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CHLORINE THREAT SAFELY 
REMOVED 

The Ohio River near Louisville, 
Kentucky has never been particularly 
kind to commercial water transporta
tion; during the early history of the 
area cargoes that were being barged 
on the river had to be offloaded and 
carried around the "Falls of the 
Ohio," a 40 foot drop over a rock 
shelf. Though this nuisance was cir
cumvented in the 1820's as the fast 
Lonisvillc and Portland Lock was 
built, strong currents, flood stage 
water levels, and shifting bars have 
made lhc approach to the lock an 
occasionally tricky maneuver. These 
natural forces and apparent personnel 
error combined on March 19, 1972 to 
force the M /V fames F. Hunter and 
its tow of nine barges aground on the 
head of Shippingport Island on the 
approach to the Louisville and Port
land Locks, which allow passage of 
the McAlpine Dam site. 

With that grounding began a 29 
day drama that was to test the in
genuit)", skill, and courage of dozens 
of individuals. The problem-salvage 
of one of the barges that had broken 
loose from the tow after the ground
ing. The complication-the barge, 
loaded with four tanks of liquid 
chlorine, was lodged in an open spill
way gate of the McAlpine Dam; if 
the barge broke loose from this pre
carious perch or failed structurally 
from the force of the current, the 
tanks would undoubtably rupture, al
lowing the chemical to assume its 
gaseous state. The yellow-green gas, 
if inhaled, causes violent inflamma
tion of the lungs ; prolonged exposure 
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can be fatal. If all four tanks on the 
barge were to rupture, a University 
of Louisville engineer calculated, a 
cloud of the deadly gas two miles long, 
one mile wide, and 1,000 feet high 
would be produced in the Louisville 
metropolitan area. Chlorine gas is 
heavier than air; once released it 
tends to hug the ground and there
fore would offer a very great and per
sistent hazard to surrounding popu
lation centers many miles away from 
its original release point. The follow
ing is a chronological account of the 
e\·ents that might have brought dis
aster and of the efforts of dedicated 
men who may have saved countless 
lives. 

March 19-Shortly after 5: 00 a.m. 
the M / V James F. H11nter proceed
ing down river with its tow of nine 
barges cleared the Clark Memorial 
Bridge and sounded one long blast to 
alert the attendant to open the Penn
sylvania Railroad Bridge across the 
Louisville and Portland canal. Re
ceiving no response from the bridge 
tender, the pilot of the Hunter backed 
his engines to slow and then to full 
for five to ten minutes. During this 
time the tow was being set away from 
the Kentucky shore, so the pilot 
stopped his engines to let the head of 
his tow drop down into the entrance 
of the lock. At a:bout 5: 20 a.rn., the 
tow drifted sideways in the unusually 
high current and the starboard lead 
barge (SSC 620) grounded on the 
southeast tip of Shippingport Island. 

Under normal conditions, the river 
current would be expected to carry 

a barge into the proper channel. How
ever, with waler pouring over the 
weirs, the outflow tended to carry the 
Hunter out of the channel toward the 
dam. 

Five barges, the SCC 620, EIDC 5, 
MV 6618, CHEM 80, and CBC 27, 
broke loose from the tow and each 
other after the grounding. As the 
bridge tender sounded the siren to 
attract attention, the current carried 
the Hunter and the remaining barges 
around the tip of the island to the 
northeast side. Although the Hunter 
retrieved the CH EM 80 and held it 
and the four other joined barges 
against the northeast side of Shipping
port Island, the four loose barges 
drifted free toward the dam and a 
drop of nearly 50 feet. 

One of five towboats responding to 
the alarm caught the M V 6618 but 
had to release it as the current proved 
too strong for its engines. The CBC 
27 was retrieved by the assisting boat~ 
and the EI DC 5 eventually landed 
against the esplanade of the Louisville 
Gas and Electric Company hydroelec
tric dam. It was successfulJy removed 
a week later. The freight barge MV 
6618, which was loaded with chrome 
ore, passed over the dam at the lower 
weirs, disappeared, and apparently 
sank in the pool beneath the dam. It 
ha!: not been located. 

The SSC 620 was lodged on Pier 
:\o. 2 of the McAlpinc Dam tainter 
gate structure and remained fL'Xed for 
approximately 7Y:z hours. (The mid
ships area rested against Pier No. 2 
and the stern rake rested against Pier 
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In this view of the McAlpinc Dam and locks area , Number 1 Indicates the eastern tip of Shippingport Island, a ga inst which the down
bound James F. Hunter and its tow of nine barges grounded. The vessel and tow were proceeding toward the McAlp inc locks (Number 21 when 
the unusually strong current sot them toward the Island. After the ground ing the fou r barges that had broken loose from the tow wore 
carried by the current to the dam site (Number 3) where the chlorine barge eventually came to rest in a spillway gate. 

l'\o. 3. ) At approximate!>' 1 :00 p.m. 
Lhe stem rake end lost its grip on 
Pier No. 3 and the barge pivoted on 
Pier No. 2 to come to rest in the spill
way of No. 2 gate. 

March 20- Flood conditions made 
access to the dam and the sec 620 
extremely difficult as the footwalk to 
the spillway structure was covered 
with water and driftwood. The Corps 
of Engineers and the Coast Guard 
immediately began to gather the 
forces necessary to safely recover this 
barge and its deadly cargo. All major 
salvage contractors on the Ohio River 
were called and technical aid regard-
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ing the cargo was requested of the 
chemical detachment at Fort Knox. 
The Chlorine I nstitute, an organiza
tion of firms familiar with the trans
portation and handling of this par
ticular chemical, was notified by the 
barge owners of the incident and sent 
experts to the scene. 

March 21- Coast Guard and 
Corps of Engineers personnel, salvage 
contractors, and hazardous materials 
experts met to discuss various salvage 
procedures. Though other barges 
lodged in a dam are usually removed 
by a process of "flushing through" by 
manipulation of the tainter gates, 

there was doubt that this barge could 
withstand such a "flushing" process 
forcing it through the gate. The risks 
were simply too high to a ttempt this 
solution. 

Discussion then centered on the 
procedures required to approach the 
barge and offload the c..a.rgo while it 
remained in the gate. In the opinion 
of most participants, approaching the 
barge at high water with unobstructed 
water flow through all four bays of 
the spillway structure-a highly dan
gerous maneuver-appeared to be the 
only way to insure that the era.ft 
would not become dislodged and pos-
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sibly break apart as it shot through the 
spi llw;iy. The meeting ended with a 
general agreement to ( I ) Serure the 
barge in its present position, (2) Off
load the cargo with the barge in posi
tion, (3) Remove the barge from the 
dam. 

J\ilarclt 22- General discussion in 
a scrond meeting emphasized the far.t 
that initial irnµact had destroyed most 
of the mid-section strength on one 
side of the barge. It therefore became 
imperative that the barge be secured 
to the dam structure. Calculations 
indicated that the force and direc
tion of the current were holding the 
barge in place, however, and that 
any major disruption of the waler 
f1ow might cause the barge to go 
crashing through the gate. The final 
consideration, offered by the rcpre
scnta.tives of the Chlorine Institute, 
was that the cargo could be offloaded 
only after a dry platform was pro
vided around the four valve domes 
!orated at the center of the barge. To 
accomplish this either the river level 
would have to be lowered or a shield
ing structure would have to be built 
around the center of the barge. 

In light of these somewhat conflict
ing considerations, various methods 
were proposed to secure the harge 
with the least effect on the present 
water f1ow. The dam itself was first 
examined as a means for securing 
the barge, but because the heavy 
equipment needed to fully utilize the 
structure could not be used while the 
river was in flood stage, it<; value re
mained minimal. A bulkhead lifting 
crane lor.atecl on top of ·the dam wa5 
considered as a means of support of 
the bar~e bow but was dismissed be
raused the load could not be fully 
supported by the crane only. 

A salvage contractor with a unique 
catamaran constructed of two surplus 
World War II PC hulls joined by a 
heavy cross beam offered to position 
his vessel such that a sling could be 
passed underneath the bow of the 
barge. By lifting the sling it w;is 
anticipated that the bow would be 
firmly supported. That means, to
gether with two other forms of longi-
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tudinal restraint, was considered safe 
enough to provide for effective off
loading of the cargo. Lashing the 
barge to the pier provided the most 
important means of insuring that any 
unplanned shift in water level or cur
rent would not dislodge the barge. A 
combination of ground tackle and 
" deadmen" (anchors buried on Ship
pin1:,rport Island ) ~vas also suggested 
as a form of longitudinal support. The 
function of this tackle would be to 
hold the barge in a fore and aft direc
tion to assist in restraining the barge 
from any tendency to wash through 
the weir. 

March 23-Contracts were signed 
and various pieces of equipment were 
hegi nning to move to the site. Be
cause the necessary heavy equipment 
to approach the barge was not avail
able lor.ally and time would be needed 
to transport it to the site, a round the 
clock warning watch was established 
to insure prompt notification of any 
change in the position of the barge. 
Transits were set up to detect any 
movement and a full radio communi
cation network assured that the Corps 
of Engineers and the Coast Guard 
would know immediately of any 
changes in position. RADM Owen W. 
Siler, Commander of the Second 
Coast Guard District, set up shop in 
Louisville to oversee the safety a5pects 
of the operation. 

March 24 through March 29-
Preparations were made for the ap
proach of the salvage contractor's 
catamaran. An empty chlorine barge 
for the transfer of sec 620's cargo 
was located and transported to the 
McAlpine Dam site. While piping 
contractors were laying piping across 
the dam, the first 3 of six deadmen 
(anchors) were buried on Shipping
port Island. These deadmen, esti
mated to sustain a load of 400 tons, 
were constructed by burying six 12" 
by 12" timbers 21 feet long under
ground and wrapping them with 6 
parts of l !/:z" wire. 

I t was during this preparatory pe
riod that more thorough research of 
the support characteristics of sec 
620 was conducted. According to the 

initial calculations based on the visible 
damage and the design characteristics, 
sec 620 should have broken in half 
from the strain of the current. Care
ful consideration of Lhe river currents 
became increasingly important as t."ic 
calculations demonstrated that the 
river current rather than the river 
level was the sole factor in the sta
bilization and support of the barge, 
much like a water ski being supported 
at high speeds. 

By March 28, however, it was 
realized that the tainter gates in Yfc
. \I pine Dam would have to be low
ered in order to keep the upper pool 
from dropping and thereby lowering 
the speed of the cunent. By care
fully controlling the water f1ow 
through the Markland Dam, 75 miles 
upriver, the Hydraulic Section of the 
Corps of Engineers was able to main
tain a relatively stable and constant 
current at the MrAlpine site. 

