longitude: thence to a point 
39°06' ~. latitude, 78°30' W. longi­
tude on the Virginia-,Vest Virginia 
boundary; thence southerly along the 
Virginia-West Virginia boundary to 
the Tennessee boundary; thence east-
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ward a long the Virginia-Tennessee 
boundary to the Virginia-North 
Carolina boundary; thence eastward 
along the Virginia-North Carolina 
boundary to Kerr (Buggs Tsland) 
Lake; thence along the shoreline of 
Kerr Lake in North Carolina back to 
the Virginia-North Carolina bound­
ary; thence eastward along the 
Virginia- "orth Carolina boundary to 
the west bank of the Chowan River; 
thence southerly along the west bank 
of the Chowan River to a point 
36°00' N. latitude, 76°411 W. longi­
tude; thence generally southerly and 
easterly along the border of Wash­
ington, Beaufort, and H yde Counties 
to a point 35°371 N. latitude, 76°321 

W . longitude; thence easterly to a 
point 35°371 N. latitude, 76°00.51 W. 
longitude; thence generally south­
westerly to a point 35°01.5' T. lati­
tude, 76°201 W. longitude; thence 
easterly to a point 35°01.51 N. lati­
tude, 76°101 W. longitude; thence 
southeasterly to the sea at 34°59.8' N. 
latitude, 76°07.81 W. longitude. 

2. Section 3.25-15 is revised to 
read as follows: 

§ 3.25-1 S Baltimore Marine Inspection Zone 
a nd Captain of the Port. 

(a ) The Baltimore Marine I n­
spection Office and the Baltimore 
Captain of the Port Office arc located 
in Baltimore, :Yid. 

(b) The boundary of the Balti­
more Marine J nspeetion Zone, and 
of the Baltimore Captain of the Port 
Arca, starts at the intersection of the 
Delaware-Maryland hmmdary and 
the coastline and follows the Dcla­
•..vare-Maryland boundary west and 
north to the Pennsylvania boundary 
but includes the Chesapeake and 
Delaware Canal and the reaches of 
the Nanticoke River; thence due west 
a long the Pennsylvania-Maryland 
boundary to the West Virginia 
boundary; thence south and easl:\vard 
along the Maryland-West Virginia 
boundary to the Virginia boundary; 
thence southwestward along the Vir­
ginia-West Virginia boundary to a 

point 39°061 N. latitude, 78°301 ' "'· 
longitude; thence to a point 38° 19.51 

N. latitude, 77°25.2' W. longitude; 
thence to a point 37°551 N. latitude, 
76°28.2 W. longitude; thence to a 
point 37°551 N. latitude, 76°16.81 W. 
longitude; thence to a point 37°56.51 

N. latitude, 76°10.51 W. longitude; 
thence to a point 37"57.21 N. latitude, 
76°031 W. longitude on Chesapeake 
Bay; thence along the Maryland­
Virginia boundary to the sea. 

3. Section 3.25- 20 is revised to 
read as follows: 

§ 3.25-20 Wilmington Marine Inspection 
Zone and Capta in of the Port. 

(a ) The Wilmington Marine In­
spection Office and the Wilmington 
Captain of the Port Office are located 
in Wilmington, N.C . 

(b) The boundary of Lhc Wil­
mington Marine Inspection Zone, 
and of the Wilmington Captain of 
the Porl Area, starts at the sea at 
34°59.8' 1. latitude, 76°07.081 W. 
longitude, and follovvs a line north­
westerly to a point 35°01.51 N. lati­
tude, 76° 10' W. lon¢tude; thence 
westerly to a point 35°01.5' N. lati­
tude, 76°201 W. longitude; then re 
northeasterly to a point 35°371 N. 
latitude, 76°00.51 W. longitude ; 
thence westerly to a point 35°371 I. 

latitude, 76°321 W. longitude; thence 
north and westerly along the border 
of H yde, Beaufort, and Washington 
Counties to a poin t 36°001 N. lati­
tude, 76°411 W. longitude; thence 
northerly along the west bank of the 
Chowan River to the 1orth 
Carolina-Virginia boundary; th~nce 
westerly along the North Carolina­
Virginia boundary to Kerr (Buggs 
Island) Lake; thence along the 
shoreline of Kerr Lake in North 
Carolina to the North Carolina­
Virginia houndary; thence westerly 
alonrr the North Carolina-Virginia 

b 

boundary to the T ennessee bound-
ary ; thence southwesterly along the 
North Carolina-Tennessee boundary 
to the Georgia boundary; thence 
easterly along the North Carolina­
Georgia boundary to the South 
Carolina boundary; thence easterly 
along the South Carolina-Georgia 
boundary to the sea. 
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! ! 3.25-55, 3 .25-60, 3.25-65 [Deleted] 

4. Sections 3.25-55, 3.25-60, and 
3.25- 65 are deleted. 

(5 U.S.C. 552; 14 U .S.C. 633·; Sec. 6, 
Pub. Law 89-670, 80 Stat. 937 ( 49 
U.S.C. 1655(b)); 35 FR 4958-59, 49 
CFR 1.45 and 1.46 ) 

Effective date: March 6, 1974. 

