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INTRODUCT ION

Title II of the Ports and Waterways Safety Act of 1972, which amended
the Tank Vessel Act (46 U.S.C. 39la), states in Section 201(7) (A) :
"The Secretary shall begin publication as soon as practicable
of proposed rules and regulations setting forth minimum standards of
design, construction, alteration, and repair of the vessels to which this
section applies for the purpose of protecting the marine enviromment.
Such rules and regulations shall, to the extent possible, include but not
be limited to standards to improve vessel maneuvering and stopping ability
and otherwise reduce the possibility of collision, grounding, or other
accident, to reduce cargo loss following collision, grounding, or other
accident, and to reduce damage to the marine environment by normal vessel
operations such as ballasting and deballasting, cargo handling, and other
activities."
Section 203 of the Act requires an annual report to Congress. Section
203 states:
"Sec. 203. The Secretary of the Department in which the Coast
Guard is operating shall, for a period of ten years following the enact-

ment of this title, make a report to the Congress at the beginning of

‘each regular session, regarding his activities under this title. Such

report shall include but not be limited to (A) a description of the rules
and regulations prescribed by the Secretary (i) to improve vessel maneuver-
ing and stopping ability and otherwise reduce the risks of collisions,
groundings, and other accidents, (1i) to reduce cargc loss in the event

of collision, groundings, and other accidents, and (iii) to reduce damage
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to the marine environment from the normal operation of the vessels to
which this title applies, (B) the progress made with respect to the
adoption of international standards for the design, construction, altera-
tion, and repair of vessels to which this title applies for protection of
the marine enviromment, and (C) to the extent that the Secretary finds
standards with respect to the design, construction, alteration, and
xepair of vessels for the purposes set forth in (A) (i), (ii), or (iii)
above not possible, an explanation of the reasons therefor."

This is the fourth report being submitted pursuant to Section 203

of the Act.
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EXECUTIVE SUMMARY

Congress, by means of Title II of the Ports and Waterways Safety Act
of 1972, directed that rules be developed in three areas:

l. Standards to improve vessel maneuvering and stopping ability
and otherwise reduce the possibility of collision, grounding
or other accident.

2. Standards to reduce cargo loss following collision, ground-
ing or other accident.

3. Standards to reduce damage to the marine enviromment by
normal vessel operations such as ballasting and deballast-
ing, cargo handling and other activities.

It has not been possible for the Coast Guard to develop rules compre-
hensively covering all of the problems in the time period since the Ports
and Waterways Safety Act became law. The rules for tank vessels in domestic
trade, constituting a first step toward fhe body of rules and regulations
that will ultimately be required to fully implement the Act, concentrate
primarily on the third area listed above and also contain same significant
measures affecting the second area. There are two reasons for this emphasis:
operational pollution accounts for 80 percent of the 0il inputs to the oceans
from tankers, and international standards which will greatly reduce opera-
tional pollution, as well as contribute significantly to the reduction of
accidental oil outflows, have been elaborated and proposed for worldwide
adoption in the 1973 International Convention for the Prevention of Pollution

from Ships.
The problem of reducing the risk of collisions, groundings, or other

accidents to tank vessels in our ports, waterways, and coastal waters is a




more complex problem than either the Coast Guard or the Congress antici-
pated when the Ports and Waterways Safety Act of 1972 was enacted. Like
wrany other complex problems the number of factors involved and their
interrelationsh. ps make human intuition a poor tool for determining what
solutions are appropriate. The Coast Guard is attempting to collect the
necessary knowledge as rapidly as our abilities and resources will permit;
at the same time we are proceeding with regulations and other corrective
measures which are appropriate and justifiable. Moreover, we are beginning
to realize the results of our efforts to develop a management information
system responsive to our mandate in Title II as well as an improvement in
the casualty investigation - casualty analysis role in pinpeinting the

failures in the human-vessel design/maintenance error areas.
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REPORT TO CONGRESS

A. Description of the rules and regulations prescribed by the Secretary.

i. Rules to improve vessel maneuvering and stopping abilily and other-
wise reduce the risks of collisions, groundings, and other accidents.

Prior to reviewing Coast Guard efforts to fulfill the mandate of this
requirement of the Act, it is appropriate to ask, "What was envisioned at
the time the requirement was written?"

It is apparent from the wording used in the Act and in the Senate
Report on the Act (reference 1) that the drafters envisioned that the
Coast Guard would issue regulations requiring certain design and equip-
ment changes to tank vessels which would improve their maneuvering and
stopping ability and thus reduce accidents. Minimum standards for required
maneuvering and stopping ability would also be set by the Coast Guard.

For example, the Senate Report states the committee's hearing indi-

cated "that tremendous increases in sizes of tankers have substantially
reduced the ability of these vessels to maneuver, thus avoiding collisions,
groundings and other accidents." 3 The report concludes "much more needs
to be done" in the area of improving maneuverability of tankers and dis-
cusses a recommendation that lateral thrusters be required to provide

side force to assist in docking and maneuvering.z/ The report states:

1/ senate Report, page 18.

2/ Senate Report, page 19.




"Standards in this category might include minimum propulsion
and particularly reverse propulsion requirements, bow thrusters or
lateral thrusters, water resistance flaps, or standards might be stated
in terms of performance requirements for maneuverability, crash stop

ability and directional control ability." ¥

Assumptions implicit in the Act

There are several key assumptions implicit in this view of the
problem:

. The lack of improved stopping and maneuvering ability
was resulting in tanker accidents.

. Equipment and design changes could be made which would
significantly improve the maneuvering and stopping ability of large
tankers.

+ Minimum standards for the required maneuvering and stopping
ability could be set in a fashion so tankers would be required to achieve
same minimum standard which would reduce accident risks to an acceptable
level.

. Improved maneuvering and stopping ability would result in
fewer accidents.

. Fewer accidents would mean less pollution and less damage

to the marine environment.

3/ Senate Report, page 28.
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The Coast Guard participated in the hearings leading to passage of
the Ports and Waterways Safety Act and provided information on problems
associated with the tanker oil pollution problem. Lacking sufficient data
in a form to contest (or verify) the assumptions outlined above, the Coast
Guard did not challenge their validity nor the inference that standards for
improved maneuvering and stopping ability were feasible and needed. The
Coast Guard believed that such standards could possibly be effective in
contributing both to safety and the protection of the marine environment,
and that regulations that were practicable in terms of cost and technical
feasibility could be developed.

Upon further reflection, it appears that these assumptions are incorrect
in several respects. It is important to carefully examine several of the
assumptions implicit in the Ports and Waterways Safety Act's mandate regard-

ing improved maneuvering and stopping ability.

Assumption: The lack of improved stopping and maneuvering ability results
in tanker accidents, and the corollary, improved maneuvering and stopping

ability would result in fewer accidents.

Discussion: Results of all the casualty analysis work carried out by the

Coast Guard and others to date fail to support this assumption.

One indication of a need to improve large tank vessel maneuverability
would be if accident data indicated that large tankers were experiencing
collision, ramming and grounding accidents at a rate greater than smaller
vessels. Intuitive feeling is that large tankers might perhaps have a
higher accident rate. However, this intuitive feeling is not supported by

accident information. Worldwide accident figures (reference 4) indicate




that during the period 1969-1973, tankers over 150,000 DWT were involved
in collisions, rammings, and groundings at the rate of 0.0465 involve-
ments per ship year. (This means that based on the past five years of
accident data, one could expect 4.65 percent of those tankers greater
than 150,000 DWT to have a collision, a ramming, or a grounding each
year.) The average frequency for all tankers greater than 3,000 DWT is
0.0958. The group of tankers having the highest frequency of accidents
are those in the 20,000-40,000 DWT range where their frequency is 0.1265.
Another indication of a need to improve large tank vessels' maneuver-
ability would be the determination that inadequate maneuverability was a
major contributing factor in these accidents. To examine for this, Coast
Guard casualty information for years 1972 through 1974, worldwide, was
sorted by the recorded cause of the accident. These results showed that
there were 1206 vessels greater than 10,000 gross tons involved in collision,
ramming, and grounding accidents. Of these 1206, only 80 accidents (or 6.6
percent) could be attributed to inadequate vessel maneuverability, and most
of these were the result of a breakdown of the installed propulsion and
maneuvering system. In addition to sorting all casualties by cause, indi-
vidual accident records have been reviewed to see if the maneuvering design
of the ships involved was inadequate. Results of the sorting by cause and
individual accident investigations show that more than 65 percent of the
accidents were caused in whole, or in part, by "inadequate human perfor-
mance." Only 6 percent were attributed to inadequate vessel maneuvering
capabilities. These percentages do not change appreciably with vessel

size.
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Thus none of the casualty analyses conducted to date demonstrate a

definite, pressing need for improved maneuverability of large tankships.

Assumption: Equipment and design changes can be made which will signifi-

cantly improve the maneuvering and stopping ability of large tankers.

Discussion: The turning, course changing, and course keeping of tankers
are generally considered to be satisfactory (except, perhaps, for low

speed turning ability). All of the measures commonly suggested are
intended to improve stopping or low speed turning ability. Because of

the physics of the situation, however, none of the possible design or
equipment features can be expected to improve the stopping ability of

large tankships by more than 30 percent. The fact is that, because of
their mass and the braking forces available, large tankers cannot be made
to maneuver as readily as smaller ships. Specific features and the improve-
ments they make possible are discussed in reference 2, U.S. Coast Guard,
Final Environmental Impact Statement, Regulations for Tank Vessels Engaged
in the Carriage of Oil in Domestic Trade; Protection of the Marine Environ-

ment, 15 August 1975, (pages 63-71).

Assumption: Minimum standards for required maneuvering and stopping ability
can be set by the Coast Guard so tankers are forced to perform to same

minimum standard which will reduce accident risks to an acceptable level.
Discussion: Two questions arise in carrying out these instructions:

What is "acceptable risk" and how does one define it, and what is the
relationship between tanker maneuverability and risk of collision or

grounding?




Various efforts are underway, both within the Coast Guard Com-
mercial Vessel Safety R&D Program and elsewhere, to gain better under-
standing and methods of dealing with pubiic risk resulting from various
activities (nuclear power plants, transportation of hazardous chemicals,
utilization of SST aircraft, and application of other technologies).

But this is still a developing field and evaluations are still largely
subjective - "Is the risk of (such _and such) tolerable?"” Reaching
a consensus of the parties being subjected to the risk is a significant
problem when many people are concerned and the process of assessing the
risk is complex.

A second problem is that of determining how tanker maneuverability
affects risk of collision or grounding. It is clear that maneuverability

is only one facet of the larger question of controllability and maneuver=-

ability standards must be viewed in that context. It is apparent then that

minimum maneuverability design standards necessary to insure safe naviga-
tion will vary for the same ship from port to port and even within the
same port area during varying weather and tidal conditions. What the
Coast Guard must be able to do is: (1) identify those parameters of
vessel movement which accurately measure its total controllability;

(2) evaluate those parameters against the acceptable level of risk for
that particular harbor or waterway and weather conditions; and then

(3) determine if additional precautions, such as tugs, should be required.
In using such an approach, the Coast Guard will consider offering the
prospective ship owner incentives to incorporate those individual added

design features which he feels are to his economic advantage, while at

10
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the same time allowing him flexibility in evaluating the economic trade-
off of vessel design. For example, if when transiting a particular
bridge under certain wind and current conditions, a tanker equipped
with the conventional maneuvering systems, is by a Coast Guard regula-
tion required to wait at anchor and thus delay its arrival, or alterna-
tively hire tugs, and if the same tanker would have been allowed to
transit the bridge had she been equipped with thrusters, the lost
revenue accruing from the delay and increased ship, operating, and

crew expenses, and possibly tug costs, may cause the tanker owner to
install thrusters on similar designs in order to achieve an economic
benefit. Another beneficial feature of this incentive approach is that
it can be applied to existing vessels, both foreign and domestic.

The importance the Coast Guard places on this broader view of ves-
sel controllability and the role vessel maneuverability, the enviromment,
geographic location, and the human element play in it were discussed at
some length in last year's report to Congress. /4

The assumptions also indicate a lack of appreciation of the importance
of the human aspects of the problem. There is no mention in the Act, for
example, of the role training or improved personnel qualifications or
improved watchstanding procedures might play in reducing accidents. The
concentration is primarily on equipment or ship design solutions. Although

there was much discussion in the Senate Report and elsewhere about a

4/ U.S. Coast Guard, "A Report to Congress, Activities Relating to Title II
Ports and Waterways Safety Act of 1972,” January 1975, page 3-4 and 32-34.

11




“"gsystems approach," it was a limited "system," involving only improvement
of vessel traffic control and the vessels themselves. (See pages 13 and 14
of the Senate Report.)

It is now evident that factors in all the following categories must be

considered:
Human Cargo
Equipment Pathway
Envirommental

The problem of collisions, rammings, and groundings cannot be effectively
solved by concentrating on only one of these areas. We must understand
as many of the factors as we can and the interrelationships between them.

Using this systematic approach, the Coast Guard has issued regulations

aimed at reducing collisions and groundings (1) where it was apparent regula-

tions were needed, (2) where it appeared that such regulations would be
effective in reducing accidents, and (3) where the remedial measures were
considered practicable in terms of cost and technical feasibility.

Final requlations requiring information on the individual maneuver-
ing and stopping characteristics of ships over 1,600 gross tons (not just
tankships) be posted in the vessel's pilothouse were published in the

January 15, 1975, Federal Register (40 FR 2689-2690). An area of inquiry

concerning efforts to improve human performance in piloting large tankers
concerns the information that a vessel's pilot or master needs to have to
safely direct a vessel's movements. This rulemaking represents one step
in improving the information available.

A notice of proposed rulemaking requiring U.S. vessels of 1,600 gross

tons and over in ocean and coastwise service to be fitted with radar, radio

12
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direction finder, gyro campass and echo sounding equipment was published

in the September 16, 1975, Federal Register (40 FR 42751-54). These rules

also specify conditions of vessel operation while under control of an auto-
matic pilot and establish requirements for adequate and up-to-date charts,
sailing directions, lists of lights, notices to mariners, tide time tables,
and other nautical publications necessary for the intended voyage.

One thing apparent from a review of accident reports is that insuring
adequate performance is most important in avoiding tanker accidents. While
much remains to be learned about why humans sometimes fail to perform ade-
quately and about the interrelationships between man and the other system
components, the Coast Guard has concluded that it is important to act now
on what has been learned in an attempt to bring about improved human per-
formance. An advance notice of proposed rulemaking entitled "Marine Traffic
Requirements" was therefore published (along with the proposed regulations
for tank vessels in domestic trade) on June 28, 1974. The notice indicated
that the Coast Guard was considering requirements for improved operating
practices and mandatory navigation equipment, and solicited comment from
the public. Requirements for some of the items in the June 28, 1974,
advance notice are contained in the September 16, 1975, notice of proposed
rulemaking described above. Further improvement in safe vessel navigation
is specifically being sought in the forthcoming promulgation by the Coast
Guard of proposed regulations addressing additional equipment requirements,
crew performance standards, and important aspects of vessel operation. The
concept of restricting or controlling vessel traffic locally by the Coast
Guard Captain of the Port during periods of limited visibility, for example,

will be further developed. Additionally, it is intended that the Captains

"of the Port, under broadly defined ground rules, will require the presence

13




of towboat assistance to particular vessels in areas of hazardous navigational

conditions. An important aspect of these requirements will be their applica-
bility to both U.S. and foreign flag vessels. Ongoing and future efforts
toward understanding and reducing factors contributing to accidents are
discussed in Part B of this Report.

ii. To reduce cargo loss in the event of collision, grounding, and

other accidents.

on October 14, 1975, the Coast Guard published rules and regulations
for the protection of the marine enviromment; Tank Vessels Carrying Oil in
Domestic Trade (40 FR 48280-48287). These rules are contained in Appendix I
of this Report.