March 29-0n the basis of calcu
lations during the preparatory period, 
tainter Gate No. 4 of the McAJpinc 
Dam was lowered a foot at a time 
to allow close observation of the effect 
backwash eddies had on the barge. 

March 30-No. 3 gate, which was 
adjacent to the gate in which sec 
620 was lodged was lowered inch by 
inch. There was no noticeable effect 
upon the stability of the barge. 

April I- At 9 a.m. evacuation of 
4,800 persons in the immediate virin
ity of the dam site was begun. Volun
tary evacuation was recommended 
for 20,000 persons in the surrounding 
area as the most critical phase of the 
operation, the placement of the 
catamaran against the barge, began. 
Most residents returned to their 
homes late the next day. 

Though all the equipment was 
ready, No. 1 tainter gate had to be 
inserted into the surface stream of 
Gate No. 1 to slow the current 
to prevent the carrying away of 
mooring lines as the heavy equipment 
moved into position at the top of the 
spillway. 

Prior to moving the catamaran into 
position, several empty barges were 
placed in the "corner" to provide a 
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reasonably fixed guide against which 
the catamaran could bear during its 
movement. The catamaran had been 
inched forward all afternoon and wa~ 
almost in place as darkness fell on 
April 1. Though the maneuver had 
been planned to scale before the op
eration began, po~ible variations of 
1 or 2 degrees in the orientation of 
the barge produced an unknown of 
several feet, making visual placement 
imperative. The coming darkness re
quired securing the efforts for that 
evening. The catamaran was secured 
just 30 feet short of its goal and work
men made necessary adjustments in 
preparation for the next morning. 

April 2-0n Easter Sunday morn
ing at 1100, almost two weeks after 
the barge lodged in the dam, the 
catamaran was in p lace and the sling 
"secured under the bow of the 
barge." But the drama had not 
reached its climax; yet to be accom
plished was the offioading of the 
cargo. 

Chlorine requires special handling 
in order to protect the people around 
it. The only safe method was to push 
the liquid out of the tanks by pump
ing nitrogen gas in on top of it at 
approximately 200 psi. In order to 
effect the transfer from the damaged 
barge to a receiving barge near the 
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power plant, three lines of piping had 
to be carefully laid across the dam, 
two for chlorine and one for nitrogen. 

Even with this elaborate scheme, 
a high risk remained. As the cargo 
was offioaded, the barge might easily 
lift off the baffie· blocks and crash 
over the dam. Or the bow might be
come excessively buoyant as weight 
was removed from the bow tanks and 
might tear away in the heavy river 
current. Or still worse, the port side 
( the upstream side) might become 
lighter than the starboard side and 
allow the barge to roll. In order to 
prevent this, two saddles were fabri
cated, but one could not be placed 
due to the rushing current, and an
other alternative had to be con
sidered. This would entail placing 
structural iron work in Gate Bay 
No. 2, a very time consuming proce
dure. Because the time could not be 
afforded for such a maneuver, this 
alternative was also scrapped, and 
a decision was made to rely on side
ways moments to prevent overturn
ing. By starting the offloading from 
the starboard tank two hours before 
the port tank and maintaining this 
time lag throughout the operation it 
was hoped that the barge would not 
change its position. 

The bow of the barge was com-

The Louisville skyline is the backdrop for this photo of SCC 620. The primary concern of 
Civil Defense, Coast Guard, and Corps of Engineer personnel during the first few hours after 
the casualty was the safety of the people in the immediate a rea of McAlpine Dam. 
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pletcly unsupported except for the 
river current. If the stern tanks were 
unloaded first, this might cause a lift
ing of the stern which could cause the 
stern to free itself. Therefore, it was 
decided to offioad the bow tanks first, 
taking care to be sure that the star
board tank was always lighter than 
the port tank to prevent overturning. 
The remainder of Easter Sunday 
was devoted to installing splash 
shields. 

April 3- By late afternoon, chlo-
1;ne was flowing through the flexible 
stainless steel pipe between the barge 
and the dam. The cargo that threat
ened Louisville was slowly beginning 
to reach safe storage. Safety valve re
strictions in the liquid lines caused 
blockages to occur, however, and it 
was not until the next morning that 
the lines were cleared. 

April 4---Although full flow 
through the offloading lines was 
achieved, a priority problem arose on 
the afternoon and evening of 
April 4th. While the offioading of the 
bow tanks continued, it appeared that 
the stem tanks, having been noticed 
to be loose in their saddles, might be 
held down only by the 160 tons of 
cargo in each. I t was feared that they 
might at any time lift themselves out 
of their saddles and break free of the 
barge, causing an uncontrolled re
lease of a portion of the cargo. 

The work of securing the tanks had 
to be accomplished during the night. 
An idea for welding steel beams 
across the deck between the barge 
coamings amidships and bracing 
downward to the stern cargo tanks 
adjacent to the valve domes wa<; dis
carded. There were too many prob
lems in lifting, hauling, cutting and 
fitting steel beams by hand in the dark 
only a few feet from the active flexible 
stainless steel hoses which were still 
purging the remaining liquid in the 
bow tanks. 

Courage supplemented technology 
to solve the problem as a diver volun
teered to go under the waterfall into 
the flooded after hopper section and 
secure several turns of wire rope to 
the bottom saddle framing on the 
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port, starboard and centerline. This 
permitted 8 parts of l" wire rope to 
be drawn tight across the top of both 
stern tanks. Wedges were then driven 
under these wire ropes to make a 
simple but tight holddown arrange
ment which effectively prevented seri
ous movement in the upper forward 
ends of both stem tanks (midships on 
the barge.) 

April 5- Most of the chlorine in 
the bow tanks had been transferred 
to the second barge, and liquid off
loading of them was secured. 

Yet to be offloaded, however, were 
the stern tanks. Little difficulty was 
experienced in transferring the off
loading yokes from bow to stem and 
du1;ng the evening these tanks had 
also been emptied of much of their 
cargo. 

But this w:1S not all the chlorine. 
There still remained approximately 
100 tons in each of the stern tanks 
that could not be pushed off due to 
the combined factors of the angle of 
the barge as it sat on the spillway of 
the dam and the lack of a low pipe 
suction in the tanks. The liquid load
ing pipes were at the forward ends of 
the stem tanks under the valve 
domes. This end was higher than the 
stern end since the entire barge was 
trimmed at approximately 10- 12 
degrees. 

During discussions held during the 
early days of the operation many 
methods of emptying the remainder 
of the cargo were suggested. 

The remaining liquid could be al
lowed to "boil" off as gas, and then 
this chlorine gas could be removed by 
some safe process, but the proposal 
finally adopted as the safest overall 
approach was to construct a large 
tank right on the McAlpine Darn to 
"scrub" the chlorine by mixing it •vith 
caustic soda, thereby changing it 
chemically to bleach. The bleach 
could then be released into the fast 
moving waler and be effectively dis
sipated. 

April 6-Because the boil-off gas 
would flow at a maximum rate of 
approximately 1 ton per hour from 
each tank, the wreck would have to 
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Improvised but effective splash shields protected the hatch cover area of the barge from. 
the torrents of water that raced through the splllway while the offioading operations woro 
underway. The splash shields can be seen on ea ch side of the hatch cover area in this photo. 

be kept in position for another 8-10 
days. Observations of the barge dur
ing the preceding three days revealed 
many problems. The stem tank hold
down wires were not tight-the 
strength of the current made it im
possible to check the position of the 
barge relative to the sill-no instru
ments were handy for measuring the 
30-50 mph currents that flowed down 
the spillway-sagging developed 
when the bow became buoyant-a 
widening crack at the midships im
pact point caused some worry about 
the remaining strength for the for
ward end of the vessel. 

April 7-The lower pool started 
rising and continued to rise through
out the remainder of the operation. 

April 9-The upper Ohio began 
rising sharply. As it did, the lightened 
bow lifted up against the overhead 
beam of the catamaran. To avoid 
fracturing the barge, the catamaran 
was moved back releasing the sling, 
but retaining fore and aft control of 
the barge. It was even necessary to 
halt the cargo offioading process until 
it became apparent that the barge 
was still fixed in p lace and in no im
mediate danger due to the sudden 
change in river level. 

April JO-The gas valves were re
opened and the cargo was allowed to 
continue boiling off for the next five 
days. 

April 15- 0nly a small amount re
mained in each tank and the final 
removal would be very slow since only 
gaseous chlorine remained. With the 
river rising rapidly on both sides of 
the dam, a decision was made to 
secure the venting procedure and try 
to remove the barge from the dam. 

In order to float the barge free of 
the dam on its four empty cargo 
tanks, an upstream lead had to be 
used. During the previous week, three 
additional deadmcn anchors had been 
placed on Shippingport Island far
ther east than the original set. 

As the night crew was making final 
adjustments to the two-inch hawsers, 
the unexpected happened! The stern 
lifted and the barge broke clear of 
the darn and swung free. Rather than 
risk Jives in a hazardous attempt to 
pull out the barge during the night, 
it was secured afloat "on the bottles" 
in Cate Bay No. 2. 

April 16-The barge rode out the 
night. By using the two main falls on 
the deck of the catamaran, the barge 
was pulled free of the darn in three 
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A salvage contractor's catamaran constructed of two World War II patrol craft hull s foinod by a crossbeam provided both a stable 
wori<ing area and an important anchor for the chlorine barge. These pictures indicate how the unique craft was used to straddle SCC 620 
end hold it in place by means of a wire rope sling passed under the barge's bow. 

successive pulls of approximately 80 
feet each. ln the morning as soon as 
it was clear and moved alongside the 
-0ther barges, both hopper sections 
were dewalered easily and the re
maining wing compartments were 
secured. 

What had begun as a routine pas
sage had resulted in the complete loss 
of one barge, the near loss of two 
others, and the placement of four 
large tanks of chlorine in a position 
that threatened a city. 

Who was to blame? The Coast 
Guard Invcsligation determined that 
the pilot of the M / V James F. 
Hunter was at fault. His error in fail
ing to properly judge the effect of the 
out draft current in the approach to 
the canal resulted in his losing control 
<>f the tow in the cross current. In 
his preoccupation with trying to 
maneuver the tow, he did not realize 
that the bridge had opened. In any 
event, the pilot should have repeated 
his whistle signal (in accordance with 
33 CFR 117.555) if he had had 
doubts about the bridge opening in 
sufficient time. Even at this point, had 
he been uncerl.'ain as to the position 
of the bridge, he could have entered 
the canal and slopped the tow before 
reaching the bridge. 