(Federal Register of Mar. 6, 1974. ) 

TITLE 33-NAVIGATION 
AND NAVIGABLE 

WATERS 
Chapter I- Coa st Guard, 

Depa rtme nt of Transportation 
[CGD 73 I OOR] 

PILOT RULES FOR THE GREAT 
LAKES AND INLAND WATERS 

Lights and Day Signals; Passing a 
Floating Plant; Pilot Vessels 

These amendments to the Pilot 
Rules for the Great Lakes add regula­
tions for -

a. T .ights and clay signals for ves­
sels, dredges, and vessels working on 
wrecks and obstructions, etc.; 

b. Passing a floating plant working 
in a navigable channel; and 

c. Lights for Great Lakes pilot ves­
sels. 

These regulations are identical to the 
regula Lions in part 20 L of title 33 
which are administered by the U.S. 
Army Corps of Engineers. The Corps 
of Engineers has revoked part 201 in 
the Federal Register of May 16, 1973 
(38 FR 12804) . The effective date of 
that revocation is the effective date of 
the regulations published in this doc­
timent. 

Though part 201 applies to both 
the Great Lakes and Western Rivers, 
the regulations in this document ap­
ply only to the Great Lakes. Sections 
95.52 through 95.66 of the Pilot Rules 
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for Western Rivers already contain 
regulations similar to those in part 
201. 

These amendments arc based on a 
nolice of proposed rulemaking pub­
lished in the Wednesday, August 1, 
1973, issue of the Federal Register (38 
FR 20467) . Interested µarties were 
invited to comment on the proposal. 
No comments in response to the no­
tice of proposed rulcmaking were re­
ceived. Accordingly, the proposed 
amendments are adopted in this docu­
ment without substantive change. 

The proposed regulations were 
numbered in the notice of proposed 
rulemaking as§§ 90.31 through 90.46. 
In this document they have been re­
numbered as §§ 90.22 Lhrough 90.37 
to provide organization that is con­
sistent with the organization of the 
Pilot Rules in part 80 and part 95 of 
tille 33. To accomplish the renum­
bering of these regulations, the pres­
ent§§ 90.22 through 90.30 in part 90 
arc renumbered as § § 90.38 through 
90.46. 

T his document also deletes the 
footnotes in title 33 that immediately 
precede § 80.18 of part 80 and § 95.-
51 of part 95. These footnotes ex­
plained that some of the Pilot Rules 
for the Great Lakes were contained in 
part 201. Notice and public proce­
dure on these amendments to part 80 
and part 95 are unnecc:ssary because 
the amendments are clerical in nature 
and do not amend any regulations. 

In accordance with ll1e foregoing, 
chapter I of title 33 of the Code of 
Federal Regulations is amended as 
follows: 

PART 80-PILOT RULES FOR 
INLAND WATERS 

1. The note immediately preceding 
§ 80.18 and following the centerhead 
after § 80.17 entitled "Lights And 
Day Signals For Vessels, Dredges of 
All Types, And Vessels Working on 
Wrecks and Obstructions, Etc." is 
deleted. 

(Sec. 1, Pub. L. 85 656, 72 Stat. 612 (33 
U.S.C. 157 ) ; Sec. 6, Pub. L. 89-670, 80 
Stat. 9:i7 (49 U.S.C. 1655 ( b)( l )); 49 
CFR l.46(b)) 

PART 90-PILOT RULES FOR THE 
GREAT LAKES 

2. Sections 90.22 through 90.30 
grouped under the centerhead en­
titled ~liscellaneous are redesignated 
as §§ 90.38 through 90.46 and 
grouped under the same centerhead. 

3. :'.'\ew §§ 90.22 through 90.37 to 
be grouped under the centerhead en­
titled ··Ll.ghcs and Day Signals for 
\"essels, Dredges, and Vessels Work­
ing on Wrecks and Obstructions, 
Etc:· are added to read as follows: 

LtCRT:. "''D DAY SICNALS FOR. VESSELS, 

DJU:DCES. ·'-''D VESSELS WoRKIN'O ON 

WRU:Ks A.~ OssTRUCT1oxs, ETC. 

See. 
90.22 Signals to be displayed by a tow­

lli3' \-esse.l when towing a sub­
merged or partly submerged ob­
ject upon a hawser when no 
signals can be displayed upon 
the object which is towed. 

90._3 Stea:n "~Is, derrick boats, 
lidi terS. or other types of ves­
sds made fa.n alongside a wreck, 
oc mnorcd over a wreck which 
is on the bottom or partly sub­
merged. or which may be 
drifting. 

90.24 Dredges held in stationary posilion 
by moorin!!'s or spuds. 

90.25 Sell-propelling suction dredges 
under "'"ll}' and engaged in 
dredging operations. 

90.26 \-essels mnored or anchored and 
engaged in laying cables or pipe, 
submarine construction, excava­
tion, mat sinking, bank grading, 
dike construction, revetment, 
or other bank protection opera­
tions. 