Section 157.19 - Cargo tank arrangement and size and Section 157.21 -
Subdivision and stability are intended to reduce cargo loss in the event
of accidents. The purpose of Section 157.19 is to reduce the outflow of
oil froﬁ damaged tanks by limiting the size of the tanks and from damaged
piping by making requirements of piping arrangement. The purpose of Section
157.21 is to reduce the loss of cargo by reducing the probability of total
vessel loss from a collision or grounding accident. This is accomplished
by assuring that the vessel has sufficient reserve buoyancy and stability
to survive the severe side and bottom damage which may be expected to occur
during collision or grounding accidents.

On October 14, 1975, the Coast Guard published proposed rulemaking
(40 FR 48289-48290) concerning a standard for the distribution of the
uéroqat.d ballast tankage which is required by 33 CFR 157.09. This pro-
posed rulemaking is contained in Appendix I of this Report. The purpose
of the proposed standard is to distribute the segregated ballast tanks
adjacent to the sides and bottam of the vessel in order to provide a degree

14
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of protection against loss of cargo due to collision or grounding accidents
and still give the designer flexibility in optimizing the vessel design.

There are a large number of variables involved in designing a complex
mechanism like a tank vessel. The designer in making decisions among con-
flicting variables is forced to seek an optimum rather than a maximum value
for each variable. The distribution of segregated ballast cannot be dictated
solely by envirommental protection considerations. Longitudinal strength,
damaged stability, safety with respect to fire and explosions, personnel
safety and fostering of sound operating practice, as well as the mitigation
of oil outflow must also be taken into account.

The standard as proposed does require that the segregated ballast
tanks be adjacent to the sides and bottom and has a distribution formula
which accepts any one of the following tank arrangements:

1. Double bottom.

2. Double side.

3. "L" shaped wing tanks.
4. "J" shaped wing tanks.

5. Double hull.

6. Staggered wing tanks combined with reduced volume of interven-
ing cargo tanks.
Coamments on the proposed rulemaking are still being received and evaluated.
Final rulemaking is scheduled for early 1976.

iii. To reduce damage to the mari enviro

of vessels to which Title II applies.

On Octaober 14, 1975, the Coast Guard published rules and regulations
for the protection of the marine enviroment, Tank Vessels Carrying Oil in

Domestic Trade (40 FR 48280-48287). These rules are contained in Appendix I

15
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of this Report. All of these rules with the exception of Sections 157.19
and 157.21 are intended to reduce the damage to the marine enviromment from
normal operations of the vessels. Section 157.09 requires new vessels of
70,000 DWT or more to have segregated ballast tanks with sufficient capacity
that in normal operations ballast water need not be carried in cargo tanks.
Sections 157.11, 157.13, 157.15 and 157.17 require on specified vessels
special tanks and piping systems for handling of dirty ballast and tank
washings. Subpart C prescribes requlations for the discharge of clean
ballast, segregated ballast and oil mixtures and the carriage of ballast

water by specified vessels.
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B. Progress made with respect to adoption of international standards

for design, construction, alteration and repair of tank vessels for
protection of the marine enviroment.

The Coast Guard is in the process of preparing the Envirommental
Impact Statement and the proposed rules for U.S. tankers carrying oil
in foreign trade and foreign tankers carrying oil entering U.S. waters.
The rules and requlations for these vessels will be the same as those
published for tank vessels in domestic trade except in those operational
ereas where the United States lacks jurisdiction over foreign vessels.
The need for additional construction requirements for inland tank barges
is being analyzed and an Envirommental Impact Statement and proposed rules
are being drafted.

Specifications for oil water separators, oil content monitors and
oil interface detectors are being developed.

The Coast Guard encourages ratification of the 1973 International
Convention for the Prevention of Pollution from Ships (hereinafter 1973
Ship Pollution Convention) by the United States and will work to bring
the Convention into force internationally. To date, only two countries
have ratified the Convention, Jordan and Kenya. The Coast Guard will
continue to participate in meetings of the Marine Envirommental Protection
Committee of IMCO working toward international solutions to marine pol-
lution problems. Some subjects which the U.S. delegation plans to have
addressed in the next session of the Committee are:

1. Segregated ballast on existing tankers.
2. Provisions for reception facilities.

3. 0il water separator and oil discharge control and monitor-

ing egquipment.
17




4. Improved methods of enforcement of convention requirements.

5. Sewage treatment plants for ships.

6. Consideration of the procedures for control of substandard
vessels.

Proposed rules and the Environmental Impact Statement for ships other
than tankers which carry small amounts of bulk liquid cargo are to be
developed.

Proposed rules and the Envirommental Impact Statement to implement
the 1973 Ship Pollution Convention for ships other than tankers will be
developed. The rules will apply to the discharge of oily ballast and
bilge water at sea.

The Coast Guard will work internationally as well as with other
Federal Agencies and appropriate facets of the marine industry to see
that required reception facilities are available to reduce oily bilge
and product tanker discharges to the sea.

Recognizing that U.S. waters must be protected fram foreign vessels
as well as from domestic vessels, the Coast Guard has explored a mmber of
standards requiring various construction features and eguipment intended
to improve vessel maneuvering and stopping ability. These were previously
discussed in Part A, Section i of this Report and are listed below:

a. Increased astern horsepower (greater backing power).
b. Twin scress and twin rudders.
c. Controllable pitch propeller (s)
vertical axis propellers.
d. Bow thruster, or bow and stern thrusters.
e. More rudder arsa.

18
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f. Faster rudder turning rate.

g. Flapped rudder.

h. Rotating cylinder rudder.

i. Auxiliary braking devices (flaps, parachutes, etc.).

j. Stern anchors.

The Coast Guard has not at this point taken action to require such
construction features and equipment on tank vessels. It has not been
possible to show that such features and equipment or the relatively small
improvements in maneuvering and stopping ability that they offer would
contribute to safety or protection of the marine enviromment. Specific
features and equipment are discussed further in reference 2, (Coast Guard
Environmental Impact Statement, pages 63-71).

The Coast Guard has thus far not taken action to set minimum per-
formance requirements for maneuverability, crash stop ability, and direc-
tional controllability. The Coast Guard has not yet been able to arrive at
a rational basis for setting such minimum performance criteria or establish-
ing the relationship between the various factors involved in determining
required maneuverability (such factors as wind, current, channel width,
depth and configuration, ship size, ship speed, visibility, traffic, and
other factors).

Although the Coast Guard has not yet been able to issue regulations
to improve maneuvering and stopping ability, same positive steps toward
understanding and reducing factors contributing to accidents have been
taken. A systems analysis of the foregoing factors and their effects on
vessel maneuverability is presently underway with the objective of establish-
ing, where possible, minimum criteria for safe passage of vessels for the
guidance of Captains of the Ports and those responsible for channel and
harbor improvements. Aspects of this area are further discussed on page 13,
Part A, section i, of this Report.
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The Coast Guard belisves that efforts to set improved international
standards for training and watchkeeping can also reduce the possibility
of collisions, groundings, and other accidents. 1In early 1970, an IMCO
working group reported:

"... that in view of the continuing alarming rise in maritime
casualties and pollution, it is necessary for urgent action to be taken
aimed at strengthening and improving standards of training and professional
qualifications of mariners as a means of securing better guarantees of
safety at sea and protection of the marine enviromnment."

Since 1971 the IMCO Sub-Committee on Standards of Training and Watch-
keeping has been working with U.S. participation to prepare documents
dealing with personnel standards and qualifications which can form the
basis for an international conference on the subject, tentatively sched-
uled for 1977. Most of the world's merchant fleet sails under foreign
flags. This means the United States does not have direct control over

standards for crew training and watchkeeping on these ships. It is most

important, therefore, that the problems of improving training and professional

qualifications, particularly on foreign vessels where standards may not be
as high as on U.S. ships, be approached on an international basis through
IMCO.

The Coast Guard, through its Office of Research and Development, is
conducting investigations in a number of areas in support of efforts to
implement Title II of the Act. These areas having international standards
implications include:

. A project being conducted by Dr. H. Eda at Stevens Institute

of Technology to develop a mathematical vessel movement simulation model
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which can be used to study the effects on a vessel's path of changes to
various ship, waterway, and situation parameters.

A project just begun on the role of bridge personnel factors
in collisions and groundings and will provide the Coast Guard with better
insight into the accident factors now labeled simply "human error."

. Projects now underway involving detailed analysis of casualty
reports of ramming and groundings of vessels in harbor and coastzi waters
and collisions of river tows with bridges will provide required insight
into factors leading up to such incidents. These insights coupled with
projects to learn more about the piloting practices currently in use in
harbors, coastal waters and on the inland waterway system will provide a
better understanding of factors and circumstances which lead to accidents.

. A project on the reliability of steering systems just com~
pleted will provide information for determining the need for improvements
in steering systems and a means of evaluating system reliability.

. A project to develop a means of evaluating the resistance
of a vessel's structure to ccllision and grounding damage recently com-
pleted is one step toward the goal of being able to assess the risk of
oil outflow under given conditions. The Coast Guard is working with a
panel of the National Academy of Sciences in an attempt to evaluate and
tie together the research work that has been done on collision and strand-
ing damage resistance for nuclear ships, chemical carriers and other appli-
cations in an attempt to assess the current state of the art.

A project on collision scenario modeling which is almost
complete will provide information on the effectiveness of regulations

requiring bridge-to-bridge radio in preventing collisions, a better
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analysis of some of the causal factions leading to collisions, and an
estimate of the effectiveness of a requirement that vessels be equipped
with devices to appraise relative motion of radar targets.

This research is necessary if effective realistic corrective meas-

ures are to be developed and instituted.
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C. To the extent that the Secretary finds standardg with respect to

the design, construction, alteration and repair of vessels for the pur-

pose set forth in Ai, ii, or iii above not possible, an explanation of

the reasons therefor.

There have been, and there continue to be, proposals and arguments
presented to require double bottams for tank vessels. The concept of
distributing segregated ballast spaces as defensive space, double bottams
being a particular arrangement of these spaces, has been under discussion
nationally and internationally since at least 1971.

The Coast Guard in the January 26, 1973, advance notice of proposed
rulemaking (38 FR 2467) requested camments on the concept of placing
segregated ballast in double bottom tanks. Later, in October 1973, the
International Conference on Marine Pollution, 1973, was unable to agree
upon double bottoms as the required arrangement of segregated ballast.

In fact, no rules for the distribution were specified in the resulting
International Convention for the Prevention of Pollution from Ships, 1973.

The U.S. position fostering double bottoms (originated by the Coast
Guard) was founded on two years (1969 and 1970) of worldwide spill data
which seemed to indicate a heavy preponderar.ce of spillage due to bottam
damaging accidents. An additional three years (1971-1973) of spill data
is now available which, when combined with the earlier data, weakens the
original position. The combined data reveals that side damaging accidents
are as much a problem as the bottam damaging ones, both with respect to

frequency of occurrence and amounts spilled.
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As a check on the validity of these figures for worldwide accidents,
information on incidents occurring within 50 miles of the U.S. coastline
was developed for the same years. The correlation between the data is
good in the area of frequency of incidents and relative outflow by acci-
dent type. Other regional studies by the United Kingdam and Finland also
confirm the validity of the statistics, thus indicating the desirability
of a more general and flexible solution than simply requiring double
bottoms.

Certain known statistical factors about casualties in U.S. waters
must be kept in mind. Since collisions and groundings are statistically
comparable hazards, it is desirable in determining vessel design to
optimize the distribution of required segregated ballast space as pro-
tection against both hazards as fully as possible. The surrounding
physical characteristics of a port area have a great deal to do with
accident types to be anticipated. Where channels are wide and the water

deep, collisions would be expected to dominate. Where water is shallow

with respect to the drafts of vessels calling, groundings should be expected.

There is a wide diversity of conditions encountered in U.S. ports and
even within individual port areas. It is known that most accidents
to tankers do not involve breaching of the hull. Likewise, a small
number of accidents involve such high energy levels that no reasonable
cambination of construction features would be effective.

The distribution of segregated ballast spaces cannot be dictated
solely by envirommental protection considerations. Longitudinal

strength, damage stability, safety with respect to fires and explosions,

.
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personnel safety, and the fostering of sound operating practice, as
well as the mitigation of oil outflow must also be taken into account.

In order to better assess the question of proper arrangement of
segregated ballast tanks, the Coast Guard solicited the aid of a number
of knowledgeable naval architects and operating personnel, which was
constituted by the American Petroleum Institute as a task group, to
address solely the problem of optimum distribution of required segre-
gated ballast space taking into accour;t all of the factors set forth
in the preceding paragzaph. The task group found scme distributions
of segregated ballast <: design configurations that were superior to
other configurations in mitigating outflow; however, they were also
convinced that environmental protection could not be the sole factor
examined in determining the safe and appropriate distribution of segre-
gated ballast spaces. The text of the report of the task group more
fully discusses the study, the methods used, and the results and con-
clusions of the group. This report appeared as an appendix to the
final environmental impact statement, "Regulations for Tank Vessels
Engaged in Carriage of Oil in Domestic Trade," which was made available
to the public and the President's Council on Environmental Quality on
August 15, 1975.

The Coast Guard carefully monitored the progress and work of the
task group. Independent audits of the study by Mr. George C. Nickum,
President of Nickum and Spaulding Associates, Inc., Seattle, Washington,
and a member of the National Academy of Engineering; W. D. Gaither, Dean
of the University of Delaware's College of Marine Studies, and Professor

H. Benford, Professor of Naval Architecture and Marine Engineering,
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University of Michigan, have, without exception, found the study method-
ology sound and the results valid.

In view of the foregoing, the Coast Guard will not require double
bottams on tankers but will require distribution of segregated ballast
in accordance with the proposed rules published in 40 FR 48289-48290.
These rules are contained in Appendix I of this Report. These rules
do not prohibit double bottoms. In fact, among the acceptable arrange-
ments of segregated ballast under the proposed regulations as noted in
Part A, Section ii of this Report are any one of the following:

1. Double bottams.

2. Double sides.

3. "L" shaped wing tanks.

4. "J" shaped wing tanks.

5. Double hull,

6. Staggered wing tanks combined with reduced volume of

intervening cargo tanks.
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D. Other Coast Guard activities related to the Act.
Personnel Qualifications and Training

Historically, the response to International and Congressional man-
dates for more qualified seagoing personnel has been through on-the-job
training and experience. An individual would present himself before the
marine inspectors with acceptable proof of his experience and with recom-
mendations as to his good character. Then he would either verbally or in
writing satisfy the inspectors that he was possessed of the knowledge
necessary for whatever licensed or unlicensed rating was desired.

Today, industry trends and technological advancement are raising
questions concerning the traditional methods of the past. Automated
ship systems have permitted a reduction in the number of crew to man
ships which are substantially larger in size and carrying significantly
more sophisticated cargoes in unique fashion. The individuals manning
these ships must have the qualifications to respond to great‘ operational
and maintenance responsibility. They must also have a broader scope of
professional knowledge to recognize hazardous situvations and respond
effectively in emergencies.

Initial thinking has identified that the basic qualifications can
continue to be measured by written or verbal examination. However, in
areas of critical skills, a more specialized type of measurement is
necessary. Since simulators are being developed for training of the
marine oriented skills, they could also be utilized as a test vehicle
or measure of skill achievement.

To provide a firm foundation for decisions, study efforts are in

progress to evaluate the human element in collisions, rammings and

27 a




groundings and in the handling of flammable and dangerous cargoes in
bulk. These evaluations will then be analyzed to establish effective
levels of training and the best method to measure the individual's
qualifications.