. What else did the investigators 
discover? There was evidence of two 
additional violations of Federal regu
lations. The first was that contrary 
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to 46 CFR 31.15-5, there was neither 
a licensed officer nor ccrtificatod 
tankerman on board the towing ves
sel. Any time there is a tank barge in 
tow that is not required to be manned, 
there must be a licensed operator or 
certificated tankerman on board the 
towing vessel. The second possible 
violation was in the absence of a 
cargo information card or shipping 
papers (on board the towing vessel) 
for the chlorine and sulphuric acid 
barges. 46 CFR 151.45- 3 and 46 
CFR 151.45-7 clearly require the 
carriage of this information aboard 
any tows carrying these and certain 
other hazardous materials. 

What could be done to avert re
currence of such potential tragedy in 
the future? One recommenda tion 
was that the Coast Guard continue 
to support early enactment and im
plementation of legislation to require 
licensing of the persons in charge of 
navigation of towing vessels. Early 
this summer the President signed the 
Towing Vessel O perator Licensing 
Act into law. The Coast Guard pub
lished proposed regulations on Au
gust 11 , 1972, and has held regional 
public hearings to consider imple
mentation of the law. (See page 238 
for further details on this program) 
This will not automatically avert 
casualties of this sort, but it should 
insure that the personnel operating 
towing vessels have demonstrated the 

necessary knowledge for their jobs 
and also should provide the Coast 
Gt1::trd with a mechanism for disci
plinary action in those cases where a 
licensed operator has been found to 
be at fault. 

A second recommendation was 
that a radiotelephone be installed 
and used on the Pennsylvania R ail
road Bridge at mile 604.4 Ohio River. 
The Second Coast Guard District is 
considering this proposal under the 
provisions of 33 CFR 117.l ( e ) . 

The final recommendation was 
that the owner and master of the 
M/V James F. Hunter be cited for 
violation of 46 CFR 31.15-5 in that 
there was neither a certificated 
tankerman or a licensed operator on 
board the vessel. Violation cases are 
now pending. 

NOTE: The above casualty was investi
gated by a Coast Guard one-man formal 
board of investigation under the provi
sions of S3 CFR 136.07. "Chlorine barge 
salvage, McAlpine dam, Louisville, Ky., 
March 19- April 16, 1972" is the title 
of a paper by H. Boatman, U. S. Army 
Corps of Engineers, and W. A. Cleary, 
Chief, Hull Scientific Branch, Office of 
Merchant Marine Safety, U. S. Coast 
Guard Headquarters. That paper was 
presented at the 8th Annual meeting, 
Marine Technology Society in Septem
ber, 1972. I t is from the report of the 
board of investigation and the last men
tioned paper that the above article was 
written. The views presented are not to 
be construed by themselves as official or 
as reflecting the views of either the Coast 
Guard or the Army. d; 
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IMCO AND THE MARINE 
INDUSTRY1 

By Capt. L. W. Goddu, Chief, Planning and Special Projects Staff 
Office of Merchant Marine Safety 

U.S. Coast Guard 

Introduction 

ONE OF THE MOST STGNIFICAN'l' EVENTS in the history 
of maritime safety was the creation of the Intcrgoven;
mental Maritime Consultative Organization ( lMCO) . 
Established as one of the twelve specialized agencies of 
the United Nations, IMCO, as it is most commonly called, 
is the first world body solely concerned with the problems 
of intemalional maritime safety. Probably best known 
today for its initial role in conducting the 1960 Interna
tional Safety of Lik at Sea Conference, the relatively 
young organization has since assumed a variety of 
formidable project<;, all of which directly or indirectly 
affect the mariner. While the effects of IMCO aclion have 
already been felt by the world's maritime community, 
some of its past recommendations, present projects, and 
future hopes have escaped wide publicity. Considering 
I MCO's ever-increasing importance to shipping in general 
and to the mariner in paPticular, especially in regard to 
safety of life at sea, it seems both appropriate and timely 
to review the progress of this pertinent organization and 
its relationship to the United States. 

To begin ,~;th , the fom1ation of I MCO was not the 
result of an impulsive whim but the inevitable clima..x 
of numerous attempts aimed at setting common standards 
for international shipping. The expansion of seaborne 
commerce saw proportionate increases in international 
~trreement. Some of these agreements operated for a time 
and then vanished; others were merely transitory func
tions established during periods of need, such as in war
time. The need for some continuity of intergovernmental 
agreement was apparent to those who have studied th~ 
complexities of maritime activities. The solution to the 
problem appeared to be a permanent international mari
time organization. 

Creation 

The international convention calling for the establish
ment of IMCO was drawn up and opened for signature 
at a United Nations conference held in Geneva in 1948. 
This convention could not enter into the force until 
twenty-one states had become parties to it, including seven 
which had at least one million gross tons of shipping. It 
was not until 1958 when sufficient countries had ratified 

the convention t~at IMCO was finally brought into being. 
Seventy-two nauons are now members of this first inter
nationnt organization for maritime affairs. 

Historically, IMCO is the outgrowth of periodic inter
national maritime comrnitlees councils and organizations 
dealing with safety and econ~mics of the shippin,,. indus
try. While, prior to its establishment, it had been n~cessary 
for .nations to deal with such problems by special inter
national agreements. IMCO now offers a world forum 
meeting regularly to negotiate maritime problems on an 
international basis in view of their relative importance and 
urgency. I MCO, therefore, provides the catalyst by which 
the cooperative efforts of many maritime nations can be 
directed on a continuing basis to economic and technical 
maritime problems. 

Purpose 

. The purpose of TMCO is to achieve the highe5t prac
ticable standards of maritime safety and efficient navirr:i
tion by facilitating cooperation among govemments ~in 
technical maritime matters of all kinds affecting shipping. 
It has a special. responsibility for safety of life at sea. 
IMCO also provides for a wide exchange of information 
between nations on all technical maritime subjects. An
othe~ purpose o~ ~MCO is to discourage discriminatory, 
~nfair and restnct1ve practices affecting ships in interna
tional trade, so as to promote the freest possible avail
ability of shipping services to meet the needs of the ,,·orld 
for overseas transport. IMCO advises other United Na
tions agencies dealing wilh labor questions, lclecommu
nications, meteorology, oceanography, aviation, atomic 
energy and heal th. 

Functions 

The functions of IMCO are consultative and advisory. 
Tn addition to providing machinery for consultation and 
exchange of information between governments on ship
ping matters, it is responsible for convening international 
conventions or agreements on shipping questions. I t may 
consider and make recommendations upon any maritime 
subject submitted by it~ member states, by an organ of 
the United Nations family, or by any other international 
body. 

1 Copyright, Marine Technology, reprinted by permission of the Society of Naval Architects and Marine Engineers. 
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Composition 

IMCO is a specialized organization under the auspices 
of the United Nations, and resembles the parent oraan in 
• b 

its general setup. It is composed of four bodies, the As-
sembly, the Council, the Maritime Safety Committee, and 
the Secretariat (Fig. 1) . 

The Assembly is the main body of I MCO which must 
approve any action to be taken by the Organization. All 
member states, both large and small, and regardless of the 
size of their merchant fleet or of the amount of their 
interest in shipping matters, have an equal vote in the As
sembly. The Assembly regularly meets once every two 
years. 

The Council, which meets at least once a year, is pri
marily concerned with other than technical matters and 
acts for the Assembly when the latter is not meeting. 
There are 18 member states represented on the Council, 
elections being held every two years. The nations are 
elected to the Council under the following principles : six 
states with the largest interest in providing international 
shipping servic:es; six states with the largest interest in 
international seaborne trade; and six states not otherwise 
represented which have a special interest in maritime 
transport and navigation and which will provide geo
graphic distribution. 

The Maritime Safety Committee is the workhorse of 
the Organization and it handles all matters of a technical 
nature. Regular meetings of the Committee are held twice 
each year. There are a number of Subcommittees and 
Working Groups under the Maritime Safety Committee 
which may meet more often or may even be continually 
engaged. There are 16 member states on the Maritime 
Safety Committee who are elected by the Assembly for a 
term of four years: the first eight elected from the ten 
largest shipowning states, the next four elected to assure 
geographic representation, and the last four those not 
otherwise represented. 

To assist in its technical responsibilities, the Maritime 
Safety Committee established Subcommittees on such 
topics as subdivision and stability, carriage of dangerous 
goods, containers and cargoes, fire protection marine 
pollution, safety of fishing vessels, lifesaving appliances, 
radio ~om.munications, ship design and equipment, safety 
of navigation, and standards of training and watchkeeping. 

The Secretariat consists of a group of international civil 
servants who service the Orga11ization under the direction 
of the Secretary General. This is the office staff which 
keeps the Organization going on a daily basis and ar
ranges for the various meetings, and prepares the agenda 
and necessary working documents. The Secretariat may 
also be involved in special studies when so ordered by one 
of the other bodies of the Organization. 

I t will thus be seen that IMCO provides for its own set 
of checks and balances. The majority of the real work of 
the Organization is accomplished by the Maritime Safety 

230 

Committee and the Council. However, any final action 
must be approved by the Assembly where a ll member 
countries have a voice in the proceedings. 

IMCO derives its authority from it~ member states 
which have ratified the Convention, and it can only in
crease the level of maritime safety by agreement among 
those members. The work of its principal organs-the 
Assembly, the Council, the Maritime Safety Committee 
and the Secretariat-will often touch upon the work of 
other agencies in the United Nations family. IMCO, 
therefo1:e, maintains close contact with them, working 
on projects of mutual concern. A fonnal agreement 
exists wiLh the United Nations. IMCO also has a formal 
agreement with the International Labor Organization, 
'~hich has a particular interest in the employment condi
tions of seamen everywhere. Another body with which 
IMCO has an agreement is the International Atomic 
Energy Agency, whose program of work includes such 
items of interest as the application of atomic reactors to 
ship propulsion and the disposal of radioactive wastes 
from nuclear-powered ships. 

One of the big troubles with the earlier conventions 
w~s the .fact that they contained no usable machinery 
with which to make amendments. Consequently, when 
a parti:ular co?vention became outdated or inadequate, 
a new mternational conference would have to be called 
to draft a new convention. In the case of the SOLAS 
Conventions, new conferences had to be called in 1929, 
1948 and again in 1960. Inasmuch as there is generally 
a lapse of from six to ten years or more between the 
preliminary maneuvers leading to the calling of a new 
conference and the final coming into effect of the new 
conventi?n, it is easy to see that this procedure is far 
from satisfactory. Due to its responsibilities and Conven
tion drafting, IMCO will be able to amend conventions 
in the future so that the need for a new international con
ference will be restricted to major overhauls or other un
usual circumstances. 