90.37 Lighi:s co be displayed on pipe­
lines. 

90.28 Lights generally. 
90.29 Vessels moored or at anchor. 

PASSINO FLOATL'-:0 PLANT 'WORKINC': JN 

:\A\.1CABLE CHANNELS 

90.30 Passing signals. 
90.31 Speed of vessels passing floating 

plant working in channels. 
90.32 Light-draft vessels passing floal­

ing plant. 
90.33 Aids to navigalion marking float­

ing-plant moorings. 
90.34 Obstruction of C'hanncl by Boating 

plant. 
90.35 Clearing of channels. 
90.36 Protection of marks placed for the 

guidance of floating plant. 
90.37 Lights for Great Lakes pilot ves­

sels. 
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AUTHORITY: Sec. 3, 28 Stat. 649, as 
amended (33 U.S.C. 243); Sec. 6 (b)(l), 
Pub. L. 89- 670, 80 Stat. 937 (49 U.S.C. 
1655(b)( l )); 40 CFR l.46(b), unless 
otherwise noted. 
LlOUTS AND DAY StCNALS FOR VESSELS, 

DREDGES, ANO V ESSELS WORKING ON 

WRECKS AND OBSTRUCTIONS, ETC. 

I 90.22 Signals lo be displayed by a towing 
vess" I when towing a submerged or 
partly submerged ob)ect upon a hawser 
when no signals can be d isplayed upon 
the object wh ich is towed. 

(a) The vessel having the sub­
merged object in tow shall display by 
day, where they can bcsl be seen, two 
shapes, one above the other, not less 
than 6 feet apart, the lower shape to 
be carried not less than I 0 feet above 
the deck house. The shapes shall be 
in the foxm of a double frustrum of a 
cone, base to ba.5c, not less than 2 feet 
in diameter at the ccnlcr nor Jess than 
8 inches at lhe ends of the cones, and 
to be not less than 4 feet lengthwise 
from end to end, the upper shape to 
be painted in allernate horizontal 
stripes of black and white, 8 inches in 
width, and the lower shape lo be 
painted a solid bright red. 

(b) By nighl the towing vessel shall 
display the regular side lights, but in 
lieu of the regular white towing lights 
shall display four lights in a vertical 
position not less than 3 feet nor more 
than 6 feet apart, the upper and lower 
of such lights to be white, and the two 
middle lights lo bc red, all of surh 
lights to be of the same character as 
the regular towing lights. 
§ 90.23 Steam vessels, derrick boats, light­

ers, or other types of vessels made fa st 
a longside a wreck, or moored over a 
wreck which Is on the bottom or portly 
submerged, or which may be drifting. 

(a) Steam vessels, derrick boats, 
lighters, or other types of vessels made 
fast alongside a wreck, or moored 
over a wreck which is on the bottom 
or partly submerged, or which may be 
drifting, shall display by day two 
shapes of the same character and di­
mensions and displayed in the same 
manner as required by § 90.22 (a ) , 
except that both shapes shall be 
painted a solid bright red, but where 
more than one vessel is working under 
the above conditions, the shapes need 
be displayed only from one vessel on 
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each side of the wreck from which 
they can best be seen from all di­
rections. 

(b) By night lhis situation shall 
be indicated by the display of a white 
light from the bow and stern of each 
outside vessel or lighler not less than 
6 feet above the deck, and in addition 
thereto there shall be displayed in a 
position where they can best be seen 
from all dircclions two red lights 
carried in a vertical line not less than 
3 feet nor more than 6 feet apart, and 
not less than 15 feet above the deck. 

§ 90.24 Dredge s held In stationary position 
by moorings or spuds. 

(a ) Dredges which are held in 
stationary position by moorings or 
spuds shall display by day two red 
balls not less than 2 feet in diameter 
and carried in a vertical line not less 
than 3 feet nor more than 6 feel 
apart, and at least 15 feet above the 
deck house and in a position where 
they can best be seen from all 
directions. 

(b) By night they ~hall display a 
white light at each corner, not less 
lhan 6 feet above the deck, and in 
addition thereto there shall be dis­
played in a posilion where they can 
best be seen from all directions two 
red lights carried in a vertical line not 
less than 3 feel nor more than 6 feet 
aIJart, and not less than 15 feet above 
the deck. ·when scows are moored 
alongside a dredge in the foregoing 
situation they shall display a white 
light on each outboard corner, not 
less than 6 feet above the deck. 

I 90.2S Self-propelling section dredges un­
der way and engaged in dredging 
operations. 

(a) Self-propelling suction dredges 
under way and engaged in dredging 
operations shall display by day two 
black balls not less than 2 feet in 
diameter and carried in a vertical line 
not less than 15 feet above the deck 
house, and where they can best be 
seen from all directions. The term 
"dredging operations" shall include 
maneuvering into or out of position 
at the dredging site, but shall not in­
clude proceeding to and from the 
site. 

