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Lessons from Casualties 
Double Jeopardy 

On Lhe evening of September 22, 
1973, a Liberian freighter proceeded 
up the Sacramento River from San 
Francisco enroute Berth 5, Port -=if 

Sacramento. Arrangements had been 
made for a tugboat to assist in the 
berthing operation. A Lwin-screw, 
520-hp vessel, driven by four diesel 
eng.ines, two on each shaft, with a 
rudder and a monkey rudder in line 
with each screw was dispatched. At 
approximately 1941, th,e two vessels 
rendezvoused near Beacon 99 on the 
western approach to the Sacramento 
turning basin. 

The tug took a position on the port 
bow of the merchant vessel. The tug's 
two bow Jines were rigged through 
fairleads and onto two bitts on the 
freighter about 50 feet forward and 
50 feet aft of the tug's bow. The lines 
were pulled taut and secured to the 
"H " bitt on the tug's forecastle. 

The pilot requested the Lug to come 
ahead with just the tug's two bow 
lines secured while the merchant ves­
sel was moved slowly ahead under 
her own power. The plan was to turn 
the merchant vessel to starboard 
through approximately 270° as they 
crossed the Sacramento turning basin. 

The tug, with her engines ahead 
full and rudder at right full, was able 
to keep an effective working angle 
and began to swing the merchant ves­
sel's bow to starboard. The tug's ef­
forts to maintain a large working 
angle resulted in her taking on a con­
siderable port list due to the headway 
of ther merchant vessel. The list in­
creased and allowed water to flood 
into the tug·s engineroom through the 
open centerline companionway and/ 
or through the four open portholes on 
the port side of the engineroom 
fiddler. The amount of water shipped 
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was sufficient to raise the depth of the 
water in the bilges from 4 or 5 inches 
to about 9 inches. 

After receiving a routine "stop or­
der" at about 1951, the tug took her 
two starboard engines off their pro­
pulsion shaft and used them to op­
erate her bilge pump. During this lull 
in operation most of the excess water 
was pumped from the tug's engine 
room and the attachment of the "lazy 
stem line" was completed. This led 
from the tug's towing bitt around an­
other bitt on her starboard side and 
spanned about 100 feet to the main 
deck 0£ the merchant vessel. The lazy 
stern line would prevent the stem of 
the lug from swinging toward the bow 
of the merchant vessel while the mer­
chant vessel was backing. 

At about 1955, the pilot ordered the 
tug to take the starboard swing off 
the bow of the merchant vessel. The 
captain of the tug, feeling that the 
tug was pumped down .enough to have 
satisfactory stability, responded by 
backing the tug's engines. The tug 
then continued to follow engine or­
ders from the pilot as he began to 
hack the freighter into Berth 5 using 
the ship's engines from slow to half 
astern. The pilot did not forewarn 
the tug captain of his intention to 
back the engines. The pilot stated that 
"ordinarily" there was no danger in 
the use of a "lazy stern line". 

At approximately 2000, with the 
merchant vessel about 100 to 50 feet 
off the dock and making slight stern­
way, the Captain of the tug observed 
heavy wash coming from the 
freighter's screw and asked the pilot 
to slow. (While there is no evidence 
or claim of ,-erbal response to this re­
quest, the bell books show a reduc­
tion from half astern to slow astern at 

2001 ) . A few seconds later the ru'.! 
captain reported a "bad list." Im­
mediately, the pilot of the merchant 
ship ordered "full ahead" and let go 
the starboard anchor. As he ga\e 
these orders he rushed to the port 
bridge wing to observe the tug lying 
on her starboard side. 

Almost immediately water began 
to flood through the open companion­
way and starboard fiddley portholes 
into the tug's engineroorn. As the tug 
lay on her starboard side and began 
to sink by the stern, her three man 
crew scrambled to her bow where 
they held on until rescued. 

On sceing the plight of the tug, rhe 
pilot of the merchant vessel called 
another tug, which he knew to be in 
the area, to pick up the SUI"\-i,·ors. 

AfLer the second tug picked up the 
crew of the sunken tug she assisted 
in bringing the freighter alongside 
Berth 5. When the tug had finished 
with the merchant vessel, at about 
2113, she went directly to assist 
another vessel which was to depart 
from nearby Berth 2. Since this ves­
sel was the tug's originally scheduled 
job, and there had already been a de­
lay, the crew of the sunken tug de­
cided to stay in the warmth of the 
galley until the latter tug was finished 
for the night. The tug proceeded to 
assist the merchant vessel in backing 
from Berth 2 and turning around in 
the Sacramento turning basin, so 
that she might proceed down the 
river. 

The pilot aboard the merchant ves­
sel directed the tug to pass a single 
line through the center stern chock 
about 32 feet abo'e the water sur­
face. After about 90 feet of line was 
passed and secured to the freighter as 
directed, the other end was belayed to 
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the tug's H-type towing bit, about 
24Y2 feet fo1ward of the tug's stern 
and about 5 feet from the waterline. 
With the tug going "full head" and 
pulling at various angles off the stern 
of the merchant ship, and the ship 
assisting by slowly and intermittently 
backing her own engines, the mer­
chant vessel began to back into the 
turning basin. 

