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Preface

United States Coast Pilots are published by the National Ocean Service (NOS), Charting
and Geodetic Services (C&GS), pursuant to the Act of 6 August 1947 (33 U.S.C. 883a and b).

Coast Pilots supplement the navigational information shown on the nautical charts and
are based upon field inspections conducted by the C&GS, information published in Notices to
Mariners, and reports from NOAA survey vessels, other Government agencies, State and local
governments, maritime and pilotage associations, port authorities, mariners, and others. The
tables which follow the appendix are usually revised about every 5 years.

This volume of Coast Pilot 1, Atlantic Coast, Eastport to Cape Cod, cancels the Twentieth
(January 1984) Edition.

Caution: The Coast Pilot is corrected through the dates of Notices to Mariners shown on
the title page and should not be used without reference to the Notices to Mariners issued
subsequent to those dates.

Mariners and others are urged to report promptly to the National Ocean Service errors,
omissions, or any conditions found to differ from or to be additional to those published in the
Coast Pilot or shown on the charts in order that they may be fully investigated and proper
corrections made, A Coast Pilot Report form is included in the back of this book and a Marine
Information Report form is published in the Weekly Notice to Mariners for your convenience.
These reports and/or suggestions for increasing the usefulness of the Coast Pilot should be
sent to Director, Charting and Geodetic Services, Attention: N/CG223, National Ocean Ser-
vice, NOAA, Rockville, Md. 20852.

The information published in this book has been computerized and printed by an automatic
photocomposition process.
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1. GENERAL INFORMATION

UNITED STATES COAST PILOTS.-The Na-
tional Ocean Service Coast Pilots are a series of nine
nautical books that cover a wide variety of informa-
tion important to navigators of U.S. coastal and
intracoastal waters, and waters of the Great Lakes.
Most of this book information cannot be shown
graphically on the standard nautical charts and is not
readily available elsewhere. Coast Pilot subjects
include navigation regulations, outstanding land-
marks, channel and anchorage peculiarities, dangers,
weather, ice, freshets, routes, pilotage, and port
facilities.

Caution.-The Coast Pilot is corrected through the
dates of Notices to Mariners shown on the title page
and should mot be used without reference to the
Notices to Mariners issued subsequent to those dates.
Changes to the Coast Pilot that affect the safety of
navigation and are reported to NOS in the interim
period between new editions are published in the
Local and Weekly Notices to Mariners,

Bearings.-These are true, and when given in
degrees are clockwise from 000° (north) to 359°.
Light-sector bearings are toward the light.

Bridges and cables.~Vertical clearances of bridges
and overhead cables are in feet above mean high
water unless otherwise stated; clearances of draw-
bridges are for the closed position, although the
open clearances are also given for vertical-lift brid-
ges. Clearances given in the Coast Pilots are those
approved for nautical charting, and are supplied by
the U.S. Coast Guard (bridges) and U.S. Army
Corps of Engineers (cables); they may be as-built
(verified by actual inspection after completion of
structures) or authorized (design values specified in
permit issued prior to construction). No differentia-
tion is made in the Coast Pilots between as-built and
authorized clearances. (See charts for horizontal
clearances of bridges, as these are given in the Coast
Pilots only when they are less than 50 feet.) Subma-
rine cables are rarely mentioned.

Cable ferries.-Cable ferries are guided by cables
fastened to shore and sometimes propelled by a cable
rig attached to the shore. Generally, the cables are
suspended during crossings and dropped to the
bottom when the ferries dock. Where specific oper-
ating procedures are known they are mentioned in
the text. Since operating procedures vary, mariners
are advised to exercise extreme caution and seek
local knowledge. DO NOT ATTEMPT TO PASS A
MOVING CABLE FERRY.

Courses.-These are true and are given in degrees
clockwise from 000°(north) to 359°. The courses
given are the courses to be made good.

Currents.-Stated current velocities are the aver-
ages at strength, Velocities are in knots, which are
nautical miles hour. Directions are the true
directions to which the currents set.
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Depths.-Depths are in feet or fathoms below
Chart Datum of the chart unless otherwise stated.
(See Chart Datum this chapter for further details.)
The controlling depth of a channel is the least depth
within the limits of the channel; it restricts the safe
use of the channel to drafts of less than that depth.
The centerline controlling depth of a channel applies
only to the channel centerline; lesser depths may
exist in the remainder of the channel. The midchan-
nel controlling depth of a channel is the controlling
depth of only the middle half of the channel. Federal
project depth is the design dredging depth of a
channel constructed by the Corps of Engineers, U.S.
Army; the project depth may or may not be the goal
of maintenance dredging after completion of the
channel, and, for this reason, project depth must not
be confused with controlling depth. Depths alongside
wharves usually have been reported by owners and/
or operators of the waterfront facilities, and have
not been verified by Government surveys; since
these depths may be subject to change, local authori-
ties should be consulted for the latest controlling
depths.

In general, the Coast Pilots give the project
depths for deep-draft ship channels maintained by
the Corps of Engineers. The latest controlling
depths are usually shown on the charts and pub-
lished in the Notices to Mariners. For other chan-
nels, the latest controlling depths available at the
time of publication are given. In all cases, however,
mariners are advised to consult with pilots, port and
local authorities, and Federal and State authorities for
the latest channel controlling depths.

Under-keel clearances.-It is becoming increasing-
ly evident that economic pressures are causing
mariners to navigate through waters of barely ade-
quate depth, with under-keel clearances being finely
assessed from the charted depths, predicted tide
levels, and depths recorded by echo sounders.

It cannot be too strongly emphasized that even
charts based on modern surveys may not show all
sea-bed obstructions or the shoalest depths, and
actual tide levels may be appreciably lower than
those predicted.

In many ships an appreciable correction must be
applied to shoal soundings recorded by echo sound-
ers due to the horizontal distance between the
transducers. This separation correction, which is the
amount by which recorded depths therefore exceed
true depths, increases with decreasing depths to a
maximum equal to half the distance apart of the
transducers; at this maximum the transducers are
aground. Ships whose transducers are more than 6
feet apart should construct a table of true and
recorded depths using the Traverse Tables. (Refer to
clli;:cussion of echo soundings elsewhere in chapter

1



Other appreciable corrections, which must be
applied by many ships, are for settlement and squat.
These corrections depend on the depth of water
below the keel, the hull form and speed of the ship.

Settlement causes the water level around the ship

to be lower than would otherwise be the case. It will .

always cause echo soundings to be less than they

would otherwise be. Settlement is appreciable when
the depth is less than seven times the draft of the
ship, and increases as the depth decreases and the
speed increases.

Squat denotes a change in trim of a ship under-
way, relative to her trim when stopped. It usually
causes the stern of a vessel to sit deeper in the water.
However, it is reported that in the case of mammoth
ships, squat causes the bow to sit deeper. Depending
on the location of the echo sounding transducers,
this may cause the recorded depth to be greater or
less than it ought to be. Caution and common sense
are continuing requirements for safe navigation.

Distances.-These are in nautical miles unless oth-
erwise stated. A nautical mile is one minute of
latitude, or approximately 2,000 yards, and is about
1.15 statute miles.

Heights.-These are in feet above the tidal datum
used for that purpose on the charts, usually mean
high water. However, the heights of the decks of
piers and wharves are given in feet above the chart
datum for depths.

Light and fog signal characteristics.-These are not
described, and light sectors and visible ranges are
norm;tlly not defined. (See Coast Guard Light
Lists.

Obstructions.—-Wrecks and other obstructions are
mentioned only if of a relatively permanent nature
and in or near normal traffic routes.

Radio aids to navigation.-These are seldom de-
scribed. (See Coast Guard Light Lists and Defense
Mapping Agency Hydrographic/Topographic Cen-
ter Radio Navigational Aids publications.)

Ranges.-These are not fully described. “A 339°
Range” means that the rear structure bears 339° from
the front structure. (See Coast Guard Light Lists.)

Reported information.-Information received by
NOS from various sources concerning depths, dan-
gers, currents, facilities, and other subjects, which
has not been verified by Government surveys or
inspections, is often included in Coast Pilots; such
unverified information is qualified as “reported”, and
should be regarded with caution.

Time.-Unless otherwise stated, all times are given
in local standard time in the 24-hour system. (Noon
is 1200, 2:00 p.m. is 1400, and midnight is 0000.)

Winds.-Directions are the true directions from
which the winds blow. Unless otherwise indicated,
speeds are given in knots, which are nautical miles
per hour.

NOTICES TO MARINERS

Notices to Mariners are published by Federal
agencies to advise operators of vessels of marine
information affecting the safety of navigation. The
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1. GENERAL INFORMATION

notices include changes in aids to navigation, depths
in channels, bridge and overhead cable clearances,
reported dangers, and other useful marine informa-
tion. They should be used routinely for updating the
latest editions of nautical charts and related publica-
tigns.

Local Notice to Mariners is issued by each Coast
Guard District Commander for the waters under his
jurisdiction. (See appendix for Coast Guard dis-
trict(s) covered by this volume.) These notices are
usually published weekly and may be obtained
without cost by making application to the appropri-
ate District Commander.

Notice to Mariners, published weekly by the
Defense Mapping Agency Hydrographic/Topo-
graphic Center, is prepared jointly with NOS and
the Coast Guard. These notices contain selected
items from the Local Notices to Mariners and other
reported marine information required by oceangoing
vessels operating in both foreign and domestic w-
aters. Special items covering a variety of subjects
and generally not discussed in the Coast Pilot or
shown on nautical charts are published annually in
Notice to Mariners 1. These items are important to
the mariner and should be read for future reference.
The weekly notices may be obtained by operators of
oceangoing vessels, without cost, by making applica-
tion to Defense Mapping Agency Office of Distribu-
tion Services, Washington, D. C. 20315.

Local Notice to Mariners, relating to the Great
Lakes and connecting waters west of Montreal, is
published weekly by the Ninth Coast Guard Dis-
trict. These notices contain changes in aids to
navigation and other marine information affecting
the safety of navigation. Application for these free
notices should be made to Commander, Ninth Coast
Gux;rgd District, Federal Building, Cleveland, Ohio,
44199.

Notices and reports of improved channel depths are
also published by district offices of the Corps of
Engineers, U.S. Army. (See appendix for districts
covered by this volume.) Although information
from these notices/reports affecting NOS charts and
related publications is usually published in the No-
tices to Mariners, the local district engineer office
should be consulted where depth information is
critical.

Marine Broadcast Notices to Mariners are made
by the Coast Guard through Coast Guard, Navy,
and some commercial radio stations to report defi-
ciencies and important changes in aids to navigation.
(See Radio Navigation Warnings and Weather, this
chapter.)

Vessels operating within the limits of the Coast
Guard districts can obtain information affecting
NOS charts and related publications from the Local
Notices to Mariners. Small craft using the Intracoas-
tal Waterway and other waterways and small har-
bors within the United States that are not normally
used by oceangoing vessels will require the Local
Notices to Mariners to keep charts and related
publications up-to-date. Information for oceangoing
vessels can be obtained from the Notice to Mariners
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“published by the Defense Mapping Agency Hydro-
graphic/Topographic Center.

Notices to Mariners may be consulted at Coast
Guard district offices, NOS field offices, Defense
Mapping Agency Hydrographic/Topographic Cen-
ter offices and depots, most local marine facilities,
and sales agents handling charts and related publica-
tions.

U.S. GOVERNMENT AGENCIES PROVIDING
MARITIME SERVICES

Animal and Plant Health Inspection Service,
Department of Agriculture.-The Agricultural Quar-
antine Inspection Program and Animal Health Pro-
grams of this organization are responsible for pro-
tecting the Nation’s animal population, food and
fiber crops, and forests from invasion by foreign
pests. They administer agricultural quarantine and
restrictive orders issued under authority provided in
various acts of Congress. The regulations prohibit or
restrict the importation or interstate movement of
live animals, meats, animal products, plants, plant
products, soil, injurious insects, and associated items
that may introduce or spread plant pests and animal
diseases which may be new to or not widely
distributed within the United States or its territories.
Inspectors examine imports at ports of entry as well
as the vessel, its stores, and crew or passenger
baggage.

The Service also provides an inspection and
certification service for exporters to assist them in
meeting the quarantine requirements of foreign
countries. (See appendix for a list of ports where
agricultural inspectors are located and inspections
conducted.)

Customs Service, Department of the Trea-
sury.-The U.S. Customs Service administers certain
laws relating to: entry and clearance of vessels and
permits for certain vessel movements between points
in the United States; prohibitions against coastwise
transportation of passengers and merchandise; sal-
vage, dredging and towing by foreign vessels; cer-
tain activities of vessels in the fishing trade; regular
and special tonnage taxes on vessels; the landing and
delivery of foreign merchandise (including unlading,
appraisement, lighterage, drayage, warehousing, and
shipment in bond); collection of customs duties,
including duty on imported pleasure boats and
yachts and 50% duty on foreign repairs to American
vessels engaged in trade; customs treatment of sea
and ship’s stores while in port and the baggage of
crewmen and passengers; illegally imported mer-
chandise; and remission of ties or forfeiture if
customs or navigation laws have been violated. The
Customs Service also cooperates with many other
Federal agencies in the enforcement of statutes they
are responsible for. Customs districts and ports of
entry, including customs stations, are listed in the
appendix.

e Customs Service may issue, without charge, a
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and for designated U.S. waters, to a yacht of a
foreign country which has a reciprocal agreement
with the United States. A foreign yacht holding a
cruising license may cruise in the designated U.S.
waters and arrive at and depart from U.S. ports
without entering or clearing at the customhouse,
filing manifests, or obtaining or delivering permits to
proceed, provided it does not engage in trade or
violate the laws of the United States or visit a vessel
not yet inspected by a Customs Agent and does,
within 24 hours of arrival at each port or place in the
United States, report the fact of arrival to the nearest
customhouse. Countries which have reciprocal
agreements granting these privileges to United
States yachts are Argentina, Australia, Bahama
Islands, Bermuda, Canada, Federal Republic of
Germany, Great Britain, Greece, Honduras, Jamai-
ca, Liberia, the Netherlands, and New Zealand.
Further information concerning cruising licenses
may be obtained from the headquarters port for the
customs district in which the license is desired. U.S.
yacht owners planning cruises to foreign ports may
contact the nearest customs district headquarters as
to customs requirements.

Foreign-Trade Zones, Foreign-Trade Zones
Board.-U.S. foreign-trade zones are enclosed areas
considered outside the Customs territory of the
United States. They are the U.S. version of what are
known internationally as free trade zones and are
located in or near U.S. Customs ports of entry.
Operated as public utilities by qualified corporations,
zones function under Customs supervision. Authori-
ty for establishing these facilities is granted by the
Foreign-Trade Zones Board, a Federal interagency
body chaired by the Secretary of Commerce, within
whose Department the Board’s executive secretariat
is situated.

Foreign and domestic merchandise may be moved
into zones for operations not otherwise prohibited
by law involving storage, exhibition, assembly, man-
ufacture, or other processing. The usual formal
Customs entry procedure and payment of duties is
not required on the foreign merchandise unless and
until it enters Customs territory for domestic con-
sumption, in which case the importer has a choice of
paying duties either on the original foreign materials
or the finished product. Quota restrictions do not
normally apply to foreign goods in zones. Domestic
goods moved into a zone for export are considered
exported upon entering the zone for purposes of
excise tax rebates and drawback. (See appendix for
addresses of Foreign-Trade Zones covered by this
Coast Pilot.)

National Ocean Service (NOS), National Oceanic
and Atmospheric Administration (NOAA), Depart-
ment of Commerce.-The National Ocean Service
provides charts and related publications for the safe
navigation of marine and air commerce, and pro-
vides basic data for engineering and scientific pur-
poses and for other commercial and industrial needs.

cruising license, valid for a period of up to 6 months  The principal facilities of NOS are located in
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Rockville, Md.; in Norfolk, Va. (Atlantic Marine
Center); and in Seattle, Wash. (Pacific Marine Cen-
ter). NOAA ships are based at the marine centers.
These offices maintain files of charts and other
publications which are available for the use of the

mariners, who are invited to avail themselves of the :

facilities afforded. (See appendix for addresses.)

Sales agents for Charts, Coast Pilots, Tide Tables,
Tidal Current Tables, Tidal Current Diagrams, and
Tidal Current Charts of the National Ocean Service
are located in many U.S. ports and in some foreign
ports. A list of authorized sales agents and chart
catalogs may be had free upon request from National
Ocean Service, Distribution Branch (N/CG33). (See
appendix for address.)

Nautical charts are published primarily for the use
of the mariner, but serve the public interest in many
other ways. They are compiled principally from
NOS basic field surveys, supplemented by data from
other Government organizations.

Tide Tables are issued annually by NOS in ad-
vance of the year for which they are prepared.
These tables include predicted times and heights of
high and low waters for every day in the year for a
number of reference stations and differences for
obtaining similar predictions for numerous other
places. They also include other useful information
such as a method of obtaining heights of tide at any
time, local mean time of sunrise and sunset for
various latitudes, reduction of local mean time to
standard time, and time of moonrise and moonset for
various ports.

Caution.-In using the Tide Tables, slack water
should not be confused with high or low water. For
ocean stations there is usually little difference be-
tween the time of high or low water and the
beginning of ebb or flood currents; but for places in
narrow channels, landlocked harbors, or on tidal
rivers, the time of slack current may differ by
several hours from the time of high or low water.
The relation of the times of high or low water to the
turning of the current depends upon a number of
factors, so that no simple general rule can be given.
(To obtain the times of slack water, refer to the
Tidal Current Tables.)

Tidal Current Tables for the coasts of the United
States are issued annually by NOS in advance of the
year for which they are prepared. These tables
include daily predictions of the times of slack water
and the times and velocities of strength of flood and
ebb currents for a number of waterways, together
with differences for obtaining predictions for numer-
ous other places. Also included is other useful
information such as a method for obtaining the
velocity of current at any time, duration of slack,
coastal tidal currents, wind currents, combination of
currents, and current dia . Some information
on the Gulf Stream is included in the tables for the
Atlantic coast.

Tidal Current Charts are published by NOS for
various localities. These charts depict the direction
and velocity of the current for each hour of the tidal
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1. GENERAL INFORMATION

tidal current movement in the respective waterways
as a whole and when used with the proper current
tables or tide tables supply a means for readily
determining for any time the direction and velocity
of the current at various localities throughout the
ardas covered.

Tidal Current Diagrams, published annually by
NOS, are a series of 12 monthly computer construct-
ed diagrams used in conjunction with the Tidal
Current Charts for a particular area. The diagrams
present an alternate but more simplified method for
calculating the speed and direction of the tidal
currents in bays, estuaries, and harbors.

Coast Guard, Department of Transportation.- The
Coast Guard has among its duties the enforcement
of the laws of the United States on the high seas and
in coastal and inland waters of the United States and
its possessions; enforcement of navigation and neu-
trality laws and regulations; establishment and en-
forcement of navigational regulations upon the In-
land Waters of the United States, including the
establishment of a demarcation line separating the
high seas from waters upon which U.S. navigational
rules apply; administration of the Oil Pollution Act
of 1961, as amended; establishment and administra-
tion of vessel anchorages; approval of bridge loca-
tions and clearances over navigable waters; adminis-
tration of the alteration of obstructive bridges;
regulation of drawbridge operations; inspection of
vessels of the Merchant Marine; admeasurement of
vessels; documentation of vessels; preparation and
publication of merchant vessel registers; registration
of stack insignia; port security; issuance of Merchant
Marine licenses and documents; search and rescue
operations; investigation of marine casualties and
accidents, and suspension and revocation proceed-
ings; destruction of derelicts; operation of aids to
navigation; publication of Light Lists and Local
Notices to Mariners; and operation of ice-breaking
facilities.

The Coast Guard, with the cooperation of coast
radio stations of many nations, operates the Auto-
mated Mutual-assistance Vessel Rescue System (AM-
VER), It is an international maritime mutual assis-
tance program which provides important aid to the
development and coordination of search and rescue
(SAR) efforts in many offshore areas of the worid.
Merchant ships of all nations making offshore pas-
sages are encouraged to voluntarily send movement
(sailing) reports and periodic position reports to the
AMVER Center at Coast Guard New York via
selected radio stations. Information from these re-
ports is entered into an electronic computer which
generates and maintains dead reckoning positions for
the vessels. Characteristics of vessels which are
valuable for determining SAR capability are also
entered into the computer from available sources of
information.

60 A worldwide communications network of radio

stations supports the AMVER System. Propagation
conditions, Jocation of vessel, and traffic denl;?ty will

cycle. They present a comprehensive view of the normally determine which station may best be
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contacted to establish communications. To ensure
that no charge is applied, al AMVER reports
should be passed through specified radio stations.
Those stations which currently accept AMVER
reports and apply no coastal station, ship station, or
landline charge are listed in each issue of the
“AMVER Bulletin” publication. Also listed are the
respective International radio call signs, locations,
frequency bands, and hours of operation. The “AM.-
VER Bulletin” is available from Commander, Atlan-
tic Area (Ast), U.S. Coast Guard, AMVER Center,
Governors Island, New York, N.Y. 10004. Although
AMVER reports may be sent through nonpartici-
pating stations, the Coast Guard cannot reimburse
the sender for any charges applied.

Information concerning the predicted location
and SAR characteristics of each vessel known to be
within the area of interest is made available upon
request to recognized SAR agencies of any nation or
vessels needing assistance. Predicted locations are
only disclosed for reasons related to marine safety.

Benefits of AMVER participation to shipping
include: (1) improved chances of aid in emergencies,
(2) reduced number of calls for assistance to vessels
not favorably located, and (3) reduced time lost for
vessels responding to calls for assistance. An AM-
VER participant is under no greater obligation to
render assistance during an emergency than a vessel
who is not participating.

All AMVER messages should be addressed to
Coast Guard New York regardless of the station to
which the message is delivered, except those sent to
Canadian stations which should be addressed to
AMVER Halifax or AMVER Vancouver to avoid
incurring charges to the vessel for these messages.

Instructions guiding participation in the AMVER
System are available in the following languages:
Chinese, Danish, Dutch, English, French, German,
Greek, Italian, Japanese, Korean, Norwegian, Pol-
ish, Portuguese, Russian, Spanish, and Swedish. The
AMVER Users Manual is available from:
Commander, Atlantic Area, U.S. Coast Guard,
Governors Island, N.Y. 10004; Commander, Pacific
Area, U.S. Coast Guard, Government Island, Ala-
meda, Calif. 94501; and at U.S. Coast Guard District
Offices, Marine Safety Offices, Marine Inspection
Offices, and Captain of the Port Offices in major
U.S. ports. Requests for instructions should state the
language desired if other than English.

For AMVER participants bound for U.S. ports
there is an additional benefit. AMVER participation
via messages which include the necessary informa-
tion is considered to meet the requirements of 33
CFR 160. (See 160.201, chapter 2, for rules and

regulations.)

AMVER Regquired.-U.S. Maritime Ad-
ministration regulations effective August 1, 1983,
state that certain U.S. flag vessels and foreign flag
“War Risk” vessels must report and regularly update
their voyages to the AMVER Center. This report-
ing is required of the following: (a) U.S. flag vessels
of 1,000 gross tons or greater, operating in foreign
commerce; (b) foreign flag vessels of 1,000 gross
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tons or greater, for which an Interim War Risk
Insurance Binder has been issued under the provi-
sions of Title XII, Merchant Marine Act, 1936.

Details of the above procedures are contained in
the AMVER Users Manual. The system is also
published in DMAHTC Pubs 117A and 117B.

Search and Rescue Operation procedures are
contained in the International Maritime Organiza-
tion (IMO) SAR Manual (MERSAR). US. flag
vessels may obtain a copy of MERSAR from local
Coast Guard Marine Safety Offices and Marine
Inspection Offices or by writing to U.S. Coast
Guard (G-OSR), Washington, D.C. 20593. Other
flag vessels may purchase MERSAR directly from
IMO.

The Coast Guard conducts and/or coordinates
search and rescue operations for surface vessels and
aircraft that are in distress or overdue. (See Distress
Sigl)mls and Communication Procedures this chap-
ter.

Light Lists, published by the Coast Guard, de-
scribe aids to navigation, consisting of lights, fog
signals, buoys, lightships, daybeacons, and electronic
aids, in United States (including Puerto Rico and
U.S. Virgin Islands) and contiguous Canadian wa-
ters. Light Lists are for sale by the Superintendent of
Documents, Government Printing Office, Washing-
ton, D.C. 20402, and by sales agents in the principal
seaports. Mariners should refer to these publications
for detailed information regarding the characteris-
tics and visibility of lights, and the descriptions of
light structures, lightships, buoys, fog signals, and
electronic aids.

Documentation (issuance of certificates of registry,
enroliments, and licenses), admeasurements of ves-
sels, and administration of the various navigation
laws pertaining thereto are functions of the Coast
Guard. Yacht commissions are also issued, and
certain undocumented vessels required to be num-
bered by the Federal Boat Safety Act of 1971 are
numbered either by the Coast Guard or by a State
having an approved numbering system (the latter is
most common). Owners of vessels may obtain the
necessary information from any Coast Guard Dis-
trict Commander, Marine Safety Office, or Marine
Inspection Office. Coast Guard District Offices,
Coast Guard Stations, Marine Safety Offices, Cap-
tain of the Port Offices, Marine Inspection Offices,
and Documentation Offices are listed in the appen-
dix. (Note: A Marine Safety Office performs the
same functions as those of a Captain of the Port and
a Marine Inspection Office. When a function i8 at a
different address than the Marine Safety Office, it
will be listed separately in the appendix.)

Corps of Engineers, Department of the
Army.-The Corps of Engineers has charge of the
improvement of the rivers and harbors of the United
States and of miscellaneous other civil works which

60 include the administration of certain Federal laws

enacted for the grotection and preservation of
navigable waters of the United States; the establish-
ment of regulations for the use, administration, and



navigation of navigable waters; the establishment of
harbor lines; the removal of sunken vessels obstruct-
ing or endangering navigation; and the granting of
permits for structures or operations in navigable
waters, and for discharges and deposits of dredged
and fill materials in these waters.

Information concerning the various ports, im-
provements, channel depths, navigable waters, and
the condition of the Intracoastal Waterways in the
areas under their jurisdiction may be obtained direct
from the District Engineer offices. (See appendix for
addresses.)

Restricted areas in most places are defined and
regulations governing them are established by the
Corps of Engineers. The regulations are enforced by
the authority designated in the regulations, and the
areas are shown on the large-scale charts of NOS.
Copies of the regulations may be obtained at the
District offices of the Corps of Engineers. The
regulations also are included in the appropriate
Coast Pilots.

Fishtraps.-The Corps of Engineers has general
supervision of location, construction, and manner of
maintenance of all traps, weirs, pounds, or other
fishing structures in the navigable waters of the
United States. Where State and/or local controls are
sufficient to regulate these structures, including that
they do not interfere with navigation, the Corps of
Engineers leaves such regulation to the State or
local authority. See 33 CFR 206 (not carried in this
Pilot) for applicable Federal regulations. Construc-
tion permits issued by the Engineers specify the
lights and signals required for the safety of naviga-
tion.

Fish havens, artificial reefs constructed to attract
fish, can be established in U.S. coastal waters only as
authorized by a Corps of Engineers permit; the
permit specifies the location, extent, and depth over
these “underwater junk piles.”

Environmental Protection Agency (EPA).-The
U.S. Environmental Protection Agency provides
coordinated governmental action to assure the pro-
tection of the environment by abating and control-
ling pollution on a systematic basis. The ocean
dumping permit program of the Environmental
Protection Agency provides that except when au-
thorized by permit, the dumping of any material into
the ocean is prohibited by the “Marine Protection,
Research, and Sanctuaries Act of 1972, Public Law
92-532,” as amended (33 USC 1401 et seq.).

Permits for the dumping of dredged material into
waters of the United States, including the territorial
sea, and into ocean waters are issued by the Corps of
Engineers. Permits for the dumping of fill material
into waters of the United States, including the
territorial sea, are also issued by the Corps of
Engineers. Permits for the dumping of other materi-
al in the territorial sea and ocean waters are issued
by the Environmental Protection Agency.

Corps of Engineers regulations relating to the
above are contained in 33 CFR 323-324; Environ-
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mental Protection Agency regulations are in 40

CFR 220-229. (See Dump Sites, this chapter.)
Persons or organizations who want to file for an

application for an ocean dumping permit should

5 ¢write the Environmental Protection Agency Re-
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gional Office for the region in which the port of
departure is located. (See appendix for addresses of
regional offices and States in the EPA coastal
regions.)

The letter should contain the name and address of
the applicant; name and address of person or firm;
the name and usual location of the conveyance to be
used in the transportation and dumping of the
material involved; a physical description where
appropriate; and the quantity to be dumped and
proposed dumping site.

Everyone who writes EPA will be sent informa-
tion about a final application for a permit as soon as
possible. This final application is expected to include
questions about the description of the process or
activity giving rise to the production of the dumping
material; information on past activities of applicant
or others with respect to the disposal of the type of
material involved; and a description about available
alternative means of disposal of the material with
explanations about why an alternative is thought by
the applicant to be inappropriate.

Federal Communications Commission.-The Feder-
al Communications Commission controls non-Gov-
ernment radio communications in the United States,
Guam, Puerto Rico, and the Virgin Islands. Com-
mission inspectors have authority to board ships to
determine whether their radio stations comply with
international treaties, Federal Laws, and Commis-
sion regulations. The commission has field offices in
the principal U.S. ports. (See appendix for ad-
dresses.) Information concerning ship radio regula-
tions and service documents may be obtained from
the Federal Communications Commission, Washing-
ton, D.C. 20554, or from any of the field offices.

Immigration and Naturalization Service, Depar-
tment of Justice.-The Immigration and Naturaliza-
tion Service administers the laws relating to admis-
sion, exclusion, and deportation of aliens, the regis-
tration and fingerprinting of aliens, and the natural-
ization of aliens lawfully resident in the United
States.

The designated ports of entry for aliens are
divided into three classes. Class A is for all aliens.
Class B is only for aliens who at the time of applying
for admission are lawfully in possession of valid
resident aliens’ border-crossing identification cards
or valid nonresident aliens’ border-crossing identifi-
cation cards or are admissible without documents
under the documentary waivers contained in 8 CFR
212.1(a). Class C is only for aliens who are arriving
in the United States as crewmen as that term is
defined in Section 101(a) (10) of the Immigration
and Nationality Act. [The term “crewman” means a
person serving in any capacity on board a vessel or
aircraft.] No person may enter the United States
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until he has been inspected by an immigration
officer. A list of the offices covered by this Coast
Pilot is given in the appendix.

Defense Mapping Agency Hydrographic/Topo-
graphic Center (DMAHTC), Department of De-
fense.—The Defense Mapping Agency Hydrograph-
ic/Topographic Center provides hydrographic, nav-
igational, topographic, and geodetic data, charts,
maps, and related products and services to the
Armed Forces, other Federal Agencies, the Mer-
chant Marine and mariners in general. Publications
include Sailing Directions (pilots), Light Lists, Table
of Distances, Radio Navigational Aids, International
Code of Signals, American Practical Navigator
(Bowditch), and the Notice to Mariners published
weekly. Sales of all DMAHTC products are handled
by the Defense Mapping Agency Office of Distribu-
tion Services.

Public Health Service, Department of Health and
Human Services.-The Public Health Service admin-
isters hospitalization and outpatient treatment to
designated beneficiaries of the government and ad-
ministers foreign quarantine procedures at U.S. ports
of entry.

All vessels arriving in the United States are
subject to public health inspection. Only the follow-
ing vessels are subject to routine boarding for
quarantine inspection upon arrival: (a) vessels
which have been in a smallpox-infected country in
the 15 days prior to arrival; (b) vessels which have
been in a plague-infected country within 60 days
prior to arrival; (c) vessels which have had on board
during the 15 days preceeding arrival any of the
following signs of illness:

1. Temperature of 100°F (38°C) or greater which
was accompanied or followed by any one or all of
the following: rash, jaundice, glandular swelling; or

2. Diarrhea severe enough to intetfere with work
or normal activity.

3. Death, regardless of the foregoing criteria.

Masters of vessels having illness aboard compati-
ble with the above criteria must provide radio
notification of the illness through their agent to the
quarantine station at the intended U.S. port of
arrival.

Vessels arriving at ports under control of the
United States are subject to sanitary inspection to
determine whether measures should be applied to
prevent the introduction, transmission, or spread of
communicable disease.

Specific public health laws, regulations, policies,
and procedures may be obtained by contacting U. S.
Quarantine Stations, U.S. Consulates or the Chief,
Quarantine Branch, Bureau of Epidemiology, Cen-
ter for Disease Control, Atlanta, Ga. 30333. (See
appendix for addresses of U.S. Public Health Service
Quarantine Stations.)

Food and Drug Administration (FDA), Public
Health Service, Department of Health and Human
Services.-Under the provisions of the Control of
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Communicable Diseases Regulations (21 CFR 1240)
and Interstate Conveyance Sanitation Regulations
(21 CFR 1250), vessel companies operating in inter-
state traffic shall obtain potable water for drinking
and culinary purposes only at watering points found
acceptable to the Food and Drug Administration.
Water supplies used in watering point operations
must also be inspected to determine compliance with
applicable Interstate Quarantine Regulations (42
CFR 72). These regulations are based on authority
contained in the Public Health Service Act (PL
78-410). Penalties for violation of any regulation
prescribed under authority of the Act are provided
for under Section 368 (42 USC 271) of the Act.

FDA publishes a list of Acceptable Vessel Water-
ing Points as of January 1 each year. This list is
available from most FDA. offices or from Interstate
Travel Sanitation Subprogram, FDA, HFF-312, 200
C Street SW., Washington, D.C. 20204. Since the
acceptability of watering points may have changed
since January 1, their current status must be obtained
by contacting any FDA office. (See appendix for
addresses.)

National Weather Service (NWS), National Oce-
anic and Atmospheric Administration (NOAA), De-
partment of Commerce.~The National Weather Ser-
vice provides marine weather forecasts and warn-
ings for the U.S. coastal waters, the Great Lakes,
offshore waters, and high seas areas. Scheduled
marine forecasts are issued four times daily from
more than 20 National Weather Service Forecast
Offices (WSFQ’s) around the country, operating 24
hours a day. Marine services are also provided by
over 50 National Weather Service Offices with local
areas of responsibility. (See appendix for Weather
Service Forecast Offices and Weather Service Of-
fices for the area covered by this Coast Pilot.)

Typically, the forecasts contain information on
wind speed and direction, wave heights, visibility,
weather, and a general synopsis of weather patterns
affecting the region. The forecasts are supplemented
with special marine warnings and statements, radar
summaries, marine observations, small-craft adviso-
ries, gale warnings, storm warnings and various
categories of tropical cyclone warnings e.g., tropical
depression, tropical storm and hurricane warnings.
Specialized products such as coastal flood, seiche,
and tsunami warnings, heavy surf advisories, low
water statements, ice forecasts and outlooks, and
lake shore warnings and statements are issued as
necessary.

The principal means of disseminating marine
weather services and products in coastal areas is
NOAA Weather Radio. This network of more than
350 stations nationwide is operated by the NWS and
provides continuous broadcasts of weather informa-
tion for the general public. These broadcasts repeat
taped messages every 4-6 minutes. Tapes are up-
dated periodically, usually every 2-3 hours and
amended as required to include the latest informa-
tion. When severe weather threatens, routine trans-
missions are interrupted and the broadcast is devot-



ed to emergency warnings. (See appendix for
NOAA Weather Radio Stations covered by this
Coast Pilot.)

In coastal areas, the programming is tailored to
the needs of the marine community. Each coastal
marine forecast covers a specific area. For example,
“Cape Henlopen to Virginia Beach, out 20 miles.”
The broadcast range is about 40 miles from the
transmitting antenna site, depending on terrain and
quality of the receiver used. When transmitting
antennas are on high ground, the range is somewhat
greater, reaching 60 miles or more. Some receivers
are equipped with a warning alert device that can be
turned on by means of a tone signal controlled by
the NWS office concerned. This signal is transmitted
for 13 seconds preceding an announcement of a
severe weather warning.

Marine weather warnings are displayed to small-
craft operators and others within sight of the shore
by the flags, pennants, and lights of the Coastal
Warning Display program. This means of receiving
marine warnings is the least efficient because of the
limited visual range of the display and problems in
hoisting and lowering the display promptly. The
Coastal Warning Display program is being de-
emphasized as small-boat operators and coastal resi-
dents are urged to rely instead on low-cost, portable
NOAA Weather Radio receivers.

NWS marine weather products are also dissemi-
nated to marine users through the broadcast facilities
of the Coast Guard, Navy, National Bureau of
Standards, National Marine Fisheries Service, cer-
tain Sea Grant Universities, and commercial marine
radio stations. Details on these broadcasts including
times, frequencies, and broadcast content are listed
in the joint NWS/Navy publication Selected World-
wide Marine Weather Broadcasts. For marine
weather services in the coastal areas, the NWS
publishes a series of Marine Weather Services
Charts showing locations of NOAA Weather Radio
stations, Coastal Warning Display sites, telephone
numbers of recorded weather messages and NWS
offices, and other useful marine weather informa-
tion.

Ships of all nations share equally in the effort to
report weather observations. These reports enable
meteorologists to create a detailed picture of wind,
wave, and weather patterns over the open waters
that no other data source can provide and upon
which marine forecasts are based. The effectiveness
and reliability of these forecasts and warnings plus
other services to the marine community are strongly
linked to the observations received from mariners.
There is an especially urgent need for ship observa-
tions in the coastal waters, and the NWS asks that
these be made and transmitted whenever possible.
Many storms originate and intensify in coastal areas.
There may be a great difference in both wind
direction and speed between the open sea, the
offshore waters, and on the coast itself.

Information on how ships, commercial fishermen,
offshore industries, and others in the coastal zone
may participate in the marine observation program is
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available from National Weather Service Port Meteo-
rological Officers (PMO’s). Port Meteorological Of-
ficers are located in major U.S. port cities and the
Republic of Panama, where they visit ships in port
to assist masters and mates with the weather obser-
vation program, provide instruction on the interpre-
tation of weather charts, calibrate barometers and
other meteorological instruments, and discuss ma-
rine weather communications and marine weather
requirements affecting the ships’ operations. (See
appendix for addresses of Port Meteorological Offi-
cers in or near the area covered by this Coast Pilot.)

National Environmental Satellite, Data, and Infor-
mation Service (NESDIS), National Oceanic and
Atmospheric Administration (NOAA), Department
of Commerce.~Among its functions, NESDIS ar-
chives, processes, and disseminates the non-realtime
meteorological and oceanographic data collected by
government agencies and private institutions. Ma-
rine weather observations are collected from ships at
sea on a voluntary basis. About 1 million observa-
tions are received annually at NESDIS’s National
Climatic Center. They come from vessels represent-
ing every maritime nation. These observations,
along with land data, are returned to the mariners in
the form of climatological summaries and atlases for
coastal and ocean areas. They are available in such
NOAA publications as the U.S. Coast Pilots, Mar-
iners Weather Log, and Local Climatological Data,
Annual Summary. They also appear in the Defense
Mapping Agency Hydrographic/Topographic Cen-
ter’'s Pilot Charts and Sailing Directions Planning
Guides,

DISTRESS SIGNALS AND COMMUNICATION
PROCEDURES

Coast Guard search and rescue operations.-The
Coast Guard conducts and/or coordinates search
and rescue operations for surface vessels or aircraft
that are in distress or overdue. Search and Rescue
vessels and aircraft have special markings, including
a wide slash of red-orange and a small slash of blue
on the forward portion of the hull or fuselage. Other
parts of aircraft, normally painted white, may have
other areas painted red to facilitate observation. The
cooperation of vessel operators with Coast Guard
helicopters, fixed-wing aircraft, and vessels may
mean the difference between life and death for some
seaman or aviator; such cooperation is greatly facili-
tated by the prior knowledge on the part of vessel
operators of the operational requirements of Coast
Guard equipment and personnel, of the international
distress signals and procedures, and of good seaman-
ship.
Il:lternﬁoml distress signals.-(1) A signal made by
radiotelegraphy or by any other signalling method
consisting of the group “SOS” in Morse Code.

(2) A signal sent by radiotelephony consisting of
the spoken word “MAYDAY.”

(3) The International Code Signal of NC.

(4) A signal consisting of a square flag having
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above ‘or below it a ball or anything resembling a
ball.

(5) Flames on the craft (as from a burning oil
barrel, etc.).

(6) A rocket parachute flare or hand flare show-
ing a red light.

(7 Rockets or shells, throwing red stars fired one
at a time at short intervals.

(8) Orange smoke, as emitted from a distress flare.

(9) Slowly and repeatedly raising and lowering
arms outstretched to each side.

(10) A gun or other explosive signal fired at
intervals of about 1 minute.

(11) A continuous sounding of any fog-signal
apparatus.

(12) The radiotelegraph alarm signal.

(13) The radiotelephone alarm signal.

(14) Signals transmitted by emergency position
indicating radiobeacons.

(15) A piece of orange-colored canvas with either
a black square and circle or other appropriate
symbol (for identification from the air).

(16) A dye marker.

Radio distress procedures.-Distress calls are made
on 500 kHz (SOS) for radiotelegraphy and on 2182
kHz or channel 16 (156.80 MHz) VHF-FM (MAY-
DAY) for radiotelephony. For less serious situations
than warrant the distress procedure, the urgency
signal PAN (PAHN, spoken three times), or the
safety signal SECURITY (SAY-CURITAY, spoken
three times), for radiotelephony, are used as appro-
priate. Since radiotelegraph transmissions are nor-
mally made by professional operators, and urgency
and safety situations are less critical, only the distress
procedures for voice radiotelephone are described.
For complete information on emergency radio pro-
cedures, see 47 CFR 83 or DMAHTC Pubs. 117A
or 117B. (See appendix for a list of Coast Guard
Stations which guard 2182 kHz and 156.80 MHz).
Complete information on distress guards can be
obtained from Coast Guard District Commanders.

Distress calls indicate a vessel or aircraft is
threatened by grave and imminent danger and
requests immediate assistance. They have absolute
priority over all other transmissions. All stations
which hear a distress call must immediately cease
any transmission capable of interfering with the
distress traffic and shall continue to listen on the
frequency used for the emission of the distress call.
This call shall not be addressed to a particular
station, and acknowledgement of receipt shall not be
given before the distress message which follows it is
sent.

Radiotelephone distress communications include
the following actions:

(1) The radiotelephone alarm sgignal (if available):
The signal consists of two audio tones, of different
pitch, transmitted alternately; its purpose is to attract
the attention of persons on radio watch or to actuate
automatic alarm devices. It may only be used to
¥nlxlmunce that a distress call or message is about to
ollow.
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(2) The distress call, consisting of:-the distress
signal MAYDAY (spoken three times);

the words THIS IS (spoken once);

the call sign or name of the vessel in distress
(spoken three times).

(3) The distress message follows immediately and
consists of:

the distress signal MAYDAY;

the call sign and name of the vessel in distress;

particulars of its position (latitude and longitude,
or true bearing and distance from a known geo-
graphical position);

the nature of the distress;

the kind of assistance desired;

the number of persons aboard and the condition of
any injured;

present seaworthiness of vessel;

description of the vessel (length, type; cabin;
mas)ts power; color of hull, superstructure, trim;
etc

any other information which might facilitate the
rescue, such as display of a surface-to-air identifica-
tion signal or a radar reflector;

your listening frequency and schedule;

THIS IS (call sign and name of vessel in distress).
OVER.