The study results will be used in conjunction with the regulatory
efforts that are already advancing and which will establish the training
and qualifications requirements for various tankerman endorsements.
Additionally, regulations requiring firefighting training and periodic
retraining may be called for which will supplement the tankerman regqula-
tions and may additionally require certain training for licensed and docu-
mented personnel on all ships. Included in the firefighting program may

be training related to hazardous and dangerous cargoes in bulk.

Inspection Activities

Although the Pollution Prevention Regulations, 33 CFR Subchapter 0,
did not derive their authority from the Act, their intent follows that of
the Act, i.e., protection of the enviromment from pollution of oil. When
these regulations became effective, the Coast Guard commenced a program
of boarding both United States and foreign flag vessels. Fram 1 July 1974
through 31 August 1975, 4,010 vessels have been boarded one or more times
by Coast Guard personnel. This total represents 2,077 foreign flag vessels
and 1,933 United States commercial vessels which have been examined for
compliance with these regulations. These figures do not represent ves-
sels which have inspections recorded in another manner such as on a
Merchant Vessel Inspection Record Card. Presently, an average of 20
boardings per day are being reported to the National Response Center,

Commandant (G-WEP=6).
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A special boarding program was conducted for a 30-day period at three
U.S. ports. During that time 300 vessels, foreign flag and domestic, were
examined to ascertain the type and quantity of navigation equipment and the
operating condition of same. On the basis of this sampling program, it was
determined that regulations which would establish minimal standards for navi-

gation equipment were necessary.

Fire and Explosion Prevention and Protection

On April 21, 1975, the Coast Guard published proposed amendments to the
tank vessel regulations which will require upgrading of structural fire pro-
tection, installation »f cargo tank inerting systems on certain vessels and
increased capability of deck foam systems.

The amendments to the structural fire protection rules will increase
the degree of segregation between accanmodation spaces, machinery spaces,
cargo control stations and cargo tanks.

Tankships over 100,000 deadweight tons and cambination carriers (a ves-
sel designed to carry liquid or solid bulk cargo) over 50,000 deadweight
tons will be required to have an approved inert gas system for the cargo
tanks. These inert gas systems should considerably reduce the chances of
explosions.

The changes to the deck foam system regulations will improve the
coverage of the cargo tanks and require the system to operate without
recharging for a longer period so that larger fires can be fought.

The amendments will be applicable to vessels, the keels of which
are laid on or after 1 January 1975. Comments received on the proposed

rules have been reviewed and final rules will be published by January 1976.
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Symposium on Marine Transportation

The Coast Guard, in cooperation with the Army Corps of Engineers
and the Maritime Administration, sponsored a National Symposium on
Marine Transportation Management in Philadelphia in May 1975. This
meeting, attended by nearly 400 representatives of industry and govern-
ment, was organized as an initial step in improving the cooperation and
communication essential in accommodating the multitude of demands being
placed on the U.S. marine transportation system. The Federal sponsors
recognized that many of the current problems cannot be resolved by
individual actions. Accommodations of the varying interests of the
diverse groups involved must be worked out among the parties whose

interests are affected.
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Tit'e 33— Navigation and Navigable Waters

CHAPTER |—COAST GUARD,
OEPARTMENT OF TRANSPORTATION

[CGD 74 32)

PART 151---0OIL POLLUTION
REGULATIONS

PART 157-—RULES AND REGULATIONS
FOR PROTECTION OF THE MARINE
ENVIRONMENT RELATING TO TANK
VESSELS CARRYING OIL IN DOMESTIC
TRADE

Tank Vessels Carrying Oil in Domestic
Trade

® Purpose The purpose of these amend-
ments to the pollution regulations is to add

gulati that g the design and
operation of seagoing U.S. tank ships and
barges of 150 gross tons and over that
carry oil in the United States domestic
trade. These regulations will effect in the
immediate future a significant reduction of
operational pollution from tank cleaning
and deball g op: from
U.S. tank vessels in dum:'t'i': ::do i-
tionally, these regulations extended
to encampass the remainder of the U.S.
seagoing vessels and foreign vessels trad-
g into U.S. waters. Pollution caused by
vessel casualties will @ diminished us a
consequence of the regulations. @

In the January 26, 1973 issue of the
FeveErAL REecister (38 FR 2467, the
Coast Guard published an advance no-
tice of proposed rulemaking inviting
comments from the public on proposed
requirements for certain tank vessels to
have segregated ballast that would be
achieved in part by the fitting through-
out the cargo length of double bottoms.
In the July 5, 1973 issue of the FrozraL
RrcisTer (38 FR 17848), a notice was
published informing the public that the
Coast Guard intended to withhold action
on the Advance Notice of Proposed Rule-
making until the International Confer-
ence on Marine Pollution, 1973 was
concluded and the results of that meet -
ing evaluated.

After the Conference in October 1973
there followed a perfod of study and de-
bate within the Coast Guard and with
other federal agencies concerned with
marine pollution prevention Several pol-
icy questions had to be resolved:

(1) Should the United States accept
the international standards specified in
the International Convention for the
Prevention of Pollution from Ships, 1973,
or should unilateral action be taken to
impose higher construction standards on
U 8. vessels and foreign vessels entering
our waters?

121 1f the United States were to accept
the Convention standards which would
apply to foreign ships and U.8. ships in
foreign trade, what standards should be
adopted for US. vessels in domestic
trade?

t3) 8hould economic, social, legal, for-
eign policy, and safety considerations be
reflected in the formulation of the regu-
lations?

After considering the issues raised by
these questions, the Coast Guard declded
that the Convention although not per-
fect. did establish a reasonable and en-

RULES AND REGULATIONS

viconmentally effective set of standards
on which regulations for tank vessel con-
struction could be based. The Coast
Guard also decided that pollution regu-
Intions for all U.8. seagoing tank ships
shiould be uniform, irrespective of the
trade in which they are engaged. Based
on thesc two decisions, proposed regu-
lations conforming to the provisions of
the Convention were published in the
June 28, 1974 issue of the FEDERAL REGIS-
TER (39 FR 241500 .

In developing the proposed regulations,
the Coast Guard #lso complied with the
mandate contained in Title II of the
Ports and Waterways Safety Act of 1972
(46 U.S.C. 39!a) to consider: the need for
such regulations; the extent to which
such regulations wiil contribute to safety
and or protection of the marine environ-
ment; and the practicability of compli-
ance with the regulations, including cost
and technical feasibility

In response to public and Congression-
al comment, the Coast Guard has re-
viewed the basis for the proposal and
reaflirms its decision to base the regu-
lations on the 1973 International Con-
vention. Pollution of the oceans must be
viewed as an international problem.
Ocean winds and currents do not observe
national boundaries. Many of the ocean
areas of greatest productivity of sea life
lie in international waters beyond the
Jurisdiction of any nation, World shin-
ping and trade in petroleum are interna-
tional in scope, with only a small portion
of the U.S. supply of petroleum being
transported in ships of American regis-
try. Therefore., ship source pollution
problems are best atticked in an inter-
national context with unilateral action
reserved for those circumstances when
international solutions are impossible
or inappropriate

Because of its potential effectiveness
i reducing operational pollution, the
best course of action is the implementa-
tion of the Convention coupled with vig-
orous efforts by the Coast Guard to im-
prove crew training. manning standards,
and operating standards for the reduc-
tion of beth operational and accidental
outflows.

A number of commenters asked why
the Coast Guard did not distinguish be-
tween foreign and domestic trade and
provide higher standards for U.S. ves-
sels engaged In domestic trade. Some
commenters interpreted Title I1 of the
Pourts and Waterways Safety Act of 1972
(46 U.S.C. 301a), as amended by Section
401 of the Trans-Alaska Pipeline Au-
thorization Act (Public Law 93.153, 87
Stat. 576, as establishing that distinc-
tion In the Coast Guard’s opinion, the
law does not permit a distinction between
domestic and foreign vessels to be in-
ferred from any treaty, convention, or in-
ternational agreement. In addition, there
is no safety or environmental basis for
setting higher standards for U.S. domes-
tic trade vessels since the characteristics
ol the operational situation external to
the vessel determine the threat to the
environment and to the safety of the
vessel, not whether the vessel is engaged
in foreign or domestic trade. Accordingly,

there 18 no mandate to bssue for US
tank vessels engaged i cariving oil i
domestic trade, rules which set a highe
standard than those rules that will ay ! .
to other U.S, vessels and to foreign vo--
sels while in United States jurisdictior

Existing regulations governing tanlet
construction and operation. issuced unde:
R.S. 4417a, as amended (46 US C 391.1)
and promulgated in 46 CFR Subchapters
D and O, make no distinction between
tank vessels engaged in domestic trade
and those engaged in foreign trade. Re-
quirements for seagoing tank vessels have
been based on the vessel size, the dura-
tion of thie voyage. the exposure to haz-
ards (ie. bad weather, rough ses condi-
tions, vessel traffic', and the character-
istics of the cargo carried. If distinctions
in tanker construction requirements con-
cerned with safety and pollution prever -
tion were to be based on “foreign™ and
“domestic” trade routes. the result would
be different standards for vessels enguged
in essentially identical voyage routes
For example, a vessel on a “loreignu
voyage from a Caribbean port anothe
on a “dome:stic’ voyage from the Gult
coast, both sailing along the east coust
¢l the United States, are subject to
identical risks. The Coast Guard has
concluded that safety requirements
should be conceirned with the risks in-
volved and not on trade route distine-
tions.

Another reason for not distinguishing
belween tankers o foreign and domestic
trade is the need to allow owners the
flexibility to use vessels in either trade
as business opportunities change. Several
commenters doubted the validity of this
reason. Thercfore. the Coast Guard ex-
amined the voyage records of 272 US
seagoing tank vessels; only 66 vessels hud
engaged exclusively in domestic trade
during the sample time period Those 66
were generally vessels of less than 15.000
gross tons, and at least 15 were carrying
bulk cargoes other than petroleum. such
as sulphur, wine. and similar dry and
liquid cargoes

Since the amendments are based on
the Convention. several commenters suy:-
gested that the Convention wording be
uscd. While adequate for the purposes of
international agreement for implementu -
tion by states parties, the language of thie
Convention is not in all cases considered
by the Coast QGuard as being specific
enough for legal sufficiency

There were several comments concern -
ing the dates in the definition of “new
vessel” each of which proposed a dela:
in the applicability of the requirement.
The Coast Guard found no support for
further delay and accordingly did not
adopt the suggested changes.

Several commenters suggested that the
Coast Guard should establish cutoff dutes
after which existing vessels not fully i
compliance with the proposed require-
ments for new vessels would be removed
from service in U.S, waters. Existing ve:.-
sels are required to be upgraded by the
use of slop tanks, separators, oil dis-
charge monitoring and control systems.
and the alteration of piping. These are
design and equipment requirements that
will improve the ability of the vessel to
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<void routine operational discharges Tt
is not practicable to retroactively apply
the scgregated ballast requirements of
these regulations to existing vessels The
Const Guard is participating in a study
of the cost and feasibility of some type of
retrofitted segregated ballast require-
ment This study is being conducted by a
working group of the National Commit-
tee for the Prevention of Marine Pollu-
tion

The proposed revision to the oil record
book requirement in § 151.35c) (1) (v)
has been changed to state that it is ap-
plicable only to the side valves, that is,
the valves on the cargo transfer mani-
foild where the ofl Is transferred to or
from the shore during loading or dis-
charge. The remainder of the valves in
the oil and ballast system are covered by
the other entries In the oil record book.

Several commenters suggested that the
definition of clean ballas* in proposed
# 157.03(e) is not clear an differs from
the Convention meaning. The proposed
definition agrees with current U.8. regu-
lations (see 40 CFR Part 110} and has
a0t been changed. Discussions between
the Coast Guard and the Environmental
Protection Agency are being held on the
question of whether confirmation by
monitor records that a discharge did not
exceed 15 parts pe: million oll in water
provides a legal defense. Changes in the
regulations may be proposed after these
discussions.

One commenter noted that the pro-
posed definition of deadweight in § 157.-
03(g) was at variance with the Conven-
tion and this definition has been changed
to conform with the Convention.

Several commenters suggested that
petrochemicals should be excluded from
the proposed definition of “oil."” Petro-
chemicals have not been classified with
respect to pollution potential. When 46
CFR Bubchapter 0 is revised to incor-
porate the provisions of Annex II of the
Convention, the classification problem
will be addressed in more detail. As sig-
gesteda, petrochemicals are now excluded
from the definition of oil. The definition
has been reworded for clarification.

One commenter suggested that the
definition of segregated ballast in pro-
posed §167.03(r) should include the
Convention alternative of ballast cargoes
other than oil or noxious substanoces.
This suggestion has not been adopted
since no substances have been identified
o7 suggested for regular use as an alter-
native to water ballast.

One commenter Qquestioned whether
propoud §1567.05(a) represented a step
toward adoption of the metric system.
The formulas in these regulations re-
quire conversion from customary units to
BI units before entering values into the
formulas. This use of the metric system
will increase in the coming years.

One commenter suggested that the
Commandant 6f the Coast Guard should

provision expressly
such a practice. The Coast Guard agrees
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with the Convention philosophy and will
not adopt the suggestion.

Commenters noted that some require-
ments of proposed Subpart B are in-
appropriate for most seagoing tank
barges. Generally, unmanned seagoing
tank barges do not take ballast into
cargo tanks or clean cargo tanks while
at sea. Accordingly, § 157.08 has been re-
written and § 157.28 has becn added to
reflect this operating practice. Also,
§£157.08 has been changed to exempt
barges constructed to inland standards
from the requirements in §§157.18 and
157.21.

Many commenters were critical of the
fact that the segregated ballast require-
ment in proposed §157.09 did not in-
clude vessels smaller than 70,000 ton-
nage DWT. The United States negotiat-
ing position &t the Conference was in
favor of extending the segregated bal-
last requirements to all new vessels of
20,000 tonnage DWT or more, but this
position was not accepted by the major-
ity at the Conference. Discussion at the
Conference for and against extending
segregated ballast requirements to cover
vessels from 20,000 tonnage DWT to 70,-
000 tonnage DWT centered on the effec-
tiveness of such requirements in reduc-
ing operationsal pollution. Segregated bal-
last would not be effective in preventing
operational pollution from tank vessels
smalier than 70,000 tonnage DWT be-
cause most of these vessels carry petro-
leum products rather than crude oil.
These vessels must frequently wash tanks
for cargo purity reasons. Since clean
cargo tanks are then avallable for bal-
lasting, segregated ballast is unneces-

sary.

Proposed § 157.09(b) (redesignated
§ 157.09(a)) concerning segregated bal-
last vank capacity has been revised in re-
sponse to criticism that the proposal cre-
ated an unreasonable burden on the ship-
bullder and shipowner to show the ade-
quacy of segregated ballast capacity for
ballast voyages. The master must have a
vessel with adequate segregated ballsst
capacity for safe operation. The amount
of ballast needed for safe cperation is a
matter that in the past has been usually
left to the judgment of the vessel's mas-
ter. Considerable effort on thc part of
naval architects, shipowners, and gov-
ernment agencies has gone into trying to
determine a reasonable ballast level for
most circumstances. The Jdraft and trim
requirements in the Convention, econ-
tained In proposed § 157.09(c) (redesig-
nated § 157.09(b) ), are based on the cur-
rent collective judgment of world ex-
perts. The validity of these levels will
have to be verified by satisfactory operat-
ing experience in the future. The respon-
sibility for determining how much bal-
last is needed for safe operations remains
with the vessel’s master. He may take ad-
ditional ballast In cargo tanks during
severe weather If In his judgment it is
necessary (see § 1567.35).