As the freighter began to leave 
Berth 2 the pilot ordered the star­
board anchor, which had been 
dropped during mooring, to be 
housed. However, with sternway on 
the ship, the anchor was dragging and 
could not be hauled in. At this point, 
in an effort to take sternway off and 
facilitate recovery of the anchor, the 
pilot gave a "slow ahead" order fol­
lowed shortly by a "full ahead" order. 

The tug was at this time slightly to 
starboard of the extended centerline 
of the merchant ship, pulling almost 
straight away. The captain of the tug 
said he "had a little bit right ruuder" 
in an attempt to settle his tug straight 
astern of the ship. While in this posi­
tion the wash from the larger vessel's 
forward turning propeller struck the 
tug. 

Within a period of about 20 sec­
onds, with the force of the propeller 
wash working against the force of the 
tow line, the tug turned sharply to 
port and rolled on her port side. The 
tug immediately began to fill ·with 
water and sink. 

The capsizing of the tug forced the 
six men aboard, including the three 
rescued from the first tug, into the 
water. After entering the water they 
were swept away from the tug and the 
merchant vessel by the propeller 
wash. 

Five of the six men wer.e able to 
swim ashore or were assisted ashore 
by the West Sacramento Fire Depart­
ment and Yolo County Sheriff's De­
partment personnel. An extensive 
search that night for the missing crew­
man \Vas unsuccessful. On Septem­
ber 26, 1973, the body of the sixth 
crewman was recovered. The cor­
oner's examination revealed that 
death was caused by drowning. 
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These two casualties are classic ex­
amples of the hazards associated with 
tugs assisting in docking of large ves­
sels which, by amazing coincidence, 
occurred within hours of each other, 
in the same turning basin, and in­
volved some of the same personnel. 
The cases clearly point out some sig­
nificant factors in tugboat tripping­
the adverse effects of propeller wash, 
and the need for pilots, masters, and 
tug crews to be eternally vigilant for 
the unexpected. 

Rig Blast 

Recently, an explosion occurred in 
a column of a semisubmersible drill­
ing rig under construction. Two ship­
yard workers who were spray painting 
in the column at tl1e time of the blast 
were killed. The paint being used by 
the workers, which was considered to 
be the source of the explosive mixture, 
is an epoxy type that is in use world­
wide. At the time of the explosion, 
work was over 95 percent complete 
and the rig was receiving its final 
coats of paint along with other minor 
outfitting work. 

The four comer columns of the rig 
consist of an outer ring or shell ap­
proximately 30 feet in diameter and 
an inner ring or shell approximately 
22 feet in diameter. lt is 110 feet from 
the base line to the top of each col­
umn with <leeks at the 50-, 70-, 100-
and 110-foot levels. Each column is 
partitioned with an intricate series of 
bulkheads and horizontal stiffeners to 
afford proper strength to the column. 

At the 100-foot level, the bulk­
heads are continuations of the upper 
hull bulkheads with lightening holes 
cut in them to provide both air cir­
culation and access for inspection, 
cleaning, and maintenance. However, 
the lightening hole was inadvertently 
omitted at the bulkhead between the 
outer and inner shells where the ex­
plosion occurred. 

During the course of the rig con­
struction, the spray painters applied a 
primer, an intermediate coat to seal 
the primer, and a finish coat consist­
ing of a two-pack cured epoxy. The 

flash point for the finish coat, which 
was being applied at the time of the 
explosion, was 73° F. 

Ventilation in the columns while 
painting was provided by two 12-inch 
exhaust hoses. One was placed in the 
center of the column, one reached 
into the space being painted, and 
both discharged the air on deck. Air 
was exhausted through the hose by 
means of air operated, turbine driven 
blower-exhausters similar to those in 
conunon use throughout the ship­
building industry. There was no air 
forced into the column and there 
were no openings in the sides of the 
column at any level. 

Lighting was normally provided in 
the columns for the painters by means 
of explosionproof portable lights, with 
rubber covered sockets, an explosion­
proof globe, and a wire cage around 
the globe. Other lights, used exten­
sively by the shipya1·d for other op­
erations, consisted of a Jong portable 
cord with clip-on sockets and bare 
light bulbs, sometimes covered by a 
wire cage, but more often not covered 
at all. These clip-on sockets fre­
quently fell off, leaving two small 
holes in the insulation and e..'<posing 
the bare wires underneath. 

After the explosion, one explosion­
proof portable light and one portable 
light with a wire cage were found in 
the area where the painting was be­
ing done. Other portable Jigh ts were 
found in other parts of the column 
but these were probably not plugged 
111. 

The closest hot work being per­
formed on the rig at the time of the 
explosion was some burning being 
done on a knee brace at about the 
110-foot level, approximately 180° 
from the point of the explosion and 
approximately 30 feet away. Best ac­
counts indicate that the burning had 
been taking place no more than 5 
minutes prior to the explosion. 

Spray painting of the finish coat in 
the starboard aft column began in 
the afternoon on the day prior to the 
casualty and continued into the 
evening. Work was resumed the fol­
lowing morning and continued with-
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out interruption until the explosion at 
1700. At the time of the explosion the 
weather was clear, with the tempera­
ture reading approximately 80° F. 