(4) Acknowledgement of receipt of a distress mes-
sage: If a distress message is received from a vessel
which is definitely in your vicinity, immediately
acknowledge receipt. If it is not in your vicinity,
allow a short interval of time to elapse before
acknowledging, in order to permit vessels nearer to
the vessel in distress to acknowledge receipt without
interference. However, in areas where reliable com-
munications with one or more shore stations are
practicable, all vessels may defer this acknowledge-
ment for a short interval so that a shore station may
acknowledge receipt first. The acknowledgement of
receipt of a distress is given as follows:

the call sign or name of the vessel sending the
distress (spoken three times);

the words THIS IS;

the call sign or name of acknowledging vessel
(spoken three times);

the words RECEIVED MAYDAY.

After the above acknowledgement, allow a mo-
mentary interval of listening to insure that you will
not interfere with another vessel better situated to
render immediate assistance; if not, with the authori-
ty of the person in charge of the vessel, transmit:

the word MAYDAY;

the call sign and name of distressed vessel;

the words THIS IS;

the call sign and name of your vessel;

your position (latitude and longitude, or true
bearing and distance from a known geographical
position);

the speed you are proceeding towards, and the
approximate time it will take to reach, the distressed
vessel. OVER.

(5) Further distress messages and other communi-
cations: Distress communications consist of all mes-
sages relating to the immediate assistance required



10

by the distressed vessel. Each distress communica-
tion shall be preceded by the signal MAYDAY. The
vessel in distress or the station in control of distress
communications may impose silence on any station
which interferes. The procedure is:-the words
SEELONCE MAYDAY (Seelonce is French for:
silence). Silence also may be imposed by nearby
mobile stations other than the vessel in distress or
the station in control of distress communications.
The mobile station which believes that silence is
essential may request silence by the following proce-
dure: -the word SEELONCE, followed by the
word DISTRESS, and its own call sign.

(6) Transmission of the distress procedure by a
vessel or shore station not itself in distress: A vessel
or a shore station which learns that a vessel is in
distress shall transmit a distress message in any of the
following cases:

(8) When the vessel in distress is not itself able to
transmit the distress message.

(b) When a vessel or a shore station considers that
further help is necessary.

(c) When, although not in a position to render
assistance, it has heard a distress message that has
not been acknowledged.

In these cases, the transmission shall consist of:

the radiotelephone alarm signal (if available);

the words MAYDAY RELAY (spoken three
times);

the words THIS IS;

the call sign and name of vessel (or shore station),
spoken three times.

When a vessel transmits a distress under these
conditions, it shall take all necessary steps to contact
the Coast Guard or a shore station which can notify
the Coast Guard.

(7) Termination of distress: When distress traffic
has ceased, or when silence is no longer necessary
on the frequency used for the distress traffic, the
station in control shall transmit on that frequency a
message to all stations as follows:

the distress signal MAYDAY;

the call TO ALL STATIONS, spoken three
times;

the words THIS IS;

the call sign and name of the station sending the
message;

the time;

the name and call sign of the vessel in distress;

the words SEELONCE FEENEE (French for
silence finished).

DISTRESS ASSISTANCE AND
COORDINATION PROCEDURES

Surface ship procedures for assisting distressed
surface vessels.

(1) The following immediate action should be
taken by each ship on receipt of a distress message:

(a) Acknowledge receipt and, if appropriate, re-
transmit the distress message; _

(b) Immediately try to take D/F bearings during
the transmission of the distress message and maintain
a D/F watch on 500 kHz and/or 2182 kHz;
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(¢) Communicate the following information to
the ship in distress:

(i) identity;

(ii) position;

(iii) speed and estimated time of arrival (ETA);
 (iv) when available, true bearing of the ship in
distress.

(d) Maintain a continuous listening watch on the
frequency used for the distress. This will normally
c:

(i) 500 kHz (radiotelegraphy) and/or

(ii) 2182 kHz (radiotelephony).

(e) Additionally, maintain watch on VHF-FM
channel 16 (156.80 MHz) as necessary;

(f) Operate radar continuously;

(g) If in the vicinity of the distress, post extra
lookouts.

(2) The following action should be taken when
proceeding to the area of distress:

(a) Plot the position, course, speed, and ETA of
other assisting ships.

(b) Know the communication equipment with
which other ships are fitted. This information may
be obtained from the International Telecommunica-
tion Union’s List of Ship Stations.

(c) Attempt to construct an accurate “picture” of
the circumstances attending the casualty. The im-
portant information needed is included under Dis-
tress Signals and Communication Procedures, this
chapter. Should the ship in distress fail to transmit
this information, a ship proceeding to assist should
request what information is needed.

(3) The following on-board preparation while
proceeding to the distress area should be considered:

(a) A rope (guest warp) running from bow to
quarter at the waterline on each side and secured by
lizards to the ship’s side to assist boats and rafts to
secure alongside;

(b) A derrick rigged ready for hoisting on each
side of the ship with a platform cargo sling, or rope
net, secured to the runner to assist the speedy
recovery of exhausted or injured survivors in the
water;

(c) Heaving lines, ladders, and scramble net
placed ready for use along both sides of the ship on
the lowest open deck and possibly crew members
suitably equipped to enter the water and assist
survivors;

(d) A ship’s liferaft made ready for possible use as
a boarding station;

() Preparations to receive survivors who require
medical assistance including the provision of stretch-
ers;

(f) When own lifeboat is to be launched, any
means to provide communications between it and
the parent ship will prove to be of very great help;

() A line throwing appliance with a light line
and a heavy rope, ready to be used for maku:ﬁ

or wi

connection either with the ship in distress
survival craft.

Aircraft procedures for directing surface craft to
scene of distress incident.~The following procedures
performed in sequence by an aircraft mean that the
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aircraft is directing a surface craft toward the scene
of a distress incident:

(a) Circling the surface craft at least once.

(b) Crossing the projected course of the surface
craft close ahead at low altitude, rocking the wings,
opening and closing the throttle, or changing the
propeller pitch.

(c) Heading in the direction in which the surface
craft is to be directed. The surface craft should
acknowledge the signal by changing course and
following the aircraft. If, for any reason, it is
impossible to follow, the surface craft should hoist
the international code flag NOVEMBER, or use any
other signaling means available to indicate this.

The following procedures performed by an air-
craft mean that the assistance of the surface craft is
no longer required:

(a) Crossing the wake of the surface craft close
astern at a low altitude, rocking the wings, opening
andhclosing the throttle or changing the propeller
pitch.

Since modern jet-engined aircraft cannot make the
characteristic sound associated with opening and
closing the throttle, or changing propeller pitch,
ships should be alert to respond to the signals
without the sounds, when jets or turboprop aircraft
are involved.

Surface ship procedures for assisting aircraft in
distress. - 1. When an aircraft transmits a distress
message by radio, the first transmission is generally
made on the designated air/ground enroute frequen-
cy in use at the time between the aircraft and
aeronautical station. The aircraft may change to
another frequency, possibly another enroute fre-
quency or the aeronautical emergency frequencies
of 121.50 MHz or 243 MHz. In an emergency, it may
use any other available frequency to establish con-
tact with any land, mobile, or direction-finding
station.

2. There is liaison between Coast Radio Stations
aeronautical units, and land-based search and rescue
organizations. Merchant ships will ordinarily be
informed of aircraft casualties at sea by broadcast
messages from Coast Radio Stations, made on the
international distress frequencies of 500 kHz and
2182 kHz. Ships may, however, become aware of
the casualty by receiving:

(a) An SOS message from an aircraft in distress
which is able to transmit on 500 kHz or a distress
iiﬁnzal from an aircraft using radiotelephone on 2182

(b) A radiotelegraphy distress signal on 500 kHz
from a hand-operated emergency transmitter carried
by some aircraft.

(c) A message from a SAR aircraft.

3. For the purpose of emergency communications
with aircraft, special attention is called to the
possibility of conducting direct communications on
2182 kHz, if both ship and aircraft are so equipped.

4. An aircraft in distress will use any means at its
disposal to attract attention, make known its posi-
tion, and obtain help, including some of the signals
prescribed by the applicable Navigation Rules.

20

25

30

35

40

45

50

535

11

5. Aircraft usually sink quickly (e.g. within a few
minutes). Every endeavor will be made to give ships
an accurate position of an aircraft which desires to
ditch. When given such a position, a ship should at
once consult any other ships in the vicinity on the
best procedure to be adopted. The ship going to the
rescue should answer the station sending the broad-
cast and give her identity, position, and intended
action.

6. If a ship should receive a distress message
direct from an aircraft, she should act as indicated in
the immediately preceding paragraph and also relay
the message to the nearest Coast Radio Station.
Moreover, a ship which has received a distress
message direct from an aircraft and is going to the
rescue should take a bearing on the transmission and
inform the Coast Radio Station and other ships in
the vicinity of the call sign of the distressed aircraft
and the time at which the distress message was
received, followed by the bearing and time at which
the signal ceased.

7. When an aircraft decides to ditch in the vicini-
ty of a ship, the ship should:

(a) Transmit homing bearings to the aircraft, or (if
so required) transmit signals enabling the aircraft to
take its own bearings.

(b) By day, make black smoke.

(c) By night, direct a searchlight vertically and
turn on all deck lights. Care must be taken not to
direct a searchlight toward the aircraft, which might
dazzle the pilot.

8. Ditching an aircraft is difficult and dangerous.
A ship which knows that an aircraft intends to ditch
should be prepared to give the pilot the following
information:

(a) Wind direction and force.

(b) Direction, height, and length of primary and
secondary swell systems.

(c) Other pertinent weather information.

The pilot of an aircraft will choose his own
ditching heading. If this is known by the ship, she
should set course parallel to the ditching heading.
Otherwise the ship should set course parallel to the
main swell system and into the wind component, if

any.

9. A land plane may break up immediately on
striking the water, and liferafts may be damaged.
The ship, should, therefore, have a lifeboat ready for
launching, and if possible, boarding nets should be
lowered from the ship and heaving lines made ready
in the ship and the lifeboat. Survivors of the aircraft
may have bright colored lifejackets and location
aids.

10. The method of recovering survivors must be
left to the judgment of the master of the ship

ing out the rescue operation.

11. It should be borne in mind that military
aircraft are often fitted with ejection seat mecha-
nisms. Normally, their aircrew will use their ejection
seats, rather than ditch. Should such an aircraft
ditch, rather than the aircrew bail out, and it
becomes necessary to remove them from their
ejection seats while still in the aircraft, care should
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be taken to avoid triggering off the seat mechanisms.
The activating handles are invariably indicated by
red and or black/yellow coloring.

12. A survivor from an aircraft casualty who is
recovered may be able to give information which
will assist in the rescue of other survivors. Masters
are therefore asked to put the following questions to
survivors and to communicate the answers to a
Coast Radio Station. They should also give the
position of the rescuing ship and the time when the
survivors were recovered.

(a) What was the time and date of the casualty?

(b) Did you bail out or was the aircraft ditched?

(c) If you bailed out, at what altitude?

(d) How many others did you see leave the
aircraft by parachute?

(e) How many ditched with the aircraft?

() How many did you see leave the aircraft after
ditching?

(g) How many survivors did you see in the water?

(h) What flotation gear had they?

(i) What was the total number of persons aboard
the aircraft prior to the accident?

(j) What caused the emergency?

Helicopter evacuation of personnel.~Helicopter
evacuation, usually performed by the Coast Guard,
is a hazardous operation to the patient and to the
flight crew, and should only be attempted in event
of very serious illness or injury. Provide the doctor
on shore with all the information you can concern-
ing the patient, so that an intelligent evaluation can
be made concerning the need for evacuation. Most
rescue helicopters can proceed less than 150 miles
offshore (a few new helicopters can travel 250 to 300
miles out to sea), dependent on weather conditions
and other variables. If an evacuation is necessary,
the vessel must be prepared to proceed within range
of the helicopter, and should be familiar with the
preparations which are necessary prior to and after
its arrival.

When requesting helicopter assistance:

(1) Give the accurate position, time, speed,
course, weather conditions, sea conditions, wind
direction and velocity, type of vessel, and voice and
CW frequency for your ship.

(2) If not already provided, give complete medi-
cal information including whether or not the patient
is ambulatory.

(3) If you are beyond helicopter range, advise
your diversion intentions so that a rendezvous point
may be selected.

(4) If there are changes to any items reported
earlier, advise the rescue agency immediately.
Should the patient die before the arrival of the
helicopter, be sure to advise those assisting you.

Preparations prior to the arrival of the helicopter:

(1) Provide continuous radio guard on 2182 kHz
or specified voice frequency, if possible. The heli-
copter normally cannot operate CW.

(2) Select and clear the most suitable hoist area,
preferably aft on the vessel with a minimum of 50
feet radius of clear deck. This must include the
securing of loose gear, awnings, and antenna wires.
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Trice up running rigging and booms. If hoist is aft,
lower the flag staff.

(3) If the hoist is to take place at night, light the
pickup areas as well as possible. Be sure you do not
shine any lights on the helicopter, so that the pilot is
not blinded. If there are any obstructions in the
vicinity, put a light on them so the pilot will be
aware of their positions.

(4) Point searchlights vertically to aid the flight
crew in locating the ship and turn them off when the
helicopter is on the scene.

(5) Be sure to advise the helicopter of the location
of the pickup area on the ship before the helicopter
arrives, so that the pilot may make his approach to
aft, amidships, or forward, as required.

(6) There will be a high noise level under the
helicopter, so voice communications on deck are
almost impossible. Arrange a set of hand signals
among the crew who will assist.

Hoist operations:

(1) If possible, have the patient moved to a
position as close to the hoist area as his condition
will permit-time is important.

(2) Normally, if a litter (stretcher) is required, it
will be necessary to move the patient to the special
litter which will be lowered by the helicopter. Be
prepared to do this as quickly as possible. Be sure
the patient is strapped in, face up, and with a life
jacket on (if his condition will permit).

(3) Be sure that the patient is tagged to indicate
what medication, if any, was administered to him
and when it was administered.

(4) Have patient’s medical record and necessary
papers in an envelope or package ready for transfer
with the patient.

(5) Again, if the patient’s condition permits, be
sure he is wearing a life jacket.

(6) Change the vessel’s course to permit the ship
to ride as easily as possible with the wind on the
bow, preferably on the port bow. Try to choose a
course to keep the stack gases clear of the hoist area.
Once established, maintain course and speed.

(7) Reduce speed to ease ship’s motion, but main-
tain steerageway.

(8) If you do not have radio contact with the
helicopter, when you are in all respects ready for the
hoist, signal the helicopter in with a “come on” with
your hand, or at night by flashlight signals.

(9) Allow basket or stretcher to touch deck prior to
handling to avoid static shock.

(10) If a trail line is dropped by the helicopter,
guide the basket or stretcher to the deck with the
line; keep the line free at all times. This line will not
cause shock.

(11) Place the patient in basket, sitting with his
hands clear of the sides, or in the litter, as described
above. Signal the helicopter hoist operator when
ready for the hoist. Patient should signal by a
nodding of the head if he is able. Deck personnel
give thumbs up. :

(12) If it is necessary to take the litter away from:
the hoist point, unhook the hoist cable and keep it
free for the helicopter to haul in. Do not secure cable
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or trail line to the vessel or attempt to move stretcher
without unhooking,

(13) When patient is strapped into the stretcher,
signal the helicopter to lower the cable, attach cable
to stretcher sling (bridle), then signal the hoist
operator when the patient is ready to hoist. Steady
the stretcher so it will not swing or turn.

(14) If a trail line is attached to the basket or
stretcher, use it to steady the patient as he is hoisted.
Keep your feet clear of the line, and keep the line
from becoming entangled.

Coast Guard droppable, floatable pumps.-The
Coast Guard often provides vessels in distress with
emergency pumps by either making parachute
drops, by lowering on helicopter hoist, or by deliv-
ering by vessel. The most commonly used type of
pump comes complete in a sealed aluminum drum
about half the size of a 50-gallon oil drum. One
single lever on top opens it up. Don’t be smoking as
there may be gas fumes inside the can. The pump
will draw about 90 gallons per minute. There should
be a waterproof flashlight on top of the pump for
night use. Operating instructions are provided inside
the pump container.

Preparations for being towed by Coast Guard:

(1) Clear the forecastle area as well as you can.

(2) If a line-throwing gun is used, keep everyone
out of the way until line clears the boat. The Coast
Guard vessel will blow a police whistle or otherwise
warn you before firing.

(3) Have material ready for chafing gear.

Radar reflectors on small craft.-Operators of dis-
abled wooden craft and persons adrift in rubber rafts
or boats that are, or may consider themselves to be,
the object of a search, should hoist on a halyard or
otherwise place aloft as high as possible any metallic
object that would assist their detection by radar.
Coast Guard cutters and aircraft are radar equipped
and thus are able to continue searching in darkness
and during other periods of low visibility. It is
advisable for coastal fishing boats, yachts, and other
small craft to have efficient radar reflectors perma-
nently installed aboard the vessel.

Filing Cruising schedules.-Small-craft operators
should prepare a cruising plan before starting on
extended trips and leave it ashore with a yacht club,
marina, friend, or relative. It is advisable to use a
checking-in procedure by telephone for each point
specified in the cruising plan. Such a trip schedule is
vital for determining if a boat is overdue and will
assist materially in locating a missing craft in the
event search and rescue operations become neces-
sary.

Medical advice.-Free medical advice is furnished
to seamen by radio through the cooperation of
Governmental and commercial radio stations whose
operators receive and relay messages from ships at
sea to the U.S. Coast Guard and/or directly to a
hospital and then radio the medical advice back to
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the ships. (See appendix for list of radio stations that
provide this service.)

RADIO NAVIGATION WARNINGS AND
WEATHER

Marine radio warnings and weather forecasts are
disseminated by many sources and through several
types of transmissions. Only voice radiotelephone
broadcasts are described in the Coast Pilots. Radio-
telegraph (CW), radioteletype, radiofacsimile, and
CW broadcasts of navigational warnings and other
advisories are not described, since these transmis-
sions are normally copied only by professional radio
operators. (For complete information on radio warn-
ings and weather, see DMAHTC Pubs. 117A and
117B and the joint National Weather Service/Navy
publication Selected Worldwide Marine Weather
Broadcasts.)

Frequency units.- Hertz (Hz), a unit equal to one
cycle per second, has been generally adopted for
radio frequencies; accordingly, frequencies formerly
given in the Coast Pilots in kilocycles (kc) and
megacycles (mc) are now stated in kilohertz (kHz)
and Megahertz (MHz), respectively.

Coast Guard radio stations.-Coast Guard radio
stations provide urgent, safety, and scheduled ma-
rine information broadcasts with virtually complete
coverage of the approaches and coastal waters of the
United States, Puerto Rico, and the U.S. Virgin
Islands.

Scheduled radiotelephone broadcasts include rou-
tine weather, small-craft advisories, storm warnings,
navigation information, and other advisories on 2670
kHz and/or a designated VHF-FM channel, follow-
ing a preliminary call on 2182 kHz and/or VHF-FM
channel 16 (156.80 MHz), respectively. (See the
appendix for a list of the stations and their broadcast
frequencies and times for the area covered by this
Coast Pilot.)

Urgent and safety radiotelephone broadcasts of
important Notice to Mariners items, storm warnings,
and other vital marine information are transmitted
upon receipt, and urgent broadcasts are repeated 15
minutes later; additional broadcasts are made at the
discretion of the originator. Urgent broadcasts are
preceded by the urgent signal PAN (PAHN, spoken
three times). Both the urgent signal and message are
transmitted on 2182 kHz and/or VHF-FM channel 16
(156.80 MH3z). Safety broadcasts are preceded by the
safety signal SECURITY (SAY-CURITAY, spoken
three times). The safety signal is given on 2182 kHz
and/or VHF-FM channel 16 (156,80 MHz), and the
message is given on 2670 kHz and/or VHF-FM
channel 22A (157.10 MH2).

The National Weather Service operates VHF-FM
radio stations, usually on frequencies 162.40,
162,475, or 162,55 MHz, to provide continuous
recorded weather broadcasts. These broadcasts are
available to those with suitable receivers within
about 40 miles of the antenna site. (See the appendix
for a list of these stations in the area covered by this
Coast Pilot.)
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Commercial radiotelephone coast sta-
tions.-Broadcasts of coastal weather and warnings
are made by some commercial radiotelephone coast
stations (marine operators) on the normal transmit-
ting frequencies of the stations. Vessels with suitable
receivers and desiring this service may determine
the frequencies and schedules of these broadcasts
from their local stations, from Selected Worldwide
Marine Weather Broadcasts, or from the series of
Marine Weather Services Charts published by
NWS.

Local broadcast-band radio stations.-Many local
radio stations in the standard AM and FM broadcast
band give local marine weather forecasts from NWS
on a regular schedule. These stations are listed on
the series of Marine Weather Services Charts pub-
lished by NWS.

Reports from ships.-The master of every U.S. ship
equipped with radio transmitting apparatus, on
meeting with a tropical cyclone, dangerous ice,
subfreezing air temperatures with gale force winds
causing severe ice accretion on superstructures,
derelict, or any other direct danger to navigation, is
required to cause to be transmitted a report of these
dangers to ships in the vicinity and to the appropri-
ate Government agencies.

During the West Indies hurricane season, June 1
to November 30, ships in the Gulf of Mexico,
Caribbean Sea area, southern North Atlantic Ocean,
and the Pacific waters west of Central America and
Mexico are urged to cooperate with NWS in fur-
nishing these special reports in order that warnings
to shipping and coastal areas may be issued.

Time Signals.-The National Bureau of Standards
broadcasts time signals continuously, day and night,
from its radio stations WWYV, near Fort Collins,
Colorado, (40°49'49"N., 105°02'27"W.) on frequen-
cies of 2.5, 5, 10, 15, and 20 MHz, and WWVH,
Kekaha, Kauai, Hawaii, (21°59'26"N.,
159°46'00"W.) on frequencies 2.5, 5, 10, and 15
MHz. Services include time announcements, stan-
dard time intervals, standard audio frequencies,
Omega Navigation System status reports, geophysi-
cal alerts, BCD (binary coded decimal) time code,
UT!1 time corrections, and high seas storm informa-
tion.

Time announcements are made every minute,
commencing at 15 seconds before the minute by a
female voice and at 7 seconds before the minute by a
male voice, from WWVH and WWY, respectively.
The time given is in Coordinated Universal Time
(UTC) and referred to the time at Greenwich,
England, i.e., Greenwich Mean Time.

NBS Special Publication 432 gives a detailed
description of the time and frequency dissemination
services of the National Bureau of Standards. Single
copies may be obtained upon request from the
National Bureau of Standards, Boulder, Colo. 80303.
Quantities may be obtained from the Superintendent
of Documents, U.S. Government Printing Office,
Washington, D.C. 20402.
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NAUTICAL CHARTS

Reporting chart deficiencies.~Users are requested
to report all significant observed discrepancies in
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including depth information in privately maintained
channels and basins; obstructions, wrecks, and other
dangers; new landmarks or the nonexistence or
relocation of charted ones; uncharted fixed private
aids to navigation; and deletions or additions of
small-craft facilities. All such reports should be sent
to Director, Charting and Geodetic Services, Atten-
tion: N/CG22, National Ocean Service, NOAA,
Rockville, Md. 20852.

Chart symbols and abbreviations.- The standard
symbols and abbreviations approved for use on all
regular nautical charts published by the Defense
Mapping Agency Hydrographic/Topographic Cen-
ter and NOS are contained in Chart No. 1, United
States of America Nautical Chart Symbols and
Abbreviations. This publication is available from the
Defense Mapping Agency Office of Distribution
Services and NOS, and their sales agents.

On certain foreign charts reproduced by the
United States, and on foreign charts generally, the
symbols and abbreviations used may differ from U.S.
approved standards. It is, therefore, recommended
that navigators who acquire and use foreign charts
and reproductions procure the symbol sheet or
Chart No. 1 produced by the same foreign agency.

The mariner is warned that the buoyage systems,
shapes, and colors used by other countries often
have a different significance than the U.S. system.

Chart Datum.-A semidiurnal tide has on the aver-
age two high waters (high tides) of nearly equal
height and two low waters (low tides) of nearly
equal height each tidal day (approximately 24.84
hours). A mixed tide is the same as the semidiurnal
except that there is a significant difference between
the heights of the two high waters and/or between
the heights of the two low waters each tidal day. A
diurnal tide has one high water and one low water
each tidal day.

Prior to November 28, 1980, the following defini-
tions were applicable: Mean Low Water was the
arithmetic mean of the low water heights observed
over a specific 19-year cycle (the National Tidal
Datum Epoch). For a semidiurnal or a predominant-
ly mixed tide, the two low waters of each tidal day
were included in the mean. For a predominantly
diurnal tide, the one low water of each tidal day was
used in the mean. Mean Lower Low Water was the
arithmetic mean of the lower low water (or only low
water) heights of each tidal day of a predominantly
mixed tide observed over a specific 19-year cycle.
Gulf Coast Low Water Datum was Mean Low Water
when the tide was classified diurnal and Mean
Lower Low Water when the tide was classified
mixed.

Chart Datum is the tidal datum for depths on NOS
charts. It is Mean Low Water for the Atlantic coast-
of the United States, including the West Indies, and
Mean Lower Low Water for the Pacific coast,
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including the Hawaiian Islands and Alaska. Through
November 27, 1980, it was Gulf Coast Low Water
Datum for the Gulf coast including the Florida
Keys.

Effective November 28, 1980, the tidal datum for
soundings and isobaths on all Gulf coast (including
the Florida Keys) nautical charts became Mean
Lower Low Water, defined as the average of the
lower (or only low water) height of each tidal day
observed over the National Tidal Datum Epoch
(presently, the 19-year period, 1960 through 1978).
Beginning in January 1983, datum statements (leg-
ends, labels, etc.) will be changed on all affected
products (nautical charts, bathymetric maps, tide
tables, etc.) of NOS with the next regularly sched-
uled editions of these products. Shoreline, depth
sounding values, etc., will not be modified as a result
of this change. As such, for navigational safety
purposes, there will be a period of several years
when the terms “Gulf Coast Low Water Datum”
and “Mean Lower Low Water” are identical and
interchangeable on NOS nautical charts and publica-
tions of the Gulf of Mexico coast.

Accuracy of a nautical chart.-The value of a
nautical chart depends upon the accuracy of the
surveys on which it is based. The chart reflects what
was found by field surveys and what has been
reported to NOS Headquarters. The chart repre-
sents general conditions at the time of surveys or
reports and does not necessarily portray present
conditions. Significant changes may have taken
place since the date of the last survey or report.

Each sounding represents an actual measure of
depth and location at the time the survey was made,
and each bottom characteristic represents a sampling
of the surface layer of the sea bottom at the time of
sampling. Areas where sand and mud prevail, espe-
cially the entrances and approaches to bays and
rivers exposed to strong tidal current and heavy
seas, are subject to continual change.

In coral regions and where rocks and boulders
abound, it is always possible that surveys may have
failed to find every obstruction. Thus, when navigat-
ing such waters, customary routes and channels
should be followed and areas avoided where irregu-
lar and sudden changes in depth indicate conditions
associated with pinnacle rocks, coral heads, or
boulders.

Information charted as “reported” should be
treated with caution in navigating the area, because
the actual conditions have not been verified by
government surveys.

The date of a chart is of vital importance to the
navigator. When charted information becomes obso-
lete, further use of the chart for navigation may be
dangerous. Announcements of new editions of nauti-
cal charts are usually published in notices to mari-
ners. A quarterly list of the latest editions is distrib-
uted to sales agents; free copies may be obtained
from the sales agents or by writing to Distribution
Branch (N/CG33), National Ocean Service. (See
appendix for address.)

U.S. Nautical Chart Numbering System.-This
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chart numbering system, adopted by NOS and the
Defense Mapping Agency Hydrographic/Topo-
graphic Center, provides for a uniform method of
identifying charts published by both agencies. For
charts published by NOS, a cross reference list
(Nautical Chart Number Conversion Table) of new
and old chart numbers can be obtained, without
charge from any of its sales agents or from Distribu-
tion Branch (N/CG33), National Ocean Service.
(See appendix for address.) The Coast Pilot reflects
only the new chart numbers. Use the new numbers
when ordering charts. Nautical charts published by
the Defense Mapping Agency Hydrographic/Topo-
graphic Center are identified in the Coast Pilot by an
asterisk preceding the chart number.

Corrections to charts.-It is essential for navigators
to keep charts corrected through information pub-
lished in the notices to mariners, especially since the
NOS no longer hand-corrects charts prior to distri-
bution.

Caution in using small-scale charts.-Dangers to
navigation cannot be shown with the same amount
of detail on small-scale charts as on those of larger
scale. Therefore, the largest scale chart of an area
should always be used.

The scales of nautical charts range from 1:2,500 to
about 1:5,000,000. Graphic scales are generally
shown on charts with scales of 1:80,000 or larger,
and numerical scales are given on smaller scale
charts. NOS charts are classified according to scale
as follows:

Sailing charts, scales 1:600,000 and smaller, are for
use in fixing the mariner’s position as he approaches
the coast from the open ocean, or for sailing
between distant coastwise ports. On such charts the
shoreline and topography are generalized and only
offshore soundings, and the principal lights, outer
buoys, and landmarks visible at considerable dis-
tances are shown.

General charts, scales 1:150,000 to 1:600,000, are
for coastwise navigation outside of outlying reefs
and shoals.

Coast charts, scales 1:50,000 to 1:150,000, are for
inshore navigation leading to bays and harbors of
considerable width and for navigating large inland
waterways.

Harbor charts, scales larger than 1:50,000, are for
harbors, anchorage areas, and the smaller water-
ways.

Special charts, various scales, cover the Intracoas-
tal waterways and miscellaneous small-craft areas.

Blue tint in water areas.-A blue tint is shown in
water areas on many charts to accentuate shoals and
other areas considered dangerous for navigation
when using that particular chart. Since the danger
curve varies with the intended purpose of a chart a
careful inspection should be made to determine the
contour depth of the blue tint areas.

Caution on bridge and cable clearances.- For
bascule bridges whose spans do not open to a full
vertical position, unlimited overhead clearance is
not available for the entire charted horizontal clear-
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ance when the bridge is open, due to the inclination
of the drawspans over the channel.

The charted clearances of overhead cables are for
the lowest wires at normal high water unless other-
wise stated. Vessels with masts, stacks, booms, or
antennas should allow sufficient clearance under pow-
er cables to avoid arcing.

Submarine cables and pipelines cross many water-
ways used by both large and small vessels, but all of
them may not be charted. For inshore areas, they
usually are buried beneath the seabed, but for
offshore areas, they may lie on the ocean floor.
Warning signs are often posted to warn mariners of
their existence.

The installation of submarine cables or pipelines in
U.S. waters or the continental shelf of the United
States is under the jurisdiction of one or more
Federal agencies, depending on the nature of the
installation. They are shown on the charts when the
necessary information is reported to NOS and they
have been recommended for charting by the cogni-
zant agency. The chart symbols for submarine cable
and pipeline areas are usually shown for inshore
areas, whereas, chart symbols for submarine cable
and pipeline routes may be shown for offshore areas.
Submarine cables and pipelines are not described in
the Coast Pilots.

In view of the serious consequences resulting from
damage to submarine cables and pipelines, vessel
operators should take special care when anchoring,
fishing, or engaging in underwater operations near
areas where these cables or pipelines may exist or
have been reported to exist.

Certain cables carry high voltage, while many
pipelines carry natural gas under high pressure or
petroleum products. Electrocution, fire, or explosion
with injury, loss of life, or a serious pollution
incident could occur if they are broached.

Vessels fouling a submarine cable or pipeline
should attempt to clear without undue strain. An-
chors or gear that cannot be cleared should be
slipped, but no attempt should be made to cut a cable
or pipeline.

Artificial obstructions to navigation.~Disposal ar-
eas are designated by the Corps of Engineers for
depositing dredged material where existing depths
indicate that the intent is not to cause sufficient
shoaling to create a danger to surface navigation.
The areas are charted without blue tint, and sound-
ings and depth curves are retained.

Dump Sites are areas established by Federal regu-
lation (40 CFR 220-229) in which dumping of
dredged and fill material and other nonbuoyant
objects is allowed with the issuance of a permit.
Dumping of dredged and fill material is supervised
by the Corps of Engineers and all other dumping by
the Environmental Protection Agency (EPA). (See
Corps of Engineers and Environmental Protection
Agency, this chapter, and appendix for office ad-
dresses.) However, these regulations have been
revoked and the use of the areas discontinued. These
areas will continue to be shown on nautical charts
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until such time as they are no longer considered to
be a danger to navigation.

Dump Sites and Dumping Grounds are rarely
mentioned in the Coast Pilot, but are shown on
nautical charts. Mariners are advised to exercise
extreme caution in and in the vicinity of all dumping
areas.

Spoil areas are for the purpose of depositing
dredged material, usually near and parallel to
dredged channels; they are usually a hazard to
navigation. Spoil areas are usually charted from
survey drawings from Corps of Engineers after-
dredging surveys, though they may originate from
private or other Government agency surveys. Spoil
areas are tinted blue on the charts and labeled, and
all soundings and depth curves are omitted.
Navigators of even the smallest craft should avoid
crossing spoil areas.

Fish havens are established by private interests,
usually sport fishermen, to simulate natural reefs and
wrecks that attract fish. The reefs are constructed by
dumping assorted junk ranging from old trolley cars
and barges to scrap building material in areas which
may be of very small extent or may stretch a
considerable distance along a depth curve; old
automobile bodies are a commonly used material.
The Corps of Engineers must issue a permit, specify-
ing the location and depth over the reef, before such
a reef may be built. However, the reefbuilders’
adherence to permit specifications can be checked
only with a wire drag. Fish havens are outlined and
labeled on the charts and show the minimum autho-
rized depth when known. Fish havens are tinted
blue if they have a minimum authorized depth of 11
fathoms or less or if the minimum authorized depth
is unknown and they are in depths greater than 11
fathoms but still considered a danger to navigation,
Navigators should be cautious about passing over
fish havens or anchoring in their vicinity.

Fishtrap areas are areas established by the Corps
of Engineers, or State or local authority, in which
traps may be built and maintained according to
established regulations. The fish stakes which may
exist in these areas are obstructions to navigation
and may be dangerous. The limits of fishtrap areas
and a cautionary note are usually charted.
Navigators should avoid these areas.

Local magnetic disturbances.- If measured values
of magnetic variation differ from the expected
(charted) values by several degrees, a magnetic
disturbance note will be printed on the chart. The
note will indicate the location and magnitude of the
disturbance, but the indicated magnitude should not
be considered as the largest possible value that may
be encountered. Large disturbances are more fre-
quently detected in the shallow waters near land
masses than on the deep sea. Generally, the effect of
a local magnetic disturbance diminishes rapidly with
distance, but in some locations there are multiple
sources of disturbances and the effects may be
distributed for many miles. .

Compass roses on charts.- Each compass rose
shows the date, magnetic variation, and the annual
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change in variation. Prior to the new edition of a
nautical chart, the compass roses are reviewed.
Corrections for annual change and other revisions
may be made as a result of newer and more accurate
information. On some general and sailing charts, the
magnetic variation is shown by isogonic lines in
addition to the compass roses.

The Mercator projection used on most nautical
charts has straight-line meridians and parallels that
intersect at right angles. On any particular chart the
distances between meridians are equal throughout,
but distances between parallels increase progressive-
ly from the Equator toward the poles, so that a
straight line between any two points is a rhumb line.
This unique property of the Mercator projection is
one of the main reasons why it is preferred by the
mariner.

Echo soundings.- Ship’s echo sounders may indi-
cate small variations from charted soundings; this
may be due to the fact that various corrections
(instrument corrections, settlement and squat, draft,
and velocity corrections) are made to echo sound-
ings in surveying which are not normally made in
ordinary navigation, or to observational errors in
reading the echo sounder. Instrument errors vary
between different equipment and must be deter-
mined by calibration aboard ship. Most types of
echo sounders are factory calibrated for a velocity
of sound in water of 800 fathoms per second, but the
actual velocity may differ from the calibrated veloc-
ity by as much as 5 percent, depending upon the
temperature and salinity of the waters in which the
vessel is operating; the highest velocities are found
in warm, highly saline water, and the lowest in icy
freshwater. Velocity corrections for these variations
are determined and applied to echo soundings dur-
ing hydrographic surveys. All echo soundings must
be corrected for the vessel’s draft, unless the draft
correction has been set on the echo sounder.

Observational errors include misinterpreting false
echos from schools of fish, seaweed, etc., but the
most serious error which commonly occurs is where
the depth is greater than the scale range of the
instrument; a 400-fathom scale indicates 15 fathoms
when the depth is 415 fathoms. Caution in naviga-
tion should be exercised when wide variations from
charted depths are observed.

AIDS TO NAVIGATION

Reporting of defects in aids to naviga-
tion.-Promptly notify the nearest Coast Guard Dis-
trict Commander if an aid to navigation is observed
to be missing, sunk, capsized, out of position, dam-
aged, extinguished, or showing improper character-
1stics,

Radio messages should be prefixed “Coast Guard”
and transmitted directly to any U.S. Government
shore radio station for relay to the Coast Guard
District Commander. If the radio call sign of the
nearest U.S. Government radio shore station is not
known, radiotelegraph communication may be es-
tablished by the use of the general call “NCG” on
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the frequency of 500 kHz. Merchant ships may send
messages relating to defects noted in aids to naviga-
tion through commercial facilities only when they
are unable to contact a U.S. Government shore radio
station. Charges for these messages will be accepted
“collect” by the Coast Guard.

Lights.-The range of visibility of lights as given in
the Light Lists and as shown on the charts is the
Nominal range, which is the maximum distance at
which a light may be seen in clear weather (meteo-
rological visibility of 10 nautical miles) expressed in
nautical miles. The Light Lists give the Nominal
ranges for all Coast Guard lighted aids except range
and directional lights. Luminous range is the maxi-
mum distance at which a light may be seen under the
existing visibility conditions. By use of the diagram
in the Light Lists, Luminous range may be deter-
mined from the known Nominal range, and the
existing visibility conditions. Both the Nominal and
Luminous ranges do not take into account elevation,
observer’s height of eye, or the curvature of the
earth. Geographic range is a function of only the
curvature of the earth and is determined solely from
the heights above sea level of the light and the
observer’s eye; therefore, to determine the actual
geographic range for a height of eye, the Geograph-
ic range must be corrected by a distance correspond-
ing to the height difference, the distance correction
being determined from a table of ‘“distances of
visibility for various heights above sea level.” (See
Light List or Coast Pilot table following appendix.)
The maximum distances at which lights can be seen
may at times be increased by abnormal atmospheric
refraction and may be greatly decreased by unfavor-
able weather conditions, such as fog, rain, haze, or
smoke. All except the most powerful lights are easily
obscured by such conditions. In some conditions of
the atmosphere white lights may have a reddish hue.
During weather conditions which tend to reduce
visibility, colored lights are more quickly lost to
sight than are white lights. Navigational lights
should be used with caution because of the following
conditions that may exist:

A light may be extinguished and the fact not
reported to the Coast Guard for correction, or a
light may be located in an isolated area where it will
take time to correct.

In regions where ice conditions prevail the lantern
panes of unattended lights may become covered
with ice or snow, which will greatly reduce the
visibility and may also cause colored lights to appear
white.

Brilliant shore lights used for advertising and
other purposes, particularly those in densely popu-
lated areas, make it difficult to identify a navigation-
al light.

At short distances flashing lights may show a faint
continuous light between flashes.

The distance of an observer from a light cannot be
estimated by its apparent intensity. The characteris-
tics of lights in an area should always be checked in
order that powerful lights visible in the distance will
not be mistaken for nearby lights showing similar
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characteristics at low intensity such as those on
lighted buoys.

The apparent characteristic of a complex light
may change with the distance of the observer, dug to
color and intensity variations among the different
lights of the group. The characteristic as charted and
shown in the Light List may not be recognized until
nearer the light.

Motion of a vessel in a heavy sea may cause a light
to alternately appear and disappear, and thus give a
false characteristic.

Where lights have different colored sectors, be
guided by the correct bearing of the light; do not
rely on being able to accurately observe the point at
which the color changes. On either side of the line of
demarcation of colored sectors there is always a
small arc of uncertain color.

On some bearings from the light, the range of
visibility of the light may be reduced by obstruc-
tions. In such cases, the obstructed arc might differ
with height of eye and distance. When a light is cut
off by adjoining land and the arc of visibility is
given, the bearing on which the light disappears may
vary with the distance of the vessel from which
observed and with the height of eye. When the light
is cut off by a sloping hill or point of land, the light
may be seen over a wider arc by a ship far off than
by one close to.

Arcs of circles drawn on charts around a light are
not intended to give information as to the distance at
which it can be seen, but solely to indicate, in the
case of lights which do not show equally in all
directions, the bearings between which the variation
of visibility or obscuration of the light occurs.

Lights of equal candlepower but of different
colors may be seen at different distances. This fact
should be considered not only in predicting the
distance at which a light can be seen, but also in
identifying it.

Lights should not be passed close aboard, because
in many cases riprap mounds are maintained to
protect the structure against ice damage and scour-
ing action.

Many prominent towers, tanks, smokestacks,
buildings, and other similar structures, charted as
landmarks, display flashing and/or fixed red aircraft
obstruction lights. Lights shown from landmarks are
charted only when they have distinctive characteris-
tics to enable the mariner to positively identify the
location of the charted structure.

Articulated lights.-An articulated light is a vertical
pipe structure supported by a submerged buoyancy
chamber and attached by a universal coupling to a
weighted sinker on the seafloor. The light, allowed
to move about by the universal coupling, is not as
precise as a fixed aid. However, it has a much
smaller watch circle than a conventional buoy,
because the buoyancy chamber tends to force the
pipe back to a vertical position when it heels over
under the effects of wind, wave, or current.

Bridge lights and clearance gages.-The Coast
Guard regulates marine obstruction lights and clear-
ance gages on bridges across navigable waters.
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Where installed, clearance gages are generally verti-
cal numerical scales, reading from top to bottom,
and show the actual vertical clearance between the
existing water level and the lowest point of the
bridge over the channel; the gages are normally on
the right-hand pier or abutment of the bridge, on
both the upstream and downstream sides.

Bridge lights are fixed red or green, and are
privately maintained; they are generally not charted
or described in the text of the Coast Pilots. All
bridge piers (and their protective fenders) and abut-
ments which are in or adjacent to a navigation
channel are marked on all channel sides by red
lights. On each channel span of a fixed bridge, there
is a range of two green lights marking the center of
the channel and a red light marking both edges of
the channel, except that when the margins of the
channel are confined by bridge piers, the red lights
on the span are omitted, since the pier lights then
mark the channel edges; for multiplespan fixed
bridges, the main-channel span may also be marked
by three white lights in a vertical line above the
green range lights.

On all types of drawbridges, one or more red
lights are shown from the drawspan (higher than the
pier lights) when the span is closed; when the span is
open, the higher red lights are obscured and one or
two green lights are shown from the drawspan,
higher than the pier lights. The number and location
of the red and green lights depend upon the type of
drawbridge.