As has been stated, IMCO evolved from an interna
tional concern over the safety of ships plying the waters 
of the world. We have just seen that one of its first func
tions was the conference which brought forth the Inter
national Convention for the Safety of Life at Sea, 1960. 
!MCO's concern with maritime safety did not stop there. 
f he efforts of the Intergovernmental Maritime Consul
tative o .rganization during the past years have been many 
and varied. A short discussion of several would seem to 
be the most effective means to highlight these activities. 
For illustrative purposes, I will discuss the International 
Conference on Load Lines, 1966, and actions taken with 
reference to fire safety, safety of navigation, marine pol
lution and cargo containers. 

Load Lin e Conference, 1966 

An International Conference on Load Lines convened 
by IMCO and attended by 60 countries, end~d on Ap-
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ril 5, 1966, with the signing of an agreement- the Inter
national Convention on Load Lines, 1966. To quote from 
the preamble to the Convention, the Conference was mo
tivated by a recognition that the "establisluncnt by inter
national agreement of minimum freeboards for ships en
gaged on international voyages constitutes a most im
portant contribution to the safety of life and property 
at sea." Prior to this time the Assembly of IMCO de
cided, at its third regular session in October 1963, that 
the O rganization should convene an international con
ference on load lines in the spring of 1966 in order to 
draft a new convention and thus bring the load line regu
lations into accord with the latest developments and 
techniques in ship construction. The U.S. delegation, 
headed by Admiral Roland, felt that the resultant Con
vention is one that will accomplish improvements in 
safety as well as in the economics of shipping. 

There was lengthy discussion on the relationship be
tween frecboards and subdivision and stability; and, as 
a result, the subdivision concept has been introduced into 
the assignment of frecboards for large ships. Large tank
ers and large ore carriers which meet the prescribed sub
division and other conditions will have their frecboards 
reduced about 10-15 percent. Large dry cargo ships hav
ing steel hatch covers will have their frecboards reduced 
about 10 percent. Such vessels having dogged-type hatch 
covers and complying with subdivision conditions may 
be permitted further freeboard reductions ·with a maxi
mum total reduction of 20-25 percent. On the other 
hand, the freeboards of small ships under 300 ft in 
length, when fitted with li ttle or no superstructure, will 
be slightly increased in order to improve the range of 
stability and other safety conditions. For small ships hav
ing wooden hatch covers, a further frecboard increase of 
about two inches applies. 

As compared with the 1930 Load Linc Convention, it 
is evident the new Convention will allow considerable 
reduction ip. freeboards for large ships. To reduce this to 
a practical example, a 700-ft tanker constructed in ac
cordance with the new Qonvention will be able to load 
sixteen inches deeper than previously. For a normal 
tanker of this size it will mean approximately 2400 ad
ditional tons of cargo. 

The 1966 Load Lines Convention came into force on 
July 29, 1968, which is twelve months after it was ac
cepted by at least fifteen countries, seven of which pos
ses~ not less than one million gross tons of shipping. To 
date fifty-nine countries, including the United States, 
have deposited their instruments of acceptance with 
IMCO. 

Fire safety 

The IMCO Assembly in November 1966 and October 
1967 adopted a series of amendments to the International 
Convention for the Safety of Life at Sea, 1960 dealing 
witli fire safety measures for existing and future passenger 
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ships. These amendments were occasioned by serious fire 
casualties in recent years to old passenger ships, such as 
the Lakonia, Yarmouth Castle, and Viking Princess. The 
new tire regulations provide higher standards for the fire 
safety of passenger ships, both already in service and to 
be built in the future. 

For those ships to be constructed in the future, the 
proposed amendments call for a single unified system em
bodying the concept of the maximum use of incombustible 
materials and appropriate use of automatic sprinkler and 
fire detection systems. The proposed new method permits 
two variations of construction. These variations may be 
summarized as: 

(a ) The subdivision of accommodation and service 
spaces by incombustible fire retarding divisions establish
ing a high degree of fire integrity, together with the 
installation of an automatic fire detection and fire alarm 
system. 

( b) The installation of an automatic sprinkler and 
fire detecting and fire alarm system, together with con
struction employing incombustible divisions which may 
have a lesser degree of fire integrity than that expressed 
above. 

These amendments will come into effect one year after 
acceptance by two-thirds of the contracting governments 
to the 1960 SOLAS Convention has been deposited with 
IMCO. At the present time sixteen countries, including 
the United States, have indicated their acceptance to 
IMCO. 

In addition IMCO has drawn up several recommenda
t ions and guidelines on fire test procedures for fire-resist
ing and fire-retarding bulkheads used on board ship, on 
deck coverings, and on evaluating the fire hazard proper
ties of materials. IMCO has also developed recommenda
tions and guidelines on fire safety of special types of 
vessels and craft, such as hydrofoil boats, air-cushion 
vehicles and offshore mobile drilling units. 

T he safety of ships carrying inflammable products and, 
in particular, petroleum products, is a matter of universal 
concern in view of the rapid increase in recent years in 
the size and tonnage of oil tankers. To improve the 
protection of tanker crews as well as port personnel from 
fire risk, IMCO is developing new requirements for struc
tural fire protection and fire extinguishing equipment for 
tankers which ~11 lead to amendments to the existing 
Safety Convention. 

Safety of navigation 

Considerable effort has been made to introduce meas
ures and policies designed to increase the safety of nagiva
tion. Among the most important arc those concerning 
the compulsory carriage of navigational equipment and 
the application on a voluntary basis of the principle of 
ships routing and separation of traffic at sea. 

Navigational equipment such a-; radar, echo sounders, 
gyrocompass and direction finders which have so far been 
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carried at the discretion of the owner or master will now 
be made mandatory •to ships above a certain size. 

Traffic separation schemes have been established in 
some 50 areas where there is dense or converging traffic 
with the object of reducing the number of ships meeting 
on opposite or nearly opposite courses, thus lessening 
the risk of collision. Detailed descriptions are included in 
national maritime publications, charts, etc. and a com
prehensive publication has been issued by IMCO. The 
subject is continuously under review, existing schemes arc 
updated or new ones introduced as necessary. 

In addition to these mea5ures a number of recom
mendations have been addressed lo governments concern
ing the provision of pilotage and port advisory services, 
electronic position-fixing equipment and identification 
lights for deep-draft ships in narrow channels, and other 
subjects concerning safety at sea as the need arises. 

An attempt is now being made to work out a first 
international set of performance specific.ations and test
ing procedures for radar, gyrocompasses and echo-sound
ing devices. 

An important study in hand is the preparatory work 
for revising the International Regulations for Preventing 
Collisions at Sea with a view to holding a Conference 
in 1972 for that purpose. This study includes, inter alia, 
measures for improving the efficiency of navigation lights 
and of sound signals. 

Marine pollution 

Another international problem that has captured the 
fancy of a variety of people is marine pollution. The 
International Convention for the Prevention of Pollution 
of the Seas by Oil drawn up by an international confer
ence held in London in 1954 came into force in July 
1958. Administered by IMCO since 1959, this Convention 
was reviewed in 1962 by a conference which adopted 
a number of amendments aimed at extending its scope 
and laying down more stringent provisions. These amend
ments came into force on June 28, 1967. The Conference 
also did much to encourage international cooperation 
with the view to preventing and controlling pollution 
of the sea by oil. Forty-two governments including the 
major maritime countries arc now parties to this 
Convention. 

In 1967, TMCO launched an 18-point program arising 
from the Torrey Canyon disaster covering both technical 
and legal aspects. The I MCO Assembly at its session in 
November 1968, which was especially convened to con
sider this progr<1.rn, approved measures designed to prevent 
the occurrence of similar incidents and to promote rapid 
and efficient action in dealing with them should they 
occur. They included recorrunendations to improve anti
pollution action at international and national levels and 
to reinforce the application of clauses of •the 1962 Oil 
Pollution Convention. IMCO has also decided to con
vene, in 1973, an international conference on marine 
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pollution for the purpose of preparing a suitable internn
tional agreement for placing restraints on the contamin:i.
tion of the sea, land and air by ships, vessels or other 
equipment operating in the marine environment. 

A major objective to be achieved by 1975, if this can 
be done, but certainly within this decade, is the complete 
elimination of the voluntary pollution of the seas by 0il 
as well as by other noxious substances. The United States 
has pushed this objective internationally through the 
aegis of IMCO. As a result of our efforts, along with 
considerable support by other major maritime nations, 
IMCO will now have this objective as its principle goal 
for the 1973 Conference. 

In preparation for this Conference, agreement has been 
reached to have nine studies underway at the same time. 
In each case the study will be led by an individual country 
with other countries furnishing information as they are 
able. IMCO now is moving forward on a nine-front basis 
rather than on the single-front basis as had been employed 
heretofore. \".'e hope that using this means will enable 
IMCO to produce a meaningful conference on marine 
pollution in 1973. The nine areas of study are as follows: 

1. Segregated ballast tanks. 
2. Dual-purpose tanks with means to isolate oil or 

noxious materials from waler. 
3. The retention of oil on board. 
4. Cleaning tanks for ballast prior to vessel sailing. 
5. Retention of dirty ballast on board for in-port 

disposal. 
6. Environmental and financial consequences of pol

lution from ships. 
7. Collection and disposal of ship-generated dry 

garbage. 
8. Ship-generated sewage treatment and holding 

systems. 
9. Pollution caused by the discharge of noxious sub

stances other than oil through normal operational proce
dures of ships engaged in bulk transport. 

At its October meeting, the IMCO Assembly adopted 
new vessel construction standards aimed at limiting the 
possible size of oil spills resulting from a tanker collision 
or grounding. Future tankers, built in accordance with 
new standards, will now have a limit of 30,000 cubic 
meters on the hypothetical maximum oil outilow resulting 
from a single incident involving grounding or collision. 
This applies to tankers up to about 420,000 tons dead
weight. The maximum permissible oil outflow then gradu
ally increases to 40,000 cu m at one million deadweight 
tons and levels off there. In addition, the proposed amend
ment limits the volume of a wing tank to 75 percent of the 
maximum outflow as set forth above. The size of a center 
lank will not be permitted to be bigger than 40,000 cu m. 

Scientific and technical means for preventing and con
trolling marine pollution arc under continuous review, 
including fonnulation of specifications for oily water sepa
rators and oil content meters for use on board ships and 

November 1972 

preparati 
ccrncd w: 
such spill 

Cargo c< 

Contai 
also been 
transport 
mittee in 
the gove1 
Safety Cc 
of IMCC 
tainers ir 
mittec or 
proposals 
developm 

Suhcor 
Containe: 
safety rec 
ate the 1 

inevitabil 
conventic 
dissimilar 
the objec 
that a cc 
proper re 
existing c 

A draf 
corru11itto 
sideration 
revised dr 
surface m 
basis with 
safety wa 
ECE mce 
considerec 
Conferenc 

As you 
subjects a 
question< 
ally becoo 
coordinate 

Coast G1. 