Investigators noted that the explo­
sion resulted from the ignition of 
combustible gases produced from the 
spray painting process. While the 
source of the ignition was not posi­
tively identified, there were numerous 
piecr.:s of equipment in use by the 
p:i.inters that were capable of produc­
ing an incendiary spark. In addition, 
it was likely that the temperature in­
side the column was hi~hrr than flash 
point of the paint. 

The lessons pointed out by this 
casually should he noted by everyone 
im·olved in the seemingly "safr" op­
eration of painting. Care must be 
taken to properly ventilate a space 
where spray painting is bring carried 
out. Accurate data should be avail­
able to n. shipy:lrd to show the neces­
sary air change rate that is required 
to keep the air mixture out of the ex­
plosive range. 

Dead air spaces should be kept to 
an absolute minimum and hot work 
should always be closely supervised to 
ensurr that it will not provide the 
source of ignition for explosive 
vapors. Care should hr. taken to rec­
ogni7e the potential danger when 
ambient tempPratures approach or 
reach the fl.ash point of the material 
being applied. Fi11ally, only explosion­
proof lights and properly grounded 
equipment sho11l<I be used when 
vapor concentrations are within the 
explosive range. 

Steering Gear Failures 

Review of at least two steering gear 
r.as11alties pointed out an area of po­
tential failure with shipboard steering 
gear. In one case the failure led to a 
cata.5trophic casualty with the loss of 
16 lives and nearly $50 million of 
property damage; in the other, for­
tunately, no damage resulted. 

Steering gear, as all deck and en­
gineering personnel arc aware, has 
many redundant r.omponents, such as 
electrical sources of supply, motors, 
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and hydraulic pumps. These are re­
quired by regulation and are found 
aboard all vessels. However, there are 
points in each system where duplica­
tion is not required and where failure 
would render the equipment 
inoperative. 

The most significant of these is the 
differential controller, a gear box 
which receives a helm order signal, a 
follow-up signal, and provides an out­
put signal to the main hydraulic 
pumps. These signals are transmitted 
by rotating shafts or plungers which 
may be connected by various type 
couplings and universal joints held in 
place with taper pins, keys, set screws, 
cotter pins, or compression pins. 

The controllf'r is generally 
mounted on the steering gear plat­
form adjacent to I.he other com­
ponents. The "trick wheel" is also 

directly connected to the Jifferential 
controller. Service has shown this 
piece of equipment to be extremely 
reliable; thus no requirement has 
been established for its duplication. 
\\'hat has failed, ho\,·ever, is the con­
ner.ting linkage between the differen­
tial controller and the other 
components. 

Although the report from the M :-i ­
rine Board of Investigation concern­
ing the collision between the C.V. Sea 
Witch and S.S. Esso Brussels has not 
received final review, the preliminary 
findings attribute that casualty to 
failure of a connection between the 
differential controller and the helm 
order input shaft. Another vessel re­
cently experienced complete loss of 
steering when a coupling rcmnecting 

(Continued on page 74. ) 
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IMCO URGES TRIAL USE OF STANDARD 
MARINE NAVIGATION VOCABULARY 

Numerous collisions and near­
misses between ships over the years 
have highlight<'d the need for a rapid 
ship-to-ship voice communications 
system. The International Telecom­
munications Un ion last year desig­
nated channel 16 ( 156.80 MHz) as 
the VHF-FM International Distress, 
Safety and Calling frequency. Jn U.S. 
inland waters the Bridge-to-Bridge 
Radiotelephone Act of 1972 requires 
ships (except those operating under 
Great Lakes Rules of the Road) to 
be capable of receiving and transmit­
ting on channel 13 ( 156.65 MHz) . 
Great Lakes vessels monitor channel 
16 or one of several )or.al frequencies. 

Although these lines of communi­
cation between vessels have been 
opened in recent years, the technical 
:i.dvances hav.c not surmounted the 
last obstacle to effective ship-to-ship 
communication: the language barrier 
that exists betwe«>n ships of differing 
nationalities. Recognizing that voice 
communications systems cannot beef­
fective until ::ill partit~S speak and 
understand the same "language", the 
Maritime Safety Committee of the 
International Maritime Consulative 
Organization (IMCO ) has developed 
a Standard Marine Navigation Voca­
bulary for use on a trial basis. 

This vocabulary is the product of a 
Maritime Safety Committee working 
group composed of representatives of 
the Federal Republic of Germany, 
Finland, Greece, Liberia, Union of 
So\'iet Socialist Republics, and the 
United Kingdom. After concluding 
that the English language is the clos­
est to a universal tongue among the 
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world's mariners, the working group 
drafted a glossary of standard nauti­
cal terms and phrases in English to 
be usc<l in all ship to ship communi­
caLions. It is hoped that by using 
a standard phraseology between 
English-speaking ships, clarity of 
wmmunications will be improved 
and fewer repetitions required, espe­
cially under conditions of poor radio 
rcccpLion. The use of a standard 
vocabulary will also allow non­
F.nglish-speaking watchstandards to 
communicate phonetically, if neces­
sary, and to utili7,e the voice com­
munication network more fully. 