Bridges and their lighting, construction, mainte-
nance, and operation are set forth in 33 CFR 114-
118. Aircraft obstruction lights, prescribed by the
Federal Aviation Administration, may operate at
certain bridges. Drawbridge operation regulations
are published in chapter 2 of the Coast Pilots.

Fog signals.-Caution should be exercised in the
use of sound fog signals for navigation purposes.
They should be considered solely as warning de-
vices.

Sound travels through the air in a variable man-
ner, even without the effects of wind; and, therefore,
the hearing of fog signals cannot be implicitly relied
upon.

Experience indicates that distances must not be
judged only by the intensity of the sound; that
occasionally there may be areas close to a fog signal
in which it is not heard; and that fog may exist not
far from a station, yet not be seen from it, so the
signal may not be operating. It is not always possible
to start a fog signal immediately when fog is
observed.

Avoidance of collision with lightships, ocean station
vessels, offshore light stations, and large navigational
buoys (LNB).-Courses should invariably be set to
pass these aids with sufficient clearance to avoid the
possibility of collision from any cause. Errors of
observation, current and wind effects, other vessels
in the vicinity, and defects in steering gear may be,
and have been the cause of actua.lg collisions, or
imminent danger thereof, needlessly jeopardizing
the safety of these facilities and their crews, and of
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all navigation dependent on these important aids to
navigation.

Experience shows that lightships and offshore
light stations cannot be safely used as leading marks
to be passed close aboard, but should always be left
broad off the course, whenever sea room permits.
When agproaching lightships, ocean station vessels,
fixed offshore light structures, large navigational
buoys (LNB), or a station on a submarine site, on
radio bearings, the risk of collision will be avoided
by ensuring that radio bearing does not remain
constant.

It should be borne in mind that most lightships
and large buoys are anchored to a very long scope of
chain and, as a result, the radius of their swinging
circle is considerable. The charted position is the
location of the anchor. Furthermore under certain
conditions of wind and current, they are subject to
sudden and unexpected sheers which are certain to
hazard a vessel attempting to pass close aboard.

During extremely heavy weather and due to their
exposed locations, lightships may be carried off
station without the knowledge and despite the best
efforts of their crews. The mariner should, therefore,
not implicitly rely on a lightship maintaining its
precisely charted position during and immediately
following severe storms. A lightship known to be off
station will secure her light, fog signal, and radiobea-
con and fly the International Code signal “LO”
signifying “I am not in my correct position.”

Watch (station) buoys are sometimes moored near
lightships and seacoast buoys to mark the approxi-
mate station should these important aids be carried
away or temporarily removed. The lightship watch
buoy also gives the crew an indication of dragging.

Since these uncharted buoys are always unlighted
and, in some cases, moored as much as a mile from
the lightship or seacoast buoy, the danger of a
closely passing vessel colliding with them is always
present-particularly so during darkness or periods of
reduced visibility.

Buoys.-The aids to navigation depicted on charts
comprise a system consisting of fixed and floating
aids with varying degrees of reliability. Therefore,
prudent mariners will not rely solely on any single
aid to navigation, particularly a floating aid.

The approximate position of a buoy is represented
by the dot or circle associated with the buoy symbol.
The approximate position is used because of practi-
cal limitations in positioning and maintaining buoys
and their sinkers in precise geographical locations.
These limitations include, but are not limited to,
inherent imprecisions in position fixing methods,
prevailing atmospheric and sea conditions, the slope
of and the material making up the seabed, the fact
that buoys are moored to sinkers by varying lengths
of chain, and the fact that buoy body and/or sinker
positions are not under continuous surveillance, but
are normally checked only during periodic mainte-
nance visits which often occur more than a year
apart. The ition of the buoy body can be ex-
pected to shift inside and outside of the charting
symbol due to the forces of nature. The mariner is
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also cautioned that buoys are liable to be carried
away, shifted, capsized, sunk, etc. Lighted buoys
may be extinguished or sound signals may not
function as a result of ice, running ice or other
natural causes, collisions, or other accidents.

For the foregoing reasons, a prudent mariner must
not rely completely upon the charted position or
operation of floating aids to navigation, but will also
utilize bearings from fixed objects and aids to
navigation on shore. Further, a vessel attempting to
pass close aboard always risks collision with a
yawing buoy or with the obstruction the buoy
marks.

Buoys may not always properly mark shoals or
other obstructions due to shifting of the shoals or of
the buoys. Buoys marking wrecks or other obstruc-
tions are usually placed on the seaward or channel-
ward side and not directly over a wreck. Since
buoys may be located some distance from a wreck
they are intended to mark, and since sunken wrecks
are not always static, extreme caution should be
exercised when operating in the vicinty of such
buoys.

Caution, channel markers.~-Lights, daybeacons,
and buoys along dredged channels do not always
mark the bottom edges. Due to local conditions, aids
may be located inside or outside the channel limits
shown by dashed lines on a chart. The Light List
tabulates the offset distances for these aids in many
instances.

Aids may be moved, discontinued, or replaced by
other types to facilitate dredging operations. Mari-
ners should exercise caution when navigating areas
where dredges with auxiliary equipment are work-
ing.

Temporary changes in aids are not included on
the charts.

Radiobeacons.-A map showing the locations and
operating details of marine radiobeacons is given in
each Light List. This publication describes the
procedure to follow in using radiobeacons to cali-
brate radio direction-finders as well as listing special
radio direction-finder calibration stations.

A vessel steering a course for a radiobeacon
should observe the same precautions as when steer-
ing for a light or any other mark. If the radiobeacon
is aboard a lightship, particular care should be
exercised to avoid the possibility of collision, and
sole reliance should never be placed on sighting the
lightship or hearing its fog signal. If there are no
dependable means by which the vessel’s position
may be fixed and the course changed well before
reaching the lightship, a course should be selected
that will ensure passing the lightship at a distance,
rather than close aboard, and repeated bearings of
the radiobeacon should show an increasing change
in the same direction.

Radio bearings.-No exact data can be given as to
the accuracy to be expected in radio bearings taken
by a ship, since the accuracy depends to a large
extent upon the skill of the ship’s operator, the
condition of the ship’s equipment, and the accuracy
of the ship’s calibration curve. Mariners are urged to
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obtain this information for themselves by taking
frequent radio bearings, when their ship’s position is
accurately known, and recording the results.

Radio bearings obtained at twilight or at night,
and bearings which are almost parallel to the coast,
should be accepted with reservations, due to “night
effect” and to the distortion of radio waves which
travel overland. Bearings of aircraft ranges and
standard broadcast stations shouild be used with
particular caution due to coastal refraction and lack
of calibration of their frequencies.

Conversion of radio bearings to Mercator bear-
ings.~Radio directional bearings are the bearings of
the great circles passing through the radio stations
and the ship, and, unless in the plane of the Equator
or a meridian, would be represented on a Mercator
chart as curved lines. Obviously it is impracticable
for a navigator to plot such lines on a Mercator
chart, so it is necessary to apply a correction to a
radio bearing to convert it into a Mercator bearing,
that is, the bearing of a straight line on a Mercator
chart laid off from the sending station and passing
through the receiving station.

A table of corrections for the conversion of a
radio bearing into a Mercator bearing follows the
appendix. It is sufficiently accurate for practical
purposes for distances up to 1,000 miles.

The only data required are the latitudes and
longitudes of the radiobeacons and of the ship by
dead reckoning. The latter is scaled from the chart,
and the former is either scaled from the chart or
taken from the Light List.

The table is entered with the differences of
longitude in degrees between the ship and station
(the nearest tabulated value being used), and oppo-
site the middle latitude between the ship and station,
the correction to be applied is read.

The sign of the correction (bearings read clock-
wise from the north) will be as follows: In north
latitude, the minus sign is used when the ship is east
of the radiobeacon and the plus sign used when the
ship is west of the radiobeacon. In south latitude, the
plus sign is used when the ship is east of the
radiobeacon, and the minus sign is used when the
ship is west of the radiobeacon.

To facilitate plotting, 180 degrees should be added
to or subtracted from the corrected bearing, and the
result plotted from the radiobeacon.

Should the position by dead reckoning differ
greatly from the true position of the ship as deter-
mined by plotting the corrected bearings, retrial
should be made, using the new value as the position
of the ship.

Radio besrings from other vessels.-Any vessel
with a radio direction-finder can take a bearing on a
vessel equipped with a radio transmitter. These
bearings, however, should be used only as a check,
as comparatively large errors may be introduced by
local conditions surrounding the radio direction-
finder unless known and accounted for. Although
any radio station, for which an accurate position is
defintely known, may serve as a radiobeacon for
vessels equipped with a radio direction-finder, ex-
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treme caution must be exercised in their use. Stations
established especially for maritime services are more
reliable.

Radar transponder beacons (Racons) are low-pow-
ered radio transceivers that operate in the marine
radar X-band frequencies. When activated by a
vessel’s radar signal, Racons provide a distinctive
visible display on the vessel’s radarscope from
which the range and bearing to the beacon may be
determined. (See Light List and DMAHTC Pub.
117A for details.)

Loran.-A list of stations and descriptive details of
the Loran System are given in the Light Lists.
Instructions, tables, and charts of the Loran System
are published by the Defense Mapping Agency
Hydrographic/Topographic Center. NOS shows lo-
ran lines on sailing, general, and coastal charts of the
U.S. coasts.

Exact data cannot be given as to the accuracy to
be expected in loran positions since the accuracy
depends to a large extent on the skill of the operator,
the condition and type of receiving equipment, and
the area of operation. The accuracy of a loran fix is
determined by the accuracy of the individual lines of
positions used to establish the fix and by their angle
of intersection.

Loran position determinations on or near the
baseline extensions are subject to significant geomet-
ric errors and, therefore, should be avoided whenev-
er possible. Loran is a long-range aid to navigation
and should not normally be used in pilot waters. The
use of skywaves is not recommended within 250
miles of either station.

Caution must be used in matching loran signals to
ensure that the groundwave signal of the master
station is not unknowingly matched with a skywave
signal of a secondary station, or vice versa; or that a
one-hop skywave signal from one station is not
matched with a two-hop skywave signal from the
other.

Omega.-Omega is a continuous radionavigation
system which provides hyperbolic lines of position
through phase comparisons of very low frequency
(10-14 kHz range) continuous wave signals transmit-
ted on a common frequency on a time shared basis.
With eight transmitting stations located throughout
the world, Omega provides worldwide, all-weather
navigation coverage. Six stations make Omega avail-
able in nearly all parts of the globe, with the two
other stations providing redundancy and coverage
during off-air time for maintenance.

Users are cautioned that the Omega system is in an
implementation stage. System changes and station
off-air periods are promulgated by Notice to Mari-
ners and radio navigational warning messages. Cur-
rent information on the status of individual Omega
transmlttmg stations is broadcast on station
16 minutes after the hour and on station WWVH, 47
minutes after the hour. Current status rts are
available by telephone (202-245-0298).

At the present time the worldwide accuracy and
reliability of this system cannot be precisely deter-
mined. Therefore positioning information derived
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from Omega should not be totally relied upon
without reference to other positioning methods.

Uniform State Waterway Marking System.-Many
bodies of water used by boatmen are located entirely
within the boundaries of a State. The Uniform State
Waterway Marking System (USWMS) has been
developed to indicate to the small-boat operator
hazards, obstructions, restricted or controlled areas,
and to provide directions. Although intended pri-
marily for waters within the state boundaries,
USWMS is suited for use in all water areas, since it
supplements and is generally compatible with the
Coast Guard lateral system of aids to navigation.
The Coast Guard is gradually using more aids
bearing the USWMS geometric shapes described
below.

Two categories of waterway markers are used.
Regulatory markers, buoys, and signs use distinctive
standard shape marks to show regulatory informa-
tion. The signs are white with black letters and have
a wide orange border. They signify speed zones,
restricted areas, danger areas, and directions to
various places. Aids to navigation on State waters
use red and black buoys to mark channel limits. Red
and black buoys are generally used in pairs. The boat
should pass between the red buoy and its companion
black buoy. If the buoys are not placed in pairs, the
distinctive color of the buoy indicates the direction
of dangerous water from the buoy. White buoys
with red tops should be passed to the south or west,
indicating that danger lies to the north or east of the
buoy. White buoys with black tops should be passed
to the north or east. Danger lies to the south or west.
Vertical red and white striped buoys indicate a boat
should not pass between the buoy and the nearest
shore. Danger lies inshore of the buoy.

DESTRUCTIVE WAVES.-Unusual sudden
changes in water level can be caused by tsunamis or
violent storms. These two types of destructive
waves have become commonly known as tidal
waves, a name which is technically incorrect as they
are not the result of tide-producing forces.

. Tsunamis (seismic sea waves) are setup by subma-
rine earthquakes. Many such seismic disturbances do
not produce sea waves and often those produced are
small, but the occasional large waves can be very
damaging to shore installations and dangerous to
ships in harbors.

These waves travel great distances and can cause
tremendous damage on coasts far from their source.
The wave of April 1, 1946, which originated in the
Aleutian Trench, demolished nearby Scotch Cap
Lighthouse and caused damages of $25 million in the
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compared to their height, which is usually only a
few feet. Only on certain types of shelving coasts do
they build up into waves of disastrous proportions.

There is usually a series of waves with crests 10 to
40 minutes apart, and the highest may occur several
hours after the first wave. Sometimes the first
noticeable part of the wave is the trough which
causes a recession of the water from shore, and
people who have gone out to investigate this unusual
exposure of the beach have been engulfed by the
oncoming crest. Such an unexplained withdrawal of
the sea should be considered as nature’s warning of
an approaching wave.

Improvements have been made in the quick deter-
mination and reporting of earthquake epicenters, but
no method has yet been perfected for determining
whether a sea wave will result from a given earth-
quake. The Pacific Tsunami Warning Center, Oahu,
Hawaii, of the National Oceanic and Atmospheric
Administration is headquarters of a warning system
which has field reporting stations (seismic and tidal)
in most countries around the Pacificc. When a
warning is broadcast, waterfront areas should be
vacated for higher ground, and ships in the vicinity
of land should head for the deep water of the open
sea.

Storm surge.-A considerable rise or fall in the
level of the sea along a particular coast may result
from strong winds and sharp change in barometric
pressure. In cases where the water level is raised,
higher waves can form with greater depth and the
combination can be destructive to low regions,
particularly at high stages of tide. Extreme low
levels can result in depths which are considerably
less than those shown on nautical charts. This type
of wave occurs especially in coastal regions border-
ing on shallow waters which are subject to tropical
storms.

Seiche is a stationary vertical wave oscillation
with a period varying from a few minutes to an hour
or more, but somewhat less than the tidal periods. It
is usually attributed to external forces such as strong
winds, changes in barometric pressure, swells, or
tsunamis disturbing the equilibrium of the water
surface. Seiche is found both in enclosed bodies of
water and superimposed upon the tides of the open
ocean. When the external forces cause a short-period
horizontal oscillation of the water, it is called surge.

The combined effect of seiche and surge some-
times makes it difficult to maintain a ship in its
position alongside a pier even though the water may
appear to be completely undisturbed, and heavy
mooring lines have been parted repeatedly under
such conditions. Pilots advise taut lines to reduce the

Hawaiian Islands 2,000 miles away. The wave of s5 effect of the surge.

May 22-23, 1960, which originated off southern
Chile, caused widespread death and destruction in
islands and countries throughout the Pacific.

The speed of tsunamis varies with the depth of the
water, reaching 300 to 500 knots in the deep water
of the open ocean. In the open sea they cannot be
detected from a ship or from the air because their
length is so great, sometimes a hundred miles, as
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SPECIAL SIGNALS FOR CERTAIN VESSELS

Special signals for surveying vessels.-National
Ocean Service vessels while engaged in hydrograph-
ic surveying are required by Navigation Rules,
International-Inland, Rule 27, to exhibit:

(b)Xi) three all-round lights in a vertical line
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where they can best be seen. The highest and lowest
of these lights shall be red and the middle light shall
be white;

(ii) three shapes in a vertical line where they can
best be seen. The highest and lowest of these shapes
shall be balls and the middle one a diamond;

(iii) when making way through the water, mast-
head lights, sidelights and a sternlight, in addition to
the lights prescribed in subparagraph (b)(i); and

(iv) when at anchor, in addition to the lights or
shapes prescribed in subparagraphs (b)(i) and (ii) the
light, lights or shapes prescribed in Rule 30, An-
chored Vessels and Vessels Aground.

The color of the above shapes is black.

The wire drags used by the NOS in sweeping for
dangers to navigation may be crossed by vessels
without danger of fouling at any point except
between the towing launches and the large buoys
near them, where the towline approaches the surface
of the water. Vessels passing over the drag are
requested to change course so as to cross it approxi-
mately at right angles, as a diagonal course may
cause the propeller to foul the supporting buoys and
attached wires. No attempt should be made to pass
between the drag launches while the wire is being
set out or taken in, unless it would endanger a vessel
to do otherwise, because the bottom wire is slack
and the floats at each 100-foot section may lift it
nearly to the surface; at this time the launches
usually are headed directly toward or away from
each other and the operation may be clearly seen.

Warning signals for Coast Guard vessels while
handling or servicing aids to navigation are the same
as those prescribed for surveying vessels. (See Spe-
cial signals for surveying vessels, this chapter.)

Minesweeper signals.-U.S. vessels engaged in
minesweeping operations or exercises are hampered
to a considerable extent in their maneuvering pow-
ers. With a view to indicating the nature of the work
on which they are engaged, these vessels will show
the signals hereinafter mentioned. For the public
safety, all other vessels, whether steamers or sailing
craft, must endeavor to keep out of the way of
vessels displaying these signals and not approach
them inside the distances mentioned herein, especial-
ly remembering that it is dangerous to pass between
the vessels of a pair or group sweeping together.

All vessels towing sweeps are to show: By day, a
black ball at or near the foremast head and a black
ball at each end of the fore yard. By night, all-round
green lights instead of the black balls, and in a
similar manner.

Vessels or formations showing these signals are
not to be approached nearer than 1,640 feet (500
meters) on either beam and vessels are not to cross
astern closer than 3,280 feet (1,000 meters). Under
no circumstances is a vessel to pass through a
formation of minesweepers. Minesweepers should be
prepared to warn merchant vessels which persist in
approaching too close by means of any of the
appropriate signals from the International Code of
S s. In fog, mist, falling snow, heavy rainstorms,
or any other condition similarily restricting visibili-
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ty, whether by day or night, minesweepers while
towing sweeps when in the vicinity of other vessels
will sound whistle signals for a vessel towing (one
prolonged blast followed by two short blasts).

5 ©* The United States is increasingly using helicopters
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to conduct minesweeping operations and exercises.
When so engaged, helicopters, like vessels, are
considerably hampered in their ability to maneuver.
Helicopters may function at night as well as during
the day and in varying types of weather. According-
ly, surface vessels approaching helicopters engaged
in minesweeping operations should take precautions
similar to those described above with regard to
minesweeping vessels.

Helicopters towing minesweeping gear, and sur-
face escorts, if any, will use all practical means to
warn approaching ships of the operations being
conducted. Where practical, measures will be taken
to mark or light the gear being towed. While
towing, the helicopter’s altitude varies from 49.2 to
311.6 feet (15 to 95 meters) above the water, and
speeds vary from 0 to 30 knots.

Minesweeping helicopters are equipped with a
rotating beacon which has a selectable red and
amber mode. The amber mode is used during towing
operations to notify and warn other vessels that the
helicopter is towing.

Submarine emergency identification signals.-U.S.
submarines are equipped with signal ejectors which
may be used to launch identification signals, includ-
ing emergency signals. Two general types of signals
may be used: smoke floats and flares or stars. The
smoke floats, which burn on the surface, produce a
dense colored smoke for a period of 15 to 45
seconds. The flares or stars are propelled to a height
of 300 to 400 feet from which they descend by small
parachute. The flares or stars burn for about 25
seconds. The color of the smoke or flare/star has the
following meaning:

Green or black is used under training exercise
conditions only to indicate that a torpedo has been
fired or that the firing of a torpedo has been
simulated.

Yellow indicates the submarine is about to rise to
periscope depth. Surface craft terminate antisubma-
rine counterattack and clear vicinity of submarine.
Do not stop propellers.

Red indicates an emergency inside the submarine;
she will try to surface immediately, if possible.
Surface ships clear the area and stand by to assist. In
case of repeated red signals, or if the submarine fails
to surface in a reasonable time, she may be presumed
disabled. Buoy the location, look for submarine
buoy, and attempt to establish sonar communica-
tions. Advise U.S. Navy authorities immediately.

Submarine marker buoys consist of two spheres 3
feet in diameter with connecting structure, painted
international orange. The buoy has a wire cable to
the submarine, to act as a downhaul line for a rescue
chamber. The buoy may be accompanied by an oil
slick release to attract attention. A submarine on the
bottom in distress may release this buoy. If sighted,
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such a buoy should be investigated and reported
immediately to U.S. Navy authorities.

The submarine may transmit the International
Distress Signal (SOS) on its sonar gear independent-
ly or in conjunction to the red signal. Submarines
also may use these other means of attracting atten-
tion: release of dye marker or air bubble; ejection of
oil; pounding on hull.

Vessels Constrained by their Draft.-International
Navigation Rules, Rule 28, states that a vessel
constrained by her draft may, in addition to the
lights prescribed for power-driven vessels in Rule
23, exhibit where they can best be seen three all-
round red lights in a vertical line, or a cylinder.

NAVIGATION RESTRICTIONS AND
REQUIREMENTS

Traffic Separation Schemes (Traffic lanes).-To
increase the safety of navigation, particularly in
converging areas of high traffic density, routes
incorporating traffic separation have, with the ap-
proval of the International Maritime Organization
(IMO), formerly the Inter-Governmental Maritime
Consultative Organization (IMCO), been established
in certain areas of the world. In the interest of safe
navigation, it is recommended that through traffic
use these schemes, as far as circumstances permit, by
day and by night and in all weather conditions.

General principles for navigation in Traffic Sepa-
ration Schemes are as follows:

1. A ship navigating in or near a traffic separation
scheme adopted by IMO shall in particular comply
with Rule 10 of the 72 COLREGS to minimize the
development of risk of collision with another ship.
The other rules of the 72 COLREGS apply in ail
respects, and particularly the steering and sailing
rules if risk of collision with another ship is deemed
to exist.

2. Traffic separation schemes are intended for use
by day and by night in all weather, in ice-free waters
or under light ice conditions where no extraordinary
maneuvers or assistance by icebreaker(s) are re-
quired.

3. Traffic separation schemes are recommended
for use by all ships unless stated otherwise. Bearing
in mind the need for adequate underkeel clearance, a
decision to use a traffic separation scheme must take
into account the charted depth, the possibility of
changes in the seabed since the time of last survey,
and the effects of meteorological and tidal condi-
tions on water depths.

4. A deepwater route is an allied routing measure
primarily intended for use by ships which require
the use of such a route because of their draft in
relation to the available depth of water in the area
concerned. Through traffic to which the above
consideration does not apply should, if practicable,
avoid following deepwater routes. When using a
deepwater route mariners should be aware of possi-
ble changes in the indicated depth of water due to
meteorological or other effects.

5. Users of traffic separation schemes adopted by
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IMO will be guided by Rule 10 of the 1972
International Regulations for Preventing Collisions
at Sea (72 COLREGS) as follows:

(a) This Rule applies to traffic separation schemes
adopted by the Organization.

(b) A vessel using a traffic separation scheme
shall:

(i) proceed in the appropriate traffic lane in the
general direction of traffic flow for that lane;

(ii) so far as practicable keep clear of a traffic
separation line or separation zone;

(iii) normally join or leave a traffic separation
lane at the termination of the lane, but when joining
or leaving from either side shall do so at as small an
angle to the general direction of traffic flow as
practicable.

(c) A vessel shall so far as practicable avoid
crossing traffic lanes, but if obliged to do so, shall
cross as nearly as practicable at right angles to the
general direction of traffic flow.

(d) Inshore traffic zones shall not normally be
used by through traffic which can safely use the
appropriate traffic lane within the adjacent traffic
separation scheme. However, vessels of less than 20
meters in length and sailing vessels may under all
circumstances use inshore traffic zones.

(e) A vessel, other than a crossing vessel, or a
vessel joining or leaving a lane shall not normally
enter a separation zone or cross a separation line
except:

(i) in cases of emergency to avoid immediate
danger;

(ii) to engage in fishing within a separation zone.

(f) A vessel navigating in areas near the termina-
tions of traffic separation schemes shall do so with
particular caution.

(g) A vessel shall so far as practicable avoid
anchoring in a traffic separation scheme or in areas
near its terminations.

(h) A vessel not using a traffic separation scheme
shall avoid it by as wide a margin as is practicable.

(i) A vessel engaged in fishing shall not impede
the passage of any vessel following a traffic lane.

(j) A vessel of less than 20 meters in length or a
sailing vessel shall not impede the safe passage of a
power-driven vessel following a traffic lane.

(k) A vessel restricted in her ability to maneuver
when engaged in an operation for the maintenance
of safety of navigation in a traffic separation scheme
is exempted from complying with Rule 10 to the
extent necessary to carry out the operation.

(I) A vessel restricted in her ability to maneuver
when engaged in an operation for laying, servicing
or picking up of a submarine cable, within a traffic
separation scheme, is exempted from complying
with this Rule to the extent necessary to carry out
the operation.

6. The arrows printed on charts merely indicate
the general direction of traffic; ships need not set
their courses strictly along the arrows.

7. The signal “YG” meaning “You appear not to
be complying with the traffic separation scheme” is
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provided in the International Code of Signals for
appropriate use.

When approved or established, traffic separation
scheme details are announced in Notice to Mariners,
and later depicted on appropriate charts and includ-
ed in Coast Pilots and Sailing Directions.

Oil Pollution.-The Oil Pollution Act, 1961, as
amended, provides for prohibited zones throughout
the world within which the discharge of oil or any
oily mixture is unlawful. The prohibited zones for
the United States, Puerto Rico, the U.S. Virgin
Islands, and adjacent foreign territory include sea
areas within 50 miles from the nearest land and the
following sea areas extending more than 50 miles
from the nearest land: North-West Atlantic Zone,
comprising the sea areas within a line drawn from
38°47'N., 73°43'W., to 39°58'N., 68°34'W_, thence to
42°05'N., 64°37'W., thence along the east coast of
Canada at a distance of 100 miles from the nearest
land. Canadian Western Zone (Pacific Ocean), ex-
tending for a distance of 100 miles from the nearest
land along the west coast of Canada.

The law applies (with the exceptions stated be-
low) to any seagoing vessel of any type whatsoever
of American registry or nationality, including float-
ing craft towed by another vessel making a sea
voyage; this includes a “tanker,” defined as a type of
ship in which the greater part of the cargo space is
constructed or adapted for the carriage of liquid
cargoes in bulk and which is not, for the time being,
carrying a cargo other than oil in that part of its
cargo space. The excepted categories of vessels are:
tankers of under 150 gross tons, and other ships of
under 500 gross tons; ships for the time being
engaged in the whaling industry when actually
employed on whaling operations; ships for the time
being navigating the Great Lakes of North America
and their connecting and tributary waters as far east
as the lower exit of St. Lambert Lock at Montreal in
the Province of Quebec, Canada; naval ships and
ships for the time being used as naval auxiliaries.

Foreign vessels to which the International Con-
vention for the Prevention of the Pollution of the
Sea by Oil (1954, as amended) applies, while in the
territorial waters of the United States, may be
boarded, examined, and required to produce records
as provided in Section 11 of the Oil Pollution Act of
1961, as amended. (For a complete discussion of the
QOil Pollution Regulations, see 33 CFR 151.)

The Federal Water Pollution Control Act, as
amended, prohibits the discharge of a harmful quan-
tity of oil or a hazardous substance into or upon the
United States navigable waters or adjoining shore-
lines, or into or upon the waters of the contiguous
zone, or in connection with activities under the
Outer Continental Shelf Lands Act or the Deepwa-
ter Port Act of 1974, or which may affect natural
resources belonging to, appertaining to, or under the
exclusive management authority of the United States
including resources under the Fishery Conservation
and Management Act off 1976. Discharges that do
occur must be reported to the Coast Guard (Nation-
al Response Center) by the most rapid available

means. To assist in swift reporting of spills, a
nationwide, 24-hour, toll-free telephone number has
been established (1-800-424-8802). If the spiller or
any other industry organization, or State or local

5 “ government, does not clean up the spill, the Federal

Government may. The spiller will be liable for the
cleanup costs. A harmful discharge of oil has been
defined as one which causes a film or sheen upon or
discoloration of the surface of the water, violates

10 applicable State water quality standards, or causes a

sludge or emulsion to be deposited beneath the
surface of the water. (For regulations pertaining to
this Act, see 33 CFR 153.)

Other requirements for the protection of navigable

15 waters.-U.S. laws prohibit discharge from any vessel

or shore establishment of any refuse matter, other
than that flowing from streets and sewers in a liquid
state, into any navigable water. It is not lawful to tie
up or anchor vessels or to float lografts in navigable

20 channels in such manner as to obstruct normal

navigation. When a vessel or raft is wrecked and
sunk in a navigable channel it is the duty of the
owner to immediately mark it with a buoy or beacon
during the day and a light at night until the sunken

25 craft is removed or abandoned.

Obligation of deck officers.-Licensed deck officers
are required to acquaint themselves with the latest
information published in Notice to Mariners regard-
ing aids to navigation.

30 Improper use of searchlights prohibited.-No person

shall flash or cause to be flashed the rays of a
searchlight or other blinding light onto the bridge or
into the pilothouse of any vessel underway. The
International Code Signal “PG2” may be made by a

35 vessel inconvenienced by the glare of a searchlight

in order to apprise the offending vessel of the fact.
Unnecessary whistling prohibited.-The unneces-

sary sounding of the vessel’s whistle is prohibited

within any harbor limits of the United States.

40 Use of Radar.-Navigation Rules, International-

Inland, Rule 7, states, in part, that every vessel shall
use all available means appropriate to the prevailing
circumstances and conditions to determine if risk of
collision exists. If there is any doubt such risk shall

45 be deemed to exist. Proper use shall be made of

radar equipment if fitted and operational, including
long-range scanning to obtain early warning of risk
of collision and radar plotting or equivalent system-
atic observation of detected objects.

50 This rule places an additional responsibility on

vessels which are equipped and manned to use radar
to do so while underway during periods of reduced
visibility without in any way relieving commanding
officers of the responsibility of carrying out normal

55 precautionary measures.

Navigation Rules, International-Inland, Rules 6, 7,
8, and 19 apply to the use of radar.

Danger signal.-Navigation Rules, International-
Inland, Rule 34(d), states that when vessels in sight

60 of one another are approaching each other and from

any cause either vessel fails to understand the
intentions or actions of the other, or is in doubt
whether sufficient action is being taken by the other
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to avoid collision, the vessel in doubt shall immedi-
ately indicate such doubt by giving at least five short
and rapid blasts on the whistle. Such signal may be
supplemented by a light signal of at least five short
and rapid flashes.

Narrow channels.-Navigation Rules, Internation-
al-Inland, Rule 9(b) states: A vessel of less than 65.6
feet (20 meters) in length or a sailing vessel shall not
impede the passage of a vessel that can safely
navigate only within a narrow channel or fairway.

Control of shipping in time of emergency or war.-In
time of war or national emergency, merchant vessels
of the United States and those foreign flag vessels,
which are considered under effective U.S. control,
will be subject to control by agencies of the U.S.
Government. The allocation and employment of
such vessels, and of domestic port facilities, equip-
ment, and services will be performed by appropriate
agencies of the War Transport Administration. The
movement, routing, and diversion of merchant ships
at sea will be controlled by appropriate naval
commanders. The movement of merchant ships
within domestic ports and dispersal anchorages will
be coordinated by the U.S. Coast Guard. The
commencement of naval control will be signaled by
a general emergency message. (See DMAHTC Pub.
117A or 117B for emergency procedures and com-
munication instructions.)

U.S. Fighery Conservation Zone.-The United
States exercises exclusive fishery management au-
thority over all species of fish, except tuna, within
the fishery conservation zone, whose seaward
boundary is 200 miles from the baseline from which
the U.S. territorial sea is measured; all anadromous
species which spawn in the United States through-
out their migratory range beyond the fishery conser-
vation zone, except within a foreign country’s equiv-
alent fishery zone as recognized by the United
States; all U.S. Continental Shelf fishery resources
beyond the fishery conservation zone. Such re-
sources include American lobster and species of
coral, crab, abalone, conch, clam, and sponge,
among others.

No foreign vessel may fish, aid, or assist vessels at
sea in the performance of any activity relating to
fishing including, but not limited to preparation,
supply, storage, refrigeration, transportation or pro-
cessing, within the fishery conservation zone, or fish
for anadromous species of the United States or
Continental Shelf fishery resources without a permit
isSued in accordance with U.S. law. These permits
may only be issued to vessels from countries recog-
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nizing the exclusive fishery management authority
of the United States in an international agreement.
The owners or operators of foreign vessels desiring
to engage in fishing off U.S. coastal waters should
ascertain their eligibility from their own flag state
authorities. Failure to obtain a permit prior to
fishing, or failure to comply with the conditions and
restrictions established in the permit may subject
both vessel and its owners or operators to adminis-
trative, civil, and criminal penalties. (Further details
concerning foreign fishing are given in 50 CFR 611.)

Reports of foreign fishing activity within the
fishery conservation zone should be made to the
U.S. Coast Guard. Immediate reports are particular-
ly desired, but later reports by any means also have
value. Reports should include the activity observed,
the position, and as much identifying information
(name, number, homeport, type, flag, color, size,
shape, etc.) about the foreign vessel as possible, and
the reporting party’s name and address or telephone
number.

Bridge-to-Bridge Radiotelephone Communica-
tions.-Voice radio bridge-to-bridge communication
between vessels is an effective aid in the prevention
of collisions where there is restricted maneuvering
room and/or visibility. VHF-FM radio is used for
this purpose, due to its essentially line-of-sight char-
acteristic and relative freedom from static. As VHF-
FM has increasingly come into use for short-range
communications in U.S. harbors and other high-
traffic waters, so has the number of ships equipped
with this gear increased.

The Vessel Bridge-to-Bridge Radiotelephone
Regulations, effective January 1, 1973, require ves-
sels subject to the Act while navigating to be
equipped with at least one single channel transceiver
capable of transmitting and receiving on VHF-FM
channel 13 (156.65 MHz), the Bridge-to-Bridge
Radiotelephone frequency. Vessels with multichan-
nel equipment are required to have an additional
receiver so as to be able to guard VHF-FM channel
13 (156.65 MHz),the Bridge-to-Bridge Radiotele-
phone frequency, in addition to VHF-FM channel
16 (156.80 MHz), the National Distress, Safety and
Calling frequency required by Federal Communica-
tions Commission regulations. (See 26.01 through
26.10, chapter 2, for Vessel Bridge-to-Bridge Radio-
telephone Regulations.)

Mariners are reminded that the use of bridge-to-
bridge voice communications in no way alters the
obligation to comply with the provisions of the
Navigation Rules, International-Inland.
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This chapter contains the sections of Code of
Federal Regulations, Title 33, Navigation and Naviga-
ble Waters (33 CFR), that are of most importance in
the areas covered by Coast Pilot 1. The sections are
from Part 26, Vessel Bridge-to-Bridge Radiotele-
phone Regulations; Part 80, COLREGS Demarca-
tion Lines; Part 110, Anchorage Regulations; Part
117, Drawbridge Operation Regulations; Part 160,
Ports and Waterways Safety-General; Part 164,
Navigation Safety Regulations (in part); Part 165,
Regulated Navigation Areas and Limited Access
Areas; Part 204, Danger Zone Regulations; and Part
207, Navigation Regulations.

Note.-These regulations can only be amended by
the enforcing agency or other authority cited in the
regulations. Accordingly, requests for changes to
these regulations should be directed to the appropri-
ate agency for action. In those regulations where the
enforcing agency is not cited or is unclear, recom-
mendations for changes should be directed to the
following Federal agencies for action: U.S. Coast
Guard (33 CFR 26, 80, 110, 117, 160, 161, 164, and
165); U.S. Army Corps of Engineers (33 CFR 204
and 207).

Part 26-Vessel Bridge-to-Bridge Radiotelephone
Regulations

§26.01 Purpose (a) The purpose of this part is to
implement the provisions of the Vessel Bridge-to-
Bridge Radiotelephone Act. This part-

(1) Requires the use of the vessel bridge-to-bridge
radiotelephone;

(2) Provides the Coast Guard’s interpretation of
the meaning of important terms in the Act;

(3) Prescribes the procedures for applying for an
exemption from the Act and the regulations issued
under the Act and a listing of exemptions.

(b) Nothing in this part relieves any person from
the obligation of complying with the rules of the
road and the applicable pilot rules.

§26.02 Definitions. For the purpose of this part
and interpreting the Act-

“Secretary” means the Secretary of the Depart-
ment in which the Coast Guard is operating:

“Act” means the “Vessel Bridge-to-Bridge Radio-
telephone Act”, 33 U.S.C. sections 1201-1208;

“Length” is measured from end to end over the
deck excluding sheer;

“Power-driven vessel” means any vessel propelled
by machinery; and

“Towing vessel” means any commercial vessel
engaged in towing another vessel astern, alongside,
or by pushing ahead.

§26.03 Radiotelephone required. (a) Unless an
exemption is granted under §26.09 and except as
provided in paragraph (a)}(4) of this section, section
4 of the Act provides that-
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(1) Every power-driven vessel of 300 gross tons
and upward while navigating;

(2) Every vessel of 100 gross tons and upward
carrying one or more passengers for hire while
navigating;

(3) Every towing vessel of 26 feet or over in
length while navigating; and

(4) Every dredge and floating plant engaged in or
near a channel or fairway in operations likely to
restrict or affect navigation of other vessels: Provid-
ed, That an unmanned or intermittently manned
floating plant under the control of a dredge need not
be required to have separate radiotelephone capabili-
ty;

Shall have a radiotelephone capable of operation
from its navigational bridge, or in the case of a
dredge, from its main control station, and capable of
transmitting and receiving on the frequency or
frequencies within the 156-162 Mega-Hertz band
using the classes of emissions designated by the
Federal Communications Commission, after consul-
tation with other cognizant agencies, for the ex-
change of navigational information.

(b) The radiotelephone required by paragraph (a)
of this section shall be carried on board the de-
scribed vessels, dredges, and floating plants upon the
navigable waters of the United States inside the lines
established pursuant to section 2 of the Act of
February 19, 1895 (28 Stat. 672), as amended.

§26.04 Use of the designated frequency. (a) No
person may use the frequency designated by the
Federal Communications Commission under section
8 of the Act, 33 U.S.C. section 1207(a), to transmit
any information other than information necessary
for the safe navigation of vessels or necessary tests.

(b) Each person who is required to maintain a
listening watch under section 5 of the Act shall,
when necessary, transmit and confirm, on the desig-
nated frequency, the intentions of his vessel and any
other information necessary for the safe navigation
of vessels.

(c) Nothing in these regulations may be construed
as prohibiting the use of the designated frequency to
communicate with shore stations to obtain or furnish
information necessary for the safe navigation of
vessels.

Note.-The Federal Communications Commission
(FCC) has designated the frequency 156.65 MHz
(Channel 13) for the use of bridge-to-bridge stations
in most of the United States. However, FCC rules
designate the frequency 156.375 MHz (Channel 67)
to be used instead of Channel 13 in the following
areas, except to facilitate transition from these areas:
The Mississippi River from South Pass Lighted Bell
Buoy “2” and Southwest Pass Entrance (midchan-
nel) Lighted Whistle Buoy SW to mile 242.4 AHP
(Above Head of Passes) near Baton Rouge; and, in
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addition, over the full length of the Mississippi
River-Gulf Outlet Canal from entrance to its junc-
tion with the Inner Harbor Navigation Canal, and
over the full length of the Inner Harbor Navigation
Canal from its junction with the Mississippi River to
its entry to Lake Pontchartrain at the New Seabrook
vehicular bridge.

§26.05 Use of radiotelephone, Section 5 of the Act
states-(a) The radiotelephone required by this Act
is for the exclusive use of the master or person in
charge of the vessel, or the person designated by the
master or person in charge of the vessel, or the
person designated by the master or person in charge
to pilot or direct the movement of the vessel, who
shall maintain a listening watch on the designated
frequency. Nothing contained herein shall be inter-
preted as precluding the use of portable radiotele-
phone equipment to satisfy the requirements of this
Act.

§26.06 Maintenance of radiotelephone; failure of
radiotelephone. Section 6 of the Act states~-(a) When-
ever radiotelephone capability is required by this
Act, a vessel’s radiotelephone equipment shall be
maintained in effective operating condition. If the
radiotelephone equipment carried aboard a vessel
ceases to operate, the master shall exercise due
diligence to restore it or cause it to be restored to
effective operating condition at the earliest practica-
ble time. The failure of a vessel’s radiotelephone
equipment shall not, in itself, constitute a violation of
this Act, nor shall it obligate the master of any vessel
to moor or anchor his vessel; however, the loss of
radiotelephone capability shall be given consider-
ation in the navigation of the vessel.

§26.07 English language. No person may use the
services of, and no person may serve as a person
required to maintain a listening watch under section
3 of the Act, 33 U.S.C. 1204 unless he can speak the
English language.

§26.08 Exemption procedures. (a) Any person may
petition for an exemption from any provision of the
Act or this part:

(b) Each petition must be submitted in writing to
U.S. Coast Guard (G-W), 2100 Second Street SW.,
Washington, DC 20593, and must state-

(1) The provisions of the Act or this part from
which an exemption is requested; and

(2) The reasons why marine navigation will not
be adversely affected if the exemption is granted and
if the exemption relates to a local communication
system how that system would fully comply with
the intent of the concept of the Act but would not
conform in detail if the exemption is granted.

§26.09 List of exemptions.

(a) All vessels navigating on those waters gov-
erned by the navigation rules for Great Lakes and
their connecting and tributary waters (33 U.S.C. 241
et seq.) are exempt from the requirements of the
Vessel Bridge-to-Bridge Radiotelephone Act and
this part until May 6, 1975.

(b) Each vessel navigating on the Great Lakes as
defined in the Inland Navigational Rules Act of 1980
(33 U.S.C. 2001 et seq.) and to which the Vessel
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Bridge-to-Bridge Radiotelephone Act (33 U.S.C.
1201-1208) applies is exempt from the requirements
in 33 U.S.C. 1203, 1204, and 1205 and the regulations
under §§ 26.03, 26.04, 26.05, 26.06, and 26.07. Each
of these vessels and each person to whom 33 U.S.C.
1208(a) applies must comply with Articles VII, X,
X1, XII, XIII, XV, and XVI and Technical Regula-
tions 1-7 of “The Agreement Between the United
States of America and Canada for Promotion of
Safety on the Great Lakes by Means of Radio,
1973.”

§26.10 Penalties. Section 9 of the Act states—(a)
Whoever, being the master or person in charge of a
vessel subject to the Act, fails to enforce or comply
with the Act or the regulations hereunder; or
whoever, being designated by the master or person
in charge of a vessel subject to the Act to pilot or
direct the movement of a vessel fails to enforce or
comply with the Act or the regulations hereunder-is
liable to a civil penalty of not more than $500 to be
assessed by the Secretary.