(b ) By night they shall carry, in 
addition to the regular nmning lights, 
two red lights of the same character 
as the white masthead light and in a 
vertical line beneath that light, the 
red lights to be not less than 3 feet 
nor more than 6 feet apart and the 
upper red light to be not less than 4 
feet nor more than 6 feet below the 
masthead light, and on or near the 
stem two red lights in a vertical line 
not less than 4 feet nor more than 6 
feet apart, to show through four 
points of the compass; that is, from 
right astern to two points on cach 
quarter. 
§ 90.26 Vessels moored or anchored a nd 

engaged in laying cables or pipe, sub· 
marine construction, excavation, mot 
sinking, bank grading, dike construction, 
revetment, or other bank protection 
operations. 

(a ) Vessels which are moored or 
anchored and engaged in laying ca­
bles or pipe, submarine construction, 
excavation, mat sinking, bank grad· 
ing, dike construction, revetment, or 
other bank protection operations, 
shall display by day, not less than 15 
feet above the deck, where they can 
best be seen from all directions, two 
balls not less than 2 feet in diameter, 
in a vertical line not less than 3 feel 
nor more than 6 feet apart, the upper 
ball to be painted in alternate black 
and white verit:ical stripes 6 inches 
wide, and the lower ball to be painted 
a solid bright red. 

(b) By night they shall display 
three red lights, carried in a verti· 
cal line not less than 3 feet nor more 
than 6 feet apart, in a position where 
they can best be seen from all direc­
tions, with the lowermost light not 
less than 15 feet above the deck. 

( c) Where a stringout of moored 
vessels or barges is engaged in the op­
erations, three red lights carried as 
prescribed in paragraph (b) of this 
section shall be displayed at the chan­
nelward end of the stringout. Where 
the stringout crosses the navigable 
channel and is to be opened for the 
passage of vessels, the three red lights 
shall be displayed at each side of the 
opening instead of at the outer end 
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of the stringout. There shall also be 
displayed upon such stringout one 
horizontal row of amber lights not 
less than 6 feet above the deck, or 
above the deck house where the craft 
carries a deck house, in a position 
where they can best be seen from all 
d irections, spaced not more than 50 
feet apart so as to mark distinctly the 
entire length and course of the string­
out. 

§ 90.27 Lights to be di splayed on pipe 
lines. 

Pipe lines attached to dredges, and 
either floating or supported on 
trestles, shall d isplay by night one 
row of amber lights not less than 8 
feel nor more than 12 feet above the 
water, about equally spaced and in 
such number as to mark distinctly 
the entire length and course of the 
line, the intervals between lights 
where the line crosses navigable 
channels to be not more than 30 feet. 
There shall also be displayed on the 
shore or discharge end of the line two 
red light5, 3 feet apart, in a vertical 
line wilh the lower light a~ kast 8 
fret above the water, and if the line 
is to be opened al night for the pas­
sag~ of vessels, a sim.ilar arrangement 
of lights shall be displayed on each 
side of the opening. 

I 90.2 8 l ights generally. 

(a) All the lights required by 
§§ 90.22 to 90.27, except as provided 
in§§ 90.22( b) and 90.25(b), shall be 
of such character as to be visible on 
a dark night with a clear atmosphere 
for a distance of at least 2 miles. 

(b) The light5 required by § 90.22 
('b) to be of the same character as 
the regular towing lights, and the 
lights required by § 90.25 (b) to be 
of the same character as the mast­
head light, shall be of such character 
as to be visible on a dark night with 
a clear atmosphere for a distance of 
at least 5 miles. 

(c) All :floodlights or headlights 
which may interfere with the proper 
navigation of an approaching vessel 
shall be so shielded that the lights 
will not blind the pilot of such vessel. 
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§ 90 .29 Vessels moored or a t a nchor. 

Vessels of more than 65 feet in 
length when moored or anchored in 
a fairway or channel shall display be­
tween sunrise and sunset on the for­
ward part of the vessel where it can 
best be seen from other vessels one 
black ball not less than two feet in 
diameter. 

PASSING F LOATJNC PLANT WoRIGNC 

IN NAVIOADLJ:: CHANNEL S 

§ 90.30 Passing signals. 

(a) V essels intending to pass 
d redges or other types of floating 
plant working in navigable channels, 
when ,,-ithin a reasonable distance 
therefrom and not in any case over a 
mile, shall indicate such intention by 
one Jong blast of the whistle, and 
shall be directed to the proper side for 
passage by the sounding, by the 
dredge or other floating plant, of the 
signal prescribed in the local pilot 
rules for vessels under way and ap­
proaching each other from opposite 
directions, which shall be answered 
in the usual manner by the approach­
ing vessel. If the channel is not clear, 
the :floating plant shall sound the 
alarm or danger signal and the ap­
proaching vessel shall slow down or 
stop and await further signal from 
the plant. 

(b) When the pipeline from a 
dredge crosses the channel in such a 
way that an approaching vessel can­
not pass safely around the pipeline or 
dredge, there shall be sounded im­
mediately from the dredge the alarm 
or danger signal and the approach­
ing vessel shall slow down or stop and 
await further signal from Lhe dredge. 
The pipe line shall then be opened 
and the channel cleared as soon as 
practicable; when the channel is 
clear for passage the dredge shall so 
indicate by sounding the usual pas­
sing signal as prescribed in paragraph 
(a) of this sec lion. T he approaching 
vessel shall answer with a correspond­
ing signal and pass promptly. 