IMCO has asked all member gov­
ernments to conduct trials of the 
vocabulary, a portion of which is re­
printed below. The remainder will 
appear in serial form in future issues 
of the Proceedings. Keep this vocabu­
lary handy for reference on the bridge 
of your vessel. U.S. ships are re­
quested to use the words and phrases 
as often as possible, both in conversa­
tion with foreign-flag vessels and with 
English-speaking vessels. Comments 
on the use of this pror.edure arc wel­
comed and may be directed to Com­
mandant (G-WLE-4), U.S. Coast 
Guard, Washington, D.C. 20590. 

Note.-Only the letter spelling 
table as contained in Chapter X of 
tlte International Code of Signals and 
in the radio ref!ulations is to be used 
on any occasion when spelling is 
necessary. 

These phrases are not intended to 
supplant or contradict the Interna­
tional R egulations for Preventing 

Collisions at Sea or special local Rules 
or Recommendations made by 
IMCO conccming ships' routing 
schemes. Neither are they intended to 
supercede the International Code of 
Signals and the Radio Regulations 
nor to supplant normal Radiotele­
phone practices as set out in the ITU 
R egulations. 

It is not intended that use of the 
vocabulary shall be mandatory, but 
rather through constant repetition in 
shiJ1s and in trai11ing establishments 
as/tore, that the phrases and terms 
used will become those normally ac­
cepted and commonplace among sea­
men. Use of the contents of the 
vocabulary should be made as often 
as possible in preference to other 
wording of similar meaning. 

In this way it is intended to become 
an acceptahle "language," using the 
English tongue, for the interchange of 
intelligence between individuals of 
all maritime nations on tlte many and 
varied occa.rions when precise mean­
ings and translations are in doubt, in­
creasingly evident under modern con­
ditions at sea. 

The typographical conventions 
used throuf!hout most of this vocabu­
lary are as follows: 

[ ] brackets indicate that 
the part of the message enclosed 
within the brackets may be 
added where it is relevant. 

/ oblique stroke indicates that 
the items on either side of the 
stroke arc alternatives. 

... dots indicate that the rel­
evant information is to be filled 
in where the dots occur. 
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PART I 
PROCEDURE 

Should it be necessary to indicate that phrases in this 
vocabulary are to be used the following message may be 
sent: 

"Please use the Standard Marine Vocabulary." 

STANDARD VERBS 

Where possible sentences should be introduced by one 
of the following verb forms: 

Indicative 

I require 
lam 
J have 
I can 

T wish to 
I will (f uturc) 

You must 1 

You may 

You are 
Advise 1 

Negative 

I do not require 
l am not 
T do not have 
I can not 

I do not wish to 
I will not (f u­

ture) 
Do not 1 

You need not 

You are not 
Advise not 1 

Interrogative 

Do you require? 
Am I ? 
Do you have? 
Can I (is it pos-

sible)? 
Do you wish to? 

~fay I (permis­
sion)? 

Arc rou? 
What is?/are? 

1 Note.-"You must" , "do not" are to be used wh!!n mandatory 
orders are being given; "Advise", "Advise not" are to be used when 
recommendations are being given. The Interrogative may be preceded 
by the use of the word "question". 

RESPONSES 

Where the answer to a question is in the affirmative 
say: 

"YES" followed by the appropriate phrase in full 
(e.g. yes my radar is working). 

Where the answer to a question is in the negative say: 
"NO" followed by the appropriate phrase in full 

(e.g. no my radar is not working). 
Where the information is not immediately available 
but soon will be say: 

"WAIT." 
Where the information cannot be obtained say: 

"NO INFORMATION." 

URGENT MESSAG ES 

"ATTENTION ... " Repeated if necessary, may be 
used at the beginning of an urgent message. 

MICELLANEOUS PHRASES 

What is your name and call sign? 
How do you read me? 
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I read you strength . . . 
1 (very weak)/2 (weak) / 3 (fairly good)/4 

(good) / 5 (very good). 
You are very weak (advise try channel . . . ) . 
Standby on radio channel . . . 
Change to channel . . . 
I cannot read you. (Pass your message through ves­

sel .. . ) 
I ca1Ulot un<lerstand your language. Please use the 

Standard Marine Vocabulary/International Code 
of Signals. 

I am passing a message for vessel 
Say again. 
Correction . . . 

BEARING AND DISTANCES AND COURSES 

When given from shore-based radar to vessels Bearings 
and Distances shall normally refer to the stem of the ves­
sels concerned, unless otherwise stated. 

DISTANCES.-To be e>-.1)ressed in nautical miles or 
cables ( tenths of a mile) , or in kilometres or metres, the 
unit always lo be stated. 

V ISIB!LlTY DIST ANCES.- To be expressed as for 
distances ::i.bove. 

BEARINGS Al'ID COURSES.-Always to be ex­
pressed in the 360° notation from NOR TH. (True north 
unless otherwise stated.) Bearing is always that of the ship 
from the mark. 

SPEED 

To be e>-.1)ressed in knots (or decimals). 

NUMBERS 

Numbers arc to be spoken thus "One-Five-Zero" for 
150. "Two point five" for 2.!'i. 

GEOGRAPHICAL NAMES 

Place names used should be those on the chart or Sail­
ing Directions in use. Should these not be understood 
latitude and longitude should be given. 

TIME 

Times should be e>-.1)ressed in the 24-hour notation in­
dicating whether GMT zonctime or local shoretime is 
being used. 