(b) Every vessel navigated in violation of the Act
or the regulations hereunder is liable to a civil
penalty of not more than $500 to be assessed by the
Secretary, for which the vessel may be proceeded
against in any District Court of the United States
having jurisdiction.

(c) Any penalty assessed under this section may
be remitted or mitigated by the Secretary, upon such
terms as he may deem proper.

Part 80-COLREGS Demarcation Lines

§80.01 General basis and purpose of demarcation
lines. (a) The regulations in this part establish the
lines of demarcation delineating those waters upon
which mariners shall comply with the International
Regulations for Preventing Collisions at Sea, 1972
(72 COLREGS) and those waters upon which
mariners shall comply with the Inland Navigation
Rules.

(b) The waters inside of the lines are Inland Rules
Waters. The waters outside the lines are COLREGS
Waters.

§80.105 Calais, Maine to Cape Small, Maine.

The 72 COLREGS shall apply on the harbors,
bays, and inlets on the east coast of Maine from
International Bridge at Calais, ME to the southwest-
ernmost extremity of Bald Head at Cape Small.

§80.110 Casco Bay, Maine, (a) A line drawn from
the southwesternmost extremity of Bald Head at
Cape Small to the southeasternmost extremity of
Ragged Island; thence to the southern tangent of
Jaquish Island thence to Little Mark Island Monu-
ment Light; thence to the northernmost extremity of
Jewell Island.

(b) A line drawn from the tower on Jewell Island
charted in approximate position latitude 43°40.6'N.
longitude 70°05.9'W. to the northeasternmost ex-
tremity of Outer Green Island.

(¢) A line drawn from the southwesternmost
extremity of Outer Green Island to Ram Island
Ledge Light; thence to Portland Head Light.

§80.115 Portland Head, Maine to Cape Ann, Mass,
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(a) Except inside lines specifically described in this
section, the 72 COLREGS shall apply on the
harbors, bays, and inlets on the east coast of Maine,
New Hampshire, and Massachusetts from Portland
Head to Halibut Point at Cape Ann.

(b) A line drawn from the southernmost tower on
Gerrish Island charted in approximate position lati-
tude 43°04.0'N. longitude 70°41.2'W. to Whaleback
Light; thence to Jaffrey Point Light; thence to the
northeasternmost extremity of Frost Point.

(c) A line drawn from the northernmost extremi-
ty of Farm Point to Annisquam Harbor Light.

§80.120 Cape Ann, Mass, to Marblehead Neck,
Mass. (a) Except inside lines specifically described
in this section, the 72 COLREGS shall apply on the
harbors, bays and inlets on the east coast of Massa-
chusetts from Halibut Point at Cape Ann to Marble-
head Neck.

(b) A line drawn from Gloucester Harbor Break-
water Light to the twin towers charted in approxi-
mate position latitude 42°35.1'N. longitude
70°41.6'W.

(¢) A line drawn from the westernmost extremity
of Gales Point to the easternmost extremity of
House Island; thence to Bakers Island Light; thence
to Marblehead Light.

§80.125 Marblehead Neck, Mass. to Nahant,
Mass.

The 72 COLREGS apply on the harbors, bays,

and inlets on the east coast of Massachusetts from 30

Marblehead Neck to the easternmost tower at Na-
hant, charted in approximate position latitude
42°25.4'N., longitude 70°54.6'W.

§80.130 Boston Harbor entrance.

A line drawn from the easternmost tower at
Nahant, charted in ap ?roxnnate position latitude
42°25. 4’N longitude 70°54.6’'W., to Boston Lighted
Horn Buoy “B”; thence to the easternmost radio
tower at Hull, ‘charted in approximate position
latitude 42°16.7'N., longitude 70°52.6'W.

§80.135 Hull, Mass. to Race Point, Mass.
(a) Except inside lines described in this section, the
72 COLREGS apply on the harbors, bays, and inlets
on the east coast of Massachusetts from the eastern-
most radio tower at Hull, charted in approximate
position latitude 42°16. 7’N longitude 70°52.6'W., to
Race Point on Cape

(b) A line drawn from Cape Cod Canal Breakwa-
ter Light south to the shoreline.

Part 110-Anchorage Regulations

§110.1 General. (a) The areas described in Sub-
part A of this part are designated as special anchor-
age arcas pursuant to the authority contained in an

35

45 Bailey Island at latitude 43°43'18.2"N.,

area shall not be required to carry or exHibit the
white anchor lights required by the Navigation
Rules.

(b) The anchorage grounds for vessels described
5-in Subpart B of this part are established, and the
rules and regulations in relation thereto adopted,
pursuant to the authority contained in section 7 of
the act of March 4, 1915, as amended (38 Stat. 1053;
33 U.S.C. 471).

10 (c) All bearings in the part are referred to true

meridian.

Subpart A-Special Anchorage Areas
§110.5 Casco Bay, Maine. (a) Beals Cove, west

15 side of Orrs Island, Harpswell. The entire cove as

defined by the shoreline and a line across the
entrance bearing 215° and tangent to the shore on
the north side.

(a-1) Merriconeag Sound, Harpswell. The area

20 comprises that portion of the Sound beginning at a

point on the shoreline about 1,000 feet northeasterly
from the southwesterly extremity of Orr’s Island at
latitude 43°45'09", longitude 69°59'14", thence ex-
tending 290° to a point at latitude 43°45'10", longi-

5 tude 69°59'20", thence extending 20° to a point at

latitude 43°45'34", longitude 69°59'05", thence ex-
tending 110° to a point on the shoreline at latitude
43°45'33", longitude 69°58'58”, thence along the
shoreline to the point of beginning.

Note: The area is principally for use by yachts and
other recreational craft. Fore and aft moorings will
be allowed. Temporary floats or buoys for marking
anchors in place will be allowed. All moorings shall
be so placed that no vessel, when anchored, shall at
any time extend beyond the limits of the area. Fixed
mooring piles or stakes are prohibited. All anchoring
in the area shall be under the supervision of the local
harbor master or such authority as may be designat-

4o €d by authorities of the Town of Harpswell, Maine.

(a-2) Mackeral Cove, Bailey Island, Harpswell.
The water area of Mackerel Cove lying northeaster-
ly of a line from a point on Abner Point at latitude
43°43'28"N., longitude 70°00'19"W., to a point on
longitude
70°00'12.2"W.

(b) Harpswell Harbor, east side of Harpswell
Neck, Harpswell. The entire area lying westerly of a
line bearing 8° from the eastern extremity of Stovers

so Point to the point of land at the northerly end of the

harbor, said point of land bearing approximately
275° from the observatory on Orrs Island.

(c) Basin Cove, west side of Harpswell Neck,
Harpswell. All of the area lying northeasterly of a

act amending laws for preventing collisions of 55 line bearing 350° from the northwest corner of the

vessels approved April 22, 1940 (54 Stat. 150);
Article 11 of section 1 of the act of June 7, 1897, as
amended (30 Stat. 98; 33 U.S.C. 180), Rule 9 of
section 1 of the act of Fcbruary 8, 1895, as amended
(28 Stat. 647; 33 U.S.C. 258), and Rule Numbered 13
of section 4233 of the Revised Statutes as amended
(33 U.S.C. 322). Vessels not more than 65 feet in
length, when at anchor in any special anchorage

60 Basin Point at latitude 43°44'17"N.,

entrance to the cove.

(c-1) Basin Point, Potts Harbor, east side of Basin
Point. The water area east of Basin Point enclosed
by a line beginning at the southernmost extremity of
longitude
70°02'36"W.; thence easterly to latitude 43'44’17"N
longitude 70°02'1 19"W.; thence north northeastcrly
to a point on the shoreline at latitude 43°44'43"N,,
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longitude 70°02'05"W.; thence following the shore-
line to the point of beginning.

(d) Mussel Cove and adjacent waters at Falmouth
Foreside, Falmouth. All of the waters enclosed by a
line beginning at the Dock House (F.S.) located at
latitude 43°44'22"N., longitude 70°11'41"W._; thence
123°, 200 yards; thence 204°, 1,760 yards; thence
220°, 1,950 yards to Prince Point; thence along the
shoreline to the point of beginning.

(e) Harraseeket River. That portion of the Harra-
seeket River within the mean low water lines,
between Stockbridge Point and Weston Point, ex-
cluding therefrom a thoroughfare, 100 feet wide, the
center line of which follows the natural channel

Note: This area is reserved for yachts and other
small recreational craft. Fore and aft moorings will
be allowed in this area. Temporary floats or buoys
for marking anchors or moorings in place will be
allowed. Fixed mooring piles or stakes are prohib-
ited. All moorings shall be so placed that no vessel
when anchored shall at any time extend into the
thoroughfare. All anchoring in the area shall be
under the supervision of the local harbor master or
such other authority as may be designated by the
authorities of the Town of Freeport, Maine.

§110.6 Portland Harbor, Portland, Maine (between
Little Diamond Island and Great Diamond Island).
Beginning at the southeasterly corner of the wharf,
at the most southerly point of Great Diamond Island
at latitude 43°40'13”, longitude 70°12'00"; thence
extending southwesterly to the northeasterly corner
of the wharf on the easterly side of Little Diamond
Island at latitude 43°40'03", longitude 70°12'15";
thence extending along the northerly side of the
wharf to its shoreward end at latitude 43°40°03",
longitude 70°12'17”; thence extending along the
shoreline of Little Diamond Island to latitude
43°40°'11", longitude 70°12'20"; thence extending
northeasterly to the shoreline of the southerly side of
Great Diamond Island at latitude 43°40'21”, longi-
tude 70°12'06"; thence extending along the shoreline
of Great Diamond Island to the shoreward end of a
wharf at latitude 43°40'15", longitude 70°12'02";
thence extending along the southwesterly side of the
wharf to the point of beginning.

Note: The area is principally for use by yachts and
other recreational craft. Temporary floats or buoys
for marking anchors will be allowed. Fixed mooring
piles or stakes are prohibited. The anchoring of
vessels and placing of temporary moorings will be
under the jurisdiction, and at the discretion of the
local Harbor Master. All moorings shall be so placed
that no moored vessels will extend beyond the limit
of the area.

§110.6a Fore River, Portland Harbor, Portland,
Maine, The water area beginning at a point on the
shoreline near the Coast Guard Base in position
43°38'43"N., and 070°14'49" W ; thence 319° to posi-
tion 43°38'55"N., 070°15'03"W.; thence 50° to an-
chorage buoy D; thence 161° to mainland; and
thence southwesterly along the shore to the point of

ning.

§110.10 Portsmouth Harbor, N.H., north of New-
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castle Island. From the northernmost point of Goat
Island to latitude 43°04’25"N., longitude
070°43'37"W.; thence 089°30' for 1025 yards; thence
120° for 285 yards, thence 213° to the shoreline of
Newcastle Island, thence along the shoreline of
Newcastle Island and across the breakwater to Goat
Island and to the point of beginning.

§110.25 Beverly and Salem Harbors, Mass,
(a) Beverly Harbor, North of Salem Neck. A line
extending from the northerly end of the Salem
Willows Yacht Club House 360 yards bearing 281°
true to latitude 42°32'14"N., longitude 70°52'26"W;
thence north 275 yards to Monument Bar Beacon
thence 540 yards bearing 080° to latitude
42°32'25"N., longitude 70°52'04"W., thence 365
yards bearing 175° to latitude 42°32'14"N., longitude
70°52'03"W.; thence 237° to the shore.

(b) Bass River. All of the area upstream of the
highway bridge (Popes Bridge) outside of the
dredged channel.

{c) South Channel. Bounded by a line commenc-
ing at the northernmost point of Peachs Point at
latitude 42°31'08.3"N., longitude 70°50'34.7"W;
thence westerly to a point, at latitude 42°31'21.6"N.,,
longitude 70°51°'17.0"W. off Fluen Point; thence
westerly to a point at latitude 42°31'19.0"N., longi-
tude 70°51'49.3"W., off Naugus Head; thence south-
westerly to a point at latitude 42°31'00.0"N., longi-
tude 70°52'18.5"W. west of Folger Point; thence to a
point at latitude 42°30'38.0"N., longitude
70°52'36.5"W.; thence westerly to a point on Long
Point at latitude 42°30'52.3"N., longitude
70°53'06.9"W. The areas will be principally for use
by yachts and other recreational craft. Temporary
floats or buoys for marking anchors will be allowed
in the areas but fixed piles or stakes may not be
placed. The anchoring of vessels, the placing of
moorings, and the maintenance of fairways will be
under the jurisdiction of the local Harbor Master.

(d) Beverly and Mackerel Coves, north side of
Beverly Harbor. The water area enclosed by adine
commencing at the southernmost point of Curtis
Point in Beverly; thence bearing 238°, 1,400 yards to
latitude 42°32'29.4"N., longitude 70°51'34"W._;
thence 284°, 1,475 yards to the western shoreline of
Mackerel Cove; thence north northeasterly to the
point of beginning.

(e) Collins Cove, Salem, Mass. The water area
enclosed by a line beginning at Monument Bar
Beacon; thence 242°, 580 yards to latitude
42°32'14.5"N,, longitude 70°52'46.3"W.; thence 284°,
220 yards to latitude 42°32'16"N., longitude
70°52'55"W.; thence 231°, 525 yards to a point on
the shoreline; thence following the shoreline and the
western boundary of the special anchorage area as
described in 33 CFR 110.25(a) to the point of

beginning.

§110.26 Marblehead Harbor, Marblehead, Mass,
The area comprises that portion of the harbor lying
between the extreme low water line and southwest-
ward of a line bearing 336° from Marblehead Neck
Light to a point on Peach Point at latitude 42°31'03",
longitude 70°50'30".



30

Note: The area is principally for use by yachts and
other recreational craft. Temporary floats or buoys
for marking anchors are allowed. Fixed mooring
piles or stakes are prohibited. All moorings shall be
so that no vessel, when anchored, shall at any time
extend beyond the limits of the area. The anchoring
of vessels and the placing of temporary moorings are
under the jurisdiction and at the direction of the
local harbormaster.

§110.30 Boston Harbor, Mass., and adjacent wa-
ters. (a) Lynn Harbor. North of a line bearing 244°
from the tower of the Metropolitan District Build-
ing, extending from the shore to a point 100 feet
from the east limit of the channel; east of a line
bearing 358°, extending thence to a point 100 feet
east of the northeast corner of the turning basin;
south of a line bearing 88°, extending thence to the
shore; and south and west of the shore line to its
intersection with the south boundary.

(b) Vicinity of Pleasant Park Yacht Club, Win-
throp. Southerly of a line bearing 276° from a point
on the west side of Pleasant Street, Winthrop, 360
feet from the southwest corner of its intersection
with Main Street; westerly of a line bearing 186°
from a point on the south side of Main Street 140
feet from the southwest corner of its intersection
with Pleasant Street; northerly of a line bearing 256°
from a point on the west side of Pleasant Street 550
feet from the southwest corner of its intersection
with Main Street; and easterly of a line bearing 182°
from a point on the south side of Main Street 640
feet from the southwest corner of its intersection
with Pleasant Street.

{c) Mystic River, east side of Chelsea Bridge
North. Northerly of the northerly fender pier of
Chelsea Bridge North; easterly of Chelsea Bridge
North; southerly of the shore line; and westerly of a
line bearing 7° from the easterly end of the aforesaid
fender pier.

(d) Mystic River, west side of Chelsea Bridge
North. Northerly of the northerly fender pier of
Chelsea Bridge North and a line extending from the
westerly end of the shoreward face of the aforesaid
fender pier to the southeasterly corner of the wharf
projecting from the Naval Hospital grounds; easter-
ly of the aforesaid wharf, southerly of the shore of
the Naval Hospital grounds; and westerly of Chelsea
Bridge North.

(e) Vicinity of South Boston Yacht Club, South
Boston. Northerly of a line bearing 96° from the
stack of the heating plant of the Boston Housing
Authority in South Boston; easterly of a line bearing
5° from the west shaft of the tunnel of the Boston
Main Drainage Pumping Station; southerly of the
shore line; and westerly of a line bearing 158° from
the northeast corner of the iron fence marking the
east boundary of the South Boston Yacht Club
property.

(f) Dorchester Bay, in vicinity of Savin Hill
Yacht Club. Northerly of a line bearing 64° from the
stack of the old power plant of the Boston Elevated
Railway on Freeport Street in Dorchester; westerly
of a line bearing 163° from the stack of the Boston
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Main Drainage Pumping Station on the Cow Pas-
ture in Dorchester; and southerly and easterly of the
shore line.

(g) Dorchester Bay, in vicinity of Dorchester
Yacht Club. Eastward of a line bearing 21° from the
stack located a short distance northwestward of the
Dorchester Yacht Club; southward of a line bearing
294° from the southerly channel pier of the highway
bridge; westward of the highway bridge and the
shore line; and northward of the shore line.

(h) Quincy Bay, in vicinity of Wollaston and
Squantum Yacht Clubs. Northwesterly of a line
bearing 36°30' from a point on the shore 2,600 feet
easterly of the east side of the Wollaston Yacht Club
landing; southwesterly of a line bearing 129°15’ from
the water tank in Squantum; and southeasterly and
northeasterly of the shore line.

(i) Quincy Bay, in vicinity of Merrymount Yacht
Club. South of a line starting from a point bearing
246°, 3,510 yards, from the stack of the pumping
station on Nut Island, and extending thence 306° to
the shore; west of a line bearing 190° from the
aforesaid point to the shore; and north and east of
the shore line.

(j) Weymouth Fore River, in vicinity of Quincy
Yacht Club. Southwesterly of a line bearing 119°
from the outer end of the wharf at Nut Island;
northwesterly of a line bearing 199°30' from Pig
Rock Light to the eastern end of Raccoon Island;
northerly of Raccoon Island and of a line from its
western extremity bearing 245° from Beacon 2A;
and easterly of the shore of Houghs Neck.

(k) Weymouth Fore River, in vicinity of Wessa-
gussett Yacht Club. Southwesterly of a line bearing
117° from channel light ““4”’; southeasterly of a line
150 feet from and parallel to the meandering easterly
limit of the dredged channel; easterly of a line
bearing 188° from the eastern extremity of Rock
Island Head; and northwesterly of the shore line.

(1) Weymouth Back River, in vicinity of Eastern
Neck. The cove on the north side of the river lying
northerly of a line bearing 264°30’ from the south-
westerly corner of the American Agricultural
Chemical Company’s wharf (Bradley’s Wharf) to
the shore of Eastern Neck, about 2,200 feet distant.

(m)(1) Boston Inner Harbor A. The waters of the
western side of Boston Inner Harbor adjacent to the
entrance to Fort Point Channel bounded by a line
beginning at latitude 42°21'26.4"N., longitude
71°02°56.9"W., thence 029° T to latitude
42°21'31.5"N,, longitude 71°02'53"W; thence 077° T
to latitude 42°21'32.6"N., longitude 71°02'47.3"W;
thence 209° T to latitude 42°21'26.4"N., longitude
71°02'52"W.; thence along a line bearing 270° T to
point of origin,

(2) Boston Inner Harbor B. The waters of the
western side of Boston Inner Harbor adjacent to the
entrance to Fort Point Channel bounded by a line
beginning at latitude 42°21'22"N., longitude
71°02'55.8"W.; thence 207° T to latitude
42°21'20"N., longitude 71°02'57.3"W._; thence 252° T
to latitude 42°21'18.9”N., longitude 71°03'01°W,;
thence 027° T to latitude 42°21'23.1"N., longitude
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71°02'58.3"W.; thence along a line bearing 120° T to
point of origin.

(3) Boston Inner Harbor C. The waters of the
western side of Boston Inner Harbor adjacent to the
entrance to Fort Point Channel bounded by a line
beginning at latitude 42°21°'32.6"N., longitude
71°02'47.3"W.; thence 138° T to latitude
42°21'28.4"N., longitude 71°02'42.8"W.; thence 252°
T to latitude 42°21'26.4"N., longitude 71°02'52"W_;
thence along a line bearing 029° T to point of origin.

Note.-Administration of the Special Anchorage
Areas is excercised by the Harbormaster, City of
Boston pursuant to local ordinances. The City of
Boston will install and maintain suitable navigational
aids to mark the limits of the Anchorage Area.

§110.31 Hull Bay and Allerton Harbor at Hull,
Mass. (a) Area No. 1 in Allerton Harbor. That area
north of Hog Island beginning at latitude 42°18'15",
longitude 70°53'46”; thence due east to latitude
42°18'15", longitude 70°5329.5"; thence due south
to latitude 42°18'07.5”, longitude 70°5329.5"; thence
due west to latitude 42°18'07.5", longitude
7()"53’46"; thence due north to the point of begin-
ning.

(b) Area No. 2 in Hull Bay. That area south of
Hog Island beginning at latitude 42°17°50.5", longi-
tude 70°54'07"; thence due east to latitude
42°17'50.5", longitude 70°53'29.5”"; thence due south
to latitude 42°17'30", longitude 70°53'29.5"; thence
due west to latitude 42°17'30", longitude 70°54'07";
thence due north to the point of beginning.

(c) Area No. 3 in Hull Bay. That area north of
Bumkin Island beginning at latitude 42°17'22", longi-
tude 70°54'07"; thence due east to latitude 42°17'22",
longitude 70°53'17.5"; thence due south to latitude
42°17'01", longitude 70°53'17.5"; thence due west to
latitude 42°17°01”, longitude 70°54'07"; thence due
north to the point of beginning.

Note: The areas will be principally for use by
yachts and other recreational craft. Temporary
floats or buoys for marking anchors will be allowed.
Fixed mooring piles or stakes are prohibited. The
anchoring of vessels and the placing of temporary
moorings is under the jurisdiction, and at the discre-
tion, of the local Harbor Master, Hull, Mass.

§110.32 Hingham Harbor, Hingham, Mass.
(a) Area 1. Beginning at latitude 42°15'39", longi-
tude 70°53'24"; thence to latitude 42°15’53.5", longi-
tude 70°53'32”; thence to latitude 42°15'56”, longi-
tude 70°53'23"; thence to latitude 42°15'42", longi-
tude 70°53'15"; thence to point of beginning.

() Area 2. Beginning at latitude 42°15'30”, longi-
tude 70°53'02.5"; thence to latitude 42°15'30”, longi-
tude 70°53'13.5"; thence to latitude 42°15'27.5",
longitude 70°53'18"; thence to latitude 42°15'28.5",
longitude 70°53'31"; thence to latitude 42°15'35",
longitude 70°53'34"; thence to latitude 42°15'36",
long@tude 70°53'36.5"; thence to latitude 42°15'41",
longgtudc 70°53'34.5"; thence to latitude 42°15'31",
longitude 70°53'28"; thence to latitude 42°15'31.5",
longitude 70°53'03"; thence to point of beginning.

(c) Area 3. Beginning at latitude 42°15'33", longi-
. tude 70°53'01.5"; thence to latitude 42°15'33.5%,
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longitude 70°53'19”; thence to latitude 42°15'35.5",
longitude 70°53'02"; thence to point of beginning.

(d) Area 4. Beginning at latitude 42°14'47", longi-
tude 70°53'09.5"; thence to latitude 42°14'48.5",
longitude 70°53'11.5"; thence to latitude 42°14'54",
longitude 70°53'08”"; thence to latitude 42°14'56.5",
longitude 70°52'58.5"; thence to point of beginning.

(e) Area 5. Beginning at latitude 42°14'48”, longi-
tude 70°52'57"; thence to latitude 42°14'48.5", longi-
tude 70°53'02"; thence to latitude 42°14'58”, longi-
tude 70°52'51"; thence to latitude 42°14'53.5", longi-
tude 70°52'50"; thence to point of beginning.

Note: The areas will be principally for use by
yachts and other recreational craft. Temporary
floats or buoys for marking anchors will be allowed
in the areas but fixed piles or stakes may not be
placed. The anchoring of vessels and the placing of
moorings will be under the jurisdiction of the local
Harbor Master.

§110.37 Sesuit Harbor, Dennis, Mass. All the
waters of Sesuit Harbor southerly of a line extending
between the outer end of the jetties on each side of
the entrance to the Harbor.

Note: The area will be principally for use by
yachts and other recreational craft. Temporary
floats or buoys for marking anchors will be allowed.
Fixed mooring piles or stakes will be prohibited. The
anchoring of vessels and the placing of temporary
moorings will be under the jurisdiction and at the
discretion of the local Harbor Master.

Subpart B-Anchorage Grounds

§110.130 Rockland Harbor, Maine. (a) The an-
chorage grounds-(1) Anchorage A. Beginning at a
point bearing 158°, 1,075 yards, from Rockland
Breakwater Light; thence 255°, 2,000 yards, to a
point bearing 225° from Rockland Breakwater
Light; thence 345°, 700 yards, to a point bearing 244°
from Rockland Breakwater Light; thence 75°, 1,200
yards, to a point bearing 222° from Rockland
Breakwater Light; and thence 120°, 1,000 yards, to
the point of beginning. y

(2) Anchorage B. Beginning at a point bearing
273°, 400 yards, from Rockland Breakwater Light;
thence 273°, 700 yards, to a point bearing 273° from
Rockland Breakwater Light; thence 349°, 850 yards,
to a point bearing 305° from Rockland Breakwater
Light; thence 89°, 700 yards, to a point bearing 328°
from Rockland Breakwater Light; and thence 169°,
900 yards, to the point of beginning.

(3) Anchorage C. Beginning at a point bearing
244°, 1,715 yards, from Rockland Breakwater Light;
thence 260°, 490 yards, to a point bearing 248° from
Rockland Breakwater Light; thence 350°, 580 yards,
to a point bearing 263° from Rockland Breakwater
Light; thence 83°, 480 yards, to a point bearing 263°
from Rockland Breakwater Light; and thence 169°,
550 yards, to the point of beginning.

(b) The regulations. (1) Anchorages A and B are
general anchorages reserved for merchant vessels
over 100 feet in length. Anchorage C is reserved for
small commercial and pleasure craft.

(2) A distance of approximately 500 yards shall be
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left between Anchorages A and B for wvessels
entering or departing from the Port of Rockland.
Any vessel not anchoring in these areas shall be
ready to move on short notice when ordered to,do
so by the Captain of the Port. ‘

(3) All other vessels within the Rockland Harbor
area are prohibited from anchoring within 300 yards
or operating within 100 feet of any navy yard,
shipbuilding plant, power plant, oil terminal, marine
terminal, munitions plant, military or naval arsenal
or depot, warehouse, or freight pier without permis-
sion from the Captain of the Port, Rockland, Maine,
or his authorized representative.

§110.131 Kennebec River in vicinity of Bath,
Maine. (a) The anchorage grounds. Vessels may
anchor only within the following limits:

(1) Northward of a line bearing 54° true and
extending from a point on Passmore’s wharf in
prolongation with the north side of Commerce
Street, Bath, Maine, to a point on the shore in
Woolwich, approximately 1,200 feet north of the
Maine Central Railroad wharf.

(2) Southward of a line drawn from the derrick
on the Bath Iron Works wharf to Sassanoa Point in
Woolwich.

(b) The regulations. (1) Vessels in the north an-
chorage shall be so anchored as to leave a clear
fairway of 150 feet channelward of the established
harbor lines at Bath, and a clear fairway 200 feet
from the east or Woolwich shore, for the passage of
steamers, tows, rafts, and other watercraft.

(2) The launching of vessels into the waters
between the anchorages or the bringing up of such
vessels by their anchors will be permitted: Provided,
That the vessels so launched shall be removed
therefrom within 12 hours from the time of anchor-

age.

§110.132 Portland Harbor, Maine. (a) The an-
chorage grounds—(1) Anchorage A (general). Be-
ginning at latitude 43°39’37"N., longitude
070°14'35"W_; thence approximately 090° for 1550
yards to Fort Gorges Island Ledge Buoy 4; thence
350° for 300 yards; thence 025° for 780 yards; thence
303° for 750 yards; thence 254° for 560 yards; thence
186° for 750 yards; and thence to the point of
beginning.

(2) Anchorage B (general and quarantine). Begin-
ning at Brooklyn Ledge Buoy 16; thence 58° to
Little Diamond Island; thence along the southwest-
ern shore to the pier on the southern end of Little
Diamond Island; thence 133°, 1,200 yards; thence
270° to House Island Light; thence along the west-
ern shore of House Island to Fort Scammel Point
Light; and thence 329°, 1,620 yards, to the point of
beginning.

(3) Anchorage C. Bounded on the northwest by
House Island; on the north by a line running 90°
from House Island Light to Peak Island; on the east
by the western shore of Peak Island, by a line
running 198° from the westernmost point on Peak
Island to Cushing Island, and by the shore of
Cushing Island to its westernmost point; and on the
southwest by a line running from the westernmost
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point on Cushing Island to Fort Scammel Point
Light.

(b) The regulations. (1) Anchorage B is intended
for general purposes, but especially for use by oil
tankers and other large deep-draft ships entering
harbor at night and intending to proceed to the dock
allotted at daylight the following morning or as soon
as practicable. This area is also to be used for
quarantine anchorage. Vessels must be so anchored
in this area as to leave at all times an open usable
channel at least 100 feet wide for passage of ferry
and other boats between Portland, Peak Island, and
Bay Points. Any vessels anchored in this area shall
be ready to move on short notice when ordered to
do so by the Captain of the Port.

(2) Anchorage C is intended for use only by small
vessels and for temporary anchorage.

§110.134 Boston Harbor, Mass. (a) The anchor-
age grounds—(1) Bird Island Anchorage. Beginning
at a point bearing 93°, 1,400 yards, from the aerial
beacon on top of the Boston Custom House tower;
thence to a point bearing 81°, 1,600 yards, from the
aerial beacon on top of the Boston Custom House
tower; thence to a point bearing 102°, 3,100 yards,
from the aerial beacon on top of the Boston Custom
House tower; thence to a point bearing 109°, 3,050
yards, from the aerial beacon on top of the Boston
Custom House tower; and thence to the point of
beginning.

(2) President Roads Anchorage—(i) 40-foot an-
chorage. Beginning at a point bearing 237°, 522
yards from Deer Island Light; thence to a point
bearing 254°, 2,280 yards from Deer Island Light;
thence to a point bearing 261°, 2,290 yards from
Deer Island Light; thence to a point bearing 278°,
2,438 yards from Deer Island Light; thence to a
point bearing 319°, 933 yards from Deer Island
Light; thence to a point bearing 319°, 666 yards from
Deer Island Light; and thence to point of beginning.

(it) 35-foot anchorage. Beginning at a point bear-
ing 256°, 2,603 yards from Deer Island Light; thence
to a point bearing 258°30', 3,315 yards from Deer
Island Light; thence to a point bearing 264°, 3,967
yards from Deer Island Light; thence to a point
bearing 261°, 2,290 yards from Deer Island Light;
and thence to point of beginning.

(3) Long Island Anchorage. East of Long Island,
bounded as follows: Beginning at the southwestern-
most point of Gallups Island; thence 270° to Long
Island; thence southerly along the eastern shore line
of Long Island to Bass Point; thence to the northern-
most point of Rainsford Island; thence to Georges
Island Gong Buoy 6; and thence to the point of
beginning.

(4) Castle Island Anchorage. Bounded on the
north by Castle Island and adjacent land; on the east
by a line between Castle Rocks Fog Signal Light
and Old Harbor Shoal Buoy 2; on the southeast by a
line between Old Harbor Shoal Buoy 2 and Old
Harbor Buoy 4; and on the west by a line running
due north from Old Harbor Buoy 4 to the shore line
at City Point.

(5) Explosives anchorage. In the lower harbor,
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bounded on the northeast by a line between the
northeast end of Peddocks Island and the northeast
end of Rainsford Island; on the northwest by Rains-
ford Island; on the southwest by a line between the
western extremity of Rainsford Island and the west-
ernmost point of Peddocks Island; and on the
southeast by Peddocks Island.

(b) The regulations. (1) The Captain of the Port
may authorize the use of the President Roads
Anchorage as an explosives anchorage when he
finds that the interests of commerce will be promot-
ed and that safety will not be prejudiced thereby.
Vessels anchored in this area shall move promptly
upon notification by the Captain of the Port.

(2) In the Long Island Anchorage vessels shall
anchor in the position designated by the Captain of
the Port.

(3) Floats or buoys for marking anchors or moor-
ings in place will be allowed in all areas. Fixed
mooring piles or stakes are prohibited.

PART 117-Drawbridge Operation Regulations

Subpart A-General Requirements

§117.1 Purpose.

This subpart prescribes general requirements re-
lating to the use and operation of drawbridges across
the navigable waters of the United States.

Note.-The primary jurisdiction to regulate draw-
bridges across the navigable waters of the United
- States is vested in the Federal Government. Laws,
ordinances, regulations, and rules which purport to
regulate these bridges and which are not promulgat-
ed by the Federal Government have no force and
effect.

§117.3 Applicability.

The provisions of this subpart not in conflict with
the provisions of Subpart B apply to each draw-
bridge.

Note.~For all of the requirements applicable to a
drawbridge listed in Subpart B, one must review the
requirements in Subpart A and §§117.51 through
117.99 of Subpart B, as well as the requirements in
Subpart B applicable to the particular drawbridge in
question.

§117.5 When the draw shall open.

Except as otherwise required by this subpart,
drawbridges shall open promptly and fully for the
passage of vessels when a request to open is given in
accordance with this subpart.

§117.7 General duties of drawbridge owners and
tenders,

(2) Drawbridge owners and tenders shall operate
the draw in accordance with the requirement in this
part.

(b) Except for drawbridges not required to open
for the passage of vessels, owners of drawbridges
Shtal) %ure that: ded f

e necessary drawtenders are provi or
the safe and prompt opening of the draw;

(2) The operating machinery of the draw is main-

ed in a serviceable condition; and
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(3) The draws are operated at sufficient intervals
to assure their satisfactory operation.

§117.9 Delaying opening of a draw.

No person shall unreasonably delay the opening of
a draw after the signals required by §117.15 have
been given.

Note.-Trains are usually controlled by the block
method. That is, the track is divided into blocks or
segments of a mile or more in length. When a train is
in a block with a drawbridge, the draw may not be
able to open until the train has passed out of the
block and the yardmaster or other manager has
‘“unlocked” the drawbridge controls. The maximum
time permitted for delay is defined in Subpart B for
each affected bridge. Land and water traffic should
pass over or through the draw as soon as possible in
order to prevent unnecessary delays in the opening
and closure of the draw.

§117.11 Appurtenances unessential to navigation.

No vessel owner or operator shall signal a draw-
bridge to open for any nonstructural vessel appurte-
nance which is not essential to navigation or which
is easily lowered.

§117.15 Signals.

(a) General. (1) The operator of each vessel
requesting a drawbridge to open shall signal the
drawtender and the drawtender shall acknowledge
that signal. The signal shall be repeated until ac-
knowledged in some manner by the drawtender
before proceeding.

(2) The signals used to request the opening of the
draw and to acknowledge that request shall be
sound signals, visual signals, or radiotelephone com-
munications described in this subpart.

(3) Any of the means of signaling described in this
subpart sufficient to alert the bridge being signaled
may be used.

(b) Sound signals. (1) Sound signals shall be made
by whistle, horn, megaphone, hailer, or other device
capable of producing the described signals loud
enough to be heard by the drawtender. .

(2) As used in this section, “prolonged blast”
means a blast of four to six seconds duration and
“short blast” means a blast of approximately one
second duration.

(3) The sound signal to request the opening of a
draw is one prolonged blast followed by one short
blast sounded not more than three seconds after the
prolonged blast. For vessels authorized to be passed
through a draw during a scheduled closure period,
the sound signal to request the opening of the draw
during that period is five short blasts sounded in
rapid succession.

(4) When the draw can be opened immediately,
the sound signal to acknowledge a request to open
the draw is one prolonged blast followed by one
short blast sounded not more than 30 seconds after
the requesting signal.

(5) When the draw cannot be opened immediate-
ly, or is open and shall be closed promptly, the
sound signal to acknowledge a request to open the
draw is five short blasts sounded in rapid succession
not more than 30 seconds after the vessel’s opening
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signal. The signal shall be repeated until acknowl-
edged in some manner by the requesting vessel.

(c) Visual signals. (1) The visual signal to request
the opening of a draw is-

(i) A white flag raised and lowered vertically; o

(i) A white, amber, or green light raised and
lowered vertically.

(2) When the draw can be opened immediately,
the visual signal to acknowledge a request to open
the draw, given not more than 30 seconds after the
vessel’s opening signal, is-

(i) A white flag raised and lowered vertically;

(ii) A white, amber, or green light raised and
lowered vertically, or

(iii)y A fixed or flashing white, amber, or green
light or lights.

(3) When the draw cannot be opened immediate-
ly, or is open and must be closed promptly, the
visual signal to acknowledge a request to open the
draw is-

(i) A red flag or red light swung back and forth
horizontally in full sight of the vessel given not more
than 30 seconds after the vessel’s opening signal; or

(i) A fixed or flashing red light or lights given
not more than 30 seconds after the vessel’s opening
signal.

8(Itl:)llThe acknowledging signal when the draw
cannot open immediately or is open and must be
closed promptly shall be repeated unti! acknowl-
edged in some manner by the requesting vessel.

(d) Radiotelephone communications. (1) Radio-
telephones may be used to communicate the same
information provided by sound and visual signals.

(2) The vessel and the drawtender shail monitor
the frequency used until the vessel has cleared the
draw.

(3) When radiotelephone contact cannot be initi-
ated or maintained, sound or visual signals under this
section shall be used.

§117.17 Signalling for contiguous drawbridges.

When a vessel must pass two or more drawbridges
close together, the opening signal is given for the
first bridge. After acknowledgment from the first
bridge that it will promptly open, the opening signal
is given for the second bridge, and so on until all
bridges that the vessel must pass have been given the
opening signal and have acknowledged that they

ill open promptly.

§117.19 Signalling when two or more vessels are
approaching a drawbridge.

When two or more vessels are approaching the
same drawbridge at the same time, or nearly the
same time, whether from the same or opposite
directions, each vessel shall signal independently for
the opening of the draw and the drawtender shall
reply in turn to the signal of each vessel. The
drawtender need not reply to signals by vessels
accumulated at the bridge for passage during a
scheduled open period.

§117.21 Signalling for an opened drawbridge.

When a vessel approaches a drawbridge with the
draw in the open position, the vessel shall give the
opening signal. If no acknowledgment is received
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within 30 seconds, the vessel may proceed: with
caution, through the open draw.

§117.23 Installation of radiotelephones.

(a) When the District Commander deems it neces-
sary for reasons of safety of navigation, the District
Commander may require the installation and opera-
tion of a radiotelephone on or near a drawbridge.

(b) The District Commander gives written notice
of the proposed requirement to the bridge owner.

(c) All comments the owner wishes to submit
shall be submitted to the District Commander within
30 days of receipt of the notice under paragraph (b)
of this section.

(d) If, upon consideration of the comments re-
ceived, the District Commander determines that a
radiotelephone is necessary, the District
Commander notifies the bridge owner that a radio-
telephone shall be installed and gives a reasonable
time, not to exceed six months, to install the
radiotelephone and commence operation.

§117.31 Closure of draw for emergency vehicles.

When a drawtender is informed by a reliable
source that an emergency vehicle is due to cross the
draw, the drawtender shall take all reasonable meas-
ures to have the draw closed at the time the
emergency vehicle arrives at the bridge.

§117.33 Closure of draw for natural disasters or
civil disorders.

Drawbridges need not open for the passage of
vessels during periods of natural disasters or civil
disorders declared by the appropriate authorities
unless otherwise provided for in Subpart B or
directed to do so by the District Commander.

§117.35 Operations during repair or maintenance.

(a) When operation of the draw must deviate
from the regulations in this part for scheduled repair
or maintenance work, the drawbridge owner shall
request approval from the District Commander at
least 30 days before the date of the intended change.
The request shall include a brief description of the
nature of the work to be performed and the times
and dates of requested changes. The District
Commander’s decision is forwarded to the applicant
within five working days of the receipt of the
request. If the request is denied, the reasons for the
denial are forwarded with the decision.

(b) When the draw is rendered inoperative be-
cause of damage to the structure or when vital,
unscheduled repair or maintenance work shall be
performed without delay, the drawbridge owner
shall immediately notify the District Commander
and give the reasons why the draw is or should be
rendered inoperative and the expected date of com-
pletion of the repair or maintenance work.

(c) All repair or maintenance work under this
section shall be performed with all due speed in
order to return the draw to operation as soon as
possible.

(d) If the operation of the draw will be affected
for periods of less than 60 days, the regulations in
this part will not be amended. Where practicable,
the District Commander publishes notice of tempo-
rary deviations from the regulations in this part in
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the Federal Register and Local Notices to Mariners.
If operation of the draw is expected to be affected
for more than 60 days, the District Commander
publishes temporary regulations covering the repair
period.

§117.37 Opening or closure of draw for public
interest concerns.

(a) For reasons of public health or safety or for
public functions, such as street parades and marine
regattas, the District Commander may authorize the
opening or closure of a drawbridge for a specified
period of time.

(b) Requests for opening or closure of a draw
shall be submitted to the District Commander at
least 30 days before the proposed opening or closure
and include a brief description of the proposed event
or other reason for the request, the reason why the
opening or closure is required, and the times and
dates of the period the draw is to remain open or
closed.

(c) Approval by the District Commander de-
pends on the necessity for the opening or closure,
the reasonableness of the times and dates, and the
overall effect on navigation and users of the bridge.

§117.39 Closure of draw due to infrequent use.

Upon written request by the owner or operator of
a drawbridge, the District Commander may, after
notice in the Federal Register and opportunity for
public comment, permit the draw to be closed and
untended due to infrequency of use of the draw by
vessels. The District Commander may condition
approval on the continued maintenance of the oper-
ating machinery.
ti §117.41 Maintenance of draw in fully open posi-

on,

The draw may be maintained in the fully open
position to permit the passage of vessels and draw-
tender service discontinued if the District
Commander is notified in advance. The draw shall
remain in the fully open position until drawtender
service is restored or authorization under §117.39 is
given for the draw to remain closed and untended.

§117.43 Changes in draw operation requirements
for regulatory purposes.

In order to evaluate suggested changes to the
drawbridge operation requirements, the District
Commander may authorize temporary deviations
from the regulations in this part for periods not to
exceed 60 days. Notice of these deviations is dissemi-
nated in the Local Notices to Mariners and pub-
lished in the Federal Register.

§117.45 Operation during winter in the Great

es area.

(2) The Commander, Ninth Coast Guard District,
may determine that drawbridges located in the
Ninth Coast Guard District need not open during
the winter season when general navigation is cur-
tailed, unless a request to open the draw is given at
least 12 hours before the time of the intended
passage., ,

. () Notice of these determinations is disseminated
In Local Notices to Mariners and other appropriate
media. Notices indicate-
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(1) The name and location of the bridge affected;

(2) The period of time covered; and

(3) The telephone number and address of the
party to whom requests for openings are given.

§117.47 Clearance gages.

(a) Clearance gages are required for drawbridges
across navigable waters of the United States dis-
charging into the Atlantic Ocean south of Delaware
Bay (including the Lewes and Rehoboth Canal, DE)
or into the Gulf of Mexico (including coastal water-
ways contiguous thereto and tributaries to such
waterways and the Lower Atchafalaya River, LA),
except the Mississippi River and its tributaries and
outlets.