(c ) When any pipeline or swing­
ing dredge shall have given an ap­
proaching vessel or tow the signal 

dut the channel is clear, the dredge 
5hall scra.ighten out within the cut for 
the pas.sage of the vessel or tow. 

:\"on.. The term ."floating p lant" as 
wed in §§ 90.30 to 90.36, includes 
d~ derrick 'bo:its, snag boats, drill 
boa~ pile drivers, maneuver boats, hy­
dr.!ulic graders, survey boats, working 
ba.-=s. a:Jd mat sinking plant. 

f 90..31 S;>eed of vessels passing floating 
P'-' worldng in channels. 

\ ·es:d£. ''-ith or without tows 
pa.ssi."lZ Roaring plant working i~ 
c~ shall reduce their speed 
~~tlv to insure the safety 
o: bodi the plant and themselves, and 
when passing within 200 feet of the 
plant their speed shall not exceed 5 
mi!es per hour. 'Vhile passin<>' over 
lines o~ il:e plant, propelling m~.chin­
ery :.hall be stopped. 

f 90.32 Ligjd-draft-vessels passing floa ting 
P.= 

Vessers whose draft permits shall 
keep ou!Side_ the buoys marking the 
ends of moon.us lines of floating plant 
working in channels. 

i 90.~3 Alc!s lo naviga tion marking floar-
1ng-plai:! Cll>Oring s. 

B~ stern. and bow anchors of 
floating plant '-orking in navigable 
channels :Ji.ail be marked by barrel or 
other ~table buoys. By night ap­
proadllng '~ shall be shown the 
location of adjacent buoys by throw­
ing a suitable bc.1lll of light from the 
plant on the buo\'s until the ap­
proaching '-es.sel has passed, or the 
buoys may be lighted by red lights, 
visible in all direcuons, of the same 
character as specified in § 90.28(a) . 

§ 90.34 Obstrvdion of channel by floating 
plant. 

Channels shall not be obstructed 
unnecessarily by any dredging or 
other floating plant. While vessels are 
passing such plant all lines running 
tl1ercfrom across the channel on the 
passing side which may interfere with 
or obstruct navigation shall be 
slacked to the bottom of the channel. 

I 90 .35 Clearing of channels. 

When special or temporary regu­
lations have not been prescribed and 
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action under the regulations con­
tained in §§ 90.30 to 90.34 will not 
afford clear pass<ige, floating plant in 
narrow channels shall, upon notice, 
move oul of the way of vessels a suf­
ficient distance to allow them a clear 
passage. Vessels desiring passage shall, 
however, give the master of the float­
ing plant ample notice in advance of 
the time they expect to pass. 

NoTE.-If it is necessary to prohibit or 
limit the anchorage or movement of vessels 
within certain areas in order to facilitate 
the work of improvement, application 
should be made through official channels 
for establishment by the Secretary of the 
Army of special or temporary regulations 
for this purpose. 

§ 90.36 Protection of marks placed for the 
guidance of floating plant. 

Vessels shall not mn over anchor 
buoys, or buoys, stakes, or other marks 
plac.cd for the guidance of floating 
plant working in channels; anci shall 
not anchor on the ranges of buoys, 
stakes, or other marks placed for the 
guidance of such plant. 

§ 90.37 lights for Great lakes pilot vessels. 

(a ) A power driven pilot ,·essel 
when engaged on pilotage duty and 
under way: 

( 1) Shall carry a white light at the 
masthead at a height of not less than 
20 feet above the hull, visible all 
round the horizon al a distance of at 
least 3 miles and at a distance of 8 
feet below it a red I igh t similar in con­
struction and ch<iracter. If such aves­
sel is of less than 65 feet in length the 
vessel may carry the white light at a 
height of not less than 9 feet above the 
gunwale and the red light at a dis­
tance of 4 feet below the white light. 

(2) Shall carry the sidelights pre­
scribed by C reat Lakes Ru le 3 ( 33 
U.S.C. 2.12 ) or by the Act of April 25, 
1940 ( 46 U.S.C. 526b), as appropri­
ate, and a white light at the stern 
showing an unbroken light over an 
arc of the horizon of 135°, so fixed 
as to show the light 67Y2 ° from right 
aft on each side of the vessel, and of 
such a character as to be visible at a 
distance of at least 2 miles. 

(3) Shall show one or more 
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flareup lights at intervals not exceed­
ing 10 minutes. An intermittent white 
light visible all round the horizon may 
be used in lieu of flareup light<;. 

(b) A sailing pilot vessel when en­
gaged on pilotage duty and under­
way: 

( 1) Shall carry a white light at 
the masthead visible all round the 
horizon at a distance of at least 3 
miles. 