Althoui 
sponsibilit 
looks to ti 
partmcnt 
the traineo 
time safe1 
participat 
agreemen
represente 
bodies. It 
time Safe 
many of L 

Novembe 



preparation of a manual as a guide to governments con
cerned with developing contingency plans for dealing with 
such spillages. 

Cargo containers 

Containers and their carriage by sea or by ships have 
also been looked at by T\1CO. The question of container 
transport safety was raised at the Maritime Safety Com
mittee in 1968 in connection with a proposal submitted by 
the government of the United Kingdom. The Maritime 
Safety Commillee recognized that it was the responsibility 
of IMCO to deal with any safely concerns involving con
tainers in the marine mode and instructed its Subcom
millee on Containers and Cargoes to consolidate safety 
proposals in such form as to enable further work on the 
development of suitable international instruments. 

Subcommittee members disagreed as to the need for a 
Container Safety Convention. One view suggested that the 
safety record of container movements was such as to obvi
ate the need for a convention ; another indicated the 
inevitability of unilateral regulations should there be no 
convention. The Subcommittee felt that a plethora of 
dissimilar national regulations would be at variance with 
the objective of facil itating global traffic and concluded 
that a convention should be drafted which would give 
proper recognition to the construction characteristics of 
existing containers having proven safety records. 

A draft convention was prepared by lhe IMCO Sub
committee and was referred to EGE for additional con
sideration from the perspective of the land modes. A 
revised draft which appears to meet lhe safety needs of all 
surface modes and will allow continued use, on an equal 
basis with new equipment, of existing equipment of proven 
safety was developed during two recent Joint IMCO/ 
EGE meetings. After further refinement the draft will be 
considered as one of the agenda items for a diplomatic 
Conference on Containers scheduled for late 1972. 

As you can see IMCO is involved in a wide variety of 
subjects all dealing with the maritime indust1y. Now the 
yueslion arises as to how government and industry actu
ally become involved and how their thoughts and ideas are 
coordinated into activities ·with which I MCO is concerned. 

Coast Guard participation 

Although the Department of State has the prime re
sponsibility to establish U.S. positions on these problems, it 
looks to the U.S. Coast Guard, an agency under the De
parlrucnt of Transportation, as the organizalion having 
the trained personnel and technical knowledge of all mari
time ~afety activities to enable effective United States 
participation in an implementation of inlernational 
agreements in this specialized field. The Coast Guard is 
represented at most meetings of the various IMCO 
bodies. It heads the United States delegation to the Mari
time Safety Committee and furnishes representatives to 
many of the IMCO Subcommittees. 
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The purpose of Coast Guard participation in these 
organizations and conferences is twofold. First, they pro
vide a means of increasing U.S. knowledge, thus helping 
to keep the U.S. merchant marine at a high level. Second, 
it provides a means for influencing and improving the 
safety standards of other nations, thus reducing hazards 
to passengers, other shipping and ports, and also mini
mizing the unfair competitive impact of less expensive 
but unsafe maritime practices. 

Organization within the United States for handling 
lMCO matters 

As IMCO matters a.re of an international character, all 
official contacts between I MCO and the United States 
must be made through the Department of State. Each 
time there is to be an IMCO meeting, an agenda and 
explanatory documents for the meeting are sent to the 
Department of State. The Department of Stale is respon
sible for the preparation of a U.S. position for each agenda 
item and for sending a delegation to the meeting to put 
forward that position. A special interdepartmental com
mittee has been established pursuant to invitation issued 
by the Department of State to recommend, for most sub
ject-;, the U.S. positions and the makeup of the delegation. 
This is the Shipping Coordinating Committee ( SH C) . 
Another somewhat similar 1:,rroup is the U.S. National 
Committee for the Prevention of Pollution of the Seas 
by Oil. 
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Fig. 2 Flow diagram for internatlona1 
maritime s:ifety problems 

When IMCO matters reach the Department of State, 
they are transmitted to the SH C for consideration and a 
recommendation of the United States position. To assure 
that its decisions are taken after full consideration of the 
various viewpoints involved, the SHC is composed of rep
resentatives of all government agencies having an interest 
in these matters. The representative of the Department 
of State is the chairman. In addition, representative in
dustry organizations, including management and labor, 
are included in an advisory capacity. · 

In order to expedite action, standing committees have 
been established under the SHC to handle different types 
of problems. These are working groups geared for im
mediate action on any matters under their cognizance. 
One such group is the SOLAS Subcommittee (SSC) 
which handles technical IMCO matters relating to ma.ri
time safety. Other similar subcommittees handle ton
nage and maritime law problems. 

Restricting the problem to SSC matters, this Subcom
mittee is chaired by the Coast Guard and has as regular 
members other Government agencies and representative 
industry groups with general interest in such matters. 
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When a problem is received from the SHC this Sub
conunittee immediately considers it and returns a recom
mended solution to the SIIC, or to the Department of 
State when SSC meetings and clearances are deemed to 
have given all members and advisers with substantial in
terest an opportunity to present their views. 

If the problem is a complex one or one that could not 
readily be handled at a regular SSC meeting, it is referred 
to a working group of government and industry experts 
on the particular subject who study the problem and 
recommend a solution to the SSC. 

With regard to International Conferences, these are 
handled through the Department of State in a manner 
similar to IMCO matters. The matter will either be 
handled through existing groups such as the SHC or the 
SSC, or special working groups of government and in
dustry representatives may be established to recommend 
United States positions. 

Interaction between government and industry 

The questions now to be considered arc those regarding 
IMCO and its effect upon the maritime industry of the 
United States. Can industry influence IMCO decisions? 
By what procedures are IMCO decisions made binding 
upon industry? Can industry have a voice in these pro
cedures? Just what are an individual's allegiance and 
duty when he is involved in IMCO work? 

T he answers to these questions are not simple. They 
presuppose a knowledge of how items are processed 
through IMCO as well as an understanding of the or
ganization and procedures that the United States has 
developed to handle these matters. 

To begin with, industry, including management and 
labor can and does have an influence upon what ema-' . nates from IMCO. Anything relating to adopting, or 
amending, maritime safety regulations coming from the 
O rganization must be passed by the Assembly, and most 
ite;s require prior approval by the Council and the M ari
time Safety Committee (MSC). T he United States is 
represented on all three of these bodies, and accordingly, 
is able to present its position and discuss it at all stages. 
Let us take a typical technical item relating to maritime 
safety. This will have to be acted upon by all three IMC<? 
bodies, and it will be necessary for a United States posi
tion to be established before the item is brought before 
each body. In the establishment of each of these three 
·positions, industry will generally participate twice-once 
as a member of the SOLAS Subcommittee (SSC) and 
again at the Shipping Coordinating Committee (SHC) 
level unless the subject is purely technical and it can be 
assumed that all members and industry members are in
cluded in the United States Delegation to the Council 
and MSC meetings. T his general procedure is shown on 
the flow chart (Fig. 2) . In the case of International Con
ferences which may be held under the sponsorship of 
IMCO, the procedure may be slightly different but again 
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industry will participate in the formulation of the United 
States positions, and will generally be represented on the 
United States Delegation to the Conference. 

With regard to how an IMCO decision is made bind
ing upon the United States and the public in general, this 
depends to some extent upon the subject. To begin with, 
it should be clearly understood that IMCO decisions are 
not automatically binding upon the various governments, 
as IMCO recommends the decisions to the government 
for adoption. It is then up to the individual governments 
to decide if they want to adopt IMCO's recommended 
action. In this country, if the IMCO recommendation 
relalcs to an International Convention or an amendment 
to an International Convention, it would not be binding 
upon industry or the public until: 

(a) The Department of State recommends the sub
ject to the President. 

( b) The President ratifies the Convention, or amend
ment, with the advice and consent of the Senate, an in
strument of ratification is deposited, and the Convention 
or amendment, enters into force with respect to the 
United States pursuant to its terms. 

( c) Implementing legislation is passed ·(if needed) . 
(d) Regulations (if needed) are promulgated in the 

normal manner (in the case of Coast Guard Regulations 
this includes a public hearing) . 

If the IMCO recommendation did not relate to an 
International Convention, it would not be binding upon 
industry or the public until: 

(a) The Department of State refers the matter to the 
appropriate agency (in the case of a technical maritime 
safety matter, this would probably be the Coast Guard) . 

( b) Implementing legislation is passed (if needed) . 
(c) Regulations ( if needed) are promulgated in the 

normal manner (in the case of Coast Guard Regulations, 
this includes holding a public hearing). 

As industry has an opportunity to express itself before 
any of these steps arc taken, it is obvious that it has a 
voice in the procedures whereby IMCO recommenda
tions are accepted or rejected. 

From the foregoing, it will be seen that IMCO actions 
are not rushed into, but are considered and deliberate. 
In this country, industry and government work together 
as a team to promote the objectives of the United States. 

With regard to the last question as to the individual's 
allegiance and duties when involved in work pertinent to 
IMCO, this will depend upon the work in which the 
individual is engaged: 

(a) An individual from government or industry en
gaged in SHC activities including those of the SSC and 
other subcommittees and working groups under these sub
committees, attempts to conclude the particular project 
on which he is engaged in such a manner as to be in the 
best inte.-est of the United States. In accomplishing this, 
he views the project through the eyes of the organization 
which he represents. The Department of State considers 
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all views presented to it, through the SIIC mechanism or 
otherwise, before saying "this is the United States 
position." 

( b) An individual from government or industry who is 
a member of an official United States Delegation to an 
IMCO Assembly, Council or MSC meeting or an Inter
national Conference loses his identity both as an individ
ual and as a member of any particular organization. At 
the meeting he is no longer Mr. John Doe or a represent
ative of the Blank Organization, but he becomes a rep
resentative of the United States. In this capacity, he may 
speak and act only in accordance with the established 
United States position. The Department of State, acting 
for the President, and having the responsibility in the 
field of foreign relations, has the duty to establish such 
positions. 

( c) An individual from government or industry desig
nated by the Department of State as a United States 
expert to an IMCO Subcommittee or Working Group 
has been selected for his ability and intimate knowledge 
of a particular subject, and has been "loaned" to I MCO 
to assist in a preparatory project. IMCO Subcommittees 
are groups established by the MSC to give expert advice 
on specific maritime subject<>. On this assignment, the 
individual speaks for himself as an expert on the subject 
and can in no way commit the United States by word or 
deed. However, this individual should and must have a 
firm understanding of government and industry feeling 
of the ma.tter in question in order not to invalidate any 
established U.S. position. 