(b) Clearance gages shall be approved by the
concerned Coast Guard District Commander. They
shall be installed on the upstream and downstream
sides of each drawbridge by and at the expense of
the owner or agency controlling the bridge. These
gages shall be kept in good repair and in legible
condition.

Note.-Clearance gage requirements, if any, for
drawbridges other than those referred to in this
section are listed in Subpart B under the appropriate
bridge.

§117.49 Process of violations.

(2) Complaints of alleged violations under this
part are submitted to the District Commander of the
Coast Guard District in which the drawbridge is
located.

(b) Penalties for violations under this part are
assessed and collected under Subpart 1.07 of Part 1}
of this chapter (not published in this Coast Pilot; see
33 CFR 1.0M.

Subpart B-Specific Reguirements

§117.51 Purpose.

This subpart prescribes specific requirements re-
lating to the operation of certain drawbridges.

Note.~The drawbridges under this subpart are
listed by the waterway they cross and by the state in
which they are located. Waterways are arranged
alphabetically by state. The drawbridges listed un-
der a waterway are generally arranged in order from
the mouth of the waterway moving upsteam. The
drawbridges on the Atlantic Intracoastal Waterway
are listed from north to south and on the Gulf
Intracoastal Waterway from east to west.

§117.53 Applicability.

(a) The requirements in this subpart apply to the
bridges listed and are in addition to, or vary from,
the general requirements in Subpart A.

(b) A requirement in this subpart which varies
from a general requirement in Subpart A supersedes
the general requirement.

(c) All other general requirements in Subpart A
not at variance apply to the bridges listed in this
subpart.

(d) The draws of a number of the bridges listed in
this subpart need not open for the passage of vessels
during certain periods, however, this does not pre-
clude the bridge owner from directing the drawten-
der to open the draw during these periods.
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§117.55 Posting of requirements.

(a) The owner of each drawbridge under this
subpart, other than removable span bridges, shall
ensure that a sign summarizing the requirements in

this subpart applicable to the bridge is posted both-

upstream and downstream of the bridge. The re-
quirements to be posted need not include those in
Subpart A or §§117.51 through 117.99.

(b) The signs shall be of sufficient size and so
located as to be easily read at any time from an
approaching vessel.

(c) If advance notice is required to open the
draw, the signs shall also state the name, address,
and telephone number of the person to be notified.

§117.57 Advance notice.

Owners and tenders of drawbridges requiring
advance notice to open shall use all reasonable
means to open the draw at the requested time and
give due regard to the possibility that a brief delay
may be experienced by the vessel giving the advance
notice.

§117.59 Special requirements due to hazards,

For the duration of occurrences hazardous to
safety or navigation, such as floods, freshets, and
damage to the bridge or fender system, the District
Commander may require the owner of an operation-
al drawbridge listed in this subpart to have the
bridge attended full time and open on signal.

Maine

§117.521 Back Cove.

The draw of the Canadian National railroad
bridge, mile 0.2 at Portland, need not be opened for
the passage of vessels. The draw shall be returned to
operable condition within six months after notifica-
tion from the District Commander to do so.

§117.523 Back River.

The draw of the Maine Department of Transpor-
tation highway bridge, mile 4.6 between Hodgdon
and Barters Island at Boothbay, shall open on signal
from June 1 through October 31; except that, from 5
p.m. to 8 a.m., the draw shall be opened on signal if
notice was given to the drawtender from 8 a.m. to 5
p-m. From November 1 through May 31 the draw
shall open on signal if at least 24 hours notice is
given to the drawtender or to the Maine Department
of Transportation at Augusta.

§117.524 Fore River.

(a) The owners of the I-295 bridge, mile 3.4
between Portland and South Portland, shall provide
and keep in good legible condition two board gages
painted white with black figures not less than six
inches high to indicate the vertical clearance under
the closed draw at all stages of the tide. The gages
shall be placed on the bridge so that they are plainly
visible to the operator of a vessel approaching the
bridge either up or downstream.

(b) Operators of vessels which can pass under the
bridge with a vertical safety margin of two feet or
more above the vessel shall not signal for the
opening of the draw. In case the operator gives the
prescribed signal and the drawtender is uncertain as
to whether the vessel can safely pass, the drawten-
der opens the draw. If the drawtender finds that
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there would have been a clearance of two feet or
more above the vessel had the draw remained
closed, the matter shall be reported immediately to
the District Commander, giving the name of the
vessel, the time of opening the draw, the vertical
clearance under the bridge as indicated by the gage
at the time of opening the draw, and the approxi-
mate vertical clearance required by the vessel.

§117.525 Kennebec River.

(a) The draw of the highway-railroad bridge, mile
14.0 between Bath and Woolwich, shall open on
signal:

(1) From June 16 through September; except that,
from 6:30 a.m. to 7:30 a.m. and from 3:45 p.m. to
4:45 p.m. Monday through Friday excluding holi-
days observed in the locality, the draw need not be
opened except for loaded commercial fishing vessels
proceeding upstream.

(2) From 3 a.m. to 7 p.m., from April 15 through
June 15 and from October 1 through November 15;
and at all times from June 16 through September 30.

(3) From April 15 through June 15 and October 1
through November 15 from 7 p.m. to 3 a.m. if at
least four hours notice is given.

(4) From February 15 through April 14 and
November 16 through December 15 if at least four
hours notice is given.

(5) From December 16 through February 14 if at
least 24 hours notice is given.

(b) The draw of the Maine highway bridge, mile
27.1 between Richmond and Dresden, shall open on
signal; except that, from 9 p.m. to 5 a.m., the draw
shall open on signal if notice is given to the
drawtender from 5 am. to 9 p.m.

§117.527 Kennebunk River.

The draw of the Maine Dock Square highway
bridge, mile 1.0 between Kennebunk and Kenne-
bunkport, shall open on signal from April 15
through October 15; except that, from 5 p.m. to 7
a.m., the draw shall open on signal of notice is given
to the drawtender from 7 a.m. to 5 p.m. At all other
times, the draw shall open on signal if at least 24
hours notice is given to the Maine Department of
Transportation, Division Office at Scarborough.

§117.529 Narraguagus River,

The draw of the highway bridge, mile 1.8 at
Milbridge, shall open on signal if at least 24 hours
notice is given to the Maine State Highway Commis-
sion, Division Office at Ellsworth.

§117.531 Piscataqua River.

The owners of the U.S. bridge, mile 3.5 at Kittery,
and the Maine Department of Transportation bridge,
mile 4.0 at Portsmouth, shall provide and keep in
good legible condition two board gages painted
white with black figures not less than six inches high
to indicate the vertical clearance under the closed
draws at all stages of the tide. The gages shall be so
placed on the bridge that they are plainly visible to
the operator of a vessel approaching the bridge
either up or downstream.

§117.532*NSPresumpscot River.

The draw of the highway birdge, mile 0.0 at
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Martin Point, Portland, need not be opened for the
passage of vessels.

§117.533 Sheepscot River.

The draws of the Maine highway bridge, mile 14,
and the Maine Central railroad bridge, mile 15.0,
both between Wiscasset and North Edgecombe,
need not be opened for the passage of vessels. The
draw of the Maine Central railroad bridge shall be
returned to operable condition within six months
after notification by the District Commander to do

80.

§117,535 Taunton River,

The draw of the Maine highway bridge, mile 4.3
between Hancock and Sullivan, need not be opened
for the passage of vessels.

MASSACHUSETTS

§117.591 Charles River.

(a) The following requirements apply to all draw-
bridges listed in this section:

(1) The opening signal is two prolonged blasts
followed by two short blasts. During a scheduled
closed period, the opening signal for vessels entitled
to pass at that time is four prolonged blasts. The
acknowledging signal when the draw can be opened
is three prolonged blasts. The acknowledging signal
when the draw cannot be opened or is open and
must be closed is two prolonged blasts.

(2) Public vessels of the United States and state
and local vessels used for public safety shall be
passed as soon as possible.

(3) When high tide occurs at the Charlestown
Navy Yard within 45 minutes before or after 6:15
a.m. to 9:10 a.m., the draws shall open for no longer
than a 10 minute period for vessels which draw
more than 12 feet of water. Once a vessel has begun
passage, it shall be passed through each bridge, in
turn, until it reaches its destination.

(b) The draw of the Charlestown bridge, mile 0.4
at Boston, need not be opened for the passage of
vessels.

(c) The draws of the Boston & Maine railroad
bridge, mile 0.8 at Boston, shall open on signal;
except that, from 6:15 a.m. to 9:10 a.m. and 4:15 p.m.
to 7:40 p.m. except Sundays and legal holidays
observed in the locality, the draws need not be
opened for the passage of vessels.

(d) The draw of the Massachusetts Bay Transpor-
tation Authority (East Combridge Viaduct) railroad
bridge, mile 1.0 at Boston, need not be opened for
the passage of vessels. However, the operating
machinery of the draw shall be maintained in an
operable condition.

(e) The draw of the Metropolitan District Com-
mission bridge, mile 1.0 at Boston, shall open on
signal; except that, from 6:15 a.m. to 9:10 a.m. and
4:15 p.m. to 7:40 p.m. except Sundays and legal
holidays observed in the locality, the draw need not

opened for the passage of vessels.

f) The draw of the Commercial Avenue bridge
across Lechmere Canal, mile 0.0 at Boston, need not
be opened for the passage of vessels.

(8) The draw of the First Street bridge across
Broad Canal, mile 0.0 at Boston, shall open on signal
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from October 1 through May 31; except that, from
Monday through Friday except holidays from 7:30
a.m. to 9 a.m. and 4:30 p.m. to 6 p.m., the draws need
not be opened. From June 1 through September 30,
the draw shall open on signal if at least 12 hours
notice is given.

(h) The draws of the bridges across Broad Canal
need not be opened for the passage of vessels.

§117.593 Chelsea River.

All drawbridges across the Chelsea River shall
open on signal. The opening signal for each draw-
bridge is two prolonged blasts followed by two
short blasts and one prolonged blast. The acknowl-
edging signal is three prolonged blasts when the
draw can be opened immediately and is two pro-
longed blasts when the draw cannot be opened or is
open and must be closed.

§117.595 Danvers River.

(a) The draws of the SR1A bridge, mile 0.0, the
Boston and Maine railroad bridge, mile 0.0, and the
Essex County bridge, mile 1.0 all at Salem, shall
open on signal; except that, from 12 midnight to 8
a.m., the draws shall open as soon as possible after
notice is given to the drawtenders either at the
bridges during the time the operators are on duty or
at their residences after that time.

(b) From June 1 through October 31 the draw of
the route SR1A bridge will not be opened between
11:30 a.m. and 1:00 p.m.

§117.597 Dorchester Bay.

The draw of the William T. Morrisey Boulevard
bridge, mile 0.0 at Boston, shall open on signal from
April 16 through October 14; except that the draw
need not open for the passage of vessels from 7:30
a.m. to 9 a.m. and from 4:30 p.m. to 6 p.m. except on
Saturdays, Sundays, or holidays observed in the
locality. From October 15 through April 15, the
draw shall open on signal if at least 24 hours notice is
given. Public vessels of the United States and :state
or local vessels used for public safety shall be passed
as soon as possible.

§117.599 Fort Point Channel,

(a) The draw of the Northern Avenue bridge,
mile 0.1 at Boston, shall open on signal; except that,
from 7 am. to 9 a.m. and 4:30 p.m. to 6:30 p.m.
Monday through Friday except holidays, the draw
need not be opened for vessels with a draft of less
than 18 feet. From 8 p.m. to 6 a.m., the draw need
not be opened for the passage of vessels. Public
vessels of the United States and state or local vessels
used for public safety shall be passed as soon as
possible.

(b) The draws of the Congress Street bridge, mile
0.3, and the Summer Street bridge, mile 0.4, both at
Boston, need not be opened for the passage of
vessels. However, the draws shall be returned to
operable condition within six months after notifica-
tion by the District Commander to do so.

§117.601 Maiden River.

The draw of the S16 bridge, mile 0.3 between
Medford and Everett, need not be opened for the
passage of vessels.

§117.603 Manchester Harbor.
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The draw of the Boston and Maine railroad
bridge, mile 1.0 at Manchester, shall open on signal
from April 1 through November 1 from 9 am. to 1
p.m. and 2 p.m. to 6 p.m. At all other times, at least
two hours notice is required from 6:45 a.m. to 3:45
p.m. and at least five hours notice is required from

3:45 p.m. to 6:45 a.m. The notice is given to the !

Chief Dispatcher, Boston and Maine Railroad, Bos-
ton.

§117.605 Merrimack River.

(a) The draw of the US1 bridge, mile 3.4 at
Newburyport, shall open on signal from May 1
through October 31 from 6 a.m. to 10 p.m. and from
November 1 through April 30 from 8 a.m. to 5 p.m.
At all other times, the draws shall open if at least a
one-hour notice is given. Public vessels of the
United States and state or local vessels used for
public safety shall be passed through the draw as
soon as possible.

(b) The draw of the Boston and Maine railroad
bridge, mile 3.4 at Newburyport, is normally main-
tained in the fully open position. When the draw is in
the closed position, a drawtender shall be on duty
and the draw shall open on signal.

(c) The draws of the Massachusetts Department
of Public Works bridges, mile 3.8 at Newburyport
and mile 12.6 at Rock Village, and Groveland
bridge, mile 16.5 at Groveland, shall open on signal
if at least two hours notice is given. Public vessels of
the United States and state or local vessels used for
public safety shall be passed through the draw as
soon as possible.

§117.609 Mystic River.

(a) The draws of the S99 bridge, mile 1.4, and the
Boston and Maine railroad bridge, mule 1.8, both at
Boston, shall open on signal; except that, from 7:45
a.m. 109 am, 9:10 am. to 10 am. and 5 p.m. to 6
p.m: except Sundays and holidays, the draws need
not be opened for the passage of vessels with a draft
of less than 18 feet. Public vessels of the United
States and state or local vessels used for public
safety shall be passed at any time.

(b) The draws of the Wellington bridge, mile 2.5,
and the General Lawrence bridge, mile 3.6, both at
Boston, need not be opened for the passage of
vessels.

§117.611 Neponset River,

The draw of the Granite Avenue bridge, mile 0.0
at Boston, shall open on signal from May 1 through
October 31 and from November 1 through April 30
from 8 a.m. to 4 p.m. The draw shall open on signal
from November 1 through April 30 from 4 p.m. to §
a.m. if at least 24 hours notice is given. Public vessels
of the United States and state or local vessels used
for public safety shall be passed at any time.

§117.613 North River.

The draws of the S3A bridge, mile 1.6 at Scituate,
and the Plymouth County (Bridge Street) bridge,
mile 4.0 at Norwell, shall olpen on signal from May 1
through October 31 if at least four hours notice is
given. From November 1 through April 30, the
draws shall open on signal if at least 24 hours notice
is given.
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§117.615 Plum Island River.

The draw of the Plum Island Turnpike bridge,
mile 0.1 between Newburyport and Plum Island,
operates as follows:

(a) The draw shall open on signal from April 1
through November 30 during daylight hours two
heurs before to two hours after each high tide.
“Daylight hours” means one half hour before sunrise
to one half hour after sunset. High tide occurs one
half hour later than the time of high tide for
Portland as published in the tide table by the
National Oceanic and Atmospheric Administration.
At all other times, the draw shall open on signal if at
least three hours notice is given.

(b) The owners of the bridge shall provide and
keep in good legible condition two board gages
painted white with black figures not less than six
inches high to indicate the vertical clearance under
the closed draw at all stages of the tide. The gages
shall be so placed on the bridge that they are plainly
visible to operators of vessels approaching the
bridge either up or downstream.

(c) Vessels which can pass under the closed draw
with a clearance of one foot or more should not
signal for the opening of the draw. In case a vessel
gives the prescribed signal and the drawtender is
uncertain as to whether the vessel can safely pass,
the drawtender shall open the draw. if the drawten-
der finds that there would have been a clearance of
one foot or more had the draw remained closed, the
matter shall be reported immediately to the District
Commander, giving the name of the vessel, the time
of opening the draw, the clearance under the bridge
as indicated by the gage at the time of opening the
draw, and the approximate vertical clearance re-
quired by the vessel.

§117.617 Reserved Channel.

The draw of the Summer (L) Street bridge, mile
0.2 at Boston, shall open on signal from 9:30 a.m. to
4 p.m. Monday through Saturday and from 9:30 a.m.
to 4 p.m. on Sunday from April 1 through October
3. At all other times, the draw shall open on signal if
at least 10 hours notice is given. Public vessels of the
United States and state or local vessels used for
public safety shall be passed as soon as possible.

§117.621 Weymouth Fore River.

The draw of the S3A bridge, mile 3.5 between
Quincy Point and North Weymouth, shall open on
signal; except that the draw need not be opened
from 6:30 am. to 9 am. and 4:30 to 6:30 p.m.
Monday through Friday except holidays observed in
the locality. However, the draw shall open at any
time for public vessels of the United States, commer-
cial vessels, and state or municipal government
vessels used for public safety and in case of emergen-
cy or during severe storms.

NEW HAMPSHIRE

§117.697 Hampton River.

The SR1A bridge, mile 0.0 at Hampton, operates
as follows:

(a) The draw shall open on signal from April 1
through October 31 for the passage of vessels during
daylight hours from three hours before to three
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hours after each high tide. “Daylight hours” means
one-half hour before sunrise to one-half hour after
sunset. High tide occurs one-half hour later than the
time of high tide for Portland, Maine, as published in
the tide tables by the National Oceanic and Atmo-
spheric Administration. At all other times, the draw
shall open on signal if at least three hours notice is
given.

(b) The owners of the bridge shall provide and
keep in good legible condition two board gages
painted white with black figures not less than six
inches high to indicate the vertical clearance under
the closed draw at all stages of the tide. The gages
shall be so placed on the bridge that they are plainly
visible to operators of vessels approaching the
bridge either up or downstream.

(c) Vessels which can pass under the closed draw
with a clearance of one foot or more shall not signal
for the opening of the draw. In case a vessel gives
the prescribed signal and the drawtender is uncertain
as to whether the vessel can safely pass, the draw-
tender shall open the draw. If the drawtender finds
that there would have been a clearance of one foot
or more had the draw remained closed, the matter
shall be reported immediately to the District
Commander, giving the name of the vessel, the time
of opening the draw, the clearance under the bridge
as indicated by the gage at the time of opening the
draw, and the approximate vertical clearance re-
quired by the vessel.

§117.699 Little Harbor.

The draw of the SR1B bridge, mile 1.0 between
New Castle and Rye, shall open on signal from April
1 through October 31 from 6 am. to 10 p.m. if at
least four hours notice is given. At all other times,
the draw shall open as soon as possible only for
emergencies.

Part 160-Ports and Waterways Safety-General

Subpart A-General

§160.1 Purpose.

Part 160 contains regulations implementing the
Ports and Waterways Safety Act (33 U.S.C. 1221)
and related statutes.

§160.3 Definitions,

(a) For the purposes of this part:

(1) “Commandant” mean the Commandant of the
United States Coast Guard.
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(2) “District Commander” means the officer of 50

the Coast Guard designated by the Commandant to
%C;:n}l(mgnd a Coast Guard District described in 33

(3) “Captain of the Port” means the Coast Guard
officer commanding a Captain of the Port zone
described in 33 CFR 3.

_(4) “Person” means an individual, firm, corpora-
':10!1, association, partnership, or governmental enti-
y.

(5) “State” means each of the several States of the
United States, the District of Columbia, the Com-
monwealth of Puerto Rico, Guam, American Sa-
moa, the United States Virgin Islands, the Trust
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Territories of the Pacific Islands, the Common-
wealth of the Northern Marianas Islands, and any
other commonwealth, territory, or possession of the
United States.

(6) ‘“Vessel” means every description of water-
craft or other artificial contrivance used, or capable
of being used, as a means of transportation on water.

(7) “Vehicle” means every type of conveyance
capable of being used as a means of transportation on
land.

§160.5 Delegations.

(a) District Commanders and Captains of the
Ports are delegated the authority to establish safety
zones.

(b) Under the provisions of 33 CFR 6.04-1 and
6.04-6, District Commanders and Captains of the
Ports have been delegated authority to establish
security zones.

(c) Under the provisions 33 CFR §1.05-1, District
Commanders have been delegated authority to es-
tablish regulated navigation areas.

(d) Under the direction of the Captain of the Port
Honolulu, the Commander, Marianas Section, may
exercise the authority of a Captain of the Port within
the waters surrounding Guam, and the Common-
wealth of Marianas, all of which are in the Honolulu
Captain of the Port Zone.

§160.7 Appeals.

(a) Any person directly affected by a safety zone
or an order or direction issued under this subchapter
(33 CFR Subchapter P) may request reconsideration
by the official who issued it or in whose name it was
issued. This request may be made orally or in
writing, and the decision of the official receiving the
request may be rendered orally or in writing.

(b) Any person directly affected by the establish-
ment of a safety zone or by an order or direction
issued by, or on behalf of, a Captain of the Port may
appeal to the District Commander through- the
Captain of the Port. The appeal must be in writing,
except as allowed under paragraph (d) of this
section, and shall contain complete supporting docu-
mentation and evidence which the appellant wishes
to have considered. Upon receipt of the appeal, the
District Commander may direct a representative to
gather and submit documentation or other evidence
which would be necessary or helpful to a resolution
of the appeal. A copy of this documentation and
evidence is made available to the appellant. The
appellant is afforded five working days from the
date of receipt to submit rebuttal materials. Follow-
ing submission of all materials, the District
Commander issues a ruling, in writing, on the
appeal. Prior to issuing the ruling, the District
Commander may, as a matter of discretion, allow
oral presentation on the issues.

(c) Any person directly affected by the establish-
ment of a safety zone or by an order or direction
issued by a District Commander, or who receives an
unfavorable ruling on an appeal taken under para-
graph (b) of this section, may appeal through the
District Commander to the Chief, Office of Marine
Environment and Systems, U.S. Coast Guard,
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Washington, D.C. 20593. The appeal must be in
writing, except as allowed under paragraph (d) of
this section. The District Commander forwards the
appeal, all the documents and evidence which
formed the record upon which the order or direc-
tion was issued or the ruling under paragraph (b) of
this section was made, and any comments which
might be relevant, to the Chief, Office of Marine
Environment and Systems. A copy of this documen-
tation and evidence is made available to the appel-
lant. The appellant is afforded five working days
from the date of receipt to submit rebuttal materials
to the Chief, Office of Marine Environment and
Systems. The decision of the Chief, Office of Marine
Environment and Systems is based upon the mate-
rials submitted, without oral argument or presenta-
tion. The decision of the Chief, Office of Marine
Environment and Systems is issued in writing and
constitutes final agency action.

(d) If the delay in presenting a written appeal
would have significant adverse impact on the appel-
lant, the appeal under paragraphs (b) and (c) of this
section may initially be presented orally. If an initial
presentation of the appeal is made orally, the appel-
lant must submit the appeal in writing within five
days of the oral presentation to the Coast Guard
official to whom the presentation was made. The
written appeal must contain, at a minimum, the basis
for the appeal and a summary of the material
presented orally. If requested, the official to whom
the appeal is directed may stay the effect of the
action while the ruling is being appealed.

Subpart B-Control of Vessel and Facility
Operations

§160.101 Purpose.

This subpart describes the authority exercised by
District Commanders and Captains of the Ports to
insure the safety of vessels and waterfront facilities,
and the protection of the navigable waters and the
resources therein. The controls described in this
subpart are directed to specific situations and haz-
ards.

§160.103 Applicability.

(a) This subpart applies to any-

(1) Vessel on the navigable waters of the United
States, except as provided in paragraphs (b) and (¢)
of this section;

(2) Bridge or other structure on or in the naviga-
ble waters of the United States; and

(3) Land structure or shore area immediately
adjacent to the navigable waters of the United
States.

(b) This subpart does not apply to any vessel on
the Saint Lawrence Seaway.

(c) Except pursuant to international treaty, con-
vention, or agreement, to which the United States is
a party, this subpart does not apply to any foreign
vessel that is not destined for, or departing from, a

.
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port or place subject to the jurisdiction of the United 60

States and that is in-
(1) Innocent passage through the territorial sea of
the United States;
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(2) Transit through the navigable waters of the
United States which form a part of an international
strait.

§160.105 Compliance with orders,

Each person who has notice of the terms of an
order issued under this subpart must comply with
that order.

§160.107 Denial of entry.

Each District Commander or Captain of the Port,
subject to recognized principles of international law,
may deny entry into the navigable waters of the
United States or to any port or place under the
jurisdiction of the United States, and within the
district or zone of that District Commander or
Captain of the Port, to any vessel not in compliance
with the provisions of the Port and Tanker Safety
Act (33 U.S.C. 1221-1232) or the regulations issued
thereunder.

§160.109 Waterfront facility safety.

(a) To prevent damage to, or destruction of, any
bridge or other structure on or in the navigable
waters of the United States, or any land structure or
shore area immediately adjacent to those waters, and
to protect the navigable waters and the resources
therein from harm resulting from vessel or structure
damage, destruction, or loss, each District
Commander or Captain of the Port may-

(1) Direct the handling, loading, unloading, stor-
age, stowage, and movement (including the emer-
gency removal, control, and disposition) of explo-
sives or other dangerous articles and substances,
including oil or hazardous material as those terms
are defined in Section 4417a of the Revised Statutes,
as amended, (46 U.S.C. 391a) on any structure on or
in the navigable waters of the United States, or any
land structure or shore area immediately adjacent to
those waters; and

(2) Conduct examinations to assure compliance
with the safety equipment requirements for struc-
tures.

§160.111 Special orders applying to vessel opera-
tions,

Each District Commander or Captain of the Port
may order a vessel to operate or anchor in the
manner directed when-

(a) The District Commander or Captain of the
Port has reasonable cause to believe that the vessel is
not in compliance with any regulation, law or treaty;

(b) The District Commander or Captain of the
Port determines that the vessel does not satisfy the
conditions for vessel operation and cargo transfers
specified in §160.113; or

(c) The District Commander or Captain of the
Port has determined that such order is justified in
the interest of safety by reason of weather, visibility,
sea conditions, temporary port congestion, other
temporary hazardous circumstances, or the condi-
tion of the vessel.

§160.113 Prohibition of vessel operation and cargo
transfers,

(a) Each District Commander or Captain of the
Port may prohibit any vessel subject to the provi-
sions of section 4417a of the Revised Statutes (46
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U.S.C. 391a) from operating in the navigable waters
of the United States, or from transferring cargo or
residue in any port or place under the jurisdiction of
the United States, and within the district or zone of
that District Commander or Captain of the Port, if
the District Commander or the Captain of the Port
determines that the vessel’s history of accidents,
pollution incidents, or serious repair problems cre-
ates reason to believe that the vessel may be unsafe
or pose a threat to the marine environment.

(b) The authority to issue orders prohibiting oper-
ation of the vessels or transfer of cargo or residue
under paragraph (a) of this section also applies if the
vessel:

(1) Fails to comply with any applicable regula-
tion;

(2) Discharges oil or hazardous material in viola-
tion of any law or treaty of the United States;

(3) Does not comply with applicable vessel traffic
service requirements;

(4) While underway, does not have at least one
licensed deck officer on the navigation bridge who is
capable of communicating in the English language.

(c) When a vessel has been prohibited from
operating in the navigable waters of the United
States under paragraphs (a) or (b) of this section, the
District Commander or Captain of the Port may
allow provisional entry into the navigable waters of
the United States, or into any port or place under the
jurisdiction of the United States and within the
district or zone of that District Commander or
Captain of the Port, if the owner or operator of such
vessel proves to the satisfaction of the District
Commander or Captain of the Port, that the vessel is
not unsafe or does not pose a threat to the marine
environment, and that such entry is necessary for the
safety of the vessel or the persons on board.

(d) A vessel which has been prohibited from
operating in the navigable waters of the United
States, or from transferring cargo or residue in a
port or place under the jurisdiction of the United
States under the provisions of paragraph (a) or
(bX1), (2) or (3) of this section, may be allowed
provisional entry if the owner or operator proves, to
the satisfaction of the District Commander or Cap-
tain of the Port that has jurisdiction, that the vessel
18 no longer unsafe or a threat to the environment,
and that the condition which gave rise to the
prohibition no longer exists.

§160.115 Withholding of clearance.

(2) Each District Commander or Captain of the
Port may request the Secretary of the Treasury, or
the authorized representative thereof, to withhold or
revoke the clearance required by 46 U.S.C. 91 of any
vessel, the owner or operator of which is subject to
any penalties under 33 U.S.C. 1232.

Subpart C-Notifications of Arrivals, Departures,
us Conditions, and Certain Dangerous

b ﬂgémml Applicability and exceptions to applica-

(8) This subpart prescribes notification require-
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ments for U.S. and foreign vessels bound for or
departing from ports or places in the United States.

(b) This subpart does not apply to boats under the
Federal Boat Safety Act of 1971 (46 U.S.C. 1451, et
seq.) and, except §160.215, does not apply to passen-
ger and supply vessels when they are employed in
the exploration for or in the exploitation of oil, gas,
or mineral resources on the continental shelf.

(c) Sections 160.207 and 160.209 do not apply to
the following:

(1) Each vessel of less than 1,600 gross tons.

(2) Each vessel operating exclusively within a
Captain of the Port zone.

(3) Each vessel operating upon a route that is
described in a schedule that is submitted to the
Captain of the Port for each port or place of
destination listed in the schedule at least 24 hours in
advance of the first date and time of arrival listed on
the schedule and contains-

(i) Name, country of registry, and call sign or
official number of the vessel;

(i) Each port or place of destination; and

(iii) Dates and times of arrivals and departures at
those ports or places.

(4) Each vessel arriving at a port or place under
force majeure.

(5) Each vessel entering a port of call in the
United States in compliance with the Automated
Mutual Assistance Vessel Rescue System (AM-
VER).

(6) Each vessel entering a port of call in the
United States in compliance with the U.S. Flag
Merchant Vessel Locator Filing System (USMER).

(7) Each barge.

(8) Each public vessel.

(9) United States or Canadian flag vessels, except
tank vessels or vessels carrying certain dangerous
cargo, which operate solely on the Great Lakes.

(d) Sections 160.207, 160.211, and 160.213 apply
to each vessel upon the waters of the Mississippi
River between its mouth and mile 235, Lower
Mississippi River, above Head of Passes. Sections
160.207, 160.211, and 160.213 do not apply to each
vessel upon the waters of the Mississippi River
between its sources and mile 235, above Head of
Passes, and all the tributaries emptying thereinto and
their tributaries, and that part of the Atchafalaya
River above its junction with the Plaquemine-
Morgan City alternate waterway, and the Red River
of the North.

§160.203 Definitions,

As used in this subpart:

“Agent” means any person, partnership, firm,
company or corporation engaged by the owner or
charterer of a vessel to act in their behalf in matters
concerning the vessel.

“Carried in bulk” means a commodity that is
loaded or carried on board a vessel without contain-
ers or labels and received and handled without mark
or count.

“Certain dangerous cargo” includes any of the
following:
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(a) Class A explosives, as defined in 46 CFR
146.20-7 and 49 CFR 173.53.

(b) Oxidizing materials or blasting agents for
which a permit is required under 49 CFR 176.415.

(c) Large quantity radioactive material, as de-
fined in 49 CFR 173.389(b), or Fissile Class III
shipments of fissile radioactive material, as defined
in 49 CFR 173.389(a)(3).

(d) Each cargo under Table 1 of 46 CFR Part 153
when carried in bulk.

(e) Any of the following when carried in bulk:

Acetaldehyde

Ammonia, anhydrous

Butadiene

Butane

Butene

Butylene Oxide

Chlorine

Ethane

Ethylene

Ethylene Oxide

Methane

Methyl Acetylene, Propadiene Mixture, Stabilized

Methyl Bromide

Methyl Chloride

Phosphorous, elemental

Propane

Propylene

Sulfur Dioxide

Vinyl Chloride

“Great Lakes” means Lakes Superior, Michigan,
Huron, Erie, and Ontario, their connecting and
tributary waters, the Saint Lawrence River as far
east as Saint Regis, and adjacent port areas.

“Hazardous condition” means any condition that
could adversely affect the safety of any vessel,
bridge, structure, or shore area or the environmental
quality of any port, harbor, or navigable water of the
United States. This condition could include but is
not limited to, fire, explosion, grounding, leakage,
damage, illness of a person on board, or a manning
shortage.

“Port or place of departure” means any port or
place in which a vessel is anchored or moored.

“Port or place of destination” means any port or
place to which a vessel is bound to anchor or moor.

“Public vessel” means a vessel owned by and
being used in the public service of the United States.
This definition does not include a vessel owned by
the United States and engaged in a trade or commer-
cial service or a vessel under contract or charter to
the United States.

§160.205 Waivers.

The Captain of the Port may waive, within that
Captain of the Port’s designated zone, any of the
requirement of this subpart for any vessel or class of
vessels upon finding that the vessel, route, area of
operations, conditions of the voyage, or other cir-
cumstances are such that application of this subpart
is unnecessary or impractical for purposes of safety,
environmental protection, or national security.

§160.207 Notice of arrival: vessels bound for ports
or places in the United States,
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(a) The owner, master, agent or person in charge
of a vessel on a voyage of 24 hours or more shall
report under paragraph (c) of this section at least 24
hours before entering the port or place of destina-
tion.

(6) The owner, master, agent, or person in charge
of a vessel on a voyage of less than 24 hours shall
report under paragraph (c) of this section before
departing the port or place of departure.

(c¢) The Captain of the Port of the port or place of
destination in the United States must be notified of-

(1) The name and country of registry of the
vessel;

(2) The name of the port or place of departure.

(3) The name of the port or place of destination;
and

(4) The estimated time of arrival at the port or
place.

If the estimated time of arrival changes by more
than six hours from the latest reported time, the
Captain of the Port must be notified of the correc-
tion as soon as the change is known.

§160.209 Notice of arrival: vessels bound from the
high seas for ports or places on the Great Lakes,

In addition to complying with the requirement of
§160.207, the owner, master, agent, or person in
charge of a vessel bound from the high seas for any
port or place of destination on the Great Lakes shall
notify the Commander, Ninth Coast Guard District,
at least 24 hours before arriving at the Snell Locks,
Massena, New York of-

(a) The name and country of registry of the
vessel; and

(b) The estimated time of arrival at the Snell
Locks, Massena, New York.

§160.211 Notice of arrival: vessels carrying certain
dangerous cargo.

(a) The owner, master, agent, or person in charge
of a vessel, except a barge, bound for a port or place
in the United States carrying certain dangerous
cargo shall notify the Captain of the Port of the port
or place of destination at least 24 hours before
entering that port or place of-

(1) The name and country of registry of the
vessel;

(2) The location of the vessel at the time of the
report;

(3) The name of each certain dangerous cargo
carried;

(4) The amount of each certain dangerous cargo
carried;

(5) The stowage location of each certain danger-
ous cargo;

(6) The operational condition of the equipment
under 33 CFR 164.35;

37) The name of the port or place of destination,;
an

(8) The estimated time of arrival at that port or
place. If the estimated time of arrival changes by
more than six hours from the latest reported time,
the Captain of the port must be notified of the
correction as soon as the change is known.

(b) The owner, master, agent or person in charge
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of a barge bound for a port or place in the United
States carrying certain dangerous cargo shall report
the information required in paragraph (a)(1) through
(a)(8) of this section to the Captain of the Port of the
port or place of destination at least 4 hours before
entering that port or place.

§160.213 Notice of departure; vessels carrying cer-
tain dangerous cargo.

(a) The owner, master, agent, or person in charge
of a vessel, except a barge, departing from a port or
place in the United States for any other port or place
and carrying certain dangerous cargo shall notify
the Captain of the Port or place of departure at least
24 hours before departing, unless this notification
was made within 2 hours after the vessel’s arrival,
of-

(1) The name and country of registry of the
vessel;

(2) The name of each certain dangerous cargo
carried;

(3) The amount of each certain dangerous cargo
carried;

(4) The stowage location of each certain danger-
ous cargo carried;

(5) The operational condition of the equipment
under 33 CFR 164.35;

516) The name of the port or place of departure;
an

(7) The estimated time of departure from the port
or place,

If the estimated time of departure changes by
more than six hours from the latest reported time,
the Captain of the Port must be notified of the
correction as soon as the change is known.

(b) The owner, master, agent, or person in charge
of a barge departing from a port or place in the
United States for any other port or place and
carrying certain dangerous cargo shall report the
information required in paragraph (a)(1) through
(a)(7) of this section to the Captain of the Port of the
port or place of departure at least 4 hours before
departing, unless this report was made within 2
hours after the barge’s arrival.

§160.215 Notice of hazardous conditions.

Whenever there is a hazardous condition on board
a vessel, the owner, master, agent or person in
charge shall immediately notify the Captain of the
Port of the port or place of destination and the
Captain of the Port of the port or place in which the
vessel is located of the hazardous condition.

Part 164-Navigation Safety Regulations (in part).
For a complete description of this part see 33
CFR 164.

§164.01 Applicability.

(a) This part (except for §164.38 and §164.39)
applies to each self-propelled vessel of 1600 or more
gross tons (except foreign vessels described in
§164.02) when it is operating in the navigable waters
of the United States except the St. Lawrence Sea-
way.

§164.02 Applicability exception for foreign vessels.
(See 33 CF{p 164.) 1y exeep
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621)64.03 Incorporation by reference. (See 33 CFR
164.

§164.11 Navigation underway: General.

The owner, master, or person in charge of each
vessel underway shall ensure that:

(a) The wheelhouse is constantly manned by
persons who-

(1) Direct and control the movement of the
vessel; and

(2) Fix the vessel’s position,

(b) Each person performing a duty described in
paragraph (a) of this section is competent to perform
that duty;

(c) The position of the vessel at each fix is plotted
on a chart of the area and the person directing the
movement of the vessel is informed of the vessel’s
position;

(d) Electronic and other navigational equipment,
external fixed aids to navigation, geographic refer-
ence points, and hydrographic contours are used
when fixing the vessel’s position;

(e) Buoys alone are not used to fix the vessel’s
position;

Note: Buoys are aids to navigation placed in
approximate positions to alert the mariner to hazards
to navigation or to indicate the orientation of a
channel. Buoys may not maintain an exact position
because strong or varying currents, heavy seas, ice,
and collisions with vessels can move or sink them or
set them adrift. Although buoys may corroborate a
position fixed by other means, buoys cannot be used
to fix a position: however, if no other aids are
availble, buoys alone may be used to establish an
estimated position.

(f) The danger of each closing visual or each
closing radar contact is evaluated and the person
directing the movement of the vessel knows the
evaluation;

(g) Rudder orders are executed as given;

(h) Engine speed and direction orders are execut-
ed as given;

(i) Magnetic variation and deviation and gyro-
compass errors are known and correctly applied by
the person directing the movement of the vessel;

(j) A person whom he has determined is compe-
tent to steer the vessel is in the wheelhouse at all
times (See also 46 U.S.C. 672, which requires an able
seaman at the wheel on U.S. vessels of 100 gross tons
or more in narrow or crowded waters or during low
visibility.);

(k) If a pilot other than a member of the vessel’s
crew is employed, the pilot is informed of the draft,
maneuvering characteristics, and peculiarities of the
vessel and of any abnormal circumstances on the
vessel that may affect its safe navigation.

(1) Current velocity and direction for the area to
be transited are known by the person directing the
movement of the vessel;

(m) Predicted set and drift are known by the
person directing movement of the vessel;

(n) Tidal state for the area to be transited is
known by the person directing movement of the
vessel;
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(0) The vessel’s anchors are ready for letting go;

(p) The person directing the movement of the
vessel sets the vessel’s speed with consideration for—

(1) The prevailing visibility and weather condi-
tions;

5

(2) The proximity of the vessel to fixed shoretand *

marine structures;

(3) The tendency of the vessel underway to squat
and suffer impairment of maneuverability when
there is small underkeel clearance;

(4) The comparative proportions of the vessel and
the channel;

(5) The density of marine traffic;

(6) The damage that might be caused by the
vessel’s wake;

(7) The strength and direction of the current; and

(8) Any local vessel speed limit;

(@) The tests required by §164.25 are made and
recorded in the vessel’s log; and

(r) The equipment required by this part is main-
tained in operable condition.

§164.19 Requirements for vessels at anchor.

The master or person in charge of each vessel that
is anchored shall ensure that-

(a) A proper anchor watch is maintained;

(b) Procedures are followed to detect a dragging
anchor; and

(c) Whenever weather, tide, or current conditions
are likely to cause the vessel’s anchor to drag, action
is taken to ensure the safety of the vessel, structures,
and other vessels, such as being ready to veer chain,
let go a second anchor, or get underway using the
vessel’s own propulsion or tug assistance.

§164.25 Tests before entering or getting underway.

(a) Except as provided in paragraphs (b) and (c)
of this section no person may cause a vessel to enter
into or get underway on the navigable waters of the
United States unless no more than 12 hours before
entering or getting underway, the following equip-
ment has been tested:

(1) Primary and secondary steering gear.

(2) All internal vessel control communications
and vessel control alarms.

(3) Standby or emergency generator, for as long
as necessary to show proper functioning, including
steady state temperature and pressure readings.

(4) Storage batteries for emergency lighting and
power systems in vessel control and propulsion
machinery spaces.

(5) Main propulsion machinery, ahead and astern.

(b) Vessels navigating on the Great Lakes and
their connecting and tributary waters, having once
completed the test requirements of this sub-part, are
considered to remain in compliance until arriving at
the next port of call on the Great Lakes.

(c) Vessels entering the Great Lakes from the St.
Lawrence Seaway are considered to be in compli-
ance with this sub-part if the required tests are
conducted preparatory to or during the passage of
the St. Lawrence Seaway or within one hour of
passing Wolfe Island.

ra§1164'30 Charts, publications, and equipment: Gen-
eral.
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2. NAVIGATION REGULATIONS

No person may operate or cause the operation of a
vessel unless the vessel has the marine charts,
publications, and equipment as required by §§164.33
through 164.41 of this part.

§164.33 Charts and publications.

(a) Each vessel must have the following:

(1) Marine charts of the area to be transited,
published by the National Ocean Service, U.S.
Army Corps of Engineers, or a river authority that-

(i) Are of a large enough scale and have enough
detail to make safe navigation of the area possible;
and

(ii)) Are currently corrected.

(2) For the area to be transited, a currently
corrected copy of, or applicable currently corrected
extract from, each of the following publications:

(i) U.S. Coast Pilot.

(ii) Coast Guard Light List.

(3) For the area to be transited, the current
edition of, or applicable current extract from:

(i) Tide tables published by the National Ocean
Service.

(ii) Tidal current tables published by the National
Ocean Service, or river current publication issued
by the U.S. Army Corps of Engineers, or a river
authority.

(b) As an alternative to the requirements for
paragraph (a) of this section, a marine chart or
publication, or applicable extract, published by a
foreign government may be substituted for a U.S.
chart and publication required by this section. The
chart must be of large enough scale and have
enough detail to make safe navigation of the area
possible, and must be currently corrected. The
publication, or applicable extract, must singly or in
combination contain similar information to the U.S.
Government publication to make safe navigation of
the area possible. The publication, or applicable
extract must be currently corrected, with the excep-
tions of tide and tidal current tables, which must be
the current editions.