NoTE.- In cases not covered by the above phraseology 
normal R / T practice will prevail. 
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PART II 
GLOSSARY 

Anchor position.- Place where a specific ship 1s 
anchored or is to anchor. 

Berth.-General term for wharf, jetty, quay, pier, or 
mooring place. 

"Correction".-An error has been made in this transmis­
sion, the corrected version is . . . 

Deep water route.-A designated area within definite 
limits which has been acr.uratcly surveyed for clearance 
of sea bottom and submerged obstacles to a minimum 
indicated depth of \\'ater. 

Anchor dragging.-An anchor moving over the sea 
bottom involuntarily by the movement of a ship. 

Dredging anchor.-Vesscl moving, under control, with 
anchor pulling along the sea bottom. 

Draught.-Depth from waterline to ship's bottom, maxi­
mum unless otherwise specified. 

Established.-Of a navaid-brought into service, placed 
in position. 

"ETA".-Estimated time of arrival. 
Fairway.-Navigable part of waterway. 
Fairway speed.-Mandatory speed in a fairway. 
"Foul, my anchor is".- M y anchor has its own cable 

twisted around it or has fouled an obstruction on the 
sea bottom. 

"Foul, my propeller is".-A line, wire, net, etc. is wound 
round my propeller. 

Icing.- Formation of ice on ships. 
lnoperative.-Of a navaid-not functioning. 
Inshore traffic zone.- A designated area between the 

landward boundary of a traffic separation scheme <lnd 
the adjacent coast intended for coastal traffic. 

Lane.- See traffic lane. 
Mark.- General term for a buoy, structure or topo­

graphical feature which may be used to fix a ship's 
position. 

Masthead height.-Height from highest point of vessel 
to waterline. 

"My anchor is foul".-See "Foul, my anchor is". 
Off station.-Out of correct position. 
Roundabout.-A circular area within definite limits in 

which traffic moves in a counter-clockwise direction 
around a specified poinl or zone. 
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Route.-See deep waler route, traffic route, two-way­
route. Means whichc' er type is appropriate in the con­
text unless otherwise pecified. 

Routing.-A complex of measures concerning routes 
aimed at reducing the risk of casualties; it includes traf­
fic separation schemes, two-way routes, tracks, areas to 
be avoided, inshore traffic zones and deep water routes. 

Separation zone or linc.-A zone or line separating traf­
fic proceedi11g in one direction from traffic proceeding 
in another direction. A separation wnc may also be 
used to separate a traffic lane from the adjacent in­
shore traffic zone. 

Track.-Thc recommended direction or path to be fol­
lowed when proceeding between pre-determined 
position. 

Traffic.-Movement of shipping. 
Traffic lane.- An area within definite limits inside which 

one-way traffic is established. 
Traffic route.-General term for a fairway in which 

some degree of traffic control exists. 
Traffic separation scheme.-A scheme which separates 

traffic proceeding in opposite or nearly opposite direc­
tions by the use of a separation zone or line, traffic lanes 
or by other means. 

T wo-way-route.-An area within definite limits inside 
which two-way traffic is established. 

Vessel crossing.-A vessel proceeding across a fairway/ 
traffic lane/ route. 

Vessel inward.- A vessel which is proceeding from sea 
to harbour or dock. 

Vessel leaving.-A vessel which is in the process of leav­
ing a dock, pier, quay, or anchorage. ' Vhen she has 
entered the navigable fairway she will be referred to as 
an outward, inward crossing or turning vessel. 

Vessel outward.-A vessel which is proceeding from har­
bour or dock to seawards. 

V cssel turning.-A vessel making large alteration in 
course; such as to stem the tide when anchoring, or 
to enter, or proceed, after leaving a berth, or dock. 

Way point/reporting point/ C.I.P.1-A mark or place at 
which a vessel is required to report to establish its 
position. 

'C.T.P. (Calling in point. ) 
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1972 PUBLIC HEARING 

Tailshaft inspection and drawing (67- 71, 4-71) ....... . 3- 1-72 3-27-72 4-3-72 x · ·-······· -·--· -·-· ---- -
ANCHORAGE REGULATIONS 

Beverly and Salem Harbors, MA (CGD 74-IB9) ... .... 12- 18-74 
Los Angclt:s &Long.Bcachllarbors, CA (CGD75-022).. 2-4-75 

BOA TING SAFETY 

Lifesaving devices on white water canoes & kayaks 
(CGD 74-159) ........ .................. ... ... . . 

Safe loading and safe powering standards (CGD 73-250) . 
Inboard safe loading standard (CGD 74-.?3) . ......... . 

2-4-75 
3-6-75 
3-6-75 

BRIDGE REGULATIONS 

Sacramento R . et. al., CA (CGD 73-142) ............ . 
Cheesequalce Ck., NJ (CGD 73-162) .......... .... . 
AIWW, Mile 342, Lauderdale By The Sea, FL (CGD 

74-100) .............. ... . . .. .. ................. . 