(2) Shall be provided with the 
sidelights prescribed in paragraph 
(a ) (2) of this section or the portable 
lanterns prescribed by Great Lakes 
Ruic 8 (33 U.S.C. 257 ) , as appro­
priate, and shall, on the near ap­
proach of or to other vessels, have 
such lights ready for use, and shall 
show them at short intervals to indi­
cate the direction in which the pilot 
vessel is heading, but the green light 
shall not be shown on the port side 
nor the red light on the starboard 
side. The vessel shall a lso c:arry the 
stern light prescribed in paragraph 
(a ) ( 2) of this section. 

( 3) Shall show one or more flareup 
lights at intervals not exceeding 10 
minutes. 

( c) A pilot vessel when engaged on 
pilotage duty and not under way shall 
carry the light<; and show the flares 
prescribed in paragraph (a ) ( I ) and 
(3) or (b ) ( 1) and (3) of this sec­
tion, as appropriate, and if at anchor 
shall also carry the anchor lights pre­
scribed in Great Lakes Rule 9 (33 
u.s.c. 253 ) . 

( d ) A pilot ves.~el when not en­
gaged on pilotage duty shall show the 
lights or shapes for a similar vessel of 
the same length. 

PART 95-PILOT RULES FOR 
WESTERN RIVERS 

4. The Note immediately preced­
ing§ 95.51 and following the center­
head after § 95.45 entitled "Lights 
and Day Signals for Vessels, Dredges 
of All Types, and Vessels Working on 
Wrecks and Obstructions, Etc." is 
deleted. 

Effective date. March 29, 1974. 

(Federal Register of Mar. 29, 1974.) 

TITLE 46-SHIPPING 

Chapte r I- Coast Guard, 
Department of Transportation 

SUBCHAPTER C-UNINSPECTED VESSELS 

[CGD 74-43] 

PART 26-0PERATIONS 

Miscellaneous Amendments 

The purpose of this amendment to 
the Coast Guard regulations govern­
ing the operation of uninspected 
vessels is to delete a number of inac­
curate and unnecessary sections 
which prescribe certain prohibited 
acts and the penalties under the 
Motorboat Act, 1·6 U.S.C. 526-.126u 
(Motorboat Act) . Sections 5261 and 
526m of that act have been 
repealed by the Federal Boat Safety 
Act of 1971, 16 U.S.C. 1451 et. seq. 
(FBSA '71) and replaced by sections 
1461, 1483, and 1484 of the FBSA 
'71. 

Sections 26.03- 1 and 26.05-5 of '16 
CFR repeat the provisions of the now 
repealed sections of the Y.J:otorboat 
Act and are therefore deleted. 

Section 26.05-1 of 46 CFR simply 
repeats the provisions of section 
526(0) of the Motorboat Act and is 
deleted as unnecessary. 

§§ 26.03-1 , 26.05-1 , 26.05- 5 IDeletedl 

In consideration of the foregoing 
46 CFR part 26 is amended by delet­
ing § 26.03-1 and subpart 26.05 con­
sisting of§§ 26.05-1 and 26.05-5. 

Ef!ectivc date. This amendment 
becomes effective M arch 7, 1974. 

(Federal Rt:gister of Mar. 7, 1974.) 

TITLE 46-SHIPPING 
Chapter I-Coast Guard, 

Department of Transportation 
SUBCHAPTER F-MARINE ENGINEERING 

[CGD 73-133R] 

PART 54-PRESSURE VESSEL 

Allowable Stress Values 

On October 12, 1973, a notice of 
proposed amendments to Coast 
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Guard regulations for allowable stress 
values for certain pressure vessels was 
published in the Federal Register (38. 
FR 28300) . 

Nobody requested a hearing, and 
there was only one comment. The 
comment was in favor of the amend­
ments, as proposed. 

Accordingly, the proposed regula­
tions are hereby adopted without any 
changes, as set forth below. 

Efjective date. These amendments 
are effective March 7, 1974. 

(Federal Register of Mar. 8, 1974.) 

1. By revising §54.25-lO(c) to 
read as follows : 
§ 54.25- 10 Low temperature operali'on­

ferritic steels (replaces UCS- 65 through 
UCS-67). 

* * * * 
( c) Design. Pressure vessels must 

meet the requirements for class I...1L 
and II-L construction. (See table 
54.01-5 (fb) for applicable require­
ments. ) Except as permitted by 
§ 54.05- 30, the allowable stress values 
used in the design of low temperature 
pressure vessels may not exceed those 
given in table UCS-23 of the ASME 

Code for temperatures of 0° F. to 
650° F. For materials not listed in this 
table allowable stress values are de­
termined in accordance with appen­
dix P of section VIII of the ASME 
Code. 

2. By revising § 54.25-15(c) to 
read as follows : 

I 54.25-15 low temperature operation­
high alloy steels (modifies UHA-23!bl 
and UHA-511. 
·X· ·X· ·X· ·X· 

( c) Except as permitted by 
§ 54.05-30, the allowable stress values 
used in the design of low temperature 
pressure vessels may not exceed those 
given in table UHA- 23 of the ASME 
Code for temperatures of - 20° F. to 
100° F. 

3. By revising § 54.25- 20 ( e) to 
read as follows: 

§ 54.25-20 Low temperature operation­
ferritic steels with properties enhanced 
by heat treatment (modifies UHT-51el, 
UHT-6, UHT- 23, and UHT-821. 