Comments Indicated that the proponl
was not clear as to whether the draft and
trim requirements are design criteria or
operating restrictions. SBection 157.09(b)
has been to require the de-
signed-in segregated ballast capacity to

+be sufficient for the ship to meet the draft
and trim requirements in any ballast
condition including the condition “light-
weight with only segregated ballast
Bection 157.09¢d) (redesignated § 15709
(¢)) has been changed te all.~ addition-
al ballast to be carried in more than one
cargo tank under sabnormally severe
weather conditions, as described in
$ 15735

Many commenters were critical of the
fact that the proposed regulations did
not require double bottoms. In addition,
the proposal did not contain standards
concerned with the specific placement of
segregated ballast within the vessel. The
commenters suggested that if segregated
ballast was needed to control operational
pollution, it should be distributed to
serve as protective space to mitigate the
outflow in cases of collisions, rammings,
and groundings. Though the Convention
does not specifly how segregated ballast
spaces should be distributed, the sugges-
tion that the spaces can have & second-
ary use by proper arrangement to give
some protection in the case cf accidents
has merit.

A new paragraph (d) has been added
to § 157.09 to state the requirement that
was unstated but implicit in proposal:
distribution of the segregated ballast
must be acceptable to the Coast Guard.

On page 48289 in this issue of the
FeperaL RecisTer the Coast Guard pub-
lishes a notice of propoued rulemaking
amending these rules. These proposed
changes relate specifically to the limited
issue of how the required segregited bal-
1ast must be distributed.

Proposed § 157.11 has been reworded
for clarification. Paragraph (c) has been
changed to state that a manifold in-
cludes a cargo or ballast manifold that
can be used to transfer dirty ballast wa-
ter or an oily mixture to a reception
facillty.

One comment with respect to propose
§ 157.13 suggested that the requirement
was impractical because in many cases

commenter suggested that it would be
sufficient to observe the eSluent in the
sea. The Coast Guard rejects this con-
cept on the basis that it is not satisfac-
tory or sufficlent to observe the wake.
The overboard discharges must be so lo-
cated to be observed from the deck.

In response w s.wveral comments, pro-
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tion 152 a0 concernitg  this use ot
cargo tanks The Coast Guard anuci-
pates that existing vessels will be modi-
fied to use existing cargo tanks as slop
tanks. however, proposed §157.15 has
been changed to make it clear that slop
tanks may carry cargo as is customary
in the Load-On-Top (LOT) methods.

Several commenters sugpested that
“adequate capacity” for the oily residue
tank required in proposed » 157171
should be more definitively stated. The
Coast Guard feels that the owner and
shipbuilder are in the best position to de-
termine the capacity needed for oily resi-
due in view of the variables involved

One commenter suggested that the
dates in proposed §15719 concerning
cargo tank arrangement and size should
be made to correspond with dates defin-
ing a new vessel in § 157.03. This is not
possible in view of the fact that the dates
in this section are established in 33
US.C. 1004a. which is bused on IMCO
recommendations.

In response to several comments, the
Coast Guard added an interpretation of
paragraph 3.3 of Annex C of the 1971
amendments to the 1954 Convention to
the pollution regulations in 33 CFR
15150 (39 FR 30125). This interpreta-
tive rule allows a U.S. tank barge of 150
meters or less to be constructed with es-
sentially the same bulkhead spacing as a
tankship of comparable cargo capacity.

One commenter questioned whether
sluice gates used in cargo transfer sys-
tems are considered “valves” under pro-
posed § 157.19(c). While sluice gates are
usually larger and not as tight us gate,
globe, or butterfly valves used in cargo
systems, the Coast Guard considers them
to be “valves' under § 157.19(c) .

In response to several comments, pro-
posed § 157.19(d) has been rewritten to
require that if a line of piping that runs
through a cargo tank in a position less
than t. from the vessel's side or less than
v. from the vessel's bottom, as defined
in Appendix A, has a branch, that branch
must have a valve within each cargo tank
into which the branch opens. The valve
may be at the bulkhead where the branch
line enters the tanks, at the end of the
branch adjacent to the opening, or any-
where In the branch within the tank.

Proposed § 157.21(a) (3) (redesignated
§157.21(c)) has been rewritten to state
the criteria that must be satisfied in
determining acceptable stability after
damage.

Proposed §157.21(a)(4) has been
omitted from the final regulations. The
proposal was Included to account for
cross-flooding; however, cross-flooding
was not included in the Convention
regulations.

One commenter suggested that pro-
posed § 157.21(b) (redesignated § 15724
(b)) be rewritten on his assumption that
it would be impossible for a designer or
builder to submit stability data at the
same time the contract plans and speci-
fications are submitted. The Coast Guard
considers plan review a continuous proc-
ess. It 1s normal practice for a designer to
prepare preliminary estimates of a ves-
sel's stability as part of the contract
plans and specifications, From the time
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the Coast Guard review process begins
and until the time the vessel is certifi-
cated, the calculations can be vevised
and refined by the submitter.

Several commenters felt that the cargo
and ballast system information required
by proposed § 157.23 {s redundant, citing
requirements for oil transfer procedures
presently contained in 33 CFR 155.750.
While there may be some overlap, § 1565.-
750 specifically converns oil transier op-
erations at a terminal, but § 157.23 re-
quires information necessary to cairy
out retention-on-board operations while
underway. It may be desirable for some
vessels Lo combine the information ve-
quired by these rules into one manual.

The proposed requivement in § 157.23
that the instruction manual be submitted
for Coast Guard spproval has been
omitted. The owner must furnish the ves-
sel a manual containing his vessel's cargo
und ballast information, and furnishing
the vessel with a copy of the “Clean Seas
Guide for Oil Tankers” would not meet
this requirement. The information re-
quired must be available on board the
vessel and for Coast Guard examination
during boardings.

Several commenters took exception to
the prohibition against carrying ballast
water in fuel tanks on new vessels con-
tained in proposed § 157.33. The Coast
Guard believes that this objection is
based upon a misunderstanding of the
backeround of Regulation 14(2) of
Annex I of the Convention. It was the
intent of the Convention to prohibit bal-
lasting of {uel tanks on new vessels. The
abnormal circumstances in Regulation
14(2) refer to a small number of vessels
that stay at sea for long periods, such
as fishing, whale, factory, or other ves-
sels deployed to remote areas such as the
Arctic or Antarctic Since the proposal
did not concern those vessels, the pro-
hibition was not changed.

A question on ballasting of fuel tanks
concerned the use of a dual purpose
ballast/fuel tank (e, a tank used for
fuel when the vessel is on a trade route
requiring long voyages and used for bal-
{ast when the vessel is on a short voyage
route). If a vessel has a dual purpose
tank, a requirement will be noted during
the Coast Guard plan review process that
the piping to the particular dual purpose
tank must contain spool pleces that can
be inserted into either the fuel piping or
the ballast piping depending on how the
tank is being used.

One comment requestsd clarification
of the phrase “is proceeding enroute” in
proposed § 167.37(a) (2). The words in
this phrase are used in their dictionary
meaning which is “moving on or along
the way.” In other words, the vessel must
be moving through the water, It cannot
be anchored or drifting. This will not
prohibit a vessel from going to sea solely
for the purpose of cleaning tanks before
entering a repair yard so long as the cri-
teria in § 167.37 are met.

One commenter noted that proposed
§ 167.37(a) (5) (redesignated § 167.37(a)
(8)) was incomplete since it did not spec-
ify how to operate in case of faflure of
the automatic oil discharge and monitor-
ing and control system. This paragraph

has been rewritten to include requive-
ments in case of failure that allows man

ual operation of the system. Another
commenter suggested that proposed
§ 157.37(b» should have a broader appli-
cation than only vessels that carry as-
vhalt. This suggestion is not adopted. The
only reason an exception exists for as-
phalt vessels is because of the inability
to clean and consolidate the cargo vesi-
dues while al sea

Several commenters noted the tmprac -
ticability of compliance with proposed
$ 157.43 i the case of a vessel fitted with
double bottoms having no access from
the deck. This section has been rewrit-
ten to allow the discharge without first
visually examining the top of the con-
tents ot the tank if the ballast content
is tested with an oil/water interface de-
tector or a similar device.

Proposed £ 157 45 has been changed to
acknowledge that the need for either
cargo or ballast transfer may arise while
the vessel is al sea necessitating the open-
ing of valves and closing devices. The
phrases “closing devices” and “transfer
system’ are used to include those vessels
using sluice gates in tank bulkheads.
Valves and closing devices are required
to be closed at sea. except when in use,
in ovder that the vessel meets the sta-
bility requirement

Proposed % 157.49 has been changed to
reflect its applicability to persons oper-
ating cargo and ballast systems of a tank
vessel.

Severul comumenters noted an omission
in Appendix A for the installation of
emergency high suction transfer systems
This was an oversight and this optional
installation has now been added to Ap-
pendix A.

One comumenter noted that proposed
footnote 2 of paragraph 4(b) in Appen-
dix B appeared to be more stringent than
the Convention requirements since it
specifies the use of the actual density of
the cargo in order to perform the calcu-
lations. This was included to ensure that
the designers used a representative cargo
density in the calculations to rectify the
omission of a Convention specification.
Proposed paragraph 4(d) of Appendix B
has been rewritten to reflect the latest
Convention recommendation on free sur-
face effect calculations.

In consideration of the foregolng, the
proposed regulations that appear in the
June 28, 1974 issue of the FEpErAL F.gc-
1ISTER (39 FR 24150) are hereby adopted
subject to the changes discussed in the
preceding paragraphs. It was Congres-
sional intent that the regulations be ef-
fective not later than June 30, 1974 and
any further delay would be contrary to
public interest. Accordingly, it is found
necessary to make the regulations effec-
tive on October 14. 1976,

A Final Environmental Impact State-
ment, “Regulations for Tank Vessels En-
gaged in the Carriage of Ofl in Domestic
Trade”, has been prepared on the regu-
lations in this document, and was made
avallable to the President’s Council on
Environmental Quality and the public on
August 15, 1975. The statement contains
additional and more detafled informa-
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tion. Copies ai¢ available upon request to
the Executive Soccretary (G-CMC/832),
U S Coast Guard, Washington, DC 20580.

The inflationary impact of the require-
ments in this document was evaluated in
accordance with the criteria contained in
the Department’s Interim Guidance for
the Preparation of Inflation Impact
Statements. Under the evaluation, these
requirements are found not to be a ma-
for proposal and a Negative Declaration
has been preparecd. Coples are available
1pon request 1o the Executive Secretary
‘GG CMC 82), US. Coast Guard, Wash-
mgton, D.C 20590,

I certify that the Interim Rules and
Regulations for the Protection of the
Marine Environment Relating to Tank
Vessels Carrying Oil in Domestic Trade
is not a major proposal in accordance
with Executive Order 11821, dated No-
vember 27, 1974, and Departmental im-
plementing instructions.

In consideration of the foregoing,
chapter 1 of title 33, Code of Federal
Regulations. Is amended as follows:

1. Section 151.35 (¢) and (d) (2 is re-
vised to read as follows:

§ 151.35  Oil record book.

. .

(¢c) If an opcnnl.lons luud in this
paragraph occurs, the Oil Record Book
must be completed in accordance with
the requirements contained in paragraph
te) of this section.

(1) The following operation on &
tanker must be recorded on a tank-to-
tank basis:

) Loading of oil cargo

(ii) Internal transfer of oil cargo dur-
ing a voyage.

(1ii) Opening or closing before and
after loading and unloading operations
of valves or siilar devices that inter-
connect cArgo tanks.

tiv) Opening or closing of means of
communication between cargo piping
and seawater ballast piping

(v} Opening or closing of valves at
hose ronnection points at ends of cargo
transfer manifolds before, during, and
after loading and unloading operations.

vi) Unloading of oil cargo.

(vi)) Ballasting of cargo tanks.

(vili) Cleaning of cargo tanks.

«ix) Discharge of ballast except from
segregated ballast tanks.

(x) Discharge of water from slop tanks.

(x1) Dispoeal of residues

(xil) Discharge overboard in port or
at sea of bilge water accumulated In
machinery spaces.

(2) The following operations on & ship
other than a tanker must be recorded
on a tank-tlo-tank basis:

(1) Ballasting, or cleaning during voy-
age, of bunker fuel tanks.

(1) Disposal of olly residues from
bunker fuel tanks or other sources.

|d) .

t2) The escape of oil or an oily mix-
ture resulting from—

«1) damage to the ship;

«}1) unavoidable leakage; or

(i) any accident or other exceptional
¢ircumstance.

. L . L .
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2. Subchapter O is amended by adding

Part 157 to read as follows:
Subpert A—Geners!

Sec.
15701 Purpose.
Definitions.
Performing calculations for this part.
Equivalents.

Subpart 8-—Design and Equipment
Applicability
Segregated bailas!
Pumping, piping. and discharge ar-
rangements.
Designated observation aren
Slop tanks in tank vessels.
Ofly residue tank

157.08
167.06
167.07

157.08
157.00
157.11

157.13
157.16
16717

157.10 Cargo tank arrangement and size +

16721 Bubdivision and stability,

157.22 Reserved.

15723 Cargo and ballast rystem Informa-
tion.

15724 Submission of calculations. plans,

and specifications
Subpart C—Vesse! Operation

Applicability.

Discharges: tank vessels carrying oil
exclusively on rivers, lakes, bays,
sounds, and the Great Lakes, and
seagoing tank vessels of less than
150 gross tons.

Diacharges . from tank barges ex-
empted from certaln design re-
quirements.

Discharges:

187 25
157.27

16728

15729 seagoing tank vessels of
150 gross tons or more

Discharges: chemical additives

Water ballast in oil fuel tanks

Ballast added to cargo tanks.

Discharge of cargo restdue

Machinery space bilges.

Emergencies.

Discharge in port or at an offshore

terminai.

Valves in cargo or ballast piping sys-

tem.

15747 Information for master.

16740 Instruction manual.

Appendix A Damage assumptions, hypothet-
jcal outflows, and cargo tank
size and arrangements.

Appendix B Subdivision and Btability As-

167.31
167.33
15735
187.37
187.39
157.41
157.43

15745

sumptions.

AUTHORITY: RS. 4417a(3) and (7), as
amended (46 USC 391a(3) and (7)); 49
CFR 146(n)(4)

Sudpart A—General
§ 157.01  Purpose.

The purpose of the regulations in this
part is to prescribe design, equipment
and operation requirements for seagoing
United States tank vessels engaged in the
carriage of ol in domestic trade that are
in addition to those requirements in 46
CFR Bubchapters Dand O
§ 157.03  Definitions.

A used In this part:

a' “Length” or “L"” means the dis-
tance in meters from the fore side of the
stem to the axis of the rudder stock on a
waterline at 85 percent of the least
molded depth measured from the molded
baseline, or 96 percent of the total length
on that waterline, whichever is greater.
In vessels designed with drag, the water
line is measured paralle] to the designed
waterline.

(b) “Amidships” means the middle of
the length.
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(¢) “Breadth” or “B" means the maxi-
mum molded breadth of a vessel in
meters.

(d) “Center tank’ means any tank in-
board of a longitudinal bulkhead.

(e) “Clean ballast” means the ballast
in a cargo tank which. if discharged from
a vessel that is stationary into clean, calm
water on a clear day, would not—

(1) produce visible traces of oil on
the surface of the water or on adjoining
shore lines; or

(2) cause a sludge or emulsion to be
deposited beneath the surface of the
water or upon adjoining shore lines.

«f) “Combination carrier” means a
vessel designed to carry oil or solid car-
goes in bulk.

(g) “Deadwelght” or “DWT" means
the difference in metric wons between the
lightweight displacement and the total
displacement of a vessel measured in
water of specific gravity 1.025 at the load
waterline corresponding to the assigned
summer freeboard.

(h) “Lightweight” means the displace-
ment of & vessel in metric tons without
cargo, oil fuel, lubricating ofl, ballast
water, fresh water, and feedwater In
tanks, consumable stores, and any per-
sons and their effects.