(c) As used in this section, “‘currently corrected”
means corrected with changes contained in all
Notices to Mariners published by Defense Mapping
Agency Hydrographic/Topographic Center, or an
equivalent foreign government publication, reason-
ably available to the vessel, and that is applicable to
the vessel’s transit.

§164.35 Equipment: All vessels.

Each vessel must have the following:

(a) A marine radar system for surface navigation.

(b) An illuminated magnetic steering compass,
mounted in a binnacle, that can be read at the
vessel’s main steering stand.

(c) A current magnetic compass deviation table
or graph or compass comparison record for the
steering compass, in the wheelhouse.

gd)) A gl)ﬁrocompass.

€) An illuminated repeater for the gyrocompass
required by paragraph (d) of this section that is-at
the main steering stand, unless that gyrocompass is
illuminated and is at the main steering stand.
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(f) An illuminated rudder angle indicator in the
wheelhouse.

(g) The following maneuvering information
prominently displayed on a fact sheet in the wheel-
house:

(1) For full and half speed, a turning circle
diagram to port and starboard that shows the time
and the distance of advance 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 propeller, 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 representa-
tive range of speeds.

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

(6) The maneuvering information for the normal
load and normal ballast condition for-

(i) Calm weather-wind 10 knots or less, calm sea;

(ii) No current;

(iii)) Deep water conditions-water depth twice the
vessel’s draft or greater; and

(iv) Clean hull.

(7) At the bottom of the fact sheet, the following
statement:

Warning,

The response of the (name of the vessel) may be
different from that listed above if any of the follow-
ing conditions, upon which the maneuvering infor-
mation is based, are varied:

(1) Calm weather-wind 10 knots or less, calm sea;
(2) No current;
(3) Water depth twice the vessel’s draft or great-

(4) Clean hull; and

(5) Intermediate drafts or unusual trim.

(h) An echo depth sounding device.

(i) A device that can continuously record the
depth readings of the vessel’s echo depth sounding
device, except when operating on the Great Lakes
and their connecting and tributary waters.

() Equipment on the bridge for plotting relative
motion.

§164.37 Equipment: Vessels of 10,000 gross tons or
more,

er
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(b) On each tanker of 10,000 gross tons or more
that is subject to Section 5 of the Port and Tanker
Safety Act of 1978 (46 U.S.C. 391a), the dual radar
system required by this part must have a short range
capability and a long range capability and each radar
must have true north features consisting of a display
that is stabilized in azimuth.

§164.38 Automatic radar plotting aids (ARPA).
(See 33 CFR 164.)

§164.39 Steering gear: Tank vessels. (See 33 CFR
164.)

§164.41 Electronic position fixing devices.

(a) Each vessel calling at a port in the continental
United States, including Alaska south of Cape
Prince of Wales, except each vessel owned or
bareboat chartered and operated by the United
States, or by a state or its political subdivision, or by
a foreign nation, and not engaged in commerce,
must have one of the following:

(1) A Type I or I LORAN C receiver as defined
in Section 1.2(e), meeting Part 2 (Minimum Perfor-
mance Standards) of the Radio Technical Commis-
sion for Marine Services (RTCM) Paper 12-78/DO-
100 dated December 20, 1977, entitled “Minimum
Performance Standards (MPS) Marine Loran-C Re-
ceiving Equipment”. Each receiver installed on or
after June 1, 1982, must have a label with the
information required under paragraph (b) of this
section. If the receiver is installed before June 1,
1982, the receiver must have the label with the
information required under paragraph (b) by June 1,
1985.

(2) A satellite navigation receiver with:

(i) Automatic acquisition of satellite signals after
initial operator settings have been entered; and

(ii) Position updates derived from satellite infor-
mation during each usable satellite pass.

(3) A system that is found by the Commandant to
meet the intent of the statements of availability,
coverage, and accuracy for the U.S. Coastal Conflu-
ence Zone (CCZ) contained in the U.S. “Federal
Radionavigation Plan” (Report No. DOD-NO
4650.4-P, I or No. DOT-TSC-RSPA-80-16, I). A
person desiring a finding by the Commandant under
this subparagraph must submit a written application
describing the device to: Commandant (G-WWM),
U.S. Coast Guard, Washington, D.C. 20593. After
reviewing the application, the Commandant may
request additional information to establish whether
or not the device meets the intent of the Federal
Radionavigation Plan.

Note.-The Federal Radionavigation Plan is avail-
able from the National Technical Information Ser-
vice, Springfield, Va. 22161, with the following

(a) Each vessel of 10,000 gross tons or more must 55 Government Accession Numbers:

have, in addition to the radar system under
§164.35(a), a second marine radar system that oper-
ates independently of the first.

Note: Independent operation means two com-

Vol 1, ADA 116468
Vol 2, ADA 116469
Vol 3, ADA 116470
Vol 4, ADA 116471

- pletely separate systems, from separate branch pow- 60  (b) Each label required under paragraph (a)(1) of

er supply circuits or distribution panels to antennas,
so that failure of any component of one system will
* not render the other system inoperative.

this section must show the following:
(1) The name and address of the manufacturer.
(2) The following statement by the manufacturer:



46

This receiver was designed and manufactured to
meet Part 2 (Minimum Performance Standards) of
the RTCM MPS for Marine Loran-C Receiving
Equipment.

§164.51 Deviations from rules: Emergency.

Except for the requirements of §164.53(b), in an
emergency, any person may deviate from any rule irt
this part to the extent necessary to avoid endanger-
ing persons, property, or the environment.

§164.53 Deviations from rules and reporting: Non-
operating equipment.

(a) If during a voyage any equipment required by
this part stops operating properly, the person direct-
ing the movement of the vessel may complete the
voyage subject to the requirements in 33 CFR 160.

(b) If the vessel’s radar, radio navigation receiv-
ers, gyrocompass, echo depth sounding device, or
primary steering gear stops operating properly, the
person directing the movement of the vessel must
report or cause to be reported that it is not operating
properly to the nearest Captain of the Port, District
Commander, or, if participating in a Vessel Traffic
Service, to the Vessel Traffic Center, as soon as
possible.

§164.55 Deviations from rules: Continuing opera-
tion or period of time.

The Captain of the Port, upon written application,
may authorize a deviation from any rule in this part
if he determines that the deviation does not impair
the safe navigation of the vessel under anticipated
conditions and will not result in a violation of the
rules for preventing collisions at sea. The authoriza-
tion may be issued for vessels operating in the waters
under the jurisdiction of the Captain of the Port for
any continuing operation or period of time the
Captain of the Port specifies.

§164.61 Marine casualty reporting and record re-
tention.

‘When a vessel is involved in a marine casualty as
defined in 46 CFR 4.03-1, the master or person in
charge of the vessel shall-

(a) Ensure compliance with 46 CFR 4.05, “No-
tice of Marine Casualty and Voyage Records,” and

(b) Ensure that the voyage records required by 46
CFR 4.05-15 are retained for-

(1) 30 days after the casualty if the vessel remains
in the navigable waters of the United States; or

(2) 30 days after the return of the vessel to a
United States port if the vessel departs the navigable
waters of the United States within 30 days after the
marine casualty.

Part 165-Regulated Navigation Areas and Limited
Access Areas

Subpart A-General
§165.1 Purpose of part.
The purpose of this part is to-

(a) Prescribe procedures for establishing different 60

types of limited or controlled access areas and
regulated navigation areas;
(b) Prescribe general regulations for different
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types of limited or controlled access areas and
regulated navigation areas;

(c) Prescribe specific requirements for establlshed
areas; and

(d) List specific areas and their boundaries.

§165.5 Establishment procedures.

“ (a) A safety zome, security zone, or regulated
navigation area may be established on the initiative
of any authorized Coast Guard official.

(b) Any person may request that a safety zone,
security zone, or regulated navigation area be estab-
lished. Except as provided in paragraph (c) of this
section, each request must be submitted in writing to
either the Captain of the Port or District
Commander having jurisdiction over the location as
described in 33 CFR 3, and include the following:

(1) The name of the person submitting the re-
quest;

(2) The location and boundaries of the safety
zone, security zone, or regulated navigation area;

(3) The date, time, and duration that the safety
zone, security zone, or regulated navigation area
should be established;

(4) A description of the activities planned for the
safety zone, security zone, or regulated navigation
area;

(5) The nature of the restrictions or conditions
desired; and

(6) The reason why the safety zone, security
zone, or regulated navigation area is necessary.

(Requests for safety zones, security zones, and
regulated navigation areas are approved by the
Office of Management and Budget under control
numbers 2115-0076, 2115-0219, and 2115-0087.)

(c) Safety Zones and Security Zones. If, for good
cause, the request for a safety zone or security zone
is made less than 5 working days before the zone is
to be established, the request may be made orally,
but it must be followed by a written request within
24 hours.

§165.7 Notification.

(a) The establishment of these limited access areas
and regulated navigation areas is considered rule-
making. The procedures used to notify persons of
the establishment of these areas vary depending
upon the circumstances and emergency conditions.
Notification may be made by marine broadcasts,
local notice to mariners, local news media, distribu-
tion in leaflet form, and on-scene oral notice, as well
as publication in the Federal Register.

(b) Notification normally contains the physical
boundaries of the area, the reasons for the rule, its
estimated duration, and the method of obtaining
authorization to enter the area, if applicable, and
special pavigational rules, if applicable.

(c) Notification of the termination of the rule is
usually made in the same form as the notification of
its establishment.

Subpart B-Regulated Navigation Areas

§165.10 Regulated navigation area.

A regulated navigation area is a water area within
a defined boundary for which regulations for vessels
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navigating within the area have been established
under this part.

§165.11 Vessel operating requirements (regula-
tions),

Each District Commander may control vessel
traffic in an area which is determined to have
hazardous conditions, by issuing regulations—

(a) Specifying times of vessel entry, movement,
or departure to, from, within, or through ports,
harbors, or other waters;

(b) Establishing vessel size, speed, draft limita-
tions, and operating conditions; and

(c) Restricting vessel operation, in a hazardous
area or under hazardous conditions, to vessels which
have particular operating characteristics or capabili-
ties which are considered necessary for safe opera-
tion under the circumstances.

§165.13 General regulations.

(a) The master of a vessel in a regulated naviga-
tion area shall operate the vessel in accordance with
the regulations contained in Subpart F.

(b) No person may cause or authorize the opera-
tion of a vessel in a regulated navigation area
contrary to the regulations in this Part.

Subpart C-Safety Zones

§165.20 Safety zones.

A Safety Zone is a water area, shore area, or
water and shore area to which, for safety or
environmental purposes, access is limited to autho-
rized persons, vehicles, or vessels. It may be station-
ary and described by fixed limits or it may be
described as a zone around a vessel in motion.

§165.23 General regulations.

Unless otherwise provided in this part- (a) No

person may enter a safety zone unless authorized by
the COTP or the District Commander;
_ (b) No person may bring or cause to be brought
into a safety zone any vehicle, vessel, or object
unless authorized by the COTP or the District
Commander;

(c) No person may remain in a safety zone or
allow any vehicle, vessel, or object to remain in a
safety zone unless authorized by the COTP or the
District Commander; and

(d) Each person in a safety zone who has notice
of a lawful order or direction shall obey the order or
direction of the COTP or District Commander
1ssued to carry out the purposes of this subpart.

Subpart D-Security Zones

§165.30 Security zones.

(@) A security zone is an area of land, water, or
land and water which is so designated by the
Captain of the Port or District Commander for such
time as is necessary to prevent damage or injury to
any vessel or waterfront facility, to safeguard ports,
harbors, territories, or waters of the United States or
10 secure the observance of the rights and obliga-
tons of the United States.

(b) The purpose of a security zone is to safeguard
from destruction, loss, or injury from sabotage or
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other subversive acts, accidents, or other causes of a
similar nature-

(1) Vessels,

(2) Harbors,

(3) Ports and

(4) Waterfront facilities- in the United States and
all territory and water, continental or insular, that is
subject to the jurisdiction of the United States.

§165.33 General regulations.

Unless otherwise provided in the special regula-
tions in Subpart F of this part-

(a) No person or vessel may enter or remain in a
security zone without the permission of the Captain
of the Port;

(b) Each person and vessel in a security zone shall
obey any direction or order of the Captain of the
Port;

(c) The Captain of the Port may take possession
and control of any vessel in the security zone;

(d) The Captain of the Port may remove any
person, vessel, article, or thing from a security zone;

(e) No person may board, or take or place any
article or thing on board, any vessel in a security
zone without the permission of the Captain of the
Port; and

() No person may take or place any article or
thing upon any waterfront facility in a security zone
without the permission of the Captain of the Port.

Subpart E-Restricted Waterfront Areas

§165.40 Restricted Waterfront Areas.

The Commandant, may direct the COTP to
prevent access to waterfront facilities, and port and
harbor areas, including vessels and harbor craft
therein. This section may apply to persons who do
not possess the credentials outlined in 33 CFR
125.09 when certain shipping activities are conduct-
ed that are outlined in 33 CFR 125.15.

Subpart F-Specific Regulated Navigation Areas
and Limited Access Areas

§165.101 Kittery, Maine-regulated navigation area.

(a) The following is a regulated navigation area-
Waters within the boundaries of a line beginning at
43°04'50"N., 70°44'52"W.; then to 43°04'52°N.,
70°44'53"W ; then to 43°04'59"N., 70°44'46" W ; then
to 43°05'05”N., 70°44'32"W; then to 43°05°03"N.,
70°44'30"W.; then to the beginning point.

(b) Regulations-No vessel may operate in this
area at a speed in excess of five miles per hour.

§165.110 Boston Harbor, Boston, Mass.

(a) The following areas are established as Safety
Zones during the specified conditions:

(1) The waters bounded by the limits of the
Boston Main Ship Channel and extending two miles
ahead and one mile astern of a loaded Liquified
Natural Gas Tank vessel while the vessel transits the
Boston North Channel and Boston Harbor. The
Safety Zone remains in effect until the LNG vessel
is alongside the DISTRIGAS waterfront facility in
the Mystic River, Lat. 42°23.3'N,, Long. 71°03.7'W.

(2) The waters and land area within 150’ of a
Liquified Natural Gas Tank vessel when the vessel is
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alongside the DISTRIGAS waterfront facility, Ev-
erett, MA. Lat. 42°23.3'N,, Long. 71°03.7W. This
Safety Zone remains in effect while the LNG vessel
remains in a loaded condition or is transferring
liquified natural gas. .
(b) The general regulations governing safety
zones as contained in 33 CFR 165.20 apply.

Part 204-Danger Zone Regulations

§204.1 Gulf of Maine off Seal Island, Maine;
Naval aircraft bombing target area. (a) The danger
zone. A circular area with a radius of 1.5 nautical
miles, having its center just easterly of Seal Island at
latitude 43°53'00” and longitude 68°44'00".

(b) The regulations. (1) No aerial bombing prac-
tice will take place in the danger zone after 5:00 p.m.
Mondays through Saturdays, at any time on Sun-
days, or during foggy or inclement weather.

(2) Vessels or other watercraft will be allowed to
enter the danger zone any time there are no aerial
bombing exercises being conducted.

(3) No live ammunition or explosives will be
dropped in the area.

(4) Suitable Notice to Mariners, by appropriate
methods, will be issued by the Commander, First
Coast Guard District, Boston, Massachusetts; upon
request of the Commandant, First Naval District,
Boston, Massachusetts, or his designated agent.

(5) Prior to the conducting of each bombing
practice, the area will be patrolled by a non-
participating naval aircraft to ensure that no water-
craft are within the danger zone and to warn any
such watercraft seen in the vicinity by means of a
signal that bombing practice is about to take place.
The patrol aircraft will employ the method of
warning known as “buzzing” which consists of low
flight by the airplane and repeated opening and
closing of the throttle.

(6) Any such watercraft shall, upon being so
warned, immediately leave the designated area and,
until the conclusion of the practice, shall remain at
such distance that it will be safe from falling
projectiles.

(7) The regulations of this section shall be en-
forced by the Commandant, First Naval District,
Boston, Massachusetts, or such agencies as he may
designate.

§204.1a Gulf of Maine off Cape Small, Maine;
Naval aircraft practice mining range area. (a) The
danger zone. Within an area bounded as follows:
Beginning at latitude 43°43'00”, longitude 69°46'00";
thence to latitude 43°38°30", longitude 69°46'00";
thence to latitude 43°38'30", longitude 69°49°30";
thence to latitude 43°42’'10", longitude 69°49'30";
thence to the point of beginning.

(b) The regulations. (1) Test drops from aircraft
will be made within the area at intermittent periods
from noon until sunset local time and only during
periods of good visibility.

(2) Testing will not restrict any fishing, recre-
ational, or commercial activities in the testing area.

(3) Aircraft will patrol the area prior to and
during test periods to insure that no surface vessels
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are within the area. No test drops will be made while
surface vessels are transitting the area.

(4) No live ammunition or explosives will be
dropped in the area.

(5) The regulations of this section shall be en-
forced by the Commandant, First Naval District,
Boston, Mass., or such agencies as he may designate.

§204.2 Atlantic Ocean in vicinity of Duck Island,
Maine, Isles of Shoals; naval aircraft bombing target
area. (a) The danger zone. A circular area with a
radius of 500 yards having its center on Shag Rock
in the vicinity of Duck Island at latitude 43°00°12",
longitude 70°36'12".

(b) The regulations. (1) No vessel shall enter or
remain in the danger zone from 8:00 a.m. to 5:00
p-m. (local time) daily, except as authorized by the
enforcing agency.

(2) This section shall be enforced by the Com-
mandant, First Naval District, and such agencies as
he may designate.

§204.4 Cape Cod Bay south of Wellfleet Harbor,
Mass.; naval aircraft bombing target area. (a) The
danger zone. A circular area with a radius of 1,000
yards having its center on the aircraft bombing
target hulk James Longstreet in Cape Cod Bay at
latitude 41°49'46", longitude 70°02'54".

(b) The regulations. (1) No vessel shall enter or
remain in the danger zone at any time, except as
authorized by the enforcing agency.

(2) This section shall be enforced by the Com-
mandant, First Naval District, and such agencies as
he may designate.

Part 207-Navigation Regulations

§207.4 Gulf of Maine off Pemaquid Point, Maine;
Naval Sonobuoy Test Area. (a) The area. The test
area or “Foul Area’” encompasses a circular area one
nautical mile in radius, the center of which is located
7.9 nautical miles, bearing 187° magnetic from
Pemaquid Light.

(b) The regulations. (1) Sonobuoy drops will be
made only in the designated area and when visibility
is at least three miles.

(2) Sonobuoy drop tests will normally be con-
ducted at intermittent periods on a 5-day week basis,
Monday through Friday. However, on occasion
tests may be conducted intermittently on a seven-
day week basis.

(3) Prior to and during the period when sono-
buoys are being dropped, an escort vessel from the
U.S. Naval Air Station will be in the vicinity to
insure that no vessels are in the testing area. Vessels
may be requested to veer off when sonobuoys are
about to be dropped; however, drops will be made
only when the area is actually clear of vessels as
ascer}:ained by the project aircraft and the surface
vessel.

(4) The sonobuoys drops will be made in connec-
tion with the production and experimentation of
sonobuoys.

(5) No live ammunition or explosives will be
involved.

(6) The regulations in this section shall be en-
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forced by the Commanding Officer, U.S. Naval Air
Station, Brunswick, Maine, or such agencies as he
may designate.

§207.6 Piscataqua River at Portsmouth Naval
Shipyard, Kittery, Maine, restricted areas, (a) The
areas. Area No. 1: The area bounded by a line
beginning at a point on the easterly side of Seavey
Island at latitude 43°04’37"N., longitude
70°43'44"W ; thence to latitude 43°04'36"N., longi-
tude 70°43'40" W .; thence to the pier on the westerly
side of Clark Island at latitude 43°04'36.5"N.,
70°43'34"W.; thence along the northerly side of
Clark Island to a point on the easterly side at latitude
43°04’37"N., longitude 70°43'25"W_; thence north-
easterly to the easterly side of Jamaica Island at
latitude 43°04'49”N., longitude 70°43'24"W_; thence
along the southerly and westerly sides of Jamaica
Island and thence generally along the easterly side of
Seavey Island to the point of beginning.

Area No. 2: The area bounded by a line beginning
at a point on the southerly side of Seavey Island at
Henderson Point at latitude 43°04'29"N., longitude
70°44'14" W _; thence to latitude 43°04'29.5"N., longi-
tude 70°44'17.4"W.; thence to latitude
43°04'36.6"N., longitude 70°44'22.6"W.; thence to
latitude 43°04'44.8"N., longitude 70°44'33.2"W;
thence to latitude 43°04'47.4"N., longitude
70°44'42.1"W_; thence to latitude 43°04'48"N., longi-
tude 70°44'52"W.; thence to latitude 43°04'49"N.,
longitude 70°44’54*W.; thence to latitude
43°04’'51"N., longitude 70°44'55"W.; thence to lati-
tude 43°04'53"N., longitude 70°44'53"W.; thence to
latitude 43°04’57°N., longitude 70°44'47”W.; thence
to latitude 43°04'S8"N., longitude 70°44'46"W.;
thence to latitude 43°05°02”N., longitude
70°44'36"W.; thence to latitude 43°05'04"N., longi-
tude 70°44'31*W.; thence along the westerly side of
Seavey Island to the beginning point.

(b) The regulations. All vessels and other craft,
except those under the supervision of or contract to
local military or naval authority, are prohibited from
entering the restricted areas without permission
from the Commander, Portsmouth Naval Shipyard
or his authorized representative.

§207.9 Mystic River, Mass,; dam of Common-
wealth of Massachusetts, Metropolitan District Com-
missjon, (a) Definition and authority of superinten-
dent. The term superintendent as used in the regula-
tions in this section shall mean himself and/or his
personnel then on duty at the dam. The positioning
and movements of all watercraft of every descrip-
tion while in the locks or within 100 yards of the
locks or dam shall be subject to the direction of the
Superintendent whose orders must be obeyed. This
order does not relieve the master of the responsibili-
ty for the safety of his vessel.

(b) Description of Locks. There are three (3)
locks to be used for the passage of vessels; one large
lock 325 feet long, 45 feet wide, shall be used for
vessels with draft up to seventeen (17) feet; two
small locks each 120 feet long and 22 feet wide shall
be used for boats up to six (6) feet draft. _

(c) Maximum draft. Vessels drawing within six
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(6) inches of depth over the sills shall not be
permitted lockage except under special permission
of the superintendent. Every vessel using the locks
and drawing more than ten (10) feet shall be
accurately and distinctly marked at bow and stern
showing the exact draft of water at such portions of
the vessel. Gages set into the walls or the locks, both
upstream and downstream of each gate, indicate the
depth in feet of water over the sill of the gate.

(d) Vessels denied lockage. The superintendent
may deny passage through the locks to any craft
with sharp, rough projecting corners, overhanging
equipment or cargo, or any craft or tow that is in
sinking condition or in any way unseaworthy or
insufficiently manned and equipped, or any craft
failing to comply with the regulations in this section
or with any orders given in pursuance thereof.

(e) Protection of lock gates. (1) In no case shall
boats be permitted to enter or leave any of the locks
until directed to do so by the superintendent. Boats
shall not be permitted to enter or start to leave until
the lock gates are at rest within the gate recesses. All
persons, whether in charge of vessels or not, are
prohibited from willfully or carelessly damaging the
locks or any of the appurtenances or the grounds
adjacent thereto, and from throwing or allowing any
material of any kind to fall from the barge, scow or
other vessel into the locks.

(2) No person shall permit or suffer any vessel,
scow, raft, or float to come in contact with any gate
or any of the locks of the Amelia Earhart Dam.

(H Damage to walls. The sides of all craft passing
through the locks must be free from projection of
any kind which might injure the lock walls. All craft
must be provided with suitable fenders. One or more
men as the superintendent may direct shall be kept at
the head of every tow until it has cleared the lock
and guide walls, and shall protect the walls by use of
the fenders.

(g) Unnecessary delay at locks. No person shall
cause or permit any craft of which he is in charge to
remain in the locks or their approaches for a longer
period of time than is necessary for the passage of
the locks unless he is especially permitted to do so
by the superintendent, and if such craft is, in the
opinion of such superintendent, in a position to
obstruct navigation, it shall be removed at once as
requested or directed by the superintendent.

(h) Procedure at locks. The locks shall be operat-
ed promptly for the passage of all craft upon signal,
excepting only in such cases as are specifically
provided for in the regulations in this section. All
registered merchant vessels shall pass through the
locks in the order directed by the superintendent.
Other craft shall be allowed to pass through the
locks at the discretion of the superintendent.

(i) Navigation of the locks. (1) All barges navi-
gating the locks whether approaching or leaving the
locks are required to be assisted by one or more tugs
of sufficient power to insure full control at all times.
All craft approaching the locks while any other
vessel going in the opposite direction is in or about
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to enter shall be stopped where they will not
obstruct the free passage of such other vessel.

(2) All vessels over 100 gross tons including those
which are accompanied by towboats must attach not
less than two good and sufficient lines, cables, or
hawsers to the bollards or other fixtures provided
for the purpose to check the speed of the vessel hnd
to stop it as soon as it has gone far enough to permit
the lock gate behind it to be closed. Each line, cable,
or hawser shall be attended on board while passing
into the lock by one or more of the vessel’s crew.
Where vessels are so long that in order to get them
wholly within the locks it is necessary to go within
100 feet of the lock gate ahead, the speed of the
vessel must be slow and the vessel must be fully
under control at all times by the lines, cables or
hawsers. All towboats and vessels less than 100 gross
tons may enter the locks without having lines out
subject to the discretion of the superintendent. The
master or person in charge of a vessel shall arrange
to have any line, cable, or hawser handed or thrown
from the lock walls by the superintendent, or his
assistants, made fast on the vessel as requested or
directed, so that in cases of emergency such line,
cable, or hawser may also be used to check the speed
of and stop the vessel.

(3) Operators of vessels less than 200 gross tons
may use the floating moorings in the large lock to
fasten lines or hawsers, but they shall not be used to
check the way on any vessel greater than 30 gross
tons.

(4) Vessels less than 30 gross tons may fasten lines
to the floating moorings in the large or small locks.
All persons shall keep off the floating moorings at all
times.

(5) No line shall be attached to anything on or a
part of the dam except the fixtures provided for this
purpose.

(6) Equipment of each craft shall include a suffi-
cient bow line and stern line.

(§) Mooring. When a craft is in position in the
lock, it shall be securely fastened in a manner
satisfactory to the superintendent to prevent the
craft moving about while the lock is being filled or
emptied, and the lines, cables, or hawsers used for
this purpose shall be attended as far as is necessary
or required while the filling or emptying is in
progress.

(k) Traffic statistics. Upon each passage through
the locks, the master or clerk of each craft shall
furnish the superintendent such statistical informa-
tion as may be required.

(1) Signals. (1) All craft desiring lockage shall, on
approaching the locks, signal by two long and two
short blasts of a whistle or other sound device. Two
long blasts from the lock in reply will indicate a
delayed opening and direct the craft not to enter the
lock.

(2) Lights are located at each end of each lock
and will normally show red. No vessel shall come
within 100 feet of the outside of any gate when the
signal is red except when so directed by the superin-
tendent.
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(3) Fireboats and craft owned by the U.S. Gov-
ernment shall be given prompt and preferential
lockage when they sound four long blasts.

(4) No vessel shall move into or out of any lock
until the controlling signal is green. A green light in
addition to audio loud speakers, operated by the
superintendent or his assistants, will direct craft
through the locks.

(5) It shall be the duty of every master or person
in charge of any vessel to ascertain by personal
observation that the lock gate is fully open before
proceeding.

(m) Operating machinery. Lock employees only
shall be permitted to operate the lock gates, signals
or other appliances. No person shall deface or injure
any part of the Amelia Earhart Dam, or any pier,
wall or other structure or any mechanism connected
therewith; nor shall any person, without the consent
of the superintendent, make fast to the dam, guard,
guide wall, pier, or any appurtenance thereof any
vessel, scow, raft, or float.

(n) Vessel to carry regulations. A copy of the
regulations in this section shall be kept at all times on
board each vessel regularly engaged in navigating
the locks. Copies may be obtained without charge
from the superintendent; the Commonwealth of
Massachusetts, M.D.C. Parks Division, Boston,
Mass.; New England Division, Corps of Engineers,
Division Engineer, Waltham, Mass.

§207.10 Charles River, Mass,; dam of Charles
River Basin Commission. (2) The movements of all
vessels or boats in and near the lock shall be under
the direction of the superintendent in charge of these
structures and his assistants, whose orders and
signals shall be obeyed.

(b) Every vessel using the lock and drawing more
than 10 feet shall be accurately and distinctly
marked at the bow and stern, showing the exact
draft of water at such portions of the vessel.

(c) All steam vessels desiring to pass through the
lock shall signal for the same by two long and two
short blasts of the whistle.

(d) (1) All vessels passing through the lock shall
have their outboard spars, if any, rigged in, and
booms amidships, and secured. All standing and
running rigging must be triced in to keep it from
blowing out and fouling the drawbridge. Every
vessel of 200 tons and under shall be provided with
at least two, and every vessel of more than 200 tons
shall be provided with at least four good and
sufficient lines, cables, or hawsers. Anchors shall
either be stowed or shall hang from hawse pipes,
hauled up close, clear of the water if possible.
Vessels with anchors under foot or hanging from
catheads will not be permitted to enter the lock.

(2) All vessels must be sufficiently manned and
must have a sufficient number of round and fore-
and-aft fenders to protect the lock from injury. All
heavy rope fenders must be securely lashed to
prevent their falling into the lock and interfering
with the gates,

(e) All vessels approaching the lock while any
other vessel going in the opposite direction is in or
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about to enter it shall be stopped where they will not
obstruct the free passage of such other vessel.

(f) It shall be the duty of every master or person
in charge of any vessel upon approaching the lock
from the upstream end to ascertain by personal
observation whether or not the upper lock gate is
open, and a vessel shall not be permitted to come
within 100 feet of the upper lock gate until the gate
has been wholly withdrawn into its recess.

(g) All towboats, whether towing or not, and
other steam vessels of less than 100 tons gross may
enter the lock under their own power and without
having lines out, but all other vessels, including
those which are accompanied by towboats, must
attach not less than two good and sufficient lines,
cables, or hawsers to the bollards or other fixtures
provided for the purpose to check the speed of the
vessel and to stop it as soon as it has gone far enough
to permit the lock gate behind it to be closed, and
each line, cable, or hawser shall be attended on
board while passing into the lock by one or more of
the vessel’s crew. Where vessels are so long that in
order to get them wholly within the lock it is
necessary to approach within 150 feet of the lock
gate ahead, the speed of the vessel must be slow and
fully under control by the lines, cables, or hawsers.
Steam vessels of more than 100 tons gross, not
including towboats, will not be permitted to turn
their propellers on entering the lock after the bow of
the vessel has entered, but will be drawn in by means
of capstans on the lock walls or otherwise, and their
speed must be checked and the vessel stopped by
lines, cables, or hawsers as in other cases. All steam
vessels may leave the lock under their own power.
The master or person in charge of a vessel shall
arrange to have any line, cable, or hawser handed or
thrown from the lock walls by the superintendent ot
his assistants, made fast on the vessel as requested or
directed, so that in cases of emergency such line,
cable, or hawser may also be used to check the speed
of and stop the vessel.

(h) When a vessel is in position in the lock it shall
be securely fastened in a manner satisfactory to the
superintendent, or his assistant in charge of the lock
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while the lock is being filled or emptied, and the
lines, cables, and hawsers used for this purpose shall
be attended as far as is necessary or required while
the filling or emptying is in progress.

(i) No vessel which has iron or irons projecting
from it or lumber or other cargo projecting over its
sides shall enter the lock, except at such time and
with such precautions to prevent damage to the lock
or its appurtenances as the superintendent, or the
assistant in charge of the lock at the time, may
require.

(j) All persons, whether in charge of vessels or
not, are prohibited from willfully or carelessly
damaging the lock, any of its appurtenances or the
grounds adjacent thereto, and from throwing any
material of any kind into the lock. No line shall be
attached to anything except the bollards and other
fixtures provided for the purpose.

(k) Upon each passage through the lock, the
master or clerk of a vessel shall make a statement of
the kind and tonnage of the freight carried.

(1) No person shall cause or permit any vessel or
boat of which he is in charge to remain in the lock or
its approaches for a longer time than is necessary for
the passage of the lock, unless he is especially
permitted to do so by the superintendent or the
assistant in charge of the lock at the time, and if such
vessel or boat is, in the opinion of such superinten-
dent or assistant, in a position to obstruct navigation
it shall be removed at once as requested or directed
by such superintendent or assistant.

(m) All registered merchant vessels shall pass
through the lock in the order directed by the
superintendent or the assistant in charge of the lock
at the time. Unregistered craft will not be allowed to
pass through the lock separately unless especially
permitted by such superintendent or assistant.

(n) The lock shall be operated promptly for the
passage of all vessels upon signal, excepting only in
such cases as are specifically provided for in this
section.

§207.20 Cape Cod Canal, Mass.; use, administra-
tion, and navigation. (See United States Coast Pilot 2,
Cape Cod to Sandy Hook.)
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The coasts of Maine, New Hampshire, and part of ,
Massachusetts lie between West Quoddy Head in'
Maine and Provincetown in Massachusetts. Most of
the Maine coast is irregular, rocky, and bold with
numerous islands, bays, rivers, and coves. There are
numerous fishing villages and towns along the
Maine coast which are frequented by tourists during
the summer months. The primary deep-draft ports in
Maine are at Searsport and Portland. The more
densely populated coasts of New Hampshire and
Massachusetts have numerous sandy beaches and
fewer of the islands, bays, and coves which charac-
terize the Maine coast. Major ports are at Ports-
mouth, N.H., and Boston, Mass.

The Gulf of Maine is the great indentation of the
coast between the Canadian Province of Nova
Scotia on the northeast and Massachusetts on the
southwest. It includes the Bay of Fundy and Massa-
chusetts Bay as subsidiary features. Because of its
changeable weather, frequent fogs, and strong tidal
currents, this area has a bad reputation among
mariners.

From West Quoddy Head to Penobscot Bay the
coast is mostly rocky and is indented by numerous
large bays and excellent harbors. Among the many
islands along this coast are passages that are much
used, usually by vessels with less than 12 feet in
draft, as they afford anchorage in head winds or
thick weather. The many boulders, rocks, and ledges
along and off this coast require the closest attention
of the navigator, as in many cases they rise abruptly
from deep water and soundings do not generally
indicate their proximity until it is too late to avoid
them. The navigator should also remember that the
spring range of tide is 11.2 feet at Rockland, 13 feet
at Milbridge, and 20.9 feet at Eastport, and that at
high water a vessel may sometimes pass over places
on which she would bring up at low water.

Between Penobscot Bay and Cape Elizabeth the
coast is rocky and broken by numerous bays and
rivers, many of which are excellent harbors. In
Muscongus and Casco Bays good channels lead
between the islands, affording inside passages that
are used by the smaller class of vessels passing along
the coast. Extreme caution should be exercised
when approaching the bays, sounds, and rivers in
this area due to the inset of the flood tidal currents.
Particular caution is necessary for small craft cross-
ing Penobscot Bay and the mouths of the Kennebec,
Sheepscot, and New Meadows Rivers when the
wind is contrary to the current because heavy tide
rips are encountered. Great caution is also necessary
when standing along this stretch of coast in thick
weather due to the numerous dangers which in some
places lie nearly 10 miles offshore.

Between Cape Elizabeth and Portsmouth there
are fewer harbors and marked indentations. The
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shore is more thickly settled than farther eastward,
and several of the beaches are popular summer
resorts. The outlying dangers are well marked and
fewer in number.

Southward of Portsmouth the coast is low and
mostly sandy, with a few outcropping ledges and
outlying dangers, but the northern shore of Cape
Ann is high and rocky.

Between Cape Ann and Plymouth the coast is
rocky, mostly bold, and has numerous islands, dry
rocks, boulders, and covered ledges near the shore,
with deep channels between them. The shores of
Cape Cod Bay are mostly sandy, with extensive sand
shoals extending out well from the shore in many
places. Boulders also occur in places in Cape Cod
Bay.

Prominent features.-The [4-mile coast between
West Quoddy Head and Little River presents no
special features. From Little River westward to
Portland the shore is broken by numerous bays and
istands. Grand Manan Island has nearly perpendicu-
lar, dark, rocky faces about 200 feet high on its
western side.

The numerous radio towers on the peninsula
north of Cross Island on the east side of Machias
Bay are prominent. The radar domes on Howard
Mountain west of Machias Bay can be seen many
miles at sea.

Pigeon Hill, on the western side of Pigeon Hill
Bay near the head, is 317 feet high. Numerous radio
towers are prominent on the eastern side of Prospect
Harbor. Schoodic Head, near the south end of
Schoodic Peninsula, on the eastern side of the
entrance to Frenchman Bay, is 440 feet high. An
elevated water tank on Big Moose Island, at the
south end of the peninsula, is prominent and report-
ed to be a good radar target.

Cadillac Mountain, the highest on Mount Desert
Island, is 1,530 feet high and the most prominent
landmark on this part of the coast; near it are other
mountains nearly as high. Isle au Haut is 543 feet
high near its northern end and is on the eastern side
of the entrance to East Penobscot Bay. The Camden
Hills (Mount Megunticook, 1,385 feet) are on the
western side of Penobscot Bay above the town of
Camden. Monhegan Island, 9.3 miles from the
mainland, is 165 feet high and is a mark for all
vessels bound into Penobscot Bay from westward.
Seguin Island, about 2.3 miles off the mouth of the
Kennebec River, is about 145 feet high and is a mark
for vessels bound into the river or standing along the
coast. Observation towers may be seen along the
coast west of the Kennebec River to Boston.

Cape Elizabeth, on the southern side of the
entrance to Portland Harbor, is about 90 feet high
and is marked by a light and an unused light tower.
Two tall elevated water tanks, one near the mouth
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of Saco River and one at Cape Porpoise Harbor, are
the most prominent landmarks between Portland
and Portsmouth. Mount Agamenticus, 691 feet high
and the most prominent land feature between
Portland and Cape Ann, is about 4.5 miles inland and
9 miles northward of Portsmouth. A ski lodge on the
mountain is reported to be prominent. The Isles of
Shoals, lying about 6 miles from the coast and
southeastward of Portsmouth Harbor entrance, can
be seen a long distance, the large hotel on Star Island
and an observation tower on Appledore Island being
conspicuous marks. Boon Island Light is about 9
miles northeastward of the Isles of Shoals and about
6.5 miles offshore. Cape Ann is high at its northern
end, but its eastern end is comparatively low. The
two lighthouses on Thatcher Island, one of which is
abandoned, are the most conspicuous marks seen
when approaching the cape.

The land southward of Cape Ann is comparative-
ly low, is well settled, and has numerous artificial
marks. A strobe-lighted stack at Salem is the most
prominent.

In the approaches to Boston Harbor, the most
prominent landmarks are a standpipe on Winthrop
Head, the control tower of Logan International
Airport, the Customhouse tower, several very high
office buildings, a tower on Telegraph (Nantasket)
Hill, and two lighted radio towers at Nantasket
Beach.

In the approaches and on the shores of Cape Cod
Bay, the most prominent landmarks are a pointed
tower west of Scituate Harbor, the cliffs between
Scituate and New Inlet, the Pilgrim Nuclear Power
Plant at Rocky Point, a strobe-lighted stack at the
entrance to Cape Cod Canal, a standpipe at Barnsta-
ble and Pilgrim Monument at Provincetown.

Approaching Cape Cod from the east or south,
the most outstanding marks are Highland Light,
Nauset Beach Light, and Chatham Light.

Dump Sites and Dumping Grounds.-These areas
are rarely mentioned in the Coast Pilot, but are
shown on the nautical charts. (See Dump Sites and
Duﬂ}ping Grounds, chapter 1, and charts for limits.)

Aids to navigation.-Lights are numerous, both on
the mainland and offshore islands, along the section
of coast covered by this Coast Pilot. Large naviga-
tional buoys (LNB) are off the entrances to Portland
and Boston. Most of the principal light stations and
both large navigational buoys are equipped with
Tadiobeacons and fog signals. Many coastal and
harbor buoys are equipped with radar reflectors,
which greatly increase the range at which the buoys
may be detected on the radarscope. Most of the
critical dangers are marked.

Loran.-Loran C stations provide the mariner with

ggmit navigation coverage along this section of the
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. Radar is an important navigation aid in this area, .

Since the shoreline of many of the offshore islands
and much of the mainland coast is bold and presents
good radar‘targets. Many of the coastal buoys are
equipped with radar reflectors. Radar is of particular
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importance due to the extended periods of low
visibility which are common in this area.

COLREGS Demarcation Lines.-Lines have been
established to delineate those waters upon which
mariners must comply with the International Regu-
lations for Preventing Collisions at Sea, 1972 (72
COLREGS) and those waters upon which mariners
must comply with the Inland Navigational Rules
Act of 1980 (Inland Rules). The waters inside of the
lines are Inland Rules Waters, and the waters outside
of the lines are COLREGS Waters. (See Part 80,
chapter 2, for specific lines of demarcation.)

Ports and Waterways Safety.—(See Part 160, cha-
pter 2, for regulations governing vessel operations
and requirements for notification of arrivals, depar-
tures, hazardous conditions, and certain dangerous
cargoes to the Captain of the Port.)

Harbor and river entrances.-The deepwater ports
are approached through deep and stable natural
channels. The approaches to the major ports are
generally wide, but the channels inside the harbor
are generally narrow and strong currents develop,
making tugs necessary for large vessels. Those with
deepest drafts usually enter these ports at or near
high water slack.

Most of the small-craft harbors in Maine have
entrance channels which are generally deep and
stable with numerous submerged, partially sub-
merged, and bare rocks. Most of these dangers are
marked and the chart should be followed closely.
Along the New Hampshire and Massachusetts
coasts, comparatively shallow channels through
shifting bars, common at many of the small-craft
harbor and river entrances, make caution and cur-
rent local knowledge advisable for safe entry. Waves
break across many of these bars during certain
conditions of wind and current; strangers should not
attempt to enter under these conditions. On many of
the bars the buoys are moved from time to time to
mark the shifting channels. The most favorable time
to enter most of these harbors is on a rising tide with
a smooth sea.

Traffic Separation Schemes (Traffic Lanes) have
been established in the approaches to Portland,
Maine, and Boston, Mass. (See chapters 8 and 11,
respectively, for details.)

Anchorages.-Between West Quoddy Head and
Portland, anchorages are numerous, those most
frequently used by coasting vessels being Little
River, Starboard Cove, Englishman Bay, Narragua-
gus Bay, Prospect Harbor, Winter Harbor, South-
west Harbor, Rockland Harbor, Port Clyde, Booth-
bay Harbor, and Portland Harbor. Southward of
Portland the only anchorages available for large
vessels are in the harbors of Portsmouth, Gloucester,
Salem, Boston, Plymouth, and Provincetown. Other
harbors available for small vessels and motorboats
are described in the text. Anchorage areas estab-
lished by Federal Regulations are given in Part 110,
chapter 2. o )

Dangers.-The Gulf of Maine is a region of ledges
and boulders. The ledges rise abruptly from deep
water and the boulders ordinarily lie singly or in
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clusters on an otherwise flat bottom, so that the
navigator cannot depend on soundings to avoid
them. The depths are so variable that it is quite
impossible to determine a vessel’s position by sound-
ings alone, but the navigator will find a frequent use
of the sounding apparatus of the greatest assistance
in approaching both Georges and Browns Bank
from southward and eastward because the bottom
slope in that area is well defined.