Procedure for processing an item through IMCO 

As I have stated previously, IMCO is comprised of the 
Assembly, the Council and the :Maritime Safety Commit
tee. These are the action and decision-making bodies of 
the Organization which meet at specified intervals and 
which decide within their respective scopes what recom
mendations to governments will be made by IMCO. In 
addition, there is the Secretariat, which is, in effect, the 
full -time office staff. 

With regard to processing an item through IMCO, 
there is an infinite number of types of problems and a 
similar number of variations or procedures. However, 
for this purpose, we will trace the action taken for a typi
cal technical question relating to maritime safety which is 
brought to the attention of IMCO. The problem would 
probably first be received by the Secretariat, who would 
place it on the agenda for the ncx't MSC meeting. The 
problems would be studied at the MSC meeting on the 
basis of the instructions given to the members of the 
MSC by the governments they represent, and comments 
or a recommended solution will be referred via the Coun
cil to the Assembly for approval. 

If the work involved in this study is outside the estab
lished work program of the Organization or is such that 
a great expenditure of unbudgeted funds will be neces-
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sary, the MSC would n01mally recommend to the As
sembly via the Council that the item be included in the 
Organization's Work Program and that funds be made 
available. Generally, Lhc MSC would not start work on 
the subject until the Assembly's approval wa:; received 
together with the necessary funds. 

In the event that the problem is of a complex nature, 
it might be convenient for the MSC to have a subcommit
tee established to make a preliminary study of the prob
lem before taking action. In this case, the various nations 
wishing to participate in the work appoint representatives 
to the subcommittee. These nations may include any 
nation belonging to the Organization and do not have to 
be members of the MSC. The Subcommittee would meet 
as necessary to study the problem and would submit the 
results of its study to the MSC for consideration. If ac
cepted, the results will be adopted by the MSC and be 
referred to the Assembly via the Council in the normal 
manner. 

The Council must transmit the MSC's comments or rec
ommendations unchanged to the Assembly. However, 
in so doing, the Council can send with the MSC's com
ments or recommendations its own recommendations rel
ative to acceptance or nonacceptance by the Assembly. 
The Council's recommendations presumably would relate 
budgeting, staffing, or policy considerations, and would 
not question the Marilin1c Safety Committee's conclusions 
on the technical aspects. 

T he Assembly considers the matter referred to it by the 
MSC together with the recommendations of the Council 
and either approves or disapproves the proposal. 

If the Assembly approves the item, it is recommended 
by IMCO to the member nations for adoption. 

The foregoing internal procedure for processing an item 
through IMCO can be expressed in the simplified flow 
diagram shown in Fig. 3. 

froblem I SECRETARIAT I 
~~-, -C-0~-UB-IT_TE_E _ _, 

8 
SECRETARIAT 

.Recommend& tions to 
Governments 

Fig. 3 Flow diagram of problems through IMCO 
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International Conventions are handled by IMCO in 
a different manner. H ere, the idea to hold a diplomatic 
conference may pass thro.ugh the steps previously men
tioned, but with regard to the conference itself IMCO 
merely makes the arrangements for it. This includes the 
send ing out of notices, arranging for the meeting, pre
paring the agenda and the necessary working papers, and 
providing translation and secretarial services. IMCO 
would assume depository functions as provided in the 
con\'ention as finally formulated, such as arranging for 
signatures, submitting authenticated copies to the Gov
ernments, and acting as depository for acceptance by the 
various governmenL5. IMCO will assume all other Bu
reau duties called for by the convention. In the case of 
the 1948 SOLAS Convention and the 1954 International 
Convention for the Pre,·ention of Pollution of the Seas 
by Oil, provisions were made in each Convention for 
IMCO to assume the Bureau duties when and if it can1c 
into being. For, as you recall, IMCO did not come into 
being until 1958. However, in the case of the 1930 Load 
Linc Convention, similar provisions were not made, as 
1J\1fCO was not in existence or contemplated at that time. 
Accordingly, the United Kingdom was designated the 
Bureau Power by the terms of the Convention. Even 
though an international conference was held in 1966 and 
a new international load line convention brought forth, 
the United Kingdom has no authority under the terms 
of the 1930 Load Line Convention to relinquish its 
l3ureau duties for that Convention to TMCO. 

A need for IMCO 

As can be seen, JMCO has maintained a very active 
schedule in fostering the tenets of its convention "to en
courage the general adoption of the highest practicable 
standards in matters concerning maritime safety and 
efficiency of navigation." It has been stated that "The 
ship is the prime instrument of this ceaseless movement 
around the globe. The ship carries both precious human 
lives and valuable cargo, and she represents a consider
able capital sum; seaworthiness and safety of navigation 
are therefore imperative. Safety of the ship and safely 
of navigation-these are the aims to which the Inter
governmental Maritime Consultative Organization is 
devoted." 

One may wonder why the United Stales is so inter
ested in IMCO. Whether we like it or not, we are in
volved in shipping matters on an international plane. 
We are in on the ground floor by having membership in 
lMCO not only on the Assembly, but on the Council 
and the Maritime Safety Committee as well. This is our 
opportunity to assure that the actions taken at IMCO 
are in our best interests . 

The various interested government agencies and indus
try groups have uniformly supported the need for mer
chant marine safety regulations. The D epartment of Stale 
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has highlighted the United States policy which has fav
ored high international maritime safety standards. To 
protect Amerir.<\n citi;r,ens traveling on foreign vessels, the 
United States has encouraged other governments to make 
their safety standards more nearly approach those of our 
country. This we can attain only through active partici
pation in IMCO. 

In the early days of IMCO, there were many doubts as 
to the success of the venture. The whole procedure for 
getting something through the Organization seemed too 

U.S. Coast Guard 
Academy Announces 

cumbersome. 'l'hcse thoughts appeared to be justified for 
a short time, as little in the nature of concrete achieve
ments was produced in the first few years. However, now 
that it has passed its organizational stages, it is concen
trating on the real problems. Accordingly, we hope to sec 
accomplishments in the near future which would have 
been just about impossible to achieve if IMCO was not 
in being. For thc:"se reasons there i~ quiet confidence that 
this is but a prologue to grcatc1· international maritime 
safety. ;f; 
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The U.S. Coast Guard Academy 
has announced that it is now accept
ing and processing applications for 
appointment a.~ Cadet, U .S. Coast 
Guard, Class of 1977. Appointments 
to t he Coast Guard Academy are 
tendered solely on the basis of an an
nual nationwide competition with 
no congressional appointments or 
geographical quotas. Applications 
for appointment must be submitted 
to the Director of Admissions, U.S. 
Coast Guard Academy, prior to 
15 December 1972, and candidates 
must arrange to participate in the 
prescribed College Entrance Exami
nation Board tests prior to or 
including the 2 December 1972 
administration. The competition for 
appointment as Cadet is based on 
the candidate's high school rank, 
his perfonnancc on the CEEB ( 1) 
Scholastic Aptitude T est, (2) English 
Composition Achievement Tests, and 
(3) either Level I or Level II 
Mathematics Achievement Test, and 
his leadership potential as demon
strated by his participation in high 
school extracurricular activities, com
munity affairs or part-lime employ
ment. Most successful candidates rank 
in the top quarter of their high school 
class and demonstrate proficiency in 
both the mathematical and applied 
srience fields. 

To qualify for the competition, an 
applicant must be unmarried and 
must have reached his 17th but NOT 
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A scene from the U.S. Coast Guard Academy. 

his 22nd birthday by July 1, 1973. 
The minimum educational require
ment is a high school diploma; how
ever, high school seniors assured of 
graduation by June 30, 1973 are eli
gible to compete provided they have 
at least 15 credits by that time. Ap
plicants must have completed three 
units in English, and three in mathe
matics including algebra and plane or 
coordinate geometry or their equiva
lents, and must fulfill the ba~ic phys
ical and moral requirements. 

Coast Guard cadet.~ obtain an ex
cellent undergraduate education at 
no personal cost and, in addition, re
ceive pay and allowances full y ade
quate to fulfill all their ordinary liv
ing expenses. The constantly updated 
Academy curricul um offers liberal 
arts, engineering, and professional 
subjects, with a choice of thirteen aca
demic options which include: general, 
ocean, marine, electrical, nuclear and 
civil engineering; mathematics; com
puter science; ocean science; physics; 
chemistry; history/ government; and 
economics/ management. These areas 
of academic interest, combined with 
the varied elective courses, establish 

a solid foundation for a challenging 
career. Graduates of the Academy are 
awarded a Bachelor of Science degree 
and are commissioned as Ensigns in 
the U.S. Coast Guard. Selected offi
cers may pw·suc further post-gradu
ate education and specialized train
ing in many leading civilian and mili
tary graduate or professional schools 
in such fields as aviation, business ad
ministration, electronics, engineering, 
law, naval architectw·e, and ocean
ography. 

Should you know of a young man 
who is interested in the above fields, 
plea.-;e inform him of this outstanding 
educational opportunity offered by 
the Coast Guard Academy. Any 
young man coming within the pre
scribed age limits who 'believes he 
meets the scholastic, physical, and 
character standards and is interested 
in a professional career as a Coast 
Guard officer is encouraged to make 
application. 

Applications and additional infor
mation ma.y be obtained by writing 
to: Director of Admissions, U .S. 
Coast Guard Academy, "ew London, 
Conn. 06320. ;!; 
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maritime sidelights 

Towboat Operator 
Licensing 

Are you the operator of a towboat 
somewhere on the navigable waters 
of the UniLcd States? An owner of a 
towboat? Or just someone who hopes 
to operate a tug someday? If your 
answer is yes to any of these questions, 
then the Coast Guard's recently pro
posed regulations to implement the 
T owing Vessel Licensing Act (Public 
Law 92- 339) should be of particular 
interest to you. As a matter of fact, 
you had 'better read the following very 
carefully. 

T he complete text of the Towing 
V cssel Licensing Act is reprinted on 
the opposite page. T owing is defined 
there as " pulling, pushing, or haul
ing alongside or any combination 
thereof." Towing uessel means "a 
commercial vessel engaged in or in
tended to engage in the service of 
towing which is twenty-six feet or 
more in length, measured from end to 
end over the deck, excluding sheer." 
Uninspected further limit~ the appli
cation of this statute to vessels not re
quired by law to have a valid certifi
cate of inspection. 