(1) “New Vessel” means a vessel that—

(1) is constructed under a contract
awarded after December 31, 1974;

(2) in the absence of a building con-
tract, has the keel laid or is at a similar
stage of construction after June 30, 1975;

(3) Is delivered after December 31,
1977; or

(4) has undergone a major conversion
for which—

(1) the contract is awarded after De-
cember 31, 1974;

(D in the absence of a contract, con-
version is begun after June 30, 1975; or

(ii) conversion is completed after De-
cember 31, 1977.

(}) “Existing vessel” means any vessel
that is not & new vessel.

(k) “Major conversion” means a con-
version of an vessel that—

(1) substantially alters the dimensions
carrying capacity of the vessel;

2) chmc&hewpeotmennel or
(3) substantially prolongs the vessel's
service life.

‘1) “From the nearest land” means
from the baseline from which the ter-
ritorial sea of the United States is estab-
:hhed in accordance with international
aw

(m) “Instantaneous rate of discharge
of oll content” means the rate of dis-
charge of oll in liters per hour at any in-
stant, divided by the speed of the vessel
in knots at the same instant.

(n) “Ofl" meaus ofl of any kind or in
any form, except petrochemicals, and in-
cludes but is not limited to petroleum,
fuel oil, sludge, oil refuse, and ofl mixed
with wastes other than dredged spoil.

(0) “Oil fuel” means any oll used as
fuel for machinery in the vessel in which
1t is carried.

(p) “Olly mixture" means a mixture
with any oil content.

(@) “Permeabllity of a space” means
the ratio of the volume within a space

or
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that is assumed to be occupied by water
to the total volume of that space.

(rr “Segregated ballast” means the
ballast water introduced into & tank that
is completely separated from the cargo
oll and oil fuel system and that is
permanently allocated to the carriage of
ballast

(s) “Slop tank'” means a tank specifi-
cally designated for the collection of
cargo drainings. washings, and other oil
mixtures.

tt+ “Tank” meuns an enclosed space
that is formed by the permanent struc-
ture of a vessel, and designed fov the
carirage of liquid in bulk.

‘u' “Tank barge” means & tank ves-
sel not equipped with a means of self-
propulsion.

v+ “Tank vessel” means a vessel that
is specially constructed or converted to
carry liquid bulk cargo in tanks and in-
cludes tankers, tankships, tank barges,
and combination carriers when cairying
oil cargoes in bulk.

(wr “U.S8. vessel” means a vessel that
is owned. d ted, or registered in
the United States and is not a public
vessel

(x» “Wing tank” means a tank that
is located adjacent to the side shell plat-
ing

(3 “Tankship” means a tank vessel
propelled by mechanical power or sail.

(2) “Domestic trade” means trade be-
tween ports or places within the United
States. its territories and possessions,
either directly or via a foreign port in-
cluding trade on the navigable rivers.
lakes, and inland waters.

§ 157.05 Performing calewlutions  for
this part.

In this part, unless the context re-
quires otherwise-~

(a) formulas are in the International
System of Units (8D ;

(b) values used in those formulas
must be in the International System of
Units; and

(c) forward and after perpendiculars
are located at the forward end and at the
after end of the length. The forward
perpendicular coincides with the foreside
of the stem on the waterline on which
the length of the vessel s measured

§ 157.07  Equivalenis,

The Coast Guard may accept an
equivalent, in accordance with the pro-
cedure in 46 CFR 30.156-1, of a design or
an equipment to fulfill a requirement in
this part except an operational method
may not be substituted for a design or
equipment requirement.

Subpart 8—Design and Equipment
§ 157.08  Applicability.

(a» The requirements in this subpart
apply to seagoing tank vessels of 150
gross tons or more except as follows:

(1» The requirements in §§ 157.11.
157.13, and 157.15 do not apply to a tank
vessel that carries asphalt exclusively.

(2) The requirements in §§ 157.11,
157.13, 157.15, and 157.23 do not apply
to a tank barge that can not ballast cargo
tanks or wash cargo tanks while proceed-
ing en route.
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(3) ‘The requirements tn §§ 157.10 and
157.21 do not apply to a tank barge whose
certificate is endorsed by the Coast
Guard for a limited short protected
coastwise route if the barge is con-
structed and certificated primarily for
service on an inland route.

(b!) The requirements in § 1567.21 also
apply to tank vessels engaged in the
carriage of oil on the navigable waters
of the Great Lakes.

§ 157.09 Segregated bullast.

tar A new vessel of 70,000 tons DWT
or more must have segregated ballast
tanks that have a total capacity to allow
the vessel to meet the draft and trim
requirements in paragraph (b of this
section without recourse to the use of oil
tanks for water ballast.

(b» In any ballast condition during
any part of a voltage, including that of
lightweight with only segregated ballast,
the vessel's drafts and trim must have
the capability of meeting each of the
following requirements:

(1) The molded draft amidship (dm)
in meters without taking into account
vessel deformation must not be less
than dm in the following mathematical
relationship:

dm 20| 0.02L

(2) The drafts at the forward axd
after perpendiculars must correspond to
those determined by the draft amidship
as specified in paragraph (b) (1) of this
section, in association with the trim by
the stern of no more than 0.015L.

(3) The minimum allowable draft at
the after perpendicular is that which is
necessary to obtain full immersion of
the propeller.

(¢) The vessel may be designed to
carry ballast water in cargo tanks dur-
ing the condition described in § 157.35.

(d) The distribution of the segregated
ballast spaces within the cargo tank area
must be acceptable to the Coast Guard.

§ 157.11 Pumping, piping. and discharge
urrungements,

(a» Each tank vessel must have a fixed
piping system arranged for the—

(1) transfer of dirty ballast residue
and tank washings from each cargo tank
to a slop tank;

(2) discharge to the sea under § 157.-
37, and

(3) discharge in a port or at an off-
shore terminal under §157.43,

(b Each tank vessel must have the
fixed piping system arranged to, for dis-
charges under paragraph (a)(2) of this
section, terminate above the weather
deck or on the vessel's side ahove the
waterline of the deepest ballast condi-
tion.
(¢c» Each tank vessel must have a car-
%o or ballast discharge manifold that—

(17 is located on the weather deck;

(2) terminates on each side of the ves-
sel. and

(3 is connected to the piping system
required in paragraph (&) (1) of this sec-
tion for the transfer to a reception facil-
1ty of oily mixtures that cannot be dis-
charged under §§ 157.37 or 157.43.

NoOTE: An existing vessel must comply with
the requirements in § 157.11 before Decem-
ber 31, 1977,

§ 157.13  Designuted obrers stion vren.

A new vessel must have a designated
observation area on the weather deck or
above that is —

(a) located so that the efMuent from
the pipeline terminations required in
§157.11(a» and the manifold required in
§157.11(c: may be visually observed:
and

(b) equipped with—

(1) a means to divectly stop the dis-
charge of efluent into the sea; or

(2) a positive communication system,
such as a telephone or a radio, between
the observation area and the discharge
control position.

§ 15745  Slop tunks in tunk vessels.

(a) Number. A tank vessel must have
the following number of slop tanks that
comply with the requirements of this
section:

(1) A new vessel of less than 70,000
tons DWT and an existing vessel must
have at least one slop tank.

(2) A new vessel of 70,000 tons DWT
or more must have at least two slop
tanks.

(b) Capacity. Slop tanks required in
this section must have a capacity to re-
tain two percent or more of the ofl carry-
ing capacity of the vessel except nonseg-
regated ballast tank vessels that have
tank eductors installed must have a slop
tank capacity of three percent or more
of the oll carrying capacity of the vessel.

(c) Design. A slop tank required in
this section—

(1) must minimize turbulence, en-
trainment of ofl, and the creation of an
emulsion by the use of separate inlet and
outlet connections; and

(2) may carry bulk oll when not being
used as a slop tank.

Note: Au existing vessel must comply with
the requirements in § 157.15 before Decem-
ber 31, 1977

§ 1S7.17  Oily residue tunk. .

(a) A taunk vessel of 400 gross tons or
more must have a tank that recelves and
holds olly residue resulting from purifica-
tion of fuel and lubricating oil and from
oil leakages in machinery spaces.

(b) Each ofly residue tank required in
paragraph (a) of this section must have
an adequate capacity that is determined
by the—

(1) type of machinery instalied on the
vessel; and

(2) maximum fuel oil capacity.

(¢) Each olly residue tank on a new
vessel must be designed to facilitate--

(1) cleaning; and

(2) discharging to a reception facility.

Nots: An existing vessel must comply with
the requirements in § 157.17 («) and (b) he«
fore December 31, 1977,

§ I51..|9 Cargo tank arrangemcnt and
sze.
(a) The requirements in this section
(1) a new vessel;

(2) & tank vessel delivered after Janu-
ary 1, 1977; and
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1

14 tank vessel that is delivered
before January 1, 1977, for which the
bullding contract s awarded after Jan-
uary 1, 1972, or, if there is no bullding
contract, the keel is laid or the vesscl
1= at a similar stage of construction after
June 30, 1972

th) As determined in accordance with
the procedures contained in Appendix A
ol this part, each cargo tank must be of
such size and arrangement that—

‘1) the hypothetical outflow for side
damage (O¢) or for bottom damage (O.)
anywhere within the length of the vessel
must not exceed Oa (30,000 cubic meters
or 400 v ' DWT, whichever is greater,
limited to a maximum of 40,000 cubic
meters) .

(2) the volume of each wing tank and
center tank is less than the allowable
volume of a wing tank (VOL«) and the
allowable volume of a center tank
«VOL.) respectively: and

t3) the length of a tank is less than
the allowable length of a tank (la).

(c) If a cargo transfer system inter-
connects two or more cargo tanks, the
system must have valves to segregate the
tanks from each other.

td) If a line of piping that runs
through a cargo tank in & position less
than t from the vessel's side or less than
vs from the vessel’s bottom, as defined in
Appendix A of this part, has a branch,
that branch must have a valve within
each cargo tank into which the branch
opens.

(e) If piping that serves suction wells
is installed within a double bottom, that
piping must be—

(1) fitted with valves located at the
point of connection to the tank served
to prevent oil outflow in the event of
damage to the piping; and

(2) designed to be installed as high
from the bottom shell as possible.

Note: Vessels within the categories in
§167.19(a) (3) must meet the requirements
in § 187.10 before December 31, 1976. If & ves-
sel 1a constructed under a contract that
awarded before January 1, 1074 and does |
carTy crude oil, fuel ofl, heavy diesel ofl, or
hibricating ofl: the requirements in § 187. l.
do not apply.

Cross Rererence: See 33 CPR 15180 (39
FR 30125) for an interpretative rule conoern-
ing tank arrangement and sise limitations
applicable to seagoing tank barges.

§ 157.21 Subdivision and stability.

A new vessel must meet the following
subdivision and damage stability criteria

as meeting 46 CFR 42.20-5.

(a) The final waterline, taking into
account sinkage, heel, and trim, must be
below the lower edge of an opening
through which progressive flooding may
take place, such as an air pipe, or any
opening that is clnud by means of a
weathertight door or nmu
opening does not include an mnlu
closed by a—

E
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3 smnll watertight cargo tank hatch
cover that maintains the high integrity
of the deck;

(4) remotely opc rated watertight slid-
ing door; or

(5) side scuttle of the non-opening

type.
(b) In the final stage of flooding, the
angle of heel due to unsymmetrical flood-
ing must not exceed 25 degrees, except
that this angle may be increased to 39
degrees If no deck edge immersion oc-
curs.

(¢c) For acceptablc stability in the
final stage of flooding, the righting lever
curve must have a range of at least 20
degrees beyond the position of equilib-
rium in assoclation with & maximum
residual righting lever of at least 0.1
meter. For the calculations required in
this section, weathertight openings or
openings fitted with automatic closures,
(e.0. a vent fitted with & ball check
valve), need not be considered as points
of downflooding within the range of
residual stability, but other openings
must be accounted for in the calculation.

§157.22 (Reserved]

§ 15723 Cargo and ballast system in-
formation.

(a) Each tank vessel to which this part
applies must have an instruction manual
that describes the automatic and manual
operation of the cargo and ballast system
in the vessel.

(b) The format and information con-
tained in the instruction manual re-
quired in paragraph (a) of this section
must be similar to the manual entitled
“Clean Seas Guide for Oil Tankers”
which can be obtained from the Inter-
national Chamber of Shipping, 30-32 St.
Mary Axe, London, England, EC3A SET.

§ 157.24 Submissi of ecalculati
plans, and specifications.

The owner, builder, or designer of a
new vessel shall submit the following to
the Coast Guard before construction of
the vessel:

(a) Calculations to substantiate com-
pliance with the tank arrangement and
sise requirements in § 157.19(b).

(b) c;lcnhﬂau to -l::unum com-

pliance with subdivis and
stabjlity mnlnmenh in § 157.21.

(¢c)  [Reserved

(d) Plans nnd specifications required
in 46 CFR 31.10-6 that include—

(1) the design characteristics of the
vessel, the arrangements, configuration,
and contents of the assumed damaged
compartments; and

(2) the distributions, specific gravities,
and the free surface effect of liquids.

Subpart C—Vessel Operation
§ 157.25 Applicability.

‘This subpart prescribes regulations for
the discharging of clean ballast, segre-
gated ballast, and oil mixtures from, and
for the carriage of ballast water by—

(a) tank veseels carrying ofl exclu-
sively on rivers, lakes, bays, sounds, and

48285

§ 157.27 Discharges: Tunk vesscls car-
rying ol exclusively on rivers, lakes,
bays, sounds, and the Great Lakes,
and seageing tank vesacls of leas than
150 groes tens.

Unless a tank vessel carryjng oll ex-
clusively on rivers, lakes, bays, sounds,
and the Great Lakes, or a seagoing tank
vessel of less than 150 gross tons dis-

(a) retain on board any olly mixture.
or

(b) transfer an olly mixture to a re-
ception facility.

§ 157.28 Discharges from tank hr‘o--
exempled from certain design re
quirements.

The person in charge of a tank barge
exempted under § 157.08(a) (2) from the
requirements in §§ 157.11, 157.13, 167.185,
and 157.23 shall ensure that while the
barge is proceeding en route—

(a) cargo tanks are not ballasted or
washed; and

(b) ofl or olly mixtures are not dis-
charged.

§157.29 Dhtlur'u Seagoiag tank ves-
sels of 150 gross tons or move.

Unless a seum mmv“ of x
gross tons or more an
mixture in compliance with the
ments in §§ 157.37, 157.39, or 157.43, the
vessel must—

(a) retain the mixture; or

(b) transfer the mixture to a recep-
tion facility.

§ 157.31 Discharges: Chemieal additives.
No person may use a chemical additive

to circumvent the discharge require-

ments in §§ 157.27, 157.29, 187.37, 157.39,

and 157.43.

§ 157.33 Water ballast in oll fuel tanks.

A new vessel may not carry ballast wa-
ter in an oil frel tank.

§ 157.35 Ballast added to carge tamks.
A tank vessel that meets the design

in the Oil Record Book
under § 151.35(c} (1) (vil) of this chapter.

§ 157.37 Diecharge of carge residde.

Except in paragraph

(b) of this section, a tank vesssl may dis-
charge into the sea an olly mixture from
& cargo tank and cargo pump room
biige if the vessel—

(1) s more than 50 nautical miles
from the nearest land;

(2) is proceeding en route;

(1) watertight manhole cover; the Great Lakes; and (4) is an existing vessal and the total
(2) flush scuttle; (b) seagoing tank vessels. quantity of oll discharged into the sea
FIDERAL REGISTER, VOL. 40, NO. 199—TURSDAY, OCTOBER 14, 1978 .
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does nol exceed 115,000 ol the total
Quattity of the cargo that the discharge
formed a part, or is a new vessel and the
total quantity of oil discharged into the
sea does not exceed 1/30,000 of the total
quantity of the cargo that the discharge
formed a part;

(5) discharges above the waterline
through the piping required in §157.11
() and

(8) has in operation an automatic oil
discharge monitoring and control system
approved by the Coast Guard (specifica-
tion regulation to be proposed), except
that system may be operated manually

(i’ the automatic system fails during
& ballast voyage;

(1) the failure is recorded in the Oil
Record Book;

(il the master ensures that the dis-
charge is constantly monitored visually
and promptly termineted when oil is de-
tected in the discharge; and

(lv) the system is operated manually
only until the ballast voyage is completed.