5-24-74 
8-10-73 

8- 7-74 
Stony Ck., MD (CGD 73-242) ............ .. ....... . 
San J oaquin River, Georgiana Slough, Sacramento 

River, CA (OGD 73-172) ..... . . .............. ... . 
AIWW, Hillsboro Inlet, FL (CGD 74-22) ... . ....... . 
Chesapeake& Del. Canal, Del. (CGD 74-72) ..... .... . 
New River, FL (CGD 74-114) . ....... .. .... .. ...... . 
Manatee River, FL (CGD 74- 101) ................ .. . 

10-1 2-73 

5-24-74 
1-25-74 
3-29-74 
4-22-74 
4-22- 74 

Chicago River, IL (CGD 74-137) ................ ... . 
Columbia and Snake Rivers, WA (CGD 74-223) . . . 
Bayou Dulargc, LA (CGD 74-234) .... .. ........ ... . 
Franklin Canal, LA (CGD 74-235) . . .... .. . .... .... . 
1\IWW, Hallandal<", FL (CGD 74-257) ..... ... ..... . 
North Miami Beach, FL (CGD 75--013) .............. . 
Coney Island Creek, NY (CGD 74-300) ........... . . . 
Matanzas River, FL (CGD 7.'i-024) ... ............ • .. 
Fox River, WI (CGD 75-0~5) .............. . ....... . 

6-3-74 
9- 20-74 
10-9-H 
10-9-74 
11-5-74 
1- 21-75 
I ·2!.J-75 
1-29-75 
2- 6-75 

Oklawaha River, FL (CGD 75 062) ........ . ....... . . 
Mystic: River, l\IA (CGD 75-053) ..... .... .......... . 
West Palm Beach Cnual, FL (CGD 75-070) .. . . . .... . 

3-27-75 
3- 27- 75 
3-27- 75 

HAZARDOUS MATERIALS 

Miscellaneous Dangerous Cargoes (CGD 72-182).. ..... 11-11-72 
Dangerous Cargo Regulations, miscellaneous (CGD 

73-249) ............... ...... ... ..... .......... . 
Sodium sulfide solution and sulfur dioxide (CGD 73- 275). 

Vinyl chloride (CGD 74-167) ... ........ .. ......... . 
Vinyl chloride, supplementary notice (CGD 74-200) .. . 
Unmanned bargc.:s carrying certain bulk dangerous car-

goes (CGD 74-275) .... ....... .... ..... ......... . 
Unslaked lime in bulk (CGD 74-225) ............. ... . 

MARINE ENVIRONMENT AND SYSTEMS 
(GENERAL) 

Boundary Lines of Tnland Waters (CGD 73-241 ) ...... . 

May 1975 

1-16-74 
7-16-74 

Corrected 
9-5-74 

7-23-74 
9-19-74 

1-15-75 
1-29-75 

4-8-74 
corrected 

5-8-74 

.. 

... .. 
..... 

.. 
.. .. 

.. 

.. .. 

12-12-72 

8-15-74 

2-25-75 

1-20-75 
3-7-75 

4-17-75 
4-21-75 
4-21- 75 

7. 2-74 
9-11- 73 

9-6-74 
11-20-73 

7-2-74 
3-1-74 

4-30-74 
5-20-74 
5-20-74 
7-16-74 

10-22-74 
11- 12-74 
11-1 2-74 
12 -5-74 
2-21-75 
3-4-75 
3-4-75 
3-7-75 

4-29 75 
4-29-75 
4 29-75 

12-29-72 

3 4-74 
12-.'i-74 

9-6-74 
11-4-74 

2-28-75 
3-17-75 

5-26-74 

2-11-75 3-14-75 

.. .. 
.. .. .. 

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

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

3-10-75 4-14-75 
x .. .. .. ... 

2-4-75 3-7-75 
x .. 

.. 3-10-75 4-14-75 
x .. .. 
x .. .. 
x 
x .. 
x .. .. . . 

.. 
.. .. 

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

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

x ..... ..................... . ·--
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Coast Guard Rulemaking-Continued 

-0 

" " .. 
'"3 &.~ ~ 

c -;; .. " e c ·5 .... c :: .. 0.:2 ..2C It:: c -0 ... .. 0 " " .~§ 
~ -0 0 

09 ..c:: c E! .. " > .a ..c:: 
"" -~ :::: a :;: "!l "' ~ -~ '"3 :a -0 0 .. 0 -= 

:.= 
~.., ~ .. .D 0 .. ::l ~ ::l z p. 0 <: p. 

Pipelines, lights to be displayed (CCD 73-216) ...... ... 9-19-74 10-21-74 
Corrected 

11-1- 71 x . .. .. . . ... .. ... . . . .. . ........... 
10-18-74 

Oil and hazardous substance liability (CGD 73-185) .... 12-4-74 . .. .... .. . 1-16-75 x . .. .. ..... ······ ··· . .......... 
Mooring barges on the l\1i.c;sissippi (CGD 74-185) ...... 2-4-75 2-19-75 3-17- 75 x . .. .... .. . .......... ... . .. . . . . 

New 
Orle:ins 

Security zone, New London Harbor, CT (CGD 74-188). 3-12- 75 .......... 4-14-75 . . . . .. . . . . . . . . . . ... . . . . . .......... 
Great Lakes radiotelephoue exemption (CGD 74-3v4) .. 3 25 75 1-9-75 4-24-75 . . . . ... . . . . . . . . . . . . . . .. . .......... 