As a measure of safety, vessels should avoid
broken ground where abrupt changes are indicated
by the chart to depths less than 10 to 12 fathoms.
Dangers have been found in places where least
depths of as much as 20 fathoms were the only
indications found by the survey. It is always safest,
therefore, to select from the chart a sailing line
which leads in the deepest water and well clear of
broken ground.

The principal offshore dangers are Ammen Rock,
a part of Cashes Ledge; Georges and Cultivator
Shoals, both a part of Georges Bank; and Nantucket
Shoals.

Pipelaying barges.-With the increased number of
pipeline laying operations, operators of all types of
vessels should be aware of the dangers of passing
close aboard, close ahead, or close astern of a
jetbarge or pipelaying barge. Pipelaying barges and
Jjetbarges usually move at 0.5 knot or less and have
anchors which extend out about 3,500 to 5,000 feet
in all directions and which may be marked by
lighted anchor buoys. The exposed pipeline behind
the pipelaying barge and the area in the vicinity of
anchors are hazardous to navigation and should be
avoided. The pipeline and anchor cables also repre-
sent a submerged hazard to navigation. It is sug-
gested, if safe navigation permits, for all types of
vessels to pass well ahead of the pipelaying barge or
well astern of the jetbarge. The pipelaying barge,
jetbarge, and attending vessels may be contacted on
VHF-FM channel 16 (156.80 MHz) for passage
instructions.

Chart 13009.-Browns Bank (42°38'N., 65°52'W.) as
defined by the 50-fathom curve, is 56 miles long east
and west, and has an average width of 15 miles. Near
the western end of the bank is a sandy ridge with
depths of 16 to 28 fathoms. Between the inner 50-
fathom curve of Browns Bank and the coastal bank
at the southwestern end of Nova Scotia are depths
of 47 to 88 fathoms.

Cape Sable (43°24'N.,, 65°37'W.), the southern
extremity of Nova Scotia, is marked with a light and
a fog signal; a radar transponder beacon (Racon) is
at the light. (See Racons, chapter 1, for additional
information.) The principal dangers off Cape Sable,
Brazil Rock and Blonde Rock, are marked by
lighted whistle buoys. Seal Island, 17.5 miles west of
Cape Sable, has a light, fog signal, and radiobeacon
near the southern end.

Lurcher Shoal (43°50'N., 66°30'W.), 13 miles off
the west coast of Nova Scotia, has a least depth of
1% fathoms. It is the most westerly danger off the
coast of Nova Scotia in the approaches to the Bay of
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Fundy. It is marked by lighted whistle buoys'on its
southwestern and northeastern ends. Lurcher Shoal
West Lighted Whistle Buoy, about 6 miles south-
west of the shoal, is equipped with a radar transpon-
der beacon (Racon). (See Racons, chapter 1, for
additional information.)

Chart 13260.-Grand Manan Banks (44°12'N,,
67°05'W.), 19 miles southward of Grand Manan
Island, have an extent of about 16 miles in a
northeast-southwest direction and consist of two
sections, Northeast Bank and Southwest Bank, with a
channel 2.5 miles wide between them. The bottom is
rocky and the least depth, 19 fathoms, is found on
Northeast Bank. The tidal currents on the banks
attain a velocity of 1.5 knots at strength, at which
time there are extensive tide rips with both flood and
ebb. The flood current sets to the north-northeast,
and the ebb to the south-southwest. A good check
on the position of a vessel may be obtained by
soundings on these banks.

Nova Scotia and the Bay of Fundy are described
in Pub. No. 145, Sailing Directions (Enroute), Nova
Scotia and the St. Lawrence, published by the
Defense Mapping Agency Hydrographic/Topo-
graphic Center, Washington, D.C.

Jeffreys Bank (43°22'N., 68°44'W.), with a least
found depth of 35 fathoms, lies about 26 miles
southward of Matinicus Rock Light.

Platts Bank (43°12'N., 69°40'W.), has a least found
depth of 29 fathoms. Banks with depths of 41 to 50
fathoms are about 5 miles northwestward, and 15
miles eastward of the shoalest part of Platts Bank.

Cashes Ledge (42°54'N., 68°57'W.), with depths of
14 fathoms in places, is about 27 miles long. Ammen
Rock, covered 4% fathoms, is near the middle of the
ledge. The sea breaks over this rock in heavy
weather.

Fippennies Ledge (42°47'N.,, 69°18'W.), with a
least known depth of 37 fathoms, lies about 16 miles
southwest of Ammen Rock.

Jeffreys Ledge extends northeastward from Cape
Ann and has general depths of 16 to 30 fathoms and
more. The northeastern point of the ledge is 20 miles
eastward of Boon Island Light.

Stellwagen Bank lies northward of Cape Cod and
off the entrance to Massachusetts Bay; depths found
over it are 10 to 20 fathoms.

Charts 13200, 13204.-Georges Bank, east of Cape
Cod, is an extensive bank with depths of less than 50
fathoms that extend over 150 miles northeastward
from the offshore end of Nantucket Shoals.

In heavy weather the danger area is the oval-
shaped top of the bank, which is about 80 miles long
in a northeast-southwest direction and 50 miles in
maximum width. The bottom in this area is extreme-
ly broken and irregular, with a great number of
ridges and shoal spots having depths of less than 10
fathoms. Between these shoals are channels of vary-
ing widths in which depths of about 20 fathoms may
be found. All of this area lies within the 30-fathom
curve, and so much of it has depths of less than 20
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fathoms that it may practically all be considered to
lie within a generalized 20-fathom curve.

On the southeast side of the bank, outside the 20-
fathom curve, the water deepens gradually and with
such regularity that soundings would be of consider-
able value in approaching the bank. On the north-
west side the water deepens more rapidly.

The bottom is mostly sand, sometimes with shell,
and in places pebbles. Bottom samples obtained
during surveys are described in a great many places
on the charts.

The two principal dangers on Georges Bank are
Georges Shoal and Cultivator Shoal, which are near
the center of the danger area. Around these shoals
the sea breaks in depths of 10 fathoms during heavy
weather, and the locality should be avoided by deep-
draft vessels.

Georges Shoal is a ridge about 16 miles long on
which are several shallow depths of 1% to 3%
fathoms. A submerged obstruction, the remains of an
old Texas tower, is on the shoal in 41°41.8'N,,
67°46.4'W.

Cultivator Shoal, near the western end of Georges
Bank, is a ridge nearly 15 miles long, on which
depths of 3 to 10 fathoms are found. The 3-fathom
spot is near the north end of the shoal. In December
1980, a submerged obstruction was reported about
8.7 miles northwest of the 3-fathom spot in about
41°43'N,, 68°23'W_; vessels engaged in bottom oper-
ations are advised to exercise caution in the area.

The entire area within the 20-fathom curve has an
extremely broken bottom. There are numerous
ridges and shoal spots on which depths dangerous to
navigation, particularly in heavy weather, may be
found. These shoal spots generally have steep sides,
and soundings give very little or no indication of
their existence. Tide rips and swirls, as well as
overfalls, are common in the vicinity of these spots,
but are not always visible. They show best with a
smooth sea and with the current flowing in certain
directions. These disturbances are not usually over
the shoalest depths, but are commonly alongside
them. Small, detached overfalls may be seen in 20
fathoms of water. The tidal currents are rotary with
no period of slack water. The velocity at strength is
about 2 knots, and the velocity of the minimum
current which occurs about midway between the
times of strength is about 1 knot. The flood sets
northward, and the ebb southward. The hourly
velocities and directions of the tidal current are
shown by means of current roses on charts 13200
and 13204,

Between the 50-fathom curve at the eastern end of
Georges Bank and the outer 50-fathom curve on
Browns Bank to the northeastward is a trough about

5 miles wide.

Ships passing southward and/or westward of the
dangerous part of Georges Bank should not ap-
proach the bank beyond a least depth of 25 fathoms.

A navigator must bear in mind while in an area of

is character that it is impossible for the surveyor,
Without a vast expenditure of time, to determine and
locate all of the shoalest spots on the many danger-
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ous shoals found. Sudden shoaling on such a bank
must be considered an indication of possibly danger-
ous water. This bank has not been wire dragged.

Nantucket Shoals is the general name of the
numerous different broken shoals which lie south-
eastward of Nantucket Island and make this one of
the most dangerous parts of the coast of the United
States for the navigator. These shoals extend 23
miles eastward and 43 miles southeastward from
Nantucket Island. They are shifting in nature and the
depths vary from 3 and 4 feet on some to 4 and 5
fathoms on others, while slues with depths of 10
fathoms or more lead between those farthest off-
shore. The easterly edge of the shoals has depths of 3
and 4 fathoms in places.

The currents in the area are strong and erratic,
reaching a velocity of 3 to 5 knots around the edges
of the shoals. The currents are generally rotary in
character, and strongest in a northeast-southwest
direction. They are made erratic by the obstruction
of the shoals, in some cases being deflected to such
an extent as to cause the direction to change 180°
from one side of the shoal to the other.

When possible Nantucket Shoals should be avoid-
ed entirely by deep-draft vessels and by light-draft
vessels without local knowledge because of the
treacherous currents. There are, however, channels
through these various shoals which can be negotiat-
ed with local knowledge and caution. At slack water
in calm weather these shoals are sometimes difficult
to see and a vessel is liable to be taken into shoaler
water than was intended.

Calm, clear days are few; when the sea is calm it is
usually foggy, and when clear, it is usually rough.
Also, a considerable amount of hazy weather is to be
expected, and this limits visibility.

Should it become necessary to anchor in this area,
open sea anchorage may be had anywhere that
depths permit. Consideration should be given to the
proximity of shoals and to the possibility of dragging
due to winds and currents. Generally it has been
found best to avoid the deeper channels and, when
rougher water is experienced, to anchor in the lee of
a shoal which would tend to knock down the
heavier swells. A scope of five to one or greater
should always be used.

Phelps Bank, the southeasternmost part of the
Nantucket Shoals, is about 6.5 miles long and 2.5
miles wide. A lighted whistle buoy, marking the
entrance to the Boston Harbor Traffic Separation
Scheme, is about 12 miles eastward of Phelps Bank.
Asia Rip, the shoalest point of the bank, covered 5%
fathoms, is at the southern end. The wreck of the SS
OREGON, covered 3% fathoms, is 3 miles south-
southeastward of Asia Rip in 40°45' N, 69°19'W,; a
lighted gong buoy is about 1 mile to the south. The
other shoals and rips of Nantucket Shoals are
described in United States Coast Pilot 2, Atlantic
Coast, Cape Cod to Sandy Hook.

Deep-draft vessels should pass southward and
eastward of the wreck off Asia Rip, and eastward of
the easterly edge of the shoals as defined above. For
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a distance of 15 miles eastward and southeastward
and 17 miles southward from Nantucket Island, the
shoals have depths less than 16 feet, and this area
should be avoided by all vessels. The tidal currents
are strong, and variable in direction, forming exten-
sive rips and broken water over the shoals. !

A large wreck area, marked by a lighted gong
buoy, is near the southern part of Fishing Rip. A
wreck and a submerged obstruction are also near the
southern part of the rip in about 41°00.0'N,,
69°27.0'W. and 41°01.0'N., 69°29.7'W., respectively.

Nantucket Shoals Lighted Horn Buoy N (40°30'N,,
69°26'W.), replacing Nantucket Shoals Lightship, is
a large navigational buoy (LNB) about 51 miles
south-southeastward of Nantucket Island. The buoy,
40 feet in diameter, is red with the words U.S.
COAST GUARD on the buoy body and the letter
N on the daymarks. The buoy shows a light 40 feet
above the water and is equipped with a fog signal, a
radiobeacon, and a radar transponder beacon (Ra-
con). (See Racons, chapter 1, for additional informa-
tion.)

Caution.-Eastbound and westbound vessels
should not pass closer than 1.5 miles from Nantucket
Shoals Lighted Horn Buoy, N; if they pass closer,
they are inside the traffic separation zone and are in
violation of Rule 10(e) of the International Regula-
tions for Preventing Collisions at Sea 1972 (72
COLREGS).

Vessels crossing the traffic separation scheme
shall do so in compliance with Rule 10(c) (72
COLREGS) and should not pass closer than 1 mile
from Nantucket Shoals Lighted Horn Buoy N.

(See page T-5 for Nantucket climatological table.)

Great South Channel is the passage between the
easternmost of the Nantucket Shoals and the west-
ernmost shoal spots of Georges Bank. The channel is
about 27 miles wide and has depths of 19 fathoms
and greater throughout, with lesser depths along the
eastern and western edges.

Submarine canyons are indentations in the edge of
the Continental Shelf, which is bounded on its
seaward side by the 100-fathom curve. They may be
traced from depths of 1,000 fathoms or more to the
shoaler areas of the shelf. The navigator who has
available some means of echo sounding should have
in mind the various canyons in this locality. The
soundings in crossing them are very characteristic in
each case and such soundings may be used to
determine the vessel’s position with considerable
accuracy.

Some of the more important canyons are named
on the charts. Corsair Canyon, in approximate longi-
tude 66°10'W., on the eastern side of Georges Bank,
has a northwesterly trend. On the southern side and
toward the western end of Georges Bank, and with a
northerly trend, are Lydonia Canyon, 67°40'W.;
Gilbert Canyon, 67°50'W.; Oceanographer Canyon,
68°05'W.; and Welker Canyon, 68°30'W. Southeast-
ward and southward of Nantucket Shoals, and with
a northerly trend, are Hydrographer Canyon, 69°00’
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W.; Veatch Canyon, 69°35'W.; and Atlantis Canyon
(see chart 12300), 70°15'W.

Wrecks.-An examination of the record of wrecks
along the coast of Maine eastward of Portland
shows that wrecks have occurred on practically all
of the off-lying islands and rocks between Portland
and Machias Bay, most of them in thick weather,
either fog or snow. Many of the wrecks could have
been prevented if frequent soundings had been
taken, or due allowance had been made for the tidal
currents setting into or out of bays or rivers.

During thick weather great caution is necessary
when approaching the coast, especially eastward of
Petit Manan Island, where the tidal currents have
considerable velocity. If one of the offshore lights
has not been made and the position accurately
determined before the fog shuts in, it is advisable to
keep well outside until it clears. Between Machias
Bay and Seguin Island a landfall will be made in
clear weather before the outlying dangers are en-
countered.

South of Portland the wrecks have occurred most
frequently on the prominent headlands or the shoals
off them, namely, Cape Elizabeth, Cape Ann, and
the north side of Cape Cod, with less frequent
wrecks on the less prominent headlands. Numerous
wrecks have also occurred on the dangers in the
approaches to Boston Harbor, more frequently on
the south side from Scituate to Point Allerton. Most
of the wrecks have occurred during thick weather.

Between Portland and Boston the most dangerous
points for coasting vessels are the dangers off Cape
Elizabeth, Boon Island, Isles of Shoals, Cape Ann,
and the dangers in the entrance to Boston Harbor.
The soundings in the vicinity of Cape Ann are very
irregular and cannot be depended upon to fix even
approximately the vessel’s position.

The numerous strandings on the north end of
Cape Cod between Highland Light and Race Point
Light have usually occurred to vessels approaching
Massachusetts Bay or Cape Cod Bay from south-
ward or eastward in thick weather. Keeping in a
greater depth than 20 fathoms will insure giving the
eastern side of Cape Cod a berth of 3 miles, and if
this depth is followed will lead to Peaked Hill Bar
Lighted Whistle Buoy 2PH, northeastward of the
end of the cape.

Lobster pots.-The inland waters, particularly
those from St. Croix River to the vicinity of
Portland, contain numerous lobster pots. Small
painted wooden buoys of various designs and colors,
secured by small lines, float on the surface; in some
cases a second buoy, usually an unpainted bottle and
hard to see, is attached to the lobster pot. These
buoys extend from the shore out to, and in many
cases across, the sailing routes. Small yachts and
motorboats are cautioned against fouling, which is
liable to result in a sprung shaft or propeller.

. Fishtraps and fish havens are discussed in chapter

Danger zomes have been established within the
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area of this Coast Pilot. (See Part 204, chapter 2, for
limits and regulations.)

Drawbridges.-The general regulations that apply
to all drawbridges are given in 117.1 through 117.49,
chapter 2, and the specific regulations that apply
only to certain drawbridges are given in Part 117,
Subpart B, chapter 2. Where these regulations apply,
references to them are made in the Coast Pilot under
the name of the bridge or the waterway over which
the bridge crosses.

The drawbridge opening signals (see 117.15, cha-
pter 2) have been standardized for most drawbridges
within the United States. The opening signals for
those few bridges that are nonstandard are given in
the specific drawbridge regulations. The specific
regulations also address matters such as restricted
operating hours and required advance notice for
openings.

The mariner should be acquainted with the gener-
al and specific regulations for drawbridges over
waterways to be transited.

Routes.-Approaching or standing along the coast
of Maine eastward of Portland.-This section of the
coast is dangerous on account of the strong tidal
currents, frequent fog, and numerous off-lying dan-
gers. Soundings are of little assistance to locate the
position of a vessel, but they should be taken at
frequent intervals to prevent too close an approach
to dangers.

Coming from the vicinity of Cape Sable.-Vessels
bound to Machias or ports eastward of it should
make Machias Seal Island Light and pass westward
of it. If bound to Eastport or Calais, the route
through Grand Manan Channel is preferable to
passing eastward of Grand Manan Island, because in
bad weather an anchorage may be made either at
Littie River or in Machias Bay.

It is not advisable for a stranger to pass eastward
of Machias Seal Island or between it and Grand
Manan Island, due to the number of ledges on which
the sea breaks in heavy weather, including Bull
Rock, a buoyed danger awash at low water.

If bound to ports in Penobscot Bay, vessels should
Steer so as to make either Mount Desert Light on
Mount Desert Rock or Matinicus Rock Light. On a
clear day Cadillac Mountain, the highest part of
Mount Desert Island, may be sighted before Mount
Desert Light, and Isle au Haut may be seen about
the same time as Matinicus Rock.

Coming from the vicinity of Cape Cod or Cape
Ann.-Vessels, both steamers and large tows, bound
Into Penobscot Bay, including those coming from
Boston and Cape Cod Canal, and also those passing
eastward of Cape Cod, usually make the lighted
whistle buoy off Cape Ann and then shape course
for Mahana Island Lighted Whistle Buoy 14M and
enter through Two Bush or Muscle Ridge Channels.
In the winter and in bad weather the small class of
vessels fo!low the coast, sighting the principal lights,
and making an anchorage on approach of
Wweather. Vessels bound from Cape Cod or Cape

to points eastward of Penobscot Bay usually
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shape the course from Cape Ann to either Monhe-
gan Island or Matinicus Rock Light.

Standing along the coast.-In clear weather, vessels
stand along the coast close enough to make the
lights and to recognize the principal landmarks on
shore. In thick weather they aim to make the fog
signals or the whistle or bell buoys; these buoys are
placed close enough to one another and to the fog
signals to be readily followed up by vessels if not set
too much off their course by the tidal currents.
When running in thick weather a vessel should
verify her position as often as possible by the aids,
and when approaching a fog signal or buoy should
proceed slowly, taking soundings, and if necessary
stop until the looked-for aid is found and recognized
before she continues for the next aid. Three good
harbors that a stranger, standing along the coast in
their vicinity, can make in thick weather and enter
with ordinary precautions are Machias Bay, Winter
Harbor, and Boothbay Harbor.

Approaching or standing along the coast between
Portland and Cape Cod.-Approaching Massachusetts
Bay from sea.-The approach to the coast of Massa-
chusetts north of Cape Cod is through the Gulf of
Maine. Nantucket Shoals and Georges Bank, be-
cause of their many shoal spots and the strong tidal
currents setting over them, are a menace to
navigators approaching the coast or standing from
Canadian ports to New York. Browns Bank need
not be avoided, for its soundings may assist in
determining a vessel's approximate position.

The part of Georges Bank lying between latitude
41°05'N., and 42°00'N., and longitude 67°17'W., and
68°35'W. should be avoided. In heavy weather the
sea breaks on the spots with 10 fathoms or less, and
strong tide rips are encountered. The tide rips do not
always indicate shoal water.

Vessels passing south of the dangerous part of
Georges Bank should keep in 25 fathoms or more.
Approaching this part of the bank from eastward or
southward, the water shoals gradually. Approaching
from westward, the depths are irregular and the
water shoals abruptly in places of 20 fathoms or less.
On the north side of Georges Bank, between longi-
tudes 66°00'W., and 68°00° W., the 100-fathom and
50-fathom curves are only a few miles apart, and
when approaching the dangerous part of the bank
from northward 50 fathoms may be taken as a good
depth to avoid the shoals.

Vessels equipped with echo sounding and follow-
ing the 100-fathom curve along the south side of
Georges Bank, can frequently verify their position
when crossing the several submarim; gorges.

The only known outlying danger in the Gulf of
Maine to be avoided by vessels bound to ports in
Massachusetts is Ammen Rock, which is a part of
Cashes Ledge and is covered 44 fathoms.

Vessels from ports in northern Europe or the
British Provinces and bound to ports in the United
States north of Cape Cod approach the coast passing
Cape Sable and Georges Bank, between latitudes
42°00'N., and 43°10'N. If bound to Boston, they
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cross Browns Bank and shape the course for Boston
Lighted Horn Buoy B.

The North Atlantic Lane Routes are described in
Pub. No. 140, Sailing Directions, North Atlantic
Ocean (Planning Guide), published by the Defense
Mapping Agency Hydrographic/Topographic Cen-
ter, Washington, D.C. They are shown on *Pilot
Chart No. 16 of the North Atlantic Ocean.

Vessels approaching the Gulf of Maine from south-
west sometimes endeavor to make the 50-fathom
curve on the southern edge of Georges Bank, in
latitude 40°20'N., and longitude 68°50' W., then
stand 000° on soundings of over 30 and less than 50
fathoms for about 50 miles, and then shape a 323°
course, taking care to keep in a greater depth than 20
fathoms until the course is laid to sight Highland
Light. This light, Nauset Beach Light, and the
Pilgrim Monument at Provincetown are the most
prominent marks on Cape Cod.

Deep-draft vessels coming from Cape Hatteras,
Chesapeake Bay, Delaware Bay, or New York make
Nantucket Shoals Lighted Horn Buoy N, thence
through Great South Channel to the Gulf of Maine.

Vessels of medium draft coming from southward
or alongshore may use the Cape Cod Canal or enter
the Gulf of Maine through Vineyard and Nantucket
Sounds. The controlling depth for these passages is
32 feet. These routes avoid Nantucket Shoals and
are followed by vessels in the coasting trade.

Standing along the coast between Portland and
Cape Cod.-The lights and other aids to navigation
are sufficiently numerous to enable a stranger to run
either at night or the daytime in clear weather.
There are numerous anchorages where a vessel with
good ground tackle can ride out any gale. Of these,
Provincetown Harbor is the harbor of refuge most
frequently used by vessels approaching Massachu-
setts Bay from seaward. The navigator, when cross-
ing the banks and when approaching the coast,
should not neglect to take soundings at frequent
intervals, and vessels equipped with the necessary
electronic apparatus should make use of radar, loran,
and the radiobeacons located along the coast.

Currents.-The Tidal Current Tables should be
consulted for specific information about times, direc-
tions, and velocities of the current at the numerous
locations throughout the area. Tidal current charts
are available for Boston Harbor.

The current movement is very nearly simulta-
neous throughout the offshore area of the Guif of
Maine. It is generally rotary in character, the
direction of flow changing continuously in a clock-
wise movement with no period of slack water.

The velocity at strength over Georges Bank
varies from about 1 knot to 2 knots. The velocity of
the minimum current which occurs midway be-
tween the times of strength is usuaily about one-half
the velocity at strength.

Between Georges Bank and Browns Bank the
velocity at strength is about 1.5 knots, and there is a
like velocity between Browns Bank and Cape Sable
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Off Nova Scotia, outside the 50-fathom curve, the
velocity at strength is about 1.5 knots; inside'the 50-
fathom curve the velocity is between 1.5 and 2.5
knots. The tidal currents offshore from Cape Sable
are very uncertain, both in velocity and direction. It
is reported that the tidal current on Browns Bank
occasionally runs to the northeastward for 15 hours
continuously with a velocity of 2 knots, while at
other times the set is as strong to the southwestward.

In Grand Manan Channel the average velocity at
strength of the current is about 2.5 knots. The
currents set approximately parallel to the channel,
the flood setting northeastward and the ebb south-
westward.

At the entrance to the Bay of Fundy, 5 miles
southeastward of Gannet Rock, the flood current
has an average velocity at strength of about 2.5
knots and sets 040°. The ebb has an average velocity
at strength of about 4 knots and sets 230°.

Along the axis of the Bay of Fundy from Grand
Manan Island to Cape Spencer the currents have an
average velocity at strength of from 1.5 to 2 knots.
The flood sets northeastward, and the ebb south-
westward.

Eastward of Mount Desert Island the tidal cur-
rents along the coast are stronger and more regular
than those farther west. Between Mount Desert
Island and Portland there is a westward resultant
drift along the coast.

With easterly or southeasterly winds the currents
have a tendency to set toward the shore.

At Portland Lighted Horn Buoy P the tidal
current is weak, being on the average less than 0.3
knot at time of strength, setting 335° on the flood
and 140° on the ebb. Since the tidal current is weak,
currents of 1 knot or more occur only with strong
winds. The largest velocity likely to occur is about
1.5 knots.

At Boston Lighted Horn Buoy B the tidal current
averages about 0.8 knot. The velocity and direction
of the current is therefore greatly influenced by the
wind. The largest velocity likely to occur is about
1.4 knot.

Over Stellwagen Bank, and in the channel be-
tween it and Cape Cod, the flood current sets
westward and the ebb northeastward to eastward.
The velocity at strength increases from about 0.2
knot at the northern end of the bank to over 1 knot
at the southern end.

Along the coast of Maine eastward of Portland
the flood sets eastward and has greater velocity than
the ebb, which sets westward. In passing from one
headland to another it is always necessary to make
allowance for the current setting into or out of the
bays or rivers, according to the stage of the tide;
such allowance frequently amounts to as much as 5°.

. Weather.-Climatological tables for coastal locali-
ties and a meteorological table for the coastal ocean
area covered in this volume follow the appendix.
The table for the ocean area was compiled from
observations made by ships in passage. Listed in the
appendix are National Weather Service offices and
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Government radio stations which transmit weather
information.

Storm warning display locations are listed on NOS
charts and shown on the Marine Weather Services
Charts published by the National Weather Service.
The Marine Weather Services Charts, which also
show radio stations which transmit marine weather
broadcasts and additional information of interest to
mariners, are available from National Ocean Ser-
vice, Distribution Branch (N/CG33). (See appendix
for address.)

General.~The principal influences on the climate
of the New England coastal area are its location in
middle latitudes on the lee side of the large continent
of North America, its position in the area of the most
frequent movement of cyclonic storms, and the cold
ocean current which flows southward near the
coast.

The region between latitudes 41° and 45° N. is in
the general zone of west-to-east air motion, on
which are superimposed the northward and south-
ward movements of large air masses from tropical
and polar regions. These produce frequent changes
and great variety in the weather elements, especially
in winter.

New England lies along one of the paths most
favored by extratropical cyclones. During frontal
passages associated with these frequent and periodic
storms in the colder months, changes in wind,
temperature, and clouds are sometimes abrupt. Dur-
ing the warmer months, with the progressive intensi-
fication and expansion of the Bermuda-Azores anti-
cyclone, predominant winds along the coast are
between west and southwest, and cyclonic activity
declines. Stormy weather during summer and early
autumn occasionally results from the movement of
tropical cyclones into the area.

The Labrador Current flows southward along the
Nova Scotia coast, branching to bring cold water
into the_Gulf of Maine, and exerts a considerable
moderating influence on the immediate coastal and
near offshore region. In summer with winds from
the southwest and west, the moist air, which is
Wwarmer than the water, is cooled; this tends to form
fog. In the winter the air temperature over the water
may be somewhat warmer than over land. Winds
ﬂOW. predominantly from the colder interior of the
Continent and are moderated in passing over the
now relatively warm water of the Labrador Current
and much warmer Gulf Stream to the east. This
contrast of surface temperatures also helps maintain
a region of cyclogenesis, or storm formation, off the
€ast coast.

Pressure.-In the winter the New England area lies
about midway between the Icelandic low-pressure
area and the moderate North American continental

igh-pressure area. These mean pressure systems
orient the isobars in a northwest-southeast direction
over the region, and result in prevailing west-to-
horth winds in the coastal sections. ‘

In spring and early summer both the continental

gh and the Icelandic low weaken, and the Azores-

Tmuda High intensifies and expands over most of
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the Atlantic Ocean. This extensive high pressure
area shifts northward during the summer, with the
center reaching 35° to 40°N. near mid-ocean in
August and September. In the New England area,
located in the northwestern quadrant of the high, the
isobars during the warmer months are oriented in a
northeast-southwest direction, and the prevailing
winds are southwesterly.

There are, however, great day-to-day variations in
pressure, wind, and weather produced by migratory
low- and high-pressure systems which tend to be
more intense and to move faster in winter than in
summer. The New England area includes some of
the paths most frequently traveled by these pressure
systems, and deviations from the mean pressure may
be large, with consequent changes in wind and
weather.

The mean monthly atmospheric pressure shows
small variation during the year, the normal level
ranging from 1012-1015 millibars (29.88-29.97
inches) in spring and early summer to 1018-1020
millibars (30.06-30.12 inches) in winter.

Winds.-The prevailing wind direction over the
ocean area, from October to March, is between west
and north. From March until the summer regime is
established, the winds are variable, but from June to
September they generally are between west and
south. The windiest period is from December to
March, and the weakest winds are from May to
August. In winter the average wind force is between
4 and 5, and in summer between force 3 and 4.
Summer winds are more persistent in direction than
winter winds.

Along the coast, as shown in the tables in the
appendix, the general features of wind direction are
similar to those over the water area, except where
modified by local topography. Windspeeds over the
sea are nearly always greater than over land, and
there may be twice the number of gales at sea.

Hot summer afternoons are frequently relieved by
a refreshing wind blowing onshore from the cooler
water along most of this coast. The effect of this sea
breeze seldom penetrates more than 10 miles inland,
and much less at several points.

Temperatures.-In January, land temperatures av-
erage from 23° F. at Eastport to 29° F. at Boston and
32° F. at Nantucket. In July, temperatures average
from 73° F. at Boston and 68° F. at Nantucket to 62°
F. at Eastport. Extreme temperatures at these places
include: -23° F. at Eastport, -18° F. at Boston, and
-6° F. at Nantucket; 104° F. at Boston, 95° F. at
Nantucket, and 93° F. at Eastport.

In all seasons, changes in wind direction can cause
large temperature fluctuations. In winter, southerly
and southwesterly winds may bring mild weather,
while northwesterly winds may be very cold. In
summer, warm weather occurs with southwesterly
and westerly winds, and northeast winds may be
cool and sometimes chilly.

Temperatures at sea average about 4° F. to 8° F.
higher in January, and 2° F. to 6° F. lower in July
than along the coast.

Humidity.-Relative humidity is high throughout
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the year, and seasonal variations are small. Humidity
is generally lower with winds from the continent
and higher with southerly and easterly winds from
the ocean.

Precipitation.—-Although precipitation amounts at
sea atre not measured, the ship observations report-
ing precipitation show a maximum in winter and
spring, ranging from a high of near 20 percent in
January to less than 10 percent in July and August.
Some 5 to 10 percent of all observations report snow
in January and February.

In the winter when a cyclone passes to the south
or southeast, precipitation over the coastal area
generally falls as snow. On rare occasions freezing
rain may be encountered, which coats all objects
with a layer of ice and can cause damage to rigging
if prolonged. Along the coastal area precipitation
amounts are fairly uniformly distributed throughout
the year, ranging from about 2.5 to 4.5 inches per
month.

Thunderstorms are not frequent, occurring on an
average of less than 20 per year, mainly during June,
July, and August. Over the sea their frequency and
severity decrease.

10

15

Cloudiness.-Low clouds covering 0.6 or more of 25

the sky are reported in nearly one-half the vessel
observations in the New England offshore area from
November through March, while only 20 to 30
percent of the July-October observations report this
condition. Overcast conditions of 0.8 to 1.0 sky
cover at the coastal stations range from about 55 to
60 percent in winter to 30 to 40 percent in summer.

Total cloud amounts measured at the coastal
stations also indicate the sky cover at sea. In winter
the amount will tend to become progressively great-
er downwind with winds between west and north.

Visibility.-Poor visibility may be produced by
fog, haze, rain, and snow. Advection sea fog is the
type most common on the New England coast. It
occurs when warm humid air is cooled in passing
over the cold ocean, usually during warmer months
when the winds are from the south or southwest.
This may, however, happen at any season. These
fogs often set in almost without warning, and have
been known to persist for 3 weeks almost without
interruption.

The areas along the coast, at the heads of bays and
within the rivers, are often comparatively clear
while fog is very thick outside. Over the interior
waters, fog usually clears during the middle of the
day. The frequency of fog over land and ocean is in
opposite phase; this is, most land fog occurs in
winter, and most sea fog in summer. Consequently,
figures for fog or poor visibility at inland or
sheltered harbors are no guide to conditions at sea or
in the ap‘proach&s.

Steam fog (sea smoke), sometimes encountered in
winter, forms in very cold weather when the air
temperature is much lower than that of the water.

Fog is more likely to form with light to moderate
winds. The most frequent wind forces accompany-
ing sea fog are 2 to 4. Fog rarely forms and persists
with winds of gale force.
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Extratropical Cyclones.-The New England area
lies on, or very near, the paths most frequently
followed by extratropical cyclones, and consequent-
ly experiences frequent wind shifts and rapid weath-
er changes in the cooler seasons. These depressions
generally enter the area from the west, with the low
center passing through New England or down the
St. Lawrence Valley; or enter from the southwest,
with the center offshore. These latter northeast-
ward-moving storms are likely to be of greater
severity, with respect to precipitation and wind, due
to a considerable passage over water. Heavy rain or
snow before the passage of the storm center may be
extensive, and gales of hurricane force sometimes
accompany them. In these coastal storms, winds
from the north or northeast back to north and
northwest as the storm center moves to the north-
east out of the region. The northwesterly winds in
the western half of these storms, coming directly
from the interior, are often bitterly cold.

Tropical Cyclones.-Tropical cyclones, although
much rarer than the extratropical variety, occasion-
ally move northward in late summer and autumn.
The storm centers generally move through the
region in a northeastward direction toward and
across Nova Scotia or over the adjacent ocean, but
some have passed northward onto the southern New
England coast. As a rule, these tropical storms are
much more violent than the extratropical storms of
the same season. Many of them have taken on some
characteristics of extratropical cyclones before
reaching the area, and are less intense than in more
southerly latitudes.

Tropical Cyclones.-A tropical cyclone is a warm-
core, low-pressure system that develops over the
warm waters of the tropical oceans, and exhibits 2
rotary, counterclockwise circulation in the northern
hemisphere (clockwise in the southern hemisphere).
Although relatively small in area coverage, this
storm can attain awesome strength, with winds near
its center reaching 175 knots or more. Tropical
cyclones occur almost entirely in six rather distinct
regions of the world; one of these, the North Atlantic
Region (West Indies, Caribbean Sea, Gulf of Mexico,
and waters off the east coast of the United States),
includes the area covered by this Coast Pilot. In this
region, tropical cyclones with winds of 34-63 knots
are called tropical storms, while tropical cyclones
with winds greater than 63 knots are called hurr-
canes. Hurricanes are infrequent in comparison with
middle- and high-latitude storms, but they have 3
record of destruction far exceeding that of any other
type of storm. Because of their fury, and the fact that
they are predominately oceanic, they merit 'thc
special attention of all mariners, whether profession
al or amateur.

Rarely does the mariner who has experienced 2
fully developed tropical cylcone (hurricane) at se3
wish to encounter a second one. He has learned th
wisdom of avoiding them if possible. The uninitiated
may be misled by the deceptively small size of
tropical cyclone as it appears on a weather map, and
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by the fine weather experienced only a few hundred
miles from the reported center of such a storm. The
rapidity with which the weather can deteriorate
with approach of the storm, and the violence of the
hurricane, are difficult to visualize if they have not
been experienced.

As a tropical cyclone moves out of the tropics to
higher latitudes, it normally loses energy slowly,
expanding in area until it gradually dissipates or
acquires the characteristics of extratropical cy-
clones. At any stage, a tropical cyclone normally
loses energy at a much faster rate if it moves over
land. As a general rule, tropical cyclones of the
North Atlantic Region move with the prevailing
winds of the area. In small hurricanes the diameter
of the area of destructive winds may not exceed 25
miles while in some of the greatest storms the
diameter may be as much as 400 to 500 miles.

At the center is a comparative calm known as the
“eye of the storm.” The diameter of this “eye”
varies with individual storms and may be as little as
7 miles but is rarely more than 30 miles. The average
is 15 to 20 miles. This center is the region of low
atmospheric pressure around which winds biow in a
more or less circular course, spiraling inward in a
counterclockwise direction. Winds at the outer edge
of the storm area are light to moderate and gusty,
and often increase toward the center to speeds too
high for instrument recording. Although the air
movement near the center of the hurricane is usually
light and fitful, the seas in this area are in most cases
very heavy and confused, rendered so by the violent
shifting winds which surround it. Furthermore, after
the center has passed a vessel, she may expect a
sharp renewal of the gales, with winds from a more
or less opposite direction. The hurricane may effect
an area covering tens of thousands of square miles.

In the North Atlantic, tropical cyclones form over
& wide range of ocean between the Cape Verde
Islands and the Windward Island, over the western
part of the Caribbean Sea, and the Gulf of Mexico.

€ some may initially move northward, especial-
ly those that form southeast of Bermuda, the majori-
ty take a westerly to northwesterly course. Of these,
Some curve gradually northward, either east of or
above the larger islands of the West Indies, then turn
;}Ortheastward or eastward for varying distances
rom the Atlantic Coast of the United States. Others
Pass over or to the south of the larger islands and
enter the Gulf of Mexico, then curve northward or
Rortheastward and strike some part of the east Gulf
ast. Others may continue westward and strike the
west Gulf Coast.
mTI}e most common path is curved, the storms
¢ Oving generally in a westward direction at first,
nl:)rrrtnlfg later to the northwestward and finally to the
h castward. A considerable number, however,
tg“tl:m in low latitudes and do not turn appreciably
o € northward. Freak movements are not uncom-
ook and there have been storms that described
;;?ttr;s' in-curved paths, and other irregular
and ™ns. Movement toward the southeast is rare,
In any case of short duration. The entire
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Caribbean area, the Gulf of Mexico, the coastal
regions bordering these bodies of water, and the
Atlantic Coast are subject to these storms during the
hurricane season.

Hurricanes develop over the southern portions of
the North Atlantic, including the Gulf of Mexico,
and Caribbean Sea, mostly from June through Qcto-
ber, infrequently in May and November, and rarely in
other months; the hurricane season reaches its peak
in September. An average of nine tropical cyclones
form each year (reaching at least tropical storm
intensity) and five of these reach hurricane strength.
June and July storms tend to develop in the north-
western Caribbean or Gulf of Mexico while during
August there is an increase in number and intensity,
and the area of formation extends east of the Lesser
Antilles. September storms develop between 50° W.
and the Lesser Antilles; in the southern Gulf of
Mexico, the western Caribbean, near the Bahamas,
and around the Cape Verde Islands. Formation in
October shifts primarily to the western Caribbean
and off-season storms are widespread with a slight
concentration in the southwestern Caribbean.

The average speed of movement of tropical cy-
clones in the Tropics is about 10 to 15 knots. This
speed, however, varies considerably according to
the location of the storm, its development, and
attendant meteorological conditions. The highest
rates of progression usually occur when the storm is
moving northward or northeastward in the middle
or higher latitudes.

Locating and tracking tropical cyclones.-By means
of radio, the National Weather Service collects
weather observations daily from land stations, ships
at sea, and aircraft. When a tropical cyclone is
located, usually in its early formative stage, it is
followed closely. In the North Atlantic, U.S. Navy,
Air Force, and NOAA aircraft make frequent flights
to the vicinity of such storms to provide information
needed for tracking the tropical cyclone and deter-
mining its intensity. Long-range shore radar stations
follow the movement of the storm’s precipitation
area when it is in range. Bulletins are broadcast to
ships several times daily, giving information on each
storm’s location, intensity, and movement. As a
further aid, the mariner may obtain weather reports
by radio directly from other ships in the vicinity of a
tropical cyclone.

Signs of approach.-Although radio reports nor-
mally prove adequate for locating and avoiding a
tropical cyclone, knowledge of the appearance of
the sea and sky in the vicinity of such a storm is
useful to the mariner. The passage of a hurricane at
sea is an experience not soon to be forgotten.

An early indication of the approach of such a
storm is the presence of a long swell. In the absence
of a tropical cyclone, the crests of swell in the deep
waters of the Atlantic pass at the rate of perhaps
eight per minute. Swell generated by a tropical
cyclone is about twice as long, the crests passing at
the rate of perhaps four per minute. Swell may be
observed several days before arrival of the storm.

When the storm center is 500 to 1,000 miles away,
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the barometer usually rises a little, and the skies are
relatively clear. Cumulus clouds, if present at all, are
few in number, and their vertical development
appears suppressed. The barometer usually appears
restless, pumping up and down a few hundredths_of
an inch. )

As the tropical cyclone comes nearer, a clou
sequence begins which resembles that associated
with the approach of a warm front in middle
latitudes. Snow-white, fibrous “mare’s tails” (cirrus)
appear when the storm is about 300 to 600 miles
away. Usually these seem to converge, more or less,
in the direction from which the storm is approach-
ing. This convergence is particularly apparent at
about the time of sunrise and sunset.

Shortly after the cirrus appears, but sometimes
before, the barometer starts a long, slow fall. At first
the fall is so gradual that it only appears to alter
somewhat the normal daily cycle (two maximums
and two minimums in the Tropics). As the rate of
fall increases, the daily pattern is completely lost in
the more or less steady fall.

The cirrus becomes more confused and tangled,
and then gradually gives way to a continuous veil of
cirrostratus. Below this veil, altostratus forms, and
then stratocumulus. These clouds gradually become
more dense, and as they do so, the weather becomes
unsettled. A fine, mistlike rain begins to fall, inter-
rupted from time to time by showers. The barometer
has fallen perhaps a tenth of an inch.

As the fall becomes more rapid, the wind in-
creases in gustiness, and its speed becomes greater,
reaching a value of perhaps 22 to 40 knots (Beaufort
6-8). On the horizon appears a dark wall of heavy
cumulonimbus, the bar of the storm. Portions of this
heavy cloud become detached from time to time and
drift across the sky, accompanied by rain squalls and
wind of increasing speed. Between squalls, the
cirrostratus can be seen through breaks in the
stratocumulus.