The law goes on to say that all tow
ing vessels as defined above must be 
under the direction of a licensed oper
ator and that that operator may not 
"work a vessel while underway or per
form other duties in excess of a total 
of twelve hours in any consecutive 
twenty-four hour period, except in 
case of emergency." Towing vessels 
of "less than two hundred gross tons 
engaged in a service or preparing or 
intending to immediately engage in 
a service to the offshore oil and min
eral exploitation industry, including 
construction for such industry, where 
the vessels involved would have as 
their ultimate destination or last point 
of departure offshore oil and mineral 
exploitation sites or equipment," are 
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specifically exempted from the appli
cation of the law. 

The Congress further directed the 
Secretary of Transportation (who in 
turn directed the Commandant of the 
Coast Guard ) to conduct a study 
"concerning the need for engineers on 
uninspected towing vessels and submit 
to the Congress a report on this 
study." A Study Group has been 
formed at Coast Guard Headquarters 
under the direction of Captain John 
Yager. Their task will be to determine 
if the presence of engineering person
nel on such vessels would improve 
their overall safety. Data will be 
galhered, surveys conducted and in
terviews scheduled so as to ensure a 
broad and comprehensive input to 
the analysis. All segments of the tow
ing industry will be offered the oppor
tunity of submitting their views. 
Interested persons should contact 
Capt. Yager at phone 202-426-2210 
for additional information. 

Finally, the statute provides that 
the law shall become effective six 
months after promulgation of final 
regulations. The Notice of Proposed 
Rule Making announcing the pro
posed rules appeared in the Au
gust 11, 1972, Federal Register. Com
ments are being accepted through 
October 31, 1972. Sometime after 
that date (hopefully in January, 
1973) , when all comments have been 
reviewed, the final regulations will be 
published in the Federal Register. It 
is from that date of publication and 
not August 11, 1972, or October 31, 
1972, that the new requirements will 
go into effect. 

Applicants will then have six 
months in which to apply for licenses. 
Once six months have elapsed, no un
licensed person may operate an un
inspcctcd towing vessel covered by the 
law on the navigable waters of the 
United States. The Coast Guard 
Marine Inspection Offices will make 
every possible effort to handle all 

applicants as swiftly as possible. T he 
Coast Guard believes that it is essen
tial not to disrupt the livelihood of 
the men and businesses in the industrf 
and will make every effort to insure 
that unnecessary inconvenience docs 
not result. 

Four regional public hearings have 
been conduclcd on the proposed reg
ulations in Seattle, ~ew York, St. 
Louis, and New Orleans during the 
month of September. In addition, 
numerous written comments have 
been received at Coast Guard Head
quarters. At the time of writing, the 
Marine Safety Council had not for
mally considered all the comments. 
For this reason, the text of the pro
posed rcgulaLions has not been in
cluded in this issue of the Proceedings. 
Instead, the proposal will be sum
marized and the final rules published 
in the issue of the Proceedings imme
diately following publication of the 
final rules in the Federal Register. It 
is important to emphasize that some 
of the statements made in the follow
ing paragraphs may be changed hy 
the Commandant following the 
Marine Safety Council review of the 
comments received. The provisions of 
the law, however, as outlined above, 
cannot be changed without Congres
sional action. 

The proposed regulations would 
create two operator's licenses : 

The first, an operator's license, 
would require an applicant: 

( 1 ) Lo be at least 21 years of 
age, 

(2) to have at least 3 years of 
experience, 

( 3) to pass a practical job 
oriented e.xamination covering a 
variety of subject~ ranging from 
R ules of the Road and navigation 
to firefighting and pollution, 

( 4) to meet the present Coast 
Guard medical standards for a ll 
applicants for original licenses. 
During the first year that these 
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rules become effective, the e"'Pcrience 
requirement could be satisfied with 
one year in charge of a towboat. In 
addition, the examination and medi
cal requirements would also be re
duced for applicants in this category. 

ited local area endorsement, the 
examination would be modified to 
cover only that area. 

( 5) to operate only when a holder 
of a license a~ operator of uninspected 
towing vessels or master, mate (except 
mate of inland steam or motor ves
sels) or pilot is on board that vessel. 

A second class operator's license 
would require an applicant: 

The holder of a second class 
operator's license would be issued an 
operator's license at such time as he 
meets all the necessary requirements 
insofar as age and total e"-'Perience. 

An applicant who meets all these 
requirements would be issued a license 
endorsed for use in one or more of 
the following geographical areas
inland waters, Western Rivers, Great 
Lakes, Oceans, Oceans not more than 
200 miles offshore, or a limited local 
area designated by the Officer in 
Charge, Marine Inspection. In the 
case of an applicant requesting a lim-

( 1 ) to be at least 19 years of age 
instead of 21, 

(2) to have at least 18 months' 
experience instead of 3 years, 

(3) to pass the same practical job 
oriented examination as would be re
quired of applicants for an operator's 
license, 

Questions on the proposed regula
tions or other matters relating to the 
Towing Vessel Licensing Act should 
be directed to U.S. Coast Guard 
Headquarters (GMVP /82), 400 Sev
enth Street SW., Washington, DC. 
20590. ~ 

( 4·) to meet the present Coast 
Guard medical standards for all appli
cants for original licenses, 

An Act 
To provide For the licensing of personnel on certain vessels. 

Be it enacted by the Senate and II ouse of R epresenta
tives of the United States of America in Congress as
sembled, That section 4427 of the Revised Statutes ( 46 
U.S.C. 405) is amended by inserting " (a) " immediately 
before the first word thereof and by adding a t the end 
thereof the following new subsection: 

"(b) ( 1) As used in this subsection-
" (A ) the term 'Secretary' means the Secretary 

of the department in which the Coast Guard is oper
ating; 

"(B) the term 'towing' means pulling, pushing, 
or hauling a longside or any combination thereof; 

" (C ) the term 'towing vessel' means a commer
cial vessel engaged in or intended to engage in the 
service of towing which is twenty-six feet or more 
in length, measured from end to end over the deck, 
excluding sheer; 

" (D) the term 'uninspccted' means not required 
by law to have a valid certificate of inspection is
sued by the Secretary. 

" (2) An uninspected towing vessel in order to assure 
safe navigation shall, while underway, be under the actual 
direction and control of a person licensed by the Secre
tary to operate in the particular geog~phic area and by 
type of vessel under regulations prescribed by him. A 
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person so licensed may not work a vessel while underway 
or perfo1m other duties in excess of a total of twelve 
hours in any consecutive twenty-four-hour period except 
in case of emergency. 

" ( 3) Paragraph 2 of this subsection shall not apply 
to towing vessels of less than two hundred gross tons en
gaged in a service or preparing or intending to immedi
ately engage in a service to the offshore oil and mineral 
eA-ploitation industry, including construction for such in
dustry, where the vessels involved would have as their 
ultimate destination or last point of departure offshore 
oil and mineral exploitation sites or equipment." 

SEc. 2. The Secretary of Transportation shall conduct 
a study concerning the need for engineers on uninspected 
towing vessels and shall submit to the Congress a report 
on this study, together with any legislative recommenda
tions not later than ten months after the enactment of 
this legislation. 

SF,c. 3. The amendments made by the first section of 
this Act shall become effective on January 1, 1972, or on 
the first day of the sixth month which begins after the 
month in which regulations are first issued under section 
4427 (b) (2) of the Revised Statules (as added by the 
first section of this Act), whichever date is later. 

Approved July 7, 1972 
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COAST GUARD RULEMAKING 
(Effective October 1, 1972) 

1971 PUBLIC HEARING 

PH 8-71 Specification: 
Sa. Lifeboat winches .......................... . 
Sb. Lifeboats .................... ...... ....... . 
Sc. Line-throwing appliances ................... . 
8d. T nflatable liferaCts ...•...................... 

PH 9-71 Fibrous glass-reinforced plastic construction of 
sma 11 pnsscnger vessels .. .. ......... .•.............. 
(Second Notice of Proposed Rulcmaking due to revi-
sions of original proposal) .. . ..................... . 

1972 PUBLIC HEARING 

Synthetic fiber rope for line-throwing appliance• (35-70, 
27-71) .................. ......... .... ......... . 

Tailshaft inspection and drawing (67-71 , +-71) ....... . 
Stability-wind heel criteria for cargo and miscellaneous 

VCS3CJs (43,- 71) ..... ........... , .... ,, ...... ,, .. ,, 
Definition of international voyage (12-70) ............ . 
Portable foam firefighting equipment-tank vessels (17-

71 ) .. ......................................... . 

Su:2J:3/it).~. ~· . ~·. ~~- ~: ~~~'.. ~~c.t~~ _r~: .c.~rr:~. ~~ . 
Visua.! acuity requiremen ts, original licenses (23-71 ) .... 

ANCHORAGE REGULATIONS 

Casco Bay, Maine ........•... . .. .................. 
Henderson Harbor, N.Y ............... . ........... . 
Puget Sound Arca, Wash. (CGFR 72-13) . . • .......... 
St. J ohn's River , Fla. (CGFR 71-1 62) ....... .. ...... . 
St. Marys River, Mich ............................ . 

San Francisco Bay Area (CGD 72-78) ............... . 

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

BOATING SAFETY (GENERAL) 

Defect notification (CGD 72-55) ...... ... ........... . 
Manufacturers requirements (CGD 72-60) ........ .. . . 
Numbering and casualty reporting (CGD 72- 54) ...... . 

BRIDGE REGULATIONS 

Bear Creek, Md. (CGFR 72-17) .................... . 
Black Water River, Fla. (CGD 72~7) ............... . 
Chattahoochee River (CGFR 71- 166) . ... ............ . 
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Coast Guard Rulemaking- Continued 

Sacramento River, Cal. (CGFR 71-165) ..... . .... .. . . 12- 29-71 
Saginaw River, Mich. (CGF R 72-18). .... ........ .... 2-2-72 
Union Pacific RR Co., Columbia River (CGFR 71-167). 12-29-71 

Carrabelle River, Fla ....... .... . ... . ... ....... .... . 
Fort C::iswell Bridge, N.C .. . . ......... .. ... . ....... . 
Marc Island, Cal ..... ......... .. ......... ... ..... . 
Ohio River at Huntington . .. ........ . .. ...... ..... . 
Ortega River, Fla ...... ....... .... ........ . ....... . 
Alabama River, Al:i. (CGD 72-159P) ......... ... .... . 
Clear Creek, Tex. (CGD 72-165P) .. .... . ... . . . .... . . 
New River, Fla. (CGD 72-l 70P) .......... . .. ... .... . 
Pompano Beach, Fla. (CGD 72-158P) .. . ... ....... .. . 
Portage River, Ohio (CGD 71- 6!)a) . . . . .......... ... . 
St. Lucie River, Fla. (CGD 72- 168P) .. .............. . 
West Palm Beach, Fla. (CGD 72-167P) . ...... . ...... . 
n ack Bay of Biloxi , Miss. (CG 72-173R) ...... .... . . . . 