Cleveland 

MERCHANT MARI NE SAFETY (GENERAL) 

Oceanographic vessels, .fire main sktems (CGFR 72-20) .. 2-4-72 ..... ····· 3-19-72 x . .. ....... ....... .. . ... . ....... . 
~f-_~4)~~ .~~s~~i~~ .. I~·d·i~~~~~ ... ~~~ .~~~~~~~ .<.~~.~- 3-5-73 4-18-73 4-30-73 .... . ... ...... 3-18-74 3-1-75 
Tank vessel electrical installation (CGD 74-118) ...... . . 8-26-74 .. .... . . ... 10-10-74 x . .. .. .. .. . .......... .. . ·· ····· 
Unmanned Platforms (CGD 73-177) ................. 1-8-74 . . . . . ..... 2-25-74 x . . . ....... . ... . . . . . . .......... 

Corrected 
1-29-74 

Bulk Dangerous Cargoes, Inspection of Barges (CGD 
73-271 ) .. ......... . .................. ......... . 3-11-74 4-15-74 4-30-74 x ... ....... . .......... .......... 

First Aid Certificates (CGD 73-272) .................. 4-'..!- 74 . .. .. .. . . . 6-15-74 x ... ····· .. . ... . ..... .......... 
C02 Fixed Fire Extinguishing Systems (CGD 71-100) ... 5-8-74 ..... ..... 6-21-74 . . . . . ......... 2-10-75 5-15-75 
Carriage of Solid Hazardous Materials in Bulk (CGD 

71-13) ......................................... 5-15-74 7-16-74 8-31- 71 x ... .. . . ... ... .. .. . . . ... ..... . . 
Tank vessels in domestic trade (CGD 74-32) ........... 6-28-74 7-23- 74 8-19-74 x ....... .. . . .. .. .. . . . ............. 

Corrected Seattle 
7-23-74 7-30-74 

Wash. 
D.C. 

Welding and brazing; adoption of ASME Code (CCD 
71-1 02) ..... . ............. ·--· ................. 9-26-74 .. ........ 11- 11- 74 x . . ........ . ... . .. . . . .......... 

Corrected 
11 - 1- 74 

Load line regulations, rail height adjustment (CGD 74-
164) ... ......... ....... ..................... ... 10-4-74 . . . . . .. .. . 11-15-74 x . ......... . . .. . .. . . . ....... . ..... 

Construction and equipment of tank vessels (CGD 
74-127) ............... ........ ... .............. Adv. 

Notice 
9-5-71 ... ... . ... ....... .. . . ... ...... ····- ... ······ . ... . ... . . . 

Great Lakes pilotage (CCD 74-233) ................. 11-5-74 11-20-74 11- 26-71 x ... ....... .......... . ········· Manning of nautical school ships (CGD 74-201) . . ... . . 1- 21- 75 . . . . . . . .. . 3-6-75 x . .. .. .. . . . . . . . . . . . . . .......... 
Licensin,:: and certificating; apprentice mate endorscmeot 

(CGD 71- 226); Comment pi:riod extended 3-7- 75 ... l-2~-75 ... . .. . . .. 4-9-75 . ... .. ... . . . . . . . . . . . . . . . .......... 

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

Steering Gear continued from page 69. 
the follow-up linkage to the differen- substantial likelihood for this type of normal presailing steering gear 
tial contrullt:r failed. Undoubtedly, failure to occur unless proper reme- checks. In order for this to be mcan­
vibration of these units is a contribut- dial action is taken. ingful, the person must know what he 
ing cause of these casualties. Because Responsible ships officers, Chief is looking for. If lessons are to be 
of their proximity to the ship's screws, Engineers in particular, should make learned from these past casualties, 
steering gear uni ts :Are subjected to a thorough visual examination of the connecting linkage must bear close 
considerable vibration; thus there is equipment in addition to making the scrutiny! 
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MERCHANT MARINE SAFETY PUBLICATIONS 
The following publications of marine safety rules and regulations may be obtained from the nearest 

marine inspection office of the U.S. Coast Guard.* Because changes to the rules and regulations are 
made from time to time, these publications, between revisions, must be kept current by the individual 
consulting the latest applicable Federal Register. (Official changes to all Federal rules and regulations 
are published in the Federal Register, printed daily except Saturday, Sunday, and holidays. ) The date 
of each Coast Guard publication in the table below is indicated in parentheses following its title. The 
dates of the Federal Registers affecting each publication are noted after the date of each edition. 

The Federal Register will be furnished by mail to subscribers, free of postage, for $5.00 per 
month or $45 per year, payable in advance. The charge for individual copies is 75 cents for each issue, 
or 75 cents for each group of pages as actually bound. Remit check or money order, made payable to 
the Superintendent of Documents, U.S. Government Printing Office, Washington, D .C. 20402. 