(b) A tank vessel that carries asphalt
exclusively must transfer cargo residues
and tank washings to a reception facility.

§ 157.39 Machinery space bilges.

(a) A tank vessel may discharge an
oily mixture from a machinery space
bilge that is combined with an ofl cargo
mixture if the vessel discharges in com-
pliance with § 157.37.

(b A tank vessel may discharge an
oily mixture from a machinery space
bilge that is not combined with an oil
cargo mixture if the vessel—

(1) is more than 12 nautical miles
from the nearest land;

(2) is proceeding en route;

(3) is discharging an efluent with an
oil content of less than 100 parts per
million; and

(4) has in operation an oil discharge
monitoring and control system approved
by the Coast Guard (specification regu-
lation to be proposed) and oil water
separating equipment approved by the
Coast Guard (specification regulation to
be proposed’ .

§ 15741 Emergencies.
Sections 157.27, 157.29, 157.37, and

157.39 do not apply to a tank vessel that
es into the sea oll or oily mix-
tures—

(a) for the purpose of securing the
safety of the vessel or for saving life at
sea; or

(b) as a result of dumage to the vessel
or its equipment if—

RULES AND REGULATIONS

(a) segregated ballast is not dis-
charged in a port or at an offshore ter-
minal unless he finds no oily mixture
in the ballast after—

(1) visually examining the top of the
ballast contents of each tank; or

(2) testing the ballast contents of
each tank with an oil'water interface
detector; and ;

(b) clean ballast is discharged In ac-
cordance with the requirement in
§157.37(a) (8.

§ 15745 Valves in cargo or bullast pip-
ing system.
& tank vessel is at sea and the
contain oil, valves and closing de-
in the cargo or ballast piping sys-
or in the transfer system must be
closed except they may be opened
or cargo or ballast transfer to trim the

b

i3l

157.47  Informution for master.

A master or person in charge of a tank
shall operate the vessel in accord-
with the information required in
CFR 31.10-30(d) that includes:
(a) Stability information.
(b) Damage stability information de-
termined in acordance with the criteria
contained in Appendix B of this part.
(¢) Loading and distribution of cargo
information determined in compliance
with the damage stability criteria re-
quired in Appendix B of this part.

i

4

§ 15719 Dastraction wanual,

The master of a tank vesse! shall en-
sure that the instruction manual under
§157.23 is available and used when the
cargo or ballast systems are operated.
Avvennix A--Daniser Assumerions, Hyro

CHFTICAL OUTFLOWS, %D Cango TANK Si/

AND ARRANGEMEN (S

! Sourcc. The procedures (or the damuge
assumption cealeulations contained in this
Appendix conform to Regulations 22. 23, and
24 of Aunex I of the International Conven-
tion for the Prevention of the Pollution from
Ships, 1973, doue at Londot, November 2.
1974,

2. Assumptions. Por the purpose of calcu-
lating hypothetical outflow from iank ves-
sels. three dimensions of the extent of dam-
age of a parallelepiped on the side and bot-
tom of the vessel are assumed

(&) For side damage, the conditions are
as follows:

Damage Candiiions
tr Lamgitudinel extent ¢, = L or 1.5 10, whaels
OV s Jess,
(&) Transvorse extent (¢, If
tinbourd {rom the vessel'’s -~ or 115 1, whichever i
side at right angles to the 5 less
centerline at the level cor-
responding to the :-um-d

summer .
(3) Vertlealestent (ve).... . From the base uo up
wurds without Mmit.
(b) For bottom damage, two conditions
to be applied individually to the stated
portions of the vessel, as follows:

Conditi
e e For '\;.il. lr;vm the fJorwurd perpon- |:lllt~l |.|:-II ;-lep i
dicular of ship
’ b2
v Loogitadingl exivol 1y <00 Do hers i hicver B s
10 10
i
V2 Prateverse exlest o, or 10 neters, whichever is less bt 5 metors
6 ot dess than 5 ucters
I B
G Vertient oxtent i e e e = or 6 ieters, w hichever is less coom o GO b hever s Y s
(TN 15 i1y

3. Hypothetical Outfiow of Oil. (a) The hy-
pothetical outfiow of oil in the uno((g.lmo
damage (O:) and bottom damage ) i
calculated by the following formula with

pect to compertments breached by dam-
age to all conceivable locations along the
length of the veasel to the extent as defined
in section 2 of this Appendix.

(1 Fur side dutunges: Fornula |
0.~LW,+LK.C,
(£ For bottom damage: Formunla 11

0.=3 (EZ.W.4 EZ.C)

Whes
(A T Ty
n i
W for s bellast tank may be taken oqual to
cwdmunmhhn 0 bo breached by

sasumed
the damage a8 specified {n seotion 2 of this Appendix;
C, for n segregeted ballast tank may be taken equal to
pero;

b
Ko=l— g
.
when b Is cqual Lo o geeuter than f,, K i+ oqual to tero;
h,
Z.ul— ".

when b is equal 16 o greator than n,, Z s equal to zoro;

bi=Minlmum width of wing tank under consideration
Mwmmml'l&lumﬁntn’ulﬁ
to the centerline at the hv-ldwmq-umum 1o the

g i

hi=Minimum depth of the double Lottem tnder con-
sideration: where no dotble bottor, i fittod, b, is cqual
to zero.

{b) It a void space or ated ballast
tank of a length less th‘n”l‘n: located be-
tween wing oll tanks, O« tn formula I of this
section may be calculated on the basis of
volumie W: being the actual volume of one
such tank (where they are of equal capacity)
or the amalier of the two tanks (if they differ
in capacity), adjacent to such space, multi-
plied by Si as defined below and taking for
all other wing tanks involved in such a col-
lsion the vallie of the actua! tull volume.

- [}
8=t !
Where ! =length of void space or segregated
ballast tank under consideration.

(¢) Credit is only given In respect to
double bottom tanks which are either empty
or carrying clean water when cargo is carried
the tanks above.

in

(1) If the double bottom does not extend
for the full length and width of the tank
involved, the double b is
nonexistent and the volume of the tanks
above the area of the bottom damage must
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be included in formula II of this
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if the tank is pot considered
cause of the imstallation of
double bottom.

(2) Suction wells may be negiected in the
determination of the
are not excessive in
the tank for & minfm
case more than half the height of the dou!
bottom. If the @epth of swoh

minus the well heigh

1o formuis 111 as follows:
0= (EZW | EZ.C)

(e} Credit for reduced oll outfiow from

o ‘nt&hﬂvmﬂhmtm‘

oll in cargo tanks esciuding ofly A

Loading condition must reflect the specific
qﬁ“dh’ﬂp.

(a) Damage s %0 all conceivable

l{:ﬁthu.loacﬁ. of the veasel as

(1) Por & vesssl of more than 226 meters

but not exceeding 338 in length, any-

where {n the vesssl's lei gth except where the
after or forward bulkhsad bounding & ma-
chinery space located aft is involved in the

damage np The Y Space
Il.k\lh‘ tod 08 & single flcodable compart-
ment.

(3) Por » vesssl 180 meters or less in
length, anywhere in the vessel's length be-
tween adjacent .

to ote half of the volume of the iargest tank
tnvolved;

(2) has suficient ballast or cargo tankage
avaliable to receive the transferred oll; and
(3) has the high suction piping instal
st & helght not less than the vertical extent

(s) The allowable volume of a wing cargo
tank (VOLv) is squal to seventy-five parcent
of O,. In s segregated ballast tank vesss!
VOL~ may equal O, for a wing cargo oil
tank two ballast

than I. and

of osrgo 3
length of & cargo tank (l.) is equal
to the greater of 10 meters or more of the
following values:

(s) If no longitudinal bulkhead is pro-
vi

ded, 0.1L.
(b) If e longitudinal butkhead s provided
at the centeriine only, 0.18L.

) If two or more Jongitudinal bulkhends are pro

(1) For wing tanks, 8.2L; snd
ﬁ; For ceuter tanks—

(i 'i.;

(.;;m.l to or grenter then M, 0.21,; or
b

(i) B

s lom thiaes 1<, and—

(A) no gl (!
(o5 g+o.|) L;

"m; n centerline longitudingl bulkhesd Is provided,

(o.zo ;;+o.m) L.

is provided,

3
I

i
?
|
!

il
!
i
fe

|

» ?;
i
I
h

i
i
I

]
i
i
d

the machinery N
(b) The ext and the ch of the
d side or as is the g
in section 3 of Appendiz A of this part, must
be applied P dinal dam-

(¢) It damag bulk-
heads as specified in paragraphs (s) (1) and

(R.S.44178(3) and (7)., as amended (46 US.C.
301a(3) and (7): 49 CPR 1.46(n)(4) (40
CPR 3006) .

Epective date. These regulations ghall
become effective on October 14, 1975,

Duted: October 8, 1975.

O. W. BrLzn,
(3) of this section, transverse watertight
bulkheads must be spaced at least at & dis- Admiral, U.S. Coast Guard,
tance equal to the longitudinal extent of the Commandant.
paragraph (b) 27230 -8
of this section {n order to be considered effec- {8 Dopirs )
tive. Where bulkheads are 4
st & lesser distance, one or more of these Title 46—S8hipping
bulkheads within such extent of damage 1-—COAST
must be assumed as nonexistent for the -
of determining fiooded compartments, ~ DEPARTMENT OF TRANSPORTATION
{(d) It the sdjacent [CGD 74-33C)

of
partments must be
density and the amount of liquid carried.

;
i

i
il

i
;
I

;

I

On page 48280 of
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standard contanie g 1n 43 CFR 5 157.2) s
derived from (he uatified International
Convention for Prevention ol Pollution
from Ships. 1973. The puipose of the
standards in both Convenuions and the
regqulations is to keep a vessel. which
suffers damage. afloat. The Const Guard
considers it an unnecessary burden on a
designer to submit two sets of calculs-
tions for approval. Therefore, vessels
that meet whe requirements in 33 CFR
157.21 will be considered as an equivalent
to meeting the subdivision and damage
stability requirements of 46 CFR 42.20-5
Since §157.21 reflecis this ruli the
current amendment to ¥ 42.20-5 will also
reflect this ruling.

8ince the amendments in this docu-
ment are merely editorial changes, notice
of proposed rule msking is considered

RULES AND REGULATIONS

nnece: ary and they may be made ef-
fective on October 14, 1975,

In consideration of the foregoing. chap-
ter 1 of Title 46, Code of Federal Reguln -
ttons is amended as follows:

1 Subchapters D and O are aniended
by inserting notes below the headings in
the table of contents as follows:

Nore: 33 CPR Part 157 contains addivional
design. equipment, and operation require-
ments for certain sengoing U8, tank ships
and barges that curry ofl in the United States
daoestic trade.

2. Section 42.20-5 is amended by add-
g & new paragraph (a-1) lo vead as
follows:

§12.20-5  Type A" vownedn.

ta-1) A vessel thal ine: Ly Lie req
ments in 33 CPR 157.21 1~ considciod 1+
the Coast Guard as necting ths vogvie
ments in this section.

. . N

(R.8. 4408, ax amended (48 US., 376), R

4632, as amended (46 U S.C. 416) sec 6(b) (1)

80 Btat. 937 (49 US.C 1655(h) (1)); 49 CFL

1.46(h)).
Efective date  ‘These amendment

shall become cflective on October 14
1975.

Dated: October 6, 1975

O. W. SiLer,
Adwmiral, U.S. Coast Guard
Commandant.

{FR Doc¢.75-27228 Filed 10-10-75;8:45 am |
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DEPARTMENT OF
TRANSPORTATION
Coest Quard
[33CFR Port 187 )
{COD 75-201)

TANK VESSELS CARRYING OIL IN
DOMESTIC TRADE

Written comments. Interested persons
are invited to participate in the proposed
rulemaking by submitting written views,
data, arguments, objections, and com-
ments to the Executive Secretary, Marine
Safety Council (O-CMC/82) . Room 8234,
US. Coast Guard, Washington, D.C.
20590. Each person submitting com-
ments should include his name and ad-
dress, identify this notice (CGD 75-201),

No hearing is contemplated at this time
on this proposal since substantive com-
ments were received at hearings

the
June 28, 1974, 1ssue of the Prozaar Reois-
7ER (39 FR 24150). A public hearing may
be held at a time and piace set in a later
notice in the FzsgaaL Rzcister if re-
quested by an interested person raising
& genulne issue and desiring an oppor-
tunity to comment orally at a public
hearing.

Closing date for comments. All com-
munications received before November
13, 1975 will be evaluated before final ac-
tion is taken on this proposal. Further-
more, all relative written comments sub-
mitted in response to the advance notice
of proposed rulemaking concerning
standards for pollution abatement for
new tankships constructed for trade on
the navigable waters of the United

Those proposed regula-
tions may be changed in light of the
comments received

The Coast Omrd is

trade on the
FrozaaL . Many comments on
the proposed rules were critical of the

absence of a double bottom requirement.

FEDORAL RBOIITER, VOL. 40, NO. 199—TUISDAY, OCTOSIR
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Other commenters noted that if segre-
gated ballast space was required to con-
trol operational pollution, a secondary
use of the segregated ballast tanks to
serve as protective spaces in event of col-
lision, ramming, or grounding accidents
appeared to be a beneficial and logical
extension of the regulations.

The concept of distributing required
segregated ballast spaces are defensive
space has been under discussion nation-
ally and internationally since at least
1971. Briefly reviewing the background
of this proposal, the Coast Guard in the
January 26, 1973, advance notice of pro-
posed rulemaking requested comments
on the concept of placing segregated bal-
last in double bottom tanks. Later, in
October 1973, the International Confer-
ence on Marine Pollution, 1973, was un-
able to agree upon double bottoms as
the required arrangement of segregated
ballast. In fact, no rules for the distribu-
tion were specified in the resulting In-
ternational Convention for the Preven-
tion of Pollution from Ships, 1973.

The U.8. position fostering double bot-
toms was founded on two years (1969
and 1970) of worldwide spill data which
seemed to indicate a heavy preponder-
ance of spillage due to bottom damaging
accidents. An additional three years
(1971-1973) of spill data is now available
which, when combined with the earlier
data, refutes the original position. The
combined data reveals that side damag-
lntucmn‘amumuchnproblemu

bottom damaging ones, both with re-
spnt to frequency of occurrence and
amounts spilled.

As a check on the validity of these
figures for worldwide accidents, infor-
mation on incidents occurring within 50
miles of the U.8. coastline was developed
for the same years. The correlation be-
tween the data is good in the area of
frequency of incidents and relative out-
flow by accident type. Other regional
studies by the United Kingdom and Fin-
land also confirm the validity of the
statistics, thus indicating the desirabil-
ity of a more general and flexible solu-
tion than simply requiring double
bottoms.

Certain known statistical factors about
casualties in U.8. waters must be kept in
mind. Since collisions and groundings
are statistically comparable hazards, it
is desirable in determining vessel design
to optimize the distribution of required
segregated ballast space as protection
against both hazards as fully as possible.
The surrounding physical characteristics
of a port area have a great deal to do
with accident types to be anticipated.
Where channels are wide and the water
deep, collisions would be expected to
dominate. Where water is shaliow with
respect to using vessel drafts, groundings
should be expected. There is a wide
diversity of conditions encountered In
U.8. ports and even within individual
port areas. It is known that most accl-
dents to tankers do not involye breach-
ing of the hull. Likewise, a small number
of accidents involve such high energy
levels that no reasonable combination
:‘l construction features would be effec-

ve.