Great Canal, Satell ite Beach, Brevard" County, F la. 
(CCD 72-175PH) ........ . . . ............. ... .... . 

Debbic-s Ci:eclc, Manasquan, N.J. (CGD 72- 138R) ..... . 
Danvers River, Mass. (CGD 72- 138R) .... .. ......... . 

Isthmus Slough, Oreg. (CGD 72-184R ) ........ ...... . 

Drawbridge Operations: 
Milwaukee, l\{enomonee, and Kinnickinnic Rivers, 

Wis: Correction (CGD 72- 191R C) .............. . 
AIWW, Mile 342, Fla.; Drawbridge Operations (CGD 

72-190P) ..................... . .. . ..... .. ...... . 

HAZARDOUS MATERIALS 

Cold compressed gases (CGF R 72- 10) . ......... ..... . 

Etiologic agents (CGFR 71-170) .. . .... .. ...... ..... . 
Radioactive materials (CGFR 71-62) ...... ......... . . 
Radioactive materials (OGFR 71- 136) ...... .. ..... •. . 
Radioactive materials packal{cs <CGD 72-91 ) ....... . . . 
Compressed Gas Cylinders (CGD 72- l 15PIT) . . .. ... . 
Dangerous Cargoes-Dichlorobutene (CGD 72-J62PH). 

El;~ai~>-~~e.~t~~~~:~.'~·~~c·u·t~. -~~~i~~ .. ~~~~ .. '.~~. 
Dangerous Cargoes-Phosphorus Pentasulfidc (CGD 

72-171PH) .... ... ....... . . .. ............ ....... . 
Dichlorobutcnc, Corrected, l".R. 9-20-72, Hazardous 

Cargoes (CGD 72- 162PH)t ... ................ .... . 
Regulations Governing Use of Dangerous Articles as 

Ships' Stores and Supplies on Board Vessels (CCD 
(71-12C) . .. ... . . . . .... . ....... . ............ . .. . 

Sodium Methylate Alcohol Mixtures; Correction (CGD 
71- 139CR) ... ... ... ......... .. .. ........ ...... . 

MARINE ENVIRONMENT AND SYST EMS 
(GENERAL) 
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Coast Guard Rulemaking-Continued 

MERCHANT ~1ARJNE SAFETY (GENERAL) 

Ruoyant devices, special purpose water safety (CGFR 
72- 5) .......... ...... ..... ... . ..... ........... . 

Documentation ports (CGFR 72-19) ................ . 
Fire extinguishers, marine type portable (CCFR 72-36). 
Incombustible materials (CGFR 72-47) ..... .... ..... . 
Oceanographic vessels, fire main systems (CCFR 72 20). 
Washroom and toilet facilities (CCFR 72--4 ) .......... . 
Water lights, floatin~ electric (CGFR 7248) ......... . . 
Great J.akes 11aritunc Academy, List as a Nautical 

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

mentation (CGD 72- 75P) ... .... ................. . 
Ship's Maneuvering Characteristics Data (CGD 72-
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9-13-72 

9-27-72 

10-16-72 
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1 Extension uf comment period and second public hearing. 
2 Corrected, F.R. of 9 20 72. 

NOTE:. T his table which will be continued in future issues of the P~oceedings 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 Rulemaking, and as rules will be recorded. Proposed 
changes which have not been placed formally before the public will not be included. 

A MENDMENTS TO REGULATIONS 

Title 33-NAVIGATION 
AND NAVIGABLE 

WATERS 
Chapter I-Coast Guard, 

Depa rtment of Tra nsportation 
[CGD 72-11 lR] 

PART 82- BOUNDARY LINES OF 
INLAN D WATERS 

Pollock Rip Entrance and Grea t 
Round Shoal Entrance, Mass. 

The purpose of this amendment to 
the regulations is to redefine the lines 
of demarcation for inland waters at 
Pollock Rip Entrance and Great 
Round Shoal Entrance, Mass., to 
hring them into conformance with 
recent changes in aids to navigation 
in the affected lo::ation. The amend-

242 

men t is based on a notice of proposed 
rulcmaking ( CGD 72 111 ) issued on 
July 11, 1972 (37 F.R. 13557) which 
dec;rribed the changes and solicited 
comments from interested persons. 
_ o comments were received. 

The amendment is adopted with
out change as set forth below. 

In consideration of the foregoing, 
Part 82 of Title 33 of the Code of 
Fed'!ral Regulations is a.mended by 
1 e' is!ng § 82 .15 to read as follows: 

§ 82. 15 Nantucket Sound, Vineyard Sound, 
Bun ards Bay, Narragansett Bay, Block 
Island Sound, and easterly ent ra nce to 
long Island Sound . 

(a ) A line drawn from Chatham 
Light to Pollock Rip Lighted Hom 
Buor " PR"; thence to Great Round 
Shoal Channel Entrance Lighted 

Whistle Buoy "GRS"; thence to 
Sankaty Head Light. 

( b} A line drawn from the 
westernmost extrcmily of Smith 
Point, Nantucket Island, to No Mans 
Land Lighted Whistle Buoy 2; 
thence to Gay Head Light; thence to 
illock Island Southeast Light; thence 
to Montauk Point Light on the 
easterly end of Long Island, N.Y. 

(Sec. 2, 28 Stat. 672, as amended, sec. 
6(b) ( I ), 80 Stat. 938; 33 U.S.C. 151, 19 
U.S.C. 1655(b), 49 CFR 1.46 (b)) 

Effective date: October 16, 1972. 

Dnted : August31, 1972. 

T. R. SARGENT, 

I ' ice Admiral, U.S. Goa.st Guard, 
Acting Commandant. 

( Federal Register of September 12, 1972) 
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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 arc 
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 Sunday, Monday, ana days following holi
days.) The date of each Coast Guard publication in the table below is indicated in parentheses follow
ing its title. The dates of the Federal Registers aITecting each publication are noted after the date 
of each edition. 

The Federal Register will be furnished by mail to subscribers, free of postage, for $2.50 per 
month or $25 per year, payable in advance. The charge for individual copies is 20 cents for each issue, 
or 20 cents for each group of pages as actually bound. Remit check or money order, made payable to 
the Superintendent of Documents, U.S. Government Printing Office, Washington, D.C. 204-02. Regu
lations for Dangerous Cargoes, 46 CFR 146 and 14 7 ( Subchapter N), dated January 1, 1972 arc now 
available from the Superintendent of Documents price: $3.75. 

CG No. TITLE OF PUBLICATION 

101 Specimen Exominotlon for Me"hont Morine Deck Officers (7-1-631. 
108 Rules ond Regulations for Military Explosives ond Hozordous Munitions (4-1-721. F.R. 7-21-72. 
11 5 Marine Engineering Regulations (7-1-701 FR. 12-30-70, 3-25-72, 7- 1 8-72. 
123 Rules ond Regulations for Tank Veuels (5-1-691 F,R. 10-29-69, 2-25-70, 6-17-70, 10-31 - 70, 12-30-70, 

3-8-72, 3-9-72, 6-14-72, 7-18-72. 
129 Proceedings of the Marine Safety Council !Monthly). 
169 Rules of the Rood-lntemationol-tnland (9-1-651. F.R. 12-8- 65, 12-22-65, 2-5-66, 3-15-66, 7-30-66, 8-2-66. 

9-12- 72,9-7-66, 10-22-66,5-11-67, 12- 23-67,6-4-68, 10-29-69, 11-29-69,4-3-71,3-15-72,6-21-72, 
6-28-72, 7-21-72, 9-12-72. 

172 Rules of tho Roaci-Greot lakes (9- 1- 661. F.R. 2-18-67, 7-4-69, 8-4-70, 3-15- 72, 6-2 1- 72, 6-28- 72. 
174 A Ma"ual for the Safe Handling of lnOammablo ond Combusliblo liquids (3-2-641. 
175 Manua( for lifeboatmen, Able Seamen, and Qualifled Members of Engine Department 13-1-651. 
176 load Line Regulations (2-1-711F.R.10-1-71. 
182 Specimen Examinations for Marchant Morine Engineer Licenses (7-1-631. 
1 84 Rules of the Raad- Western Rivers (9- 1-661. F.R. 9- 7-66, 2-1 8-67, 5-11-67, 12-23- 67, 6-4-68, 11-29-69, 

4-3-71,3-15-72,6-21-72,6-28-72,7- 7-71,7- 21 - 72. 
190 Equipment lists 18-1 -701. F.R. 8-15-70, 9-29-70, 9-24-71, 9-30-71, 10-7- 71, 10-14-71, 10-19-71, 10-30-71, 

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

191 Rules and Regulation' for licensing and Certification of Merchant Marine Personnel 16-1-721. 
200 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. 
2 20 Spocimen Examination Questions for licenses as Moster, Male, and Pilot of Central Western Rivers Vessels 14-1-571. 
227 lows Governing Marine Inspection (3- 1-651. 
239 Security of Vessels and Waterfront Facilities (5- 1- 6 BJ. F.R. 10-29-69, 5-1 5- 70, 9-11-70, 1-20-71, 4-1-71, 

8-24- 71, 2- 15-72. 
249 Marine Safety Council Public Hearing Agenda (Annuafl yl. 
256 Rules and Regulations for Panonger 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. 
257 Rules and Rogulatlons for Cargo and Miscellaneous Vessels (8-1-691. F.R. 10-29-69, 2-25-70, 4-22-70, 4-30-70, 

6-17-70, 10-31-70, 12-30-70, 9- 30-71, 3-9-72, 7-18-72. 
2 58 Rules and Regulations for Uninspected Vessels 15-1 - 70). 
259 Electrical Engineering Regulatlons (6-1-71 I. F.R. 3-8-72, 3-9-72, 8-16- 72. 
266 Rules and Regulations for Bulk Grain Cargoes 15-1-681. F.R. 12-4- 69. 
268 Rules and Regulations for Manning of Vessels (10-1-71 I. F.R. 1-13-72 
293 Mlscellaneous Electrical Equipment List 19-3-681. 
320 Rules and Regulations for Artillcial Islands and Fixed Structures on the Outer Continenta l Shelf 17-1-721. F.R. 7-8-72. 
323 Rules and Regulations for Small Passenger Vessels (Under 100 Gross Tons) Cl 2-1 - 711. F.R. 3-8-72, 3-25-72, 6-24-72, 

7-18-72. 
329 Fire Fighting Manual for Tank Veuels (7-1-681. 

CHANGES PUBLISHED DURING SEPTEMBER 1972 

The following have been modified by Federal Registers: 

CC- 190, Federal Register of September 14, 1972. 
CC- 169, Federal Register of September 12, 1972. 
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