CG No. TITLE OF PUBLICATION 

101 
101 - 1 
108 
115 
123 

129 
169 
,172 

174 
175 
176 
182 
182-1 
184 

190 

191 

•200 

*227 
2 39 

*256 

257 

*258 
*259 

266 
268 
293 
320 
323 

329 
439 
4 67 

Specimen Examinations for Merchant Marine Deck Officers !Chief Mate and Master) 11- 1-74). 
Specimen Examinations for Merchant Marine Deck Officers (2d and 3d Mate) 110-1-73). 
Rules and Regulations for Mllllary Explosives and Hazardous Munitions 14-1-72). F.R. 7-21-72, 12-1-72, 11-14- 74. 
Marine Engi neering Regulations 16-1-731. F.R. 6-29-73, 3-8-74, 5-30-74, 6- 25-74, 8-26-74. 
Rules and Regulations for Tank Vessels (1-1-73). F.R. 8- 24-73, 10- 3- 73, 10-24-73, 2-28-74, 3-18- 74, 5-30-74 , 

6-25-74, 1-15-75, 2- 10- 75. 
Proceedings of the Marine Safely Council (Month ly!. 
Rules of the Road-International- Inland 18-1-721. F.R. 9- 12- 72, 3-29-74, 6-3-74, 11-27-74. 
Rulos of the Road-Great lakes 17-1-72). F.R. 10-6-72, 11-4-72, 1-16-73, 1-29-73, 5-8-73, 3- 29-74, 6-3-74, 

11-27-74. 
A Manual for the Safe Handling uf Inflammable and Combustible liquids 13-2-641. 
Manual for lifeboatmen, Able Seamen, and Qualifled Members of Engine Deportment 13- 1-731. 
load line Regulations (2- 1- 711. F.R. 10-1-71 , 5-10-73, 7-10-74. 
Specimen Examinations for Merchant Marine Engineer licenses (1-1-741. 
Specimen Examinations for Merchant Marine Engineer licenses C2d and 3d Auistantl 11 0-1-731. 
Rules of the Road-Western Rivers 18-1-72). F.R. 9-12-72, 5-8-73, 6-27-73, 6-28-73, 3-29-74, 6-3-74, 

11 - 27-74. 
Equipment l ist 18-1 - 72). 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, 1 1-26-73, 1-17-74, 2-28-74, 
3-25-74, 4-1 7-74, 7- 2- 74, 7-17-74, 9-5- 7 4, 10-22-74, 11-27-74, 12-3- 74, 12-30-74, 1-15-75, 
1-21-75, 2-13-75, 2-10-7S, 3-18-75, 3-19-75. 

Rules and Regulations for licensing and Certification of Merchant Marine Personnel 16-1-721. F.R. 12-21-72, 
3-2-73, 3-5-73, 5-8-73, 5-11-73, 5-24-73, 8-24-73, 10-24-73, 5-22-74, 9-26-74, 3-27-75. 

Marine Investigation Regulations and Suspension 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, 9-17-74, 3-27-75. 

laws Governing Marine Inspection 13-1-651. 
Security of Vessels and Waterfront Facilities 15- 1- 74), 5-15-74 , 5-24-74, 8-15-74, 9-5-74, 9-9-74, 12-3-74, 

1-6-75, 1-29-75. 
Rules and Regulations for Passenger Vessels 15- 1-691. F.R. 10-29-69, 2-25-70, 4-30-70, 6-17-70, 10-31-70, 

12-30-70, 3-9-72, 7-18-72, 10-4-72, 10-14-72, 12- 21-72, 4-10-73, 8-1-73, 10-24-73, 12-5-73, 
3-18-74, 5-30-74, 6- 25- 74, 9-20-74, 1-15-75, 2-10-75. 

Rules and Regulations for Cargo and Miscellaneous Vessels 14- 1- 73). F.R. 6-28-73, 6- 29-73, 8-1-73, 10-24-73, 
3-18-74, 5-30- 74, 6- 25- 74, 1-15-75, 2-10-75. 

Rules and Regulations for Unin1pected Vessels 15-1-701. F.R. 1- 8- 73, 3-28-73, 1- 25-74, 3-7-74. 
Electrical Engineering Regulations 16- 1-711. F.R. 3-8-72, 3-9-72, 8-16-72, 8-24-73, 11-29-73. 
Rules and Regulations for Bulk Grain Cargoes IS-1-681. F.R. 12-4-69. 
Rules and Regulations for Manning of Vessels (12-1-73). 
Miscellaneous Electrical Equipment list 17-2- 73). 
Rules and Regulations for ArtiAclal Islands and Fixed Structures on tho Outer Continental Shelf 17- 1- 72). f .R. 7-8-72. 
Rules and Regulations for Small Passenger Vessels (Under 100 Gross Tons) (9-1-731. F.R. 1-25-74, 3- 18-74, 

9-20-74, 2-10- 75. 
Fire Fighting Manual for Tank Vessels 11-1- 741. 
Bridge-to-Bridge Radiotelephone Communications 112-1-721. 
Specimen Examinations for Uninspcclcd Towing Vessel Operators 110-1-741. 

CHANGES PUBLISHED DURING MARCH 1975 

The following have been modified by Federal Regislers: 
CG- 191 & 200, Federal Register of March 27, 1975. 

• Due to budget constrnlnts or mojor revis ion projects, p nhllcnllonA mnrkell with an aster isk ore out of print. Most of 
these pamphlets reprint portions of Ti t les 33 and 46. Code of Federal Regula tions. which are a volloble from the Superln· 
tendcut of Documents. Consul t your local Marine Inspection Oflice for Information on availabll1ty and p rices. 
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