* * ·X· ·X· 

(e) Except as permitted by 
§ 54.05-30, the allowable stress values 
may not exceed those given in table 

Correction to Rules of the Road Article 

UHT-23 of the ASME Code for tem­
peratures of 150° F. and 'below. 

4. By adding a new § 54.05-30 as 
follows: 

§ 54.05-30 Allowable stress values at low 
temperatures. 

(a) T he Coast Guard will give con­
sideration to the enhanced yield and 
tensile strength properties of ferrous 
and nonferrous materials at low tem­
perature for the purpose of establish­
ing allowable stress values for service 
temperature below 0° F. 

(b) The use of such allowable 
stress values must be specially ap­
proved by the Coast Guard for each 
application. Further information may 
be obtained by writing to the Coast 
Guard (G-MMT) . 

( c ) Submittals must include in­
formation and calculations specified 
by the Coast Guard (G-MMT) to 
demonstrate that the a llowable stress 
for the material cannot be exceeded 
under any possible combination of 
vessel loads and metal temperature. 

(40 USC 375, 392, 406, 407, 4 16;49 USC 
1655(b); 49 CFR l.4(b) and l.46(b).) 

A typographical error appeared in the final 
installment (printed in our February 1974 issue) 
of the article entitled, "Modernization of the 
International Rules of the Road." Our apologies 
to the auth.ors and to our readers who may 
have been misled by the error. 

tended meaning. The correct reading of the 
paragraph is reprinted below. 

4. Perhaps the single most significant rule change 
(rule 17) is that of allowing the stand-on vessel to 
break off early. It is very difficult to predict the im­
pact of this rule change. However, it is fair to say 
that a great many more stand-on vessels will break 
off early under this rule than under the existing 
rules. That alone could significantly reduce colli­
sions; it also might cause a few. Under this new rule 
we believe the courts will hold the stand-on vessel 
responsible for breaking off early, only when it can 
be shown that the burdened vessel was in fact taking 
action to avert collision. 
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The entire article placed a g reat deal of em­
phasis on the new rule 17, which the authors 
believe to be most significant. On page 45, in 
the last sentence of paragraph 4 of the "Sum­
mary of Important Changes," the word not was 
mistakenly inserted, in effect reversing the in-
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MERCHANT MARINE SAFBY 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 niles 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 affecling 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 cenls for each issue, 
or 75 cent<; for each group of pages as actually bound. Remit check or money order, made payable to 
the Superintendent of Documents, U.S. Government Printing Office, Washington, D.C. 20402. Regu­
lations for Dangerous Cargoes, 46 CFR 146 and 147 (Subchapter N ), dated October 1, 1973 arc now 
available from the Superintendent of Docwnents price: $5.80. 

CG No. TlnE OF PUBLICATION 

101 
101-1 
108 
115 
123 
129 
169 
172 
174 
175 
176 
112 
182-1 
184 
190 

191 

200 

227 
239 
256 

257 

258 
259 
266 
268 
293 
320 
323 
329 
439 

Specimen Examination for Merchant Marine Deck OfRc•rs 17- 1- 631. 
Spedmen Examinations for Merchant Morine Deck Office" 12d and 3d motel 110-1-731. 
Rule5 and Regulations for Military Explosives and Hazardous Munitions 14-1-721. F.R. 7-21-72, 12- 1- 72. 
Marine Engineering Regulations 16- 1-731 F.R. 6-29-73, 3-8- 74. 
Rules and Regulations for Tank Vessels 11-1-73). F.R. 8-24- 73, 1 0-3-73, 10-24- 73, 2-28-74, 3- 18- 74. 
Proceedings of the Marino Safely Council IMonthlyJ. 
Rul es of the Road- lntornotionol-lnlond (8- 1-721. F.R. 9-12-72, 3- 29- 74. 
Rules of the Road-Great lakes 17- 1- 72). F.R. 10- 6- 72, 11-4-72, 1-1 6-73, 1-29-73, 5-8- 73, 3-29-74. 
A Manual for the Safe Handling of Inflammable and Combustible Liquids 13-2-641. 
Manual for lifeboatmen, Able Seamen, and Qualified Members of Engine Department 13-1-731. 
load line Regulatlons 12-1-711 F.R. 10-1-71, 5-10-73. 
Specimen Examinations for Merchant Marine Engineer llcensH 17-1-631. 
Specimen Examinations for Me rchant Morine Engineer liconsos 12d and 3d Assistant) 110-1-731. 
Rules of the Road-Western Rivers 18-1- 721. F.R. 9-12-72, 5-8-73, 3- 29- 74. 
Equipment li•t 18- 1-721. F.R. 8- 9-72, 8-11 -72, 8- 21- 72, 9- 14-72, 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, 8-1-73, 10-5-73, 11 -26- 73, 1- 17-74: 2-28- 74: 
3-25-74. 