T .

18289

There are & great number of variables
in designing a complex mechanism like
a tank vessel. The designer, in making
decisfons among conflicting variables, is
forced to seek an optimum rather than
& maximum value for each variable. This
optimization means that some very de-
sirable characteristics must be reduced
from the most desirable state to a less
Mnhu state in order to mmog;‘:

characteristics.
Cont QGuard must be certain in specify-
ing mandatory distribution of segregated
ballast space for environmental protec-
tion that the safety of the vessel is not
significantly lessened.

The distribution of segregated ballast
spaces cannot be dictated solely by en-
vironmental! protection considerations.
Longitudinal strength, damage stability,
safety with respect to fires and explo-
sions, personnel safety, and the fostering
of sound operating practice, as well as
the mitigation of oil outflow must also
be taken into account.

In order to better assess the question
of proper arrangement of segregated
baliast tanks, the Coast Guard solicited
the aid of a number of knowledgeable
naval architects and operating person-
nel, which was constituted by the Ameri-
can Petroleum Institute as a task group,
to address solely the problem of optimum
distribution of required segregated bal-
last space taking into account all of the
factors set forth in the preceding para-
graph. The task group found some dis-

configura superior
other configurations in mitigating out-
flow; however, they were also convinced
that environmental protection could not
be the sole factor examined in determin-
lnc the safe and appropriate distribution

of segregated ballast spaces. The text of
the report of the task group more fully
discusses the study, the methods used,
and the results and conclusions of the
group. This report appeared as an appen-
dix to the final environmental impact
statement, “Regulations for Tank Ves-
sels Engaged in Carriage of Oil in
Domestic Trade,” which was made avail-
able to the public and the President's
Council on Environmental Quality on
August 15, 1975. This statement is avail-
able upon request from the Executive
Secretary (G-CMC/82), US. Coast
Guard, Washington, D.C. 20580.

The Coast Guard carefully monitored
the progress and work of the task group.
Independent audits of the study by Mr.
George C. Nickum, President of Nickum
and Spaulding Associates, Inc., Seattle,
Washington, nnd & member of the Na-
tional Academy of Engineering; W. D.
QGalther, Dean of the University of Del-
aware's College of Marine Studies, and
Professor H. Benford, Professor of Naval
Architecture and lnnne Engineering,

University of Michigan, have, without ex-
ception, found the M methodology
sound and the results

In view of the toncolnl the Coast
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Among the acecptable arrangements
of segregited vallast under the proposed
repulations nre uny one of the follow.
ng:

Double bottoms

Double sides.

L" shuped wing tanks.
J"" shaped wing tanks.

. Staggered wing tanks combined
with reduced volume of intervening car-
£0 tanks.

Specifically, iL is proposed to revise
1 157.09(d’ o publish the standards upon
which the Coast Guard would evaluate
the adequacy of a tanker's distribution

required segregated ballast space. It
is also proposed to add a new Appendix
C to Part 157 which contains the formula
for calculating the mixture of protected
shell area and, if needed., the reduced
hypothetical oil outflows. The new par-
agraph (d' is considered an interpre-
tative rule of the International Con-
vention for the Prevention of Pollution
from Bhips. 1973. The requirements in
paragraph ‘d) will be applicable to new

Posw~-

R

structed In compliance with current

In consideration of the foregoing, it is
proposed to amend Chapter 1 of Title
33, Code of Federal Regulations, as
follows:

1. Section 157.08 1s amended by add-
ing paragraph (a) (4) to read as follows:

§ 157.08  Applicabilisy.

) ** -

4) The requirements in §157.09«d)
constructed under

do not apply to vessels
& contract awarded before ...........

PROPOSED RULES

2. Section 157.09(d' is revised t 1 ud
as follows:

§ 157.09 Scgreguted hallast.

. L] . .

(d) Segregated ballast spaces v.ithin
the cargo tank area must be distiib-
uted—

(1) Adjacent to the bottom and sides
of the vessel; and

(2) To meet Appendix C of this pait.

3. Section 157.24 is amended by add-
ing new paragraph (¢) to read as follows:

calenlation-.

. N . . 4
t¢) Calculations to substantiate com-

pliance with the segregated ballast dis-

tribution requirements in § 157.09d .

. .

b 3 L TRRED 2 L3 I N1 '»'-‘)4,‘;'.'»» 045 (U—‘)(/.th
o, 0,

Where .

PA. _ The sum of hoth port and star-
board side shell area where
cargo is separated from side

shell by a distance of at least

P4..-Bottom shell area where cargo
is separsted from bottom shell
by a distance of al least two
meters based upon projected
molded dimensions.

1. -The length from the collision
bulkhead to the forward bulk-
head of the machinery space.

D=Molded depth of the vessel.

0.,0., Oa=Hypothetical values as defined

by §187.19(b).

8 =Molded breadth as defined in

1 187.03(¢).

it 139 1 #roeided by adding now
Supendis €, to follow Appendix B. to
tond a. tollow
NN C==CRITERIA JoR Disimigv o
OF HIGRYGATED BAILLAST SPacys
Lo Soedrce. The eriteria in 1his appet.
itlerprets, constructively, the reguirement
of Regulation 13 of Annex I of thie Interoa-
Lonal Convention for the Prevention of 1.
lnton Lo Ships, 1973, doue at Lond
November 2, 1973
2 lormula
(a) The distribution of segreguted balla.i
spaces for a new vessel of conventional form,
that is, those haviug a block coeficiznt </
or greater, a leagth to depth ratio bet:oo»
12 and 16, and & breadih 1o depth ratio v -
tween 1.5 and 3.5 must meet the follov.i.y
torula

(b) A new vessel of unconventional form
that is, those whose parameters fall outside
the values in paragraph (a) of this Appendix
must provide & level of protection equivalent
to the level of protection afforded conven-
tional vessels by paragraph (a) of this
Appendix.

(RS 4417 (3) and {7), as amended (46 US.C
391a (3) and (7)); 49 CPFR 1.46(n) (4))

Dated: October 6, 1975.
W. M. Benkert,
Rear Admiral, U.S. Coast Guard

Chief, Ofice of Merchant Ma-
rine Sa/ety.

|PR Doc.75-27229 Filed 10-10 75:8 45 am)
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RULES AND REGULATIONS

- Title 46—Shipping

CHAPTER I1—COAST GUARD,
DEPARTMENT OF TRANSPORTATION

(CGD 173-178)
MANEUVERING CHARACTERISTICS
Miscellaneous Amendments

These amendments require ocean and
coastwise vesscls of 1,600 gross tons or
over to carry mancuvering information
in their pilothouses. These requirements
were proposed in the July 20, 1973 Fep-
ERAL REGISTER (38 FR 19411).

Comments were received which sug-
gested certain changes for the purpose
of clarifying conditions specified in the
information requirements. In response to
these comments, the following changes
have been made:

Calm weather has been defined as
wind 10 knots or less with a calm sea.

Deep water has been defined as water
depth twice the vessel's draft or greater,

The means of obtaining the informa-
tion appearing on the preliminary fact
sheet required prior to certification has
been clarified. The information may be
cblained by trial trip observations, model
tests, analytical calculations, simula-
tions, Information established from an-
other vessel of similar hull form, power,
rudder and propeller, or any combina-
tion of the foregoing.

The accuracy requirement has been
Jimited to what is attainable by ordinary
thipboard equipment.

One commentatior pointed out that full
and half speeds were not fully defined by
the proposed rule. Since these will be
stated on the fact sheet in terms of RPM
or control settin;: further definition is
not necessary.

Another commentator felt that the
data was too extensive and refined and
should be reduced to a single set of the
most adverse conditions.

1)

The intent of the regulations is to pro-
vide sufficient information for a conning
officer, whether ship’s personnel or a just
boarded pilot, to use as guidclines for
handling the vessel under varying con-
ditions.

One comment was that highly spe-
cialized craft should be excluded from
the rules or that there should be &
specific provision for an exemption from
the rules.

A section has been added which pro-
vides that specialized craft such as semi-
submersible drilling units. hydrofoils,
hovercrait and other vessels of unusual
design will be dealt with individually.

In consideration of the foregoing,
Chapter I of T'itle 46 of the Code of Fed-
eral Regulations is hereby amended as
follows:

PART 35~—OPERATIONS

1. By adding a new section after
§ 36.20-35: ¢

§ 35.20-40 Muneuvering  Characteris-

ties—T/0C.

For each ocean and coastwise tankship
of 1,600 gross tons or over, the following
apply: ;

(a) The following maneuvering infor-
mation must he prominently displayed in
the pilothousc on a fact sheet:

SDL (No. 100)

A:
Bs
C:
D:
E:
F:

acdefhijklmopqrsuv (1)
bece(3),83(2),dhpq(l)
0(6),g(3),dkln(1)

bdfk (1)

ao(4)

k(25), b(5), cmp(l)

List - CG-10




RULES AND REGULATIONS

(1Y For full and half speed, n turning
circle diagram to port and starboard that
shows the time and the distance of ad-
vance and transfer required to alter the
course 90 degrees with maximum rudder
angle and constant power settings.

(2) The time and distance to stop the
vessel from full and half speed while
maintaining approximately the initial
heading with minimum application of
rudder.

(3) For each vessel with a fixed pro-
peller, a table of shaft revolutions per
minute for a representative range of
speeds.

(4) For each vessel with a controllable
pitch propeller a table of control settings
for a representative range of speeds.

(5) For each vessel that is fitted with
an auxiliary device to assist in maneu-
vering, such as a bow thruster, a table of
vessel speeds at which the auxiliary de-
vice is effective in maneuvering the
vessel. %

(b) The maneuvering information
must be provided for the normal load
and normal ballast condition for—

(1) Calm weather—wind 10 knots or
less, calm sea;

(2) No current;

(3) Deep water conditions—water
depth twice the vessel's draft or greater;

and
(4) Clean hull.
(¢) At the bottom of the fact sheet,
the following statement must appear:
WAaARNING

The response of n:'- (name of the vessel) may
be different from those liated above if any
of the following conditions, upon which the
maneuvering information is based, are
ed:

":‘l) Cslm westher—wind 10 knots or less,
calin sea;
(3) No current; :
(3) Watre depth twice the vessel's draft
or greater;
(4) Olean hull; and
(5) Intermediate drafts or unusual trim.
(d) The information on the fact sheet
must be:

(1) Verified six months after the ves-
sel is placed in service; or

(2) Modified six months after the
vessel 1s placed into service and verified
within three months thereafter.

(e) The information that appears on
the fact sheet may be obtained from:

(1) ‘Trial trip observations;

(2) Model tests;

(3) Analytical calculations;

(4) Simulations;

(5) Information established from an-
other vessel of similar hull form, power,
rudder and propeller; or

(6) Any combination of the above.

The accuracy of the information in the
iact sheet required is that attainable by
ordinary shipboard navigation equip-
ment.

(f) The requirements for information
for fact sheets for specialized craft such
as semi-submersibles, hydrofoils, hover-
craft and other vessels of unusual design
will be specified on a case by case basis.

PART 78—OPERATIONS
PART 97—OPERATIONS

PART 196—OPERATIONS

2. By amending Parts 78, 97, and 196
by adding Subparts 78.21, 97:19, and
196.19, headed *“Maneuvering Charac-
teristics” and consisting of §§ 78.21-1,
97.19-1, and 196.19-1 respectively, that
read similar to § 35.20-40, except the
heading of each section would read
“Data required”, and the introductory
text of the sections and of paragraph (b)
would read as follows:

For each ocean and coastwise vessel of
1,600 gross tons- or over, the following
apply:

L] - . L .

(b) The maneuvering information
must be provided in the normal load and
normal light condition with normal trim
for a particular condition of loading as-
suming the following—

L] - L] L] *

(R.8. 4405, as amended, R.S. 4417a, as amend-
ed, R.8. 4462, as amended, sec. 6(b) (1), 80
Stat. 937; U.S.C. 3785, 391a, 416, 49 US.C. 1658
(b)(1): 49 CFR 1.46(b) ) and (o) (4))

Effective date. These amendments be-
come effective on February 14, 1975,
Dated: January 6, 1975,

E. L. PErrY,
Vice Admiral, U.S. Coast Guard,
Acting Commandant.

IFR Doc.75-1343 Flled 1-14-75;8:45 am)
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APPENDIX III

{ Vessel Inspection Regulations,
! Proposed Rulemaking

(40 FR 42751-42754)
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proposedrules

DEPARTMENT OF TRANSPORTATION
UNITED STATES COAST GUARD

MAILING ADORE S
us coast Guaro (G=CMC/82)

400 SEVENTH STREET W

mmone 202 &% 1477

2991/2
18 September 1975
Serial 14-P-75

.Interested persons are invited to participate in this rulemaking by
submitting written data, views, or arguments to the Executive Secretary,
Marine Safety Council, U. S. Coast Guard (G-CMC/82), Washington D.C.
20590, prior to October 31, 1975.

DEPARTMENT OF
TRANSPORTATION

Coast Guard
[ 46 CFR Parts 32, 35, 77, 78, 96, 167, 184,
185, 195, 196 }

{COD 75-074)
VESSEL INSPECTION REGULATIONS

Proposed Rulemaking

The purpose of these amendments to
the vessel inspection regulations is to
publish within the Code of Federal Reg-
ulations amendments to the Convention
for Safety of Life at Sea, 1960.

The assembly of the Intergovernmental
Maritime Consultative Organization
(IMCO) at its fourth extraordinary ses-
sion held in London, November 1968,
adopted three amendments to the Inter-
national Convention for the Safety of
Life at Sea, 1960. These amendments
were an outgrowth of a study by IMCO

of the diastious TORREY CANYON
foundering on 18 March 1967. The
amendments will require vessels of 1,600
gross tons and over in ocean and coast-
wise service to be fitted with a radar,
radio dircction finding apparatus, gyro
compass, a d echo soundmeg dovice. Con-
ditions ol vessel operation while under
the contro) of an automatic pilot are also
specified. In additton to the specific
nasvigational equipment requirements for
vessels of 1,660 gross tons and over, all
ships subject to the International Con-
veution for the Safety of Life at Sea,
1960, must carry sdequate and up-to-
date chartr. sailinz directions, lists of
lichts, notices to mariyers, tide tables
and other nauticanl rublications neces-
sarvy for the intended vovage.

The United 8tat-s Delesntion to TMCO
consulted with the American maritime
imdustry, interested poeretes of the Ex-
ecutive Branch of the United States Gov-
ernment and othcy interested parties con-
cerning the 1968 amendments in prepa-
ration for all stages of IMCO considera-
tion. The Coast Guard is not aware of

any objections to any of the amendments
as they were adopted by the assembly.
The impact on Uinted States merchant
vesszels will not be preat because nearly
all of our vessels of the tonnage indicated
have the required equipment on board
at the present time.

Eight additional amendments to the
International Convention for the Safety
of Life at Sea, 1960, were adopted in
London, October 1968 Of the eight
amendments, only two have any impact
on United States vessels The first re-
quires that the two firemen's outfits that
are presently carried be stored conven-
fently for use in widly separated acces-
sible locations. The second requires that
the International Code of Signals be car-
ried on board vessels which must be
provided with radiotelegraph or radio-
telephone installations.