Rules and Regulations for licensing a nd Certification of Merchant Morino Personnel 16- 1- 721. F.R. 12-21-72, 
3-2-73, 3-5- 73, 5- 8-73, 5-11-73, 5- 24-73, 8-24-73, 10-24-73. 

Marine Investigation Regulatlons and Su1pension and Revocation Proceedings 15-1-671. F.R. 3-30-68, 4-30- 70, 
10- 20- 70, 7-18- 72, 4-24-73, 11- 26-73, 12-17-73. 

law• Governing Marine Inspection 13-1-65). 
Security of Vessels and Waterfronr Facilities (3-1- 721. F.R. 5-31- 72, 11-3-72, 7- 8- 72, 1-5-73, 1-23-74, 3-29-74. 
Rules and R9f1ulotion1 for Pa119f19•r Ve1Mls 15-1-691. F.11. 10-29-69, 2-25-70, 4-30-70, 6- 17- 70, 10-31-70, 

12-30-70,3-9-72,7-18- 72, 10-4-72, 10-14-72, 12-21-7 2,4-10-73, 8-1-73, 10-24-73, 12-5-73, 3-18- 74. 
Rules and Regulations for Cargo and Misce llaneous Vessels 14-1-731. F.R. 6-28-73, 6-29- 73, 8-1-73, 10-24- 73, 

3-18-74. 
Rules and Regulations for Unlnspcdcd Vessels 15-1-701. F.R. 1- 8-73, 3- 28- 73, 1-25-74, 3-7-74. 
Electrical Eng ineering 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 15-1-681. F.R. 12- 4-69. 
Rul.s and Regulations for Manning of Vessels 110-1- 71), F.R. 1-13-72, 3-2- 73. 
Miscellaneous Electrical Equipment list (7-2-73). 
Rules and Regulations for ArtiAclal Islands and Fixed Strvctures on the Outer Continental Shelf 17-1-721. F.R. 7-8-72. 
Rules and Regulations for Small Passenger Vessels (Under 100 Gross Tons) 19-1- 73. F.R. 1-25- 74, 3-1 8_ 74. 
Fire Fighting Manual for Tank Vessels 11- 1-741. 
Bridge-to-Bridge Radiotolephone Communications 112- 1-72). 

CHANGES PUBLISHED DURING MARCH 1974 

The following have been modified by Federal Registers: 
CG- 123, 256, 257 & 323, Federal Register of :March 18, 1974. 
CG-190, Federal Register of :March 25, 1974. 
CG- 169, 172 & 184, Federal Register of :March 29, 1974. 
CG- 239, Federal Register of March 6, 1974. 
CG-258, Federal Register of March 7, 1974. 
CG- 115, Federal Register of March 8, 1974. 

1 Due to the paper sbortni:c, certain publlcntions may be temporarily out of stock. Titles 33 one.I 46, Code of Federal 
Regulations may be consulted for rules and rei;ulutlons . 
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~ -- EXECUTIVE COMMITTEE, MARINE SECTION, NATIONAL SAFETY COUNCIL 

SECOND Bl-ANNUAL 

MARINE SAFETY POSTER CONTEST 
1st Prize 

2nd Prize 

GOLDEN SAFETY POSTER AWARD - to be presented at the 
1974 Nationa l Safety Council Congress, in Chicago, I ll ino is. 

SILVER SAFETY POSTER AWARD - to be awarded to 
employer's representat ive attend ing the above Congress for 
eventual presentat ion to the 2nd Prize Winner. 

Sponsor's Award SPECIAL GOLDEN SAFETY AWARD - Plaque to employer 
of First Prize winner to be awarded to corporate representat ive 
attending the above Congress as a thank you for their cooperat ion 
and interest in furthering safety in our industry. 

RULES 1. Contest open to any and al l employees in t he maritime industry, who like to draw. 
A ll posters must be on a Marine Safety subject. Any maritime operation or situation 
afloat or ashore may be used. 

2. Confine drawing to 7'h." x 1 O" on standard 8'h." x 11" white paper, using either black 
or red ink only. Draw for vertical display only. 

3. Sign your work. Submission automatical ly gives copyright to Execut ive Committee 
Marine Section , National Safety Counci l and entrant releases all r ights thereto. 

4. Employer's name and address, as well as entrant's name, address and position, must be 
PRINTED and submitted with each entry. 

5. Al l entries must be post marked on or before midnight, July 31, 1974. As many 
entries may be submitted as desired. 

6. Winners wil l be notif ied via emp loyer as soon as possible after closing date. 

7. Carefu l ly read and comply with al l the above rules, and mail your entries to: 
Chairman, Audio/Visual Aids and Posters Committee 
c!o Ships' Operational Safety, Inc. 
103 Huntington Road Golden Award Winner 
Port Washington, New York 11050 n 

OFFICIAL JUDGES 
Elizabeth V. Stephens, Chairman 
V ice President 
Ships' Operational Safety, Inc. 

Capt. Robert E. Hart 
Executive Vice President 
Marine Index Bureau, Inc. 

Mr. C. Bradford Mitchell 
Maritime Consultant Mr. J.T. Gerrity. Radio Officer 

Cities Serviee Tankers Corporation 