Interested persons may participate in
this proposed rule making by submitting
writteri data, views, or arguments to the
Coast Guard (G-CMC), 400 Seventh
8treet, SW., Washington, D.C. 20590.
Each person submitting a comment
should include his name and address,
identify the notice (CGD 75-074) and
give reasons for any recommendations.
Comments received before October 31,
1975, will be available in Room 8234, De-
partment of Transportation, Nassif
Building, 400 Seventh Street, SW. Wash-
ington, DC. The proposal may be
held at a time and place set In a later
changed in light of comments received.
No hearing is contemplated but may be
notice in the FeperaL Recister, {f re-
quested by an interested person desiring
an opportunity to comment orally at a
a\::lelc hearing aand raising a genuine

In consideration of the foregoing, it is
proposed to amend Chapter I of Title 46,
::u;ho Code of Federal Regulations as

B

PART 32—SPCCIAL EQUIPMENT

MACHINERY AND HULL R QUIREMENTS E:

§32.15-10 [Amended)

1. Bection 32.15-10 {s amended by de-

leting the words “mechanical or” in tne
first sentence.

2. By adding a new sentence to § 32.15-
20(a) toread as follows:

§ 32,1520 Radiotclegraph and Radio-
telephone—"1/ALL.

(a) * * * All vessels engaged on an in-
ternational voyage which arc requircd to
carry a radiotelegraph or radiotelcphone
in accordance with Chapter IV of the
Safety of Life at Sca Convention, 1960
must carry the International Code of
Signals.

3. By cading a now §32.15-29 to read
as follows
§ 32.15-50  Radur—T/0C.

All tankships of 1,600 gross tons and
over in ocean or coastwise service must
be fitted with a radar. Details of the
application of these requirements, as well
as the details of the installations, must
comply with the regulations of the Fed-
eral Communications Commission. Facili-
ties for plotting radar readings must be
provided on the bridge.

4. By adding a new § 32.15-35 to read
as follows:

§ 32.15-35 Magnciic and Gyro Com-
pass T/O0C.

(a) All tankships In ocean or roast-
wise service must be fitted with a mag-
netic compass.

(b) All tankships of 1,600 gross tons
and over in ocean ur coastwise service
must be fitted with a gyro compass in ad-
dition to the magnetic compass.

SDL (No. 101)

A: acdefghijklmopqrsuv(l)
B: bce(3), gj(2), dhpq(l)
C: o(6), g(3), dkln(l)
D: bdfk(1l)
ao(4)
F: k(25), b(5), cmp (1)
List: CG-10

CG-26
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PART 35—OPERATIONS

5. By revising § 35.20-1(d) to read as
follows:
§ 35.20-1 Notice 10 Marincrs, Aide o0
Navigation—T/0CLB.
- . . Ll Ll
(d) All vessels must carry adequate
and up-to-date—
(1) Charts,
€2) Sailing directions,
3) Coast pilots,
(4) Light list,
(5) Notices to mariners,
(6) Tide tables,
(7) Current tables, and
(8) All other nautical publications
necessary for the intended voyage.

6. By adding § 35.20-45 (o read as fol-
lows:

§ 35.20-15 Use of Auto Pilot T/ALL.
(a) When the automatic pilot is used

(1) Areas of high traffic density,
(2) Conditions of restricted visibility,
and

(3» All othar hazarcous navigationzal
situations, the master shal! ensurc
that—

(i It is possible to establish immedi-
ately human control of a ship’s steering,

tur A qualificd hel'niman is recady at
all tneos L ke cver stoeriag centoal,
and

i The chance over from automa'ic
to manual steering and vice versa is made

by or under the rugervision of the oflicer
of the watch.

7. By revising the first scutence o
§35.20-20 to read as follows:

§35.56-20  Lmerpency Lgeimaent—

IB/ALL.
a) Two emcigeney outfits thal we
stored conveniontly for use in widely sep-

arated accessible locations are requliced
for the following: * * ¢
. . . . .

—

PART 77—VESSEL CONTROL AND WS-
CELLANEOUS SYSTEMS AND EQUIPMENT

8. Dy adding a new Subpart 77.09 to
read as follows:

Subpart 77.09—Radar
£ 77.09-1 When required.

(a) All vessels of 1,600 gross tons and
over in ocean or coastwise service must
be ftted with a radar. Detalls of the ap-
plication. of these requirements, as well as
the details of the installations, must com-
ply with the regulations of the Federal
Communications Commission. Facilities
for plotting ;adar readings must be pro-
vided on che bridge.

9. By adding & new Subpart 7711 to
read as follows:

Subpart 77.11—Magnetic and Gyro
Compass

§77.11-1 When required.

ta) All vessels in ocean, coastwise or
Great Lakes service must be fitled with
& magnetic compass.

PROPOSED RULES

tbr All verswls 1,600 gross tons and
over in ocean or coastwise service must
be fitted with a gyro compass, in addi-
tion to the magnetic compass.

10. By adding a new paragraph (b) to
§ 77.13-1 to read as follows:

Subpart 77.13—Radiotelegraph and
Radiotelephone

§ 77.13-1 Required by Federal Com-
munications Commission.

(b) All vessels engaged on an inter-
national voyage which are required to
carry a radiotelegraph or radiotelephone
installation in accordance with Chapter
IV of the Safety ol Life at Sca Conven-
tion, 1960 must carry the International
Code of Signals.

§77.27-1 (Amended)

11. Bection T77.27-1 is amended by
deleting the words “mechanical or” from
the first sentence.

PART 78—OPERATIONS

12. By revising § 78.05-5 to read as
follows:

§ 78.05-5 Charts and Nautical Publica-
tions.

(a) All vessels except barges, ferry
boats and vessels operating exclusively
on rivers, must carry adequate and up-
to-date—

(], Charts,

(2) Sailing directions,

(3) Coast pilots,

(4) Light list,

(5) Notices to mariners,

(6) Tide tables,

(7) Current tables, and

(8) All other nautical publications
necessary for the intended voyage.

13. By adding a new Subpart 78.19 to
read as follows:

Subpart 78.19—Auto Pilot
§ 78.19<1 Use of Auto Pilot.
(a) When the automatic pilot is used

(1) Areas of high traffic density,

(2) Conditions of restricted visibility,
and

(3) All other hazardous navigational
situations, the master shall ensure that—

) It is possible to establish immedi-
ately human control of a ship's steering,

11) A qualified helmsman is ready at
all times to take over steering contral,

d

(il) The change over from automatic
to manual steering and vice versa is
made by or under the supervision of
the officer of the watch.

PART 96—VESSEL CONTROL AND MIS-
CELLANEOUS SYSTEMS AND EQUIPMENT

14. By adding & new paragraph (b)
to § 96.13-1 to read as follows:

Subpart 96.13—Radiotelegraph and
Radiotelephone
§96.13-1 Reguired by Federal Com-
munications Commission.

(b) All vessels engaged on an inter-
national voyage which are required to
carry a radiotelegraph or radiotelephone
installation in accordance with Chapter
IV of the Safety of Life at S8ea Conven-
tion, 1960 must carry the International
Code of Signals

15. By ndding n new Subpart 96.17 to
read as follows:

Subpart 96.17—Magnetic and Gyro
Compass
§96.17-1 When required.

(a) All vessels in ocean or coastwise
service must be fitted with a magnetic
compass.

(b) All vessels of 1,600 gross tons and
over in ocean or coastwise service must
be fitted with a gyro compass in addition
to the magnetic compass.

16. By adding a new Subpart 96.25 to
read as follows:

Subpart 96.25—Rader
§ 96.25-1 When required.

(a) All vessels of 1,600 gross tons and
over in ocean or coastwise service must
be fitted with a radar. Details of the ap-
plicalion of these requirements, as well as
the details of the installations, must
comply with the regulations of the Fed-
eral Communications Commission. Fa-
cilities for plotting radar readings must
be provided on the bridge.

§96.27-1 [Amended]

17. Section 96.27-1 is amencdad by de-
leting the words “mechanical or” in the
Arst sentence of paragraph (a).

18. By revising paragraph (a) of
§ 06.35-15 to read as follows:

§ 96.35-15 Stowage.

(a) The fireman's outfits and personal
equipment must be stored convenient for
use in widely separated accessible loca-
tions.

PART 97—OPERATIONS

19. By revising § 97.05-5(a) to read as
follows:

§ 97.05-5 Charts and Nautical Publica-

tions.

(a) All vesscls except barges, vessels
operating exclusively on rivers, and mo-
torboats other than those certified for
ocean or coastwise routes, must earry
adequate and up-to-date—

(1) Charts,

(2) Saliling directions,

(3) Coast pilots,

(4) Light list,

(5) Notices to mariners,

(6) Tide tables,

(7) Current tables, and

(8) All other nautical publications
necessary for the intended voyage.

20. By adding a new Bubpart §7.16 to
read as follows:

PEDERAL REGISTER, VOL. 40, NO. 100—TUESDAY, SEPTEMBER 16. 1075
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Subpart 97 16—Auta Pilot
F97.10-1  Use of Aute Pilot.

' When the automatic pllot is used
in

1y Avens of hagh traMe density,

e Conditions of restricted visibility,
and

30 ANl other hazardous navigational
situations, the master shall ensure that -

() It 1s possible to establish unmedi-
ately human control of a ship’s steering,

iir A qualified helmsman is readv at
all times to take over steering control,
and

(i) The change over from automatic
to manual steering and vice versa is made
by or under the supervision of the officer
of the watch

PART 167—PUBLIC NAUTICAL
SCHOOL SHIPS

§167.40-20 [Amended]

21 Section 16740-20 is amended by
deleting the words “mechanical or” from
the first and second sentences.

22 By adding a new §167.40-40 to
to read as follows

S16T.10-10  Radar.

adr ANl v.ossols of 1,690 gross tons and
OVET 1N wo®anl OF COMEtWiLe service must
be fitted with a radar Detatls of the ap-
phcation o. these requirements, as well
as the detuls of the installavons, must
comply with the repulations under the
Jurisdiction of the Federal Communica-
vons Comnussion Facilities o plotting
radar readiigs must be provided on the
bndge

23 By adding o new §16740-45 to
read as follows

§ 107.40=15 Magnetic and Gyro Lom-
pass.

(@) All vess Is in o¢can or coastwise
service taust b2 fittd with a mag. etic
comLass

(b All ves els of 1690 gross tons and
over In ocean or coastwise service must
be fitt:d with a . ry compass in addi-
tion to the mognetic compass

24 Dy ading a new § 167 65-35 to vead
as follow

£ 167.65-35 Use of Auto Filot,

(ar Wien the autamatic pilot s used
m-—
1 Areas of high traffic density,
(2 Conditions of restricted visibility
and

3y All other haardous navigational
situations, the master shall ensure that ~

1 It 15 possible to establish imme-
dintely human control of a ship's steer-
ing

(i A qualified helinsman is ready at
all times W take over steering control,
and

Aty The chanee over from automatic
to mani-l strering and vice versa is
made by or under the supervision of the
officer of the wateh

25 By revising § 167 65-45(¢) to read
as follows

PROPOSED RULES

§ 167.65 45 (harts and Nautical Publi-

coliones,
. . . . L

cdr Al nautteal sehool ships must car-
ry adequate and up - o-date-—

(D Chts

20 Saibing: directions,

(3 Coast pilots,

t4) Light hst,

(51 Natices Ly mariners,

(6) Tide tables, and

(71 All other nautical publications
necesary for the intended voyage.

PART 184—VESSEL CONTROL AND MIS-
CELLANEOUS SYSTEMS AND EQUIPMENT

26 By adding a n-w paragraph ¢) to
§ 181 25-1 to read as follows:

Subpart 184.25—Radio
£181.25-1 Requirements of the Federal
Communications Commission.
. . . .

(c)r All vessels enzaged on an inter-
national voyage which are required to
carry a radiotelegraph or radiotelephone
installation in accordance with Chapter
IV of the Safety of Life at Sea Conven-
tion 1960, must carry the International
Cuode of Signals.

PART 185—OPERATIONS

27. By adding a new § 185.20-30 to
read as follows:

Subpart 185.20-30—Miscellaneous
Operating Requirements
5 185.20-30 Use of Auto "ot
(a) When the automatic pllot Is used

in—
11 Areas of high traffic density,
(2) Conditlons of restricted visibllity,
and
(3) All other hazardous navigational
situations, the operator shall ensure
that—

(i) It Is possible to establish imme-

diately human control of a ship's steer-
ing.

(i) That a qualified belmsman Is
ready at all times to take over steering
control, and

«iif) The change over from automatic
to manua! steering and vice versa is
made by or under the supervision of
the cperator.

28. By adding a new § 18520-35 to
read as follows:

§ 185.20-35 Charts and Nautical Publi-
cations.

(a) All vessels engaged in an inter-
national voyage must carry adequate
and up-to-date—

(1) Charts,

(2) Sailing directlons,

(3) Coast pilots,

(4) Light list,

(5) Notices to mariners,

(81 Tide tables,

(7) Current tables, and

(8) All other nautical publications
necessary for the intended voyage.

PART 195—VESSEL CONTROL AND MIS-
CELLANEOUS SYSTEMS AND EQUIPMENY

29. By adding a new paragraph (b) to
§ 195 13-1 to rend us follows:

Subpart 195.13—Radiotelegraph and

Radiotelephone
§ 195.13=1 Required by Federal Com-
munications Commiesion.
. - . . .

(b) All vessels engaged on an inter-
national voyage which are required to
carry a radiotelegraph or radiotelephone
installation in accordance with Chapter
1V of the Safety of Life at Sea Conven~

tion, 1960 must carry the International
Code of Signals.

30. By adding a new Subpart 195.17 to
read as follows:

Subpart 195.17—Radar
§ 195.17 When required.

(a) All vessels of 1,600 gross tons and
over in ocean or coastwise service must
be fitted with a radar. Details of the
application of these requirements, as
well as the details of the installations,
must comply with the regulations under
the jurisdiction of the Federal Commu-
nications Commission. Pacilities for
plotting radar readings must be pro-
vided on the bridge.

31. By adding a new Subpart 195.19 to

read as follows:

Subpart 195.19—Magnetic and Gyvo
Compass

§ 195.19-1 When required.

(a) All vessels in ocean or coastwise

service must be fitted with a magnetic
COMpAass.
(b) All vessels of 1,600 gross tons and
over in ocean or coasiwise service fitted
with a gyro compass in addition to the
magnetic compass.

5 195.21=1 [(Ainended]

32. Section 195.27-1 is amended by de-
leting the words “mechanical or" in the
first sentence.

33. By adding a new sentence to § 195.-
35-10(b) to read as follows:

§ 195.35~10 Firemen's Outfit.
- - . . -

(b) * * * The firemen's outfits and
personal equipment must be stored con-

venient for use in widely separated ac-
cessible locations.

PART 196—OPERATIONS

34. By revising § 196.05-5 to read as
follows:

§ 196.05-5 Charts and Nautical Publi-
cations.

All vessels except barges, ferry boats,
and vessels operating exclusively on riv-
ers must carry adequate and up-to-
date—

(a) Charts,

(b) Salling directions,

(¢) Coast pllots,

(d) List of lights,

(e) Notices to mariners,

() Tide tables,

(@) Current tables, and

(h) All other nautical publications
necessary for the intended voyage.
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PROPOSED RULES

35 By adding & new Subpart 196 16 to
read as follows:
Subpart 196.16—Auto Pilot
§ 196.16-1 Usc of Auto Pilot.
(a) When the automatic pilot s used
in—
(1) Areas of high traffic density,
(2) Conditions of restricted visibillty,
and
(3) All other hazardous navigational
situations, the master shall ensure that—
(1) It is possible to establish immedi-
ately human contro! of a ship's steering,
(ii) That a qualified helmsman is ready
at all times to take over steering control,
and
(ii1) The change over from automatic
to manual steering and vice versa is made
by or under the supervision of the officer
of the watch.
(46 USC. 375, 416, 49 US.C. 1655(b) (1); 49
CFR 146(b)).
Dated: September 9, 1975.
W. M. BENKERY,
Rear Admiral, U S. Coast Guard,
Chief, Office of Merchant Ma-
rine Safety.
{PR Doc.75-24585 Ptiad 9-15-78 R 4% am?
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