As the bar approaches, the barometer falls more
rapidly and wind speed increases. The seas, which
have been gradually mounting, become tempestuous
and, squall lines, one after another, sweep past in
ever increasing number and intensity.

With the arrival of the bar, the day becomes very
dark, squalls become virtually continuous and the
barometer falls precipitously, with a rapid increase
in the wind speed. The center may still be 100 to 200
miles away in a hurricane. As the center of the storm
comes closer, the ever-stronger wind shrieks
through the rigging and about the superstructure of
the vessel. As the center approaches, rain falls in
torrents. The wind fury increases. The seas become
mountainous. The tops of huge waves are blown off
to mingle with the rain and fill the air with water.
Obijects at a short distance are not visible. Even the
largest and most seaworthy vessels become virtually
unmanageable, and may sustain heavy damage. Less
sturdy vessels do not survive. Navigation virtually
stops as safety of the vessel becomes the prime
consideration. The awesome fury of this condition
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can only be experienced. Words are inadequate to
describe it.

If the eye of the storm passes over the vessel, the
winds suddenly drop to a breeze as the wall of the
eye passes. The rain stops, and skies clear sufficiently
to permit the sun to shine through holes in the
comparatively thin cloud cover. Visibility improves.
Mountainous seas approach from all sides, apparent-
ly in complete confusion. The barometer reaches its
lowest point, which may be 1% or 2 inches below
normal in hurricanes. As the wall on the opposite
side of the eye arrives, the full fury of the wind
strikes as suddenly as it ceased, but from the
opposite direction. The sequence of conditions that
occurred during approach of the storm is reversed
and passes more quickly, as the various parts of the
storm are not as wide in the rear of a storm as on its
forward side.

Locating the center of a tropical cyclone.-If intelli-
gent action is to be taken to avoid the full fury of a
tropical cyclone, early determination of its location
and direction of travel relative to the vessel is
essential. The bulletins and forecasts are an excellent
general guide, but they are not infallible and may be
sufficiently in error to induce a mariner in a critical
position to alter course so as to unwittingly increase
the danger of the vessel. Often it is possible, using
only those observations made aboard ship, to obtain
a sufficiently close approximation to enable the
vessel to maneuver to the best advantage.

As previously stated, the presence of an excep-
tionally long swell is usually the first visible indica-
tion of the existence of a tropical cyclone. In deep
water it approaches from the general direction of
origin (the position of the storm center when the
swell was generated). However, in shoaling water
this is a less reliable indication because the direction
is changed by refraction, the crests being more
nearly parallel to the bottom contours.

When the cirrus clouds appear, their point of
convergence provides an indication of the direction
of the storm center. If the storm is to pass well t0
one side of the observer, the point of convergence
shifts slowly in the direction of storm movement. [
the storm center will pass near the observer, this
point remains steady. When the bar becomes visible,
it appears to rest upon the horizon for several hours.
The darkest part of this cloud is in the direction of
the storm center. If the storm is to pass to one side,
the bar appears to drift slowly along the horizon. If
the storm is heading directly toward the observer
the position of the bar remains fixed. Once withif
the area of the dense, low clouds, one shOlll,d
observe their direction of movement, which ¥
almost exactly along the isobars, with the center of
the storm being 90° from the direction of clou
movement (left of direction of movement in the
Northern Hemisphere.)

The winds are probably the best guide to th
direction of the center of a tropical cyclone. The
circulation is cyclonic, but because of the steeP
pressure gradient near the center, the winds thert
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blow with greater violence and are more nearly
circular than in extratropical cyclones.

According to Buys Ballot’s law, an observer who
faces into the wind has the center of the low
pressure on his right (northern hemisphere) and
somewhat behind him. If the wind followed circular
isobars exactly, the center would be exactly eight
points, or 90°, from dead ahead when facing into the
wind. However, the track of the wind is usually
inclined somewhat toward the center, so that the
angle dead ahead varies between perhaps § and 12
points (90° to 135°). The inclination varies in differ-
ent parts of the same storm. It is least in front of the
storm, and greatest in the rear, since the actual wind
is the vector sum of that due to the pressure gradient
and the motion of the storm along the track. A good
average is perhaps 10 points in front, and 11 or 12
points in the rear. These values apply when the
storm center is still several hundred miles away.
Closer to the center, the wind blows more nearly
along the isobars, the inclination being reduced by
one or two points at the wall of the eye. Since wind
direction usually shifts temporarily during a squall,
its direction at this time should not be used for
determining the position of the center.

When the center is within radar range, it might be
located by this equipment. However, since the radar
return is predominately from the rain, results can be
deceptive, and other indications should not be
neglected.

Distgnce from the storm center is more difficult to
determine than direction. Radar is perhaps the best
guide. The rate of fall of the barometer is of some
help; this is only a rough indication however, for the
rate of fall may be quite erratic and will vary
Somewhat with the depth of the low at the center,
the speed of the storm center along its track, and the
Stage in the life cycle of the storm.

euvering to avoid the storm center.-The safest
Procedure with respect to tropical cyclones is to
avoid them. If action is taken sufficiently early, this
s simply a matter of setting a course that will take
the vessel well to one side of the probable track of
tge storm, and then continuing to plot the position of
the storm center, as given in the weather bulletins,
revising the course as needed.

Owever, such action is not always possible. If
one finds himself within the storm area, the proper
acltlo_n to take depends in part upon his position
:e ative to the storm center and its direction of
tlrlavel. It 1s customary to divide the circular area of
. gStorm into two parts. In the northern hemi-
(gc‘?;;e’ that part to the right of the storm track
ot ng )m_the direction toward which the storm is
considg 15 called the dangerous semicircle. It is
smeud ered dangerous because (1) the actual wind
gradie lts greater than that due to the pressure
mofi nt alone, since it is augmented by the forward
wing L Of the storm, and (2) the direction of the
of theand Sea is such as to carry a vessel into the path
The storm (in the forward part of the semicircle).
na ﬁgl::;t to the left of the storm track is called the

¢ semicircle, In this part, the wind is de-
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creased by the forward motion of the storm, and the
wind blows vessels away from the storm track (in
the forward part). Because of the greater wind speed
in the dangerous semicircle, the seas are higher here
than in the navigable semicircle.

A plot of successive positions of the storm center
should indicate the semicircle in which a vessel is
located. However, if this is based upon weather
bulletins, it is not a reliable guide because of the lag
between the observations upon which the bulletin is
based and the time of reception of the bulletin, with
the ever present possibility of a change in the
direction of motion of the storm. The use of radar
eliminates this lag, but the return is not always a true
indication of the center. Perhaps the most reliable
guide is the wind. Within the cyclonic circulation, a
veering wind (one changing direction to the right in
the northern hemisphere and to the left in the
southern hemisphere) indicates a position in the
dangerous semicircle, and a backing wind (one
changing in a direction opposite to a veering wind)
indicates a position in the navigable semicircle.
However, if a vessel is underway, its motion should
be considered. If it is outrunning the storm or
pulling rapidly toward one side (which is not
difficult during the early stages of a storm, when its
speed is low), the opposite effect occurs. This shouid
usually be accompanied by a rise in atmospheric
pressure, but if motion of the vessel is nearly along
an isobar, this may not be a reliable indication. If in
doubt, the safest action is usually to stop long
enough to determine definitely the semicircle. The
loss in valuable time may be more than offset by the
minimizing of the possibility of taking the wrong
action and increasing the danger to the vessel. If the
wind direction remains steady (for a vessel which
has stopped), with increasing speed and falling
barometer, the vessel is in or near the path of the
storm. If it remains steady with decreasing speed and
rising barometer, the vessel is on the storm track,
behind the center.

The first action to take if one finds himself within
the cyclonic circulation is to determine the position
of his vessel with respect to the storm center. While
the vessel can still make considerable way through the
water, a course should be selected to take it as far as
possible from the center. If the vessel can move faster
than the storm, it is a relatively simple matter to
outrun the storm if sea room permits. But when the
storm is faster, the solution is not as simple. In this
case, the vessel, if ahead of the storm, will approach
nearer to the center. The problem is to select a
course that will produce the greatest possible mini-
mum distance. This is best determined by means of a
relative movement plot.

As a very general rule, for a vessel in the
Northern Hemisphere, safety lies in placing the wind
on the starboard bow in the dangerous semicircle
and on the starboard quarter in the navigable
semicircle. If on the storm track ahead of the storm,
the wind should be put about two points on the
starboard quarter until the vessel is well within the
navigable semicircle, and the rule for that semicircle
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then followed. With a faster than average vessel, the
wind can be brought a little farther aft in each case.
However, as the speed of the storm increases along
its track, the wind should be brought farther for-
ward. If land interferes with what would otherwise
be the best maneuver, the solution should be altered
to fit the circumstances. If the speed of the vessel is
greater than that of the storm, it is possible for the
vessel, if behind the storm, to overtake it. In this
case, the only action usually needed is to slow
enough to let the storm pull ahead.

In all cases, one should be alert to changes in the
direction of movement of the storm center, particu-
larly in the area where the track normally curves
toward the pole. If the storm maintains its direction
and speed, the ship’s course should be maintained as
the wind shifts.

If it becomes necessary for a vessel to heave to,
the characteristics of the vessel should be consid-
ered. A power vessel is concerned primarily with
damage by direct action of the sea. A good general
rule is to heave to with head to the sea in the
dangerous semicircle or stern to the sea in the
navigable semicircle. This will result in greatest
amount of headway away from the storm center,
and least amount of leeway toward it. If a vessel
handles better with the sea astern or on the quarter,
it may be placed in this position in the navigable
semicircle or in the rear half of the dangerous
semicircle, but never in the forward half of the
dangerous semicircle. It has been reported that when
the wind reaches hurricane speed and the seas
become confused, some ships ride out the storm best
if the engines are stopped, and the vessel is permitted
to seek its own position. In this way, it is said, the
ship rides with the storm instead of fighting against
it.

In a sailing vessel, while attempting to avoid a
storm center, one should steer courses as near as
possible to those prescribed above for power vessels.
However, if it becomes necessary for such a vessel
to heave to, the wind is of greater concern than the
sea. A good general rule always is to heave to on
whichever tack permits the shifting wind to draw
aft. In the northern hemisphere this is the starboard
tack in the dangerous semicircle and the port tack in
the navigable semicircle.

Practical rules.-When there are indications of a
hurricane, vessels should remain in port or seek one
if possible. Changes in barometer and wind should
be carefully observed and recorded, and every
precaution should be taken to avert damage by
striking light spars, strengthening moorings, and if a
steamer, preparing steam to assist the moorings. In
the ports of the southern States hurricanes are
generally accompanied by very high tides, and
vessels may be endangered by overriding the wharf
where moored if the position is at all exposed.

Vessels in the Straits of Florida may not have sea
room to maneuver 8o as to avoid the storm track,
and should try to make a harbor, or to stand out of
the straits to obtain sea room. Vessels unable to
reach a port and having sea room to maneuver
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usually observe the previously discussed general
rules for avoiding the storm center, which, for
power-driven vessels, are summarized as follows:

Right or dangerous semicircle.-Bring the wind on
the starboard bow (045° relative), hold course and
make as much way as possible. If obliged to heave
to, do so with head to the sea.

Left or navigable semicircle.-Bring the wind on
the starboard quarter (135° relative), hold course
and make as much way as possible. If obliged to
heave to, do so with stern to the sea.

On storm track, ahead of center.~-Bring the wind
two points on the starboard quarter (157%° relative),
hold course and make as much way as possible.
When well within the navigable semicircle, maneu-
ver as indicated above.

On storm track, behind center.-Avoid the center
by the best practicable course, keeping in mind the
tendency of tropical cyclones to curve northward
and eastward.

Coastal effects.-The high winds of a hurricane
inflict widespread damage when such a storm leaves
the ocean and crosses land. Aids to navigation may
be blown out of position or destroyed. Craft in
harbors, unless they are properly secured, drag
anchor or are blown against obstructions. Ashore,
trees are blown over, houses are damaged, power-
lines are blown down, etc. The greatest damage
usually occurs in the dangerous semicircle a short
distance from the center, where the strongest win_ds
occur. As the storm continues on across land, it
fury subsides faster than it would if it had remained
over water.

Along the coast, particularly, greater damage may
be inflicted by water than by the wind. There are at
least four sources of water damage. First, the
unusually high seas generated by the storm wind
pound against shore installations and craft in thetf
way. Second, the continued blowing of the wind
toward land causes the water level to increase
perhaps 3 to 10 feet above its normal level. This
storm tide, which may begin when the storm center
is 500 miles or even farther from the shore, gradually
increases until the storm passes. The highest storm
tides are caused by a slow-moving hurricane of
larger diameter, because both of these effects result
in greater duration of wind in the same directioD:
The effect is greatest in a partly enclosed body of
water, such as the Gulf of Mexico, where the
concave coastline does not readily permit the escap
of water. It is least on small islands, which present
little obstruction to the flow of water. Third, tht
furious winds which blow around the wall of the €y¢
often create a ridge of water called a storm surge
which strikes the coast and often inflicts heaVy
damage. The effect is similar to that of a Tsunam
(seismic sea wave) caused by an earthquake in th
ocean floor. Both of these waves are popularly
called tidal waves. Storm surges of 20 feet or morc
have occurred. About 3 or 4 feet of this is due to the
decrease of atmosphere pressure, and the rest 10
winds. Like the damage caused by wind, that due 0
high seas, the storm tide, and the storm surge 5
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greatest in the dangerous semicircle, near the center.
The fourth source of water damage is the heavy rain
that accompanies a tropical cyclone. This causes
.floods that add to the damage caused in other ways.
i When proceeding along a shore recently visited
‘by a hurricane, a navigator should remember that
i time is required to restore aids to navigation which
‘have been blown out of position or destroyed. In
‘some instances the aid may remain but its light,
: sound apparatus, or radiobeacon may be inoperative.
: Landmarks may have been damaged or destroyed.

Ice.-The extent to which the harbors of Maine are
 closed to navigation by ice varies greatly in different
; years. During some winters most of the harbors are
. open, while in others the only harbors available for

anchorages are Quoddy Narrows, Eastport, Little
River, Machias Bay (above Avery Rock Light),
Mistake Harbor (not much used), Winter Harbor,
and Boothbay Harbor. Portland Harbor generally
has an open channel in winter, kept so by steamers
and tugs. The mouths of the rivers are generally
avoided for anchorage in winter and early spring on
account of running ice. In the bays and harbors the
ice formation is mostly local; beginning at the head,
in sheltered places along the shore, it extends
outward. During a calm or light winds from north-
ward the local formations rapidly increase, while
strong winds break them up and force them as drift
Ice onto the lee shore. The tidal currents do not
prevent the formation of ice or influence its move-
ments in strong winds except in the larger rivers.

In severe winters some of the harbors south of

Cape Ann are closed to navigation by ice, and there
18 more or less drift ice in all the harbors, in Cape
Cod Bay, and on Monomoy and Nantucket Shoals.
In the principal harbors, steamers and tugs usually
keep a channel open. See Ice under the different
headings in the text.

b During some winter months or when threatened
fy Icing conditions, lighted buoys may be removed
l'mm stations or replaced by unlighted buoys; un-
ighted buoys, and daybeacons and lights on marine
sites also may be removed. (See Light List.)
UThe International Ice Patrol is conducted by the

S. Coast Guard whenever the presence of ice

AY S to threaten steamship traffic in the North
dmtlc Ocean, which usually begins in February
and extends to about July. The patrol guards the
Southeastern, southwestern, and southern limits of
B:n]l;:glons of icebergs in the vicinity of the Grand
n of Newfoundland for the purpose of inform-
Sassing ships of the extent of this dangerous area.
pass‘eports- of ice in this area are collected from
Shonlxnlg ships and from flights by Ice Patrol aircraft.
Const GSevere ice conditions be encountered, the
duct i uard deploys a surface patrol ship to con-
is g Ce observations. Information on ice conditions
bmadmmntl,ated by Ice Patrol Bulletins which are
radio (S?:ttl Y radio and landline circuits. A list of the
publishog ons, frequencies, and times of broadcast is
the Fipgt annually in Local Notices to Mariners of
1rst and Third Coast Guard Districts and in
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Radio Navigational Aids Pub. 117A issued by the
Defense Mapping Agency Hydrographic/Topo-
graphic Center.

All shipping is requested to assist in the operation
of the International Ice Patrol by radio reporting all
sightings of ice at once to the Commander, Interna-
tional Ice Patrol (COMINTICEPAT), Governors
Island, N.Y. The report can usually be made via the
nearest Coast Guard station.

Principal ports.-~The ports within the area of this
Coast Pilot which have regular deep-draft commer-
cial traffic are Bucksport, Maine; Searsport, Maine;
Portland, Maine; Portsmouth, N.H.; Gloucester,
Mass.; Salem, Mass.; and Boston, Mass.

Pilotage is compulsory for foreign vessels and
U.S. vessels under register in the foreign trade as
follows:

Maine-Eastport, Cobscook Bay, Pennamaquan
River, and Friar Roads when entered through Head
Harbor Passage, Frenchman Bay, Penobscot Bay
and River, Kennebec River to Bath, and Portland.

New Hampshire~All ports.

Massachusetts—-All ports.

Pilotage is optional for coastwise vessels that have
on board a pilot properly licensed by the Federal
Government for the waters which the vessel travels.

Arrangements for pilots should be made by the
ships’ agents at least 24 hours in advance at all of the
ports. Detailed information on pilotage procedures is
given in the text for the ports concerned.

Towage.-Tugs are available at Belfast, Boothbay
Harbor, Portland, Portsmouth, and Boston. At a
number of other places power fishing boats and
launches can be secured for handling smaller vessels
and barges. Arrangements for tugs should be made
in advance through ships’ agents or the pilots. (See
the text for the ports concerned as to the availability
of tugs.)

Vessel Arrival Inspections.-Quarantine, customs,
immigration, and agricultural quarantine officials are
stationed in most major U.S. ports. (See appendix for
addresses.) Vessels subject to such inspections gen-
erally make arrangements in advance through ships’
agents. Unless otherwise directed, officials usually
board vessels at their berths.

Harbormasters are appointed for most of the
ports. They have charge of the anchorage and
berthing of vessels.

Supplies.~Boston, Portland, and Portsmouth are
the principal ports at which general supplies, provi-
sions, and marine supplies can be obtained. Boston,
Portland, Bucksport, Salem, Portsmouth, and Sears-
port have stocks of fuel oil. Diesel oil is available at
Beverly, Boston, Gloucester, Portsmouth, Sears-
port, Bucksport, Portland, Rockland, and Boothbay
Harbor. Yacht and small-boat supplies including
gasoline and diesel fuel are available at most of the
smaller ports.

Repairs.-Major repairs to large vessels can be
made at Boston and to a lesser extent at Bath.
Portland is equipped to handle above-water hull and
engine repairs of deep-draft vessels. Tugs and large
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fishing vessels can be hauled out at Boston,
Gloucester, Stonington, Rockland, and Portland.
Smaller vessels, motorboats, and yachts can be
hauled out, and ordinary repairs to machinery and
hull can be made at most of the smaller ports.

Small-craft facilities.—Marine supplies, repair facil-
ities, and other services for small craft are available
at all of the major ports, and most of the coastal
towns and villages along the coasts of Massachu-
setts, New Hampshire, and that portion of the Maine
coast southwestward of Boothbay Harbor. North-
eastward of Boothbay Harbor the coast is less
densely populated and the small-craft facilities are
usually farther apart and the services rendered are
often limited, thereby making careful advance plan-
ning prudent. A description of the facilities is given
in the geographic text. Some small-craft charts have
been published for the area covered by this Coast
Pilot that also show marine facilities.

A vessel of less than 65.6 feet (20 meters) in length
or a sailing vessel shall not impede the passage of a
vessel that can safely navigate only within a narrow
channel or fairway. (Navigation Rules, International-
Inland Rule 9(b).)

Standard Time.-The area covered by this Coast
Pilot uses eastern standard time {e.s.t.), which is 5
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hours slow of Greenwich mean time (G.m.t.). Exam-
ple: When it is 1000 at Greenwich, it is 0500 along
this coast.

Daylight saving time.-Throughout the area of this
Coast Pilot, clocks are advanced 1 hour on the last
Sunday in April and are set back to standard time on
the last Sunday in October.

Legal public holidays.-New Year’s Day, January
1; Washington’s Birthday, third Monday in Febru-
ary; Memorial Day, last Monday in May; Indepen-
dence Day, July 4; Labor Day, first Monday in
September; Columbus Day, second Monday in Oc-
tober; Veterans Day, November 11; Thanksgiving
Day, fourth Thursday in November; and Christmas
Day, December 25. The national holidays are ob-
served by employees of the Federal Government
and the District of Columbia, and may not be
observed by all the States in every case.

In addition, other holidays are observed in the
New England States: General Election Day, first
Tuesday after first Monday in November, in Maine
and New Hampshire; March 17, Evacuation Day,
and June 17, Bunker Hill Day, in Boston and Suffolk
County, Mass.; Patriot’s Day, third Monday in
April, in Maine and Massachusetts; Fast Day, fourth
Monday in April, in New Hampshire.



4. QUODDY NARROWS TO CALAIS, MAINE

This chapter describes the Maine and New Bruns-
wick coasts from Quoddy Narrows through Lubec
Channel, Friar Roads, Western Passage, and the St.
Croix River to the head of navigation at Calais.
Included in the text are discussions of the Maine
ports of Lubec, Eastport, and Calais; the Canadian
ports of St. Stephen and St. Andrews; several small
harbors on Campobello Island; and Head Harbour
Passage.

COLREGS Demarcation Lines.-The lines estab-
lished for this part of the coast are described in
80.105, chapter 2.

Chart 13328.-The approaches to St. Croix River
include Quoddy Narrows, Lubec Channel, Friar
Roads, Head Harbour Passage, Western Passage,
and Passamaquoddy Bay. The principal entrance is
around the northern end of Campobello Island
through Head Harbour Passage. This passage is deep
and generally clear of dangers. The channel through
Lubec Narrows is also used, especially at high
water. The tidal currents are strong in both passages.

West Quoddy Head, the easternmost point of the
United States, is bold and wooded. West Quoddy
Head Light (44°48.9'N., 66°57.1'W.), 83 feet above
the water, is shown from a 49-foot red and white
horizontally banded tower on the eastern edge of the
headland. A fog signal and a radiobeacon are at the
light. The abandoned Coast Guard lookout tower
near the summit of the ridge westward of the light is
the most conspicuous landmark in the approach to
Quoddy Narrows from seaward.

Between West Quoddy Head and Calais, fluores-
cent red pyramidal markers deflne straight line
segments and turning points of the United States-
Canada boundary.

Quoddy Narrows (Quoddy Roads), between West
Quoddy Head and Canada’s Campobelio Island, is
the usual anchorage for vessels seeking shelter or
waiting for a favorable tide to pass through Lubec
Narrows. The entrance, between West Quoddy
Head and The Boring Stone, is about 0.8 mile wide
and has a depth of 28 feet near the middie. Winds
from east to south generate rough seas in the
entrance.

The anchorage affords shelter from northerly and
westerly winds in depths of 12 to 25 feet, but is open
to winds from the east and south, and protection
from northeast gales is reported poor. The northern
and western parts of Quoddy Narrows between
West Quoddy Head and Lubec are full of shoals
which partly uncover.

Sail Rock and Little Sail Rock are two bare rocks
on a ledge about 0.2 mile southeastward of West
Quoddy Head Light. The ledge extends more than
100 yards east of the two rocks. As swirls form just
southward and eastward of Sail Rock during the
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strength of the tidal current, the rock should be
given a good berth. A lighted whistle buoy is about
0.4 mile southeastward of Sail Rock, about in line
with the rock and West Quoddy Head Light. A
fairway bell buoy, about 0.5 mile north-northeast-
ward of the light, marks the entrance to Quoddy
Narrows and the approach to Lubec Channel.

Round Rock, which uncovers, and The Boring
Stone, 5 feet high and bare, are 500 yards southwest
of Liberty Point, a bold headland, which is the
southern extremity of Campobello Island. Vessels
should pass at least 300 yards off the southernmost
rock. An islet about 200 yards off Liberty Point is
conspicuous, as is Ragged Point about 0.4 mile
northeastward of it.

Wormell Ledges, which partly uncover, are about
400 yards northward of West Quoddy Head, and are
marked at their northern end by a buoy.

Middle Ground, covered 4 feet, is a shoal in the
middle of Quoddy Narrows, 0.7 mile north-north-
west of West Quoddy Head, and is marked on its
southwestern side by a buoy.

Lubec Channel and Lubec Narrows, between
Quoddy Narrows and Friar Roads, have been im-
proved by dredging. In 1977, the controlling depth
was 3% feet (10 feet at midchannel). The channel is
marked by a light and buoys. At spring tides the low
water may be 3 or 4 feet below the average. Lubec
Narrows has strong tidal currents and eddies. It is
not advisable to use this passage without local
knowledge.

Shoals bare on both sides of Lubec Narrows at
low water. A breakwater extends from Short Point
on the west side of the channel about 300 yards
northward of Mowry Point, on the southwest side of
the narrows.

The Franklin D. Roosevelt Memorial Highway
Bridge crosses the narrows from Lubec to Campo-
bello Island at a point about 400 yards southward of
the abandoned lighthouse on Mulholland Point. The
fixed span has a clearance of 47 feet.

Another breakwater extends from the shore to
Gun Rock and 75 yards eastward of the rock on the
west side of the channel at the north end of the
narrows. This breakwater is marked by a white
pyramid midway of its length. The breakwater
covers at extreme high water. A ledge extending
about 150 yards north-northeasterly from Gun Rock
has 7 feet over it and is marked on its north end by a
buoy.

Lubec is a small town on the west side of Lubec
Narrows. Its principal industries are fishing and the
canning and smoking of herring. The most promi-
nent features are a tall church spire on the hill in the
town and an elevated tank on the north shore of the
town, both of which are visible from Friar Roads
and Quoddy Narrows. A prominent school and its
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gymnasium are about 700 yards westward of Mowry
Point.

Tides and currents.-The mean range of tide at
Lubec is 17.5 feet, but tidal ranges of over 20 feet are
not uncommon. For current predictions see the
Tidal Current Tables.

U.S. Customs and Immigration officers are sta-
tioned at the Roosevelt Memorial Bridge 24 hours
daily.

The port has two fish canning factories with
wharves that bare alongside at low water.

An L-shaped 250-foot pier about 0.2 mile north-
ward of the Roosevelt Memorial Bridge is used to
unload fishing boats. It has 2 feet alongside its outer
face, and a suction pump is utilized to unload the
boats. There is a 2,400-square-foot storage and
transfer shed at the head of the pier. Boats usually
unload along the outer end of the southern side of
the pier at or near high water.

A 170-foot-long L-shaped commercial fishing
wharf with a 62-foot face is on the north waterfront.
The depths alongside were reported to be 14 feet,
with 6 feet along the outer face. A public small-craft
launching ramp with an adjoining float landing is
about 250 yards eastward of the wharf.

The harbormaster may usually be found at the
launching ramp.

There are no regular repair facilities at Lubec.
Due to the large tidal range, boatmen usually
ground out their vessels for below-the-waterline
repairs. Diesel fuel is available by truck at the
cannery wharf 200 yards north of the bridge. Ice,
provisions, and limited marine supplies are available
in Lubec. The town has no public transportation.

Pilotage is not compulsory.

Johnson Bay, on the northwest side of Lubec, is a
well-sheltered and frequently used anchorage. The
approach from southward is through Quoddy
Narrows and Lubec Narrows, and the approach
from northward is through Friar Roads. The best
anchorage for deep-draft vessels is in depths of 42 to
54 feet just southward of a line from Mulholland
Point abandoned lighthouse to wooded Rodgers
Island, 0.8 mile northwest of Lubec.

The southwestern part of Johnson Bay is shoal for
a distance of 0.5 mile from its head. A shoal covered
17 feet is near the middle of the bay, and another
shoal covered 11 feet is 350 yards off the eastern
shore.

Popes Folly is a thinly wooded islet 0.3 mile north-
northwest of Mulholland Point. The bar that extends
southeastward from the islet to Campobello Island
has a depth of 15 feet, and vessels bound southward
to Lubec or through Lubec Narrows cross it. The
ledge that extends northeastward from the islet is
marked at its outer end by a buoy.

Dudley Island, 0.3 mile northwestward of Popes
Folly, is high and mostly grass covered. A causeway
connects it with Treat Island, 0.2 mile northward.

Treat Island, largest of the islands between Lubec
Narrows and Eastport, is high and grass-covered on
the south end and wooded on the north end. Burial
Islet, small and grass-covered, is 300 yards north-
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westward and bare Gull Rock is 400 yards westward
of Treat Island. The former Government wharf on
the west side of the island near its north end has a
depth of about 14 feet alongside.

Broad Cove, which makes into the south shore of
Moose Island west of Eastport, is a good anchorage.
The head of the cove is shoal for a distance of 0.2
tnile. “Rocks, which uncover, extend 300 yards
southeastward and southward from Shackford Head,
on the western side of the entrance, and are marked
at their south end by a buoy. The stacks of the
reduction plants on the east side of the cove are
conspicuous. Each of the two fish-reduction plants
has a pier used for unloading fish products. The
southernmost pier has a reported 22 feet alongside
and uses suction pumps to unload fish from the
boats.

Deep Cove is the first cove to the northwestward
of Broad Cove on Moose Island. A wharf in the
cove is in ruins and is no longer usable. A T-shaped
pier about 435 feet in length with a reported 12 feet
alongside its outer face is on a former seaplane
launching ramp on the southeastern side of the cove.
It is used by an adjacent marine vocational school.

Snug Cove, on the west side of Campobello Island
eastward of Dudley Island, is of no importance
except to small craft. Between Snug Cove and
Dudley Island is an unmarked rock covered 13 feet.
Vessels entering Friar Roads from the southward
pass on either side of the unmarked rock.

Friars Head, to the north of Snug Cove, is on the
south side of the entrance to Friars Bay, on the
western side of Campobello Island. Friars Bay is
used as an anchorage, and on its northern side is the
village of Welshpool, where small craft can find
protection in all weather at the government wharf,
which has a 215-foot face with 14 feet reported
alongside. A light is on the outer end of the wharf.

For a distance of 1.3 miles from Welshpool, the
west shore of Campobello Island continues north-
ward to Bald Head, a point just south of which is a
prominent circular hill 101 feet high. From Bald
Head the coast trends northeastward 0.6 mile to
Man of War Head, which is on the south side of the
entrance to Harbour De Lute. The L-shaped break-
water-wharf, in the cove near the northwestern end
of Man of War Head, has depths of 5 to 10 feet
reported along the inner side of its north face. A
light, 23 feet above the water, is shown from a
skeleton tower at the outer end of the breakwater.
The basin behind the breakwater has been dredged
to depths of 7 to 5 feet.

Harbour De Late is used as an anchorage by small
vessels, but those without local knowledge should
not go beyond the 9-foot spot, known as Racer
Rock, in the middle of the entrance to the inner
harbor. The inner harbor is obstructed by fishweirs.
Indenting the north shore of Harbour De Lute east
of Windmill Point, which is on the north side of the
entrance, are four coves that are of little importance
except to the fishing industry.

In Curry Cove, the northernmost, there is an L-
shaped wharf with reported depths of 5 feet along
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the outer and inner sides of its 150-foot outer face. A
light is on the outer corner of the wharf. The wharf
is unsafe during strong southwest winds.

The harbors on the west side of Campobello
Island are used as harbors of refuge by fishing
vessels during heavy easterly gales.

Friar Roads (Eastport Harbor), which lies be-
tween Moose Island and Campobello Island, is
approached from northward through Head Harbour
Passage and from southward through Quoddy
Narrows and Lubec Narrows. Friar Roads is the
principal approach to Passamaquoddy Bay and St.
Croix River.

Eastport, a city situated on the hilly east side of
Moose Island, is the easternmost deepwater port in
the United States. The docks of the port are along
the waterfront on the east shore of the island. There
is a hospital in town.

The principal industries are fishing, with its atten-
dant phases of canning, smoking, freezing and pick-
ling herring and other fish, and manufacture of the
byproducts of fish oil, meal, and pearl essence, and
some lobstering. There is also a woolen mill. LASH-
type vessels anchor off Eastport to load forest
products.

Prominent features.-The principal landmarks are a
green standpipe, yellow brick high school 50 yards
eastward, the storm warning signal tower on the
summit of the hill overlooking the town, the custom-
house with its square tower, the spire of a church
about 300 yards west-southwest of the customhouse,
and the stacks of several canneries about the island.
Numerous concrete pylon boundary markers on the
tops of the hills are also conspicuous.

A dredged small-craft harbor for commercial and
pleasure craft is off the customhouse in Eastport.
The harbor is protected on its northerly and easterly
sides by a steel piling, solid fill, L-shaped breakwa-
ter—wharf onto which fishing vessels can unload
their catch into trucks. In April 1984, depths of 13
feet and 9 feet were available in the southern part
and northern part of the harbor, respectively. A
town float with 10 feet alongside is on the inner side
of the breakwater at the north end of the harbor.
Boats usually moor along the inner face of the
breakwater. In fair weather, berthing is available
along the east and north secaward faces of the
breakwater in depths of 20 feet and 7 to 10 feet,
respectively. Forest products are loaded along the
east face. Electricity is available at all the berths, and
diesel fuel can be delivered by truck on short notice.
The breakwater is floodlighted at night. The harbor-
master may be contacted through the town hall. A
small-craft launching ramp is in the northwest cor-
ner of the harbor. Additional small-craft berths are
available 0.2 mile north of the harbor.

Deep-draft vessels may anchor about 0.5 mile off
the town with Cherry Island bearing 017° about 1.1
miles distant. The bottom here is broken and rocky,
and the tidal currents are strong. This anchorage is
not recommended in easterly weather, when more
favorable conditions may be found on the opposite
side of the bay off Friars Bay or off Broad Cove on
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the west side of the island. Anchorage in Deep Cove
is not recommended due to submarine cables.

Dangers off Eastport include Margie Rock, co-
vered 13 feet, about 100 yards south-southeastward
of the breakwater, and Clark Ledge, marked by a
daybeacon, about 0.5 mile north of the breakwater.

A rock-filled crib, the remains of an old pier and
dangerous to small craft an hour before and after
low water, is about 100 yards southward of the
southern tip of the town breakwater-wharf.

Dog Island, 0.3 mile northwestward of Clark
Ledge, has a grassy top and a shelving ledge
extending about 100 yards off the high-water line of
the island. Dog Island Light 5 (44°55.1'N.,
66°59.4'W.), 35 feet above the water, is shown from
a skeleton tower with a square green daymark. A
red sector in the light covers Clark Ledge; a fog
signal is at the light.

Whirlpools and eddies that are dangerous at times
for small boats are encountered between Dog Island
and Deer Island Point, 0.5 mile northeastward. They
are reported to be worst about 3 hours after low
water.

Tides and currents.-The mean range of tide at
Eastport is 18.4 feet. Daily predictions are given in
the Tide Tables. For current predictions see the
Tidal Current Tables.

(See page T-1 for Eastport climatological table.)

Pilotage is compulsory for foreign vessels and
U.S. vessels under register 1,000 gross tons or over
at Eastport, Cobscook Bay, Pennamaquan River and
Friar Roads when entered through Head Harbour
Passage. Pilotage can be arranged for through ships’
agents or the Penbay Pilots, Belfast, Maine (tele-
phone: 207-338-1640). The pilots board vessels off
East Quoddy Head or West Quoddy Head. The pilot
boats monitor VHF-FM channel 16 (156.80 MHz).
Pilots for local inside waters can be found among the
boatmen at Lubec or Eastport.

Quarantine, customs, immigration, and agricultural
quarantine.-(See chapter 3, Vessel Arrival Inspec-
tions, and appendix for addresses.)

Quarantine is enforced in accordance with regula-
tions of the U.S. Public Health Service. (See Public
Health Service, chapter 1.)

Eastport is a customs port of entry.

The only active cannery along the waterfront, 100
yards north of the breakwater, has a T-wharf with a
150-foot face and 2 to 9 feet alongside. An air
suction hose is used to offload fish. Fresh water is
available. Most of the other wharves at Eastport are
in poor repair and dry at low water. The former
steamer and railway wharves to the southward are
in disrepair and not used.

Diesel fuel can be delivered to the town breakwa-
ter-wharf by truck. Ice, groceries, and limited ma-
rine supplies are available. A machine shop in the
port handles repairs to small-craft gasoline or diesel
engines. Electrical repairs can be made. Small ves-
sels are usually grounded out at high water for hull
repairs. There are a private facility for hauling out
craft up to 40 feet in length and a boatbuilder who
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makes hull repairs; contact the harbormaster for
additional information.

Eastport has no coastwise steamer service. An
automobile ferry connects Eastport with Deer Is-
land in summer only.

There is no railroad service to Eastport, but a
good highway parallels the St. Croix River to
Calais. There is an airport at Eastport which is used
occasionally. Taxi service provides the only connec-
tion with the coastal bus service at Perry about 6
miles to the northwestward.

Western Passage is between Moose Island and
Deer Island, the next large Canadian island north-
westward of Campobello Island, and connects Friar
Roads with Passamaquoddy Bay.

Deer Island Point Light (44°55.5'N., 66°59.1'W.),
36 feet above the water, is shown from a white
circular tower on the southern extremity of the
island.

Johnson Cove and Kendall Head are on the north-
east side of Moose Island. An elevated tank painted
silver just southward of Johnson Cove, a blue
elevated tank and a ground tank, close northwest-
ward of it, at Quoddy (Quoddy Village), are all
prominent.

Earth and rock causeways block the shallow
passages north and south of Carlow Island, which is
0.2 mile northwest of Moose Island and 0.6 mile
south of Pleasant Point. A prominent red brick
Indian mission church with square belfry and nu-
merous houses of the Indian reservation are on
Pleasant Point.

Frost Island and Frost Ledge are at the northern
end of Western Passage and between Pleasant Point
and Gleason Cove, 0.9 mile to the northward. Frost
Ledge extends 0.4 mile offshore and is marked by a
bell buoy. Between Carlow Island and Frost Island,
foul ground extends as much as 400 yards from
shore.

The northeastern, or Deer Island, shore of West-
ern Passage is clear; indentations are Cummings Cove
and Clam Cove.

The east coast of Campobello Island is mostly
clear and can be approached to within a reasonable
distance without danger.

Local magnetic disturbance.~Differences of as
much as 5%° from the normal variation have been
observed off the east coast of Campobello Island.

Herring Cove (Herring Bay), near the south end of
Campobello Island’s eastern shore, is a good tempo-
rary anchorage for large vessels. Schooner Cove,
midway along the eastern shore, and Mill Cove, near
the northern end, afford temporary anchorage for
small craft. A 14-foot spot in the middle of the
entrance to Mill Cove is marked by a buoy off its
eastern side.

East Quoddy Head is the northeasternmost point
of Campobello Island. Head Harbour Light
(44°57.5'N., 66°54.0'W.), 64 feet above the water, is
shown from a 47-foot white octagonal tower on the
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outermost rock. The fog signal is on a small buildin
just north of the light. '

Head Harbour, between East Quoddy Head and
Head Harbour Island, 0.2 mile to the southeastward,
is one of the best-sheltered small-craft harbors in the
area..Excellent berthage is available on the westerly
side of the harbor about 1.2 miles above East
Quoddy Head Light at an L-shaped Government
breakwater-wharf which is used by commercial
fishing vessels. The wharf has a 320-foot outer
southeastern face with 17 feet reported alongside.
Mooring poles are provided eastward of the pier for
pleasure craft. Diesel fuel is available by truck and
gasoline is reported to be available at Wilsons Beach.
The harbor affords good anchorage and wet winter
storage for small vessels. The preferred channel into
the harbor is northward of Head Harbour Isiand.
The channel south of the island, shoaler and with
numerous fishweirs, should not be used without
local knowledge. Shoals, marked by buoys, are on
both sides of the northerly channel about 0.6 mile
above the entrance light. Fishing craft drawing 9
feet and more frequent the harbor.

Wilsons Beach is on the northwest side of Campo-
bello Island about 2 miles southwestward of East
Quoddy Head. A small harbor behind a breakwater-
wharf affords good protection. Depths of 7 feet are
reported along the outer part of the inner side. Crib
remains are reported 200 feet west of the outer part.
Gasoline and diesel fuel are reported to be available
at the wharf.

Head Harbour Passage is a deep and clear fairway,
about 4 miles long, that follows the northwestern
side of Campobello Island from the sea to Friar
Roads, opposite Eastport, where it joins Western
Passage. The route through Head Harbour Passage
and Western Passage is the one usually followed by
Eeissels going to Passamaquoddy Bay and St. Croix

ver.

White Horse Island, bare, rocky, and 68 feet high,
is about 2.3 miles northeastward of East Quoddy
Head. The island, whitish in appearance and easily
identified, is a good mark for the approach to Head
Harbour Passage.

Little White Horse Ledges, close northeastward of
White Horse Island, are two dangerous unmarked
submerged rocks about 250 yards apart. North Rock,
steep-to and covered 1 foot, is about 0.5 mile
northwestward of White Horse Island and is marked
by a buoy off its eastern side.

White Island, 1.6 miles northward of East Quoddy
Head, has fringing shoals that extend as much as 400
yards from shore. A group of islets and shoals 0.5
mile northwestward of the island includes Nubble
Island, Spectacle Island, and Hospital Isiands.

Spruce Island, 0.8 mile north-northwest of East
Quoddy Head, is steep-to on its eastern side. Islets
and shoals extend 0.8 mile westward of the island.
The westernmost of these dangers are Tinkers Lower
Ledge and Tinkers Upper Ledge, about 300 yards
northeastward and 400 yards south-southwestward
of Tinkers Island, respectively. Each ledge is marked
by a daybeacon.
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Black Rock, small and bare, covered at high-water
springs, and marked by a daybeacon, is 0.8 mile
west-northwestward of East Quoddy Head and 0.6
mile southwest of Spruce Island.

Casco Bay Island, 0.5 mile southwestward of
Black Rock and 0.5 mile from the nearest part of
Campobello Island, is 85 feet high. The eastern side
of the island is fairly steep-to, but ledges extend 300
yards off its northern end. Several shoals and ledges
are within 0.3 mile of the western side of the island,
one of which about 0.3 mile to the westward is
marked by buoys on its northerly and southerly
sides.

Green Island is about 0.4 mile southwestward of
Casco Bay Island. A 26-foot shoal, near the middle
of Head Harbour Passage and marked by a lighted
buoy on its eastern side, is 0.3 mile east-southeast-
ward of Green Island and 0.4 mile from the shore of
Campobello Island. Sandy Ledge, 500 yards west-
ward of Green Island, is marked by a daybeacon.

Popes Island is 0.5 mile southwestward of Green
Island. Shoals extend 300 yards southwestward of
Popes Island. Popes Shoal, unmarked and covered 9
feet, is 300 yards southeastward of the island. An
unmarked 24-foot rocky patch is about 700 yards
southeastward of the island. About 0.4 mile west-
ward of Popes Island is Chocolate Shoal, which is
covered 9 feet.

Indian Island, 109 feet high near its northern end,
is 0.4 mile eastward of Deer Island Point, the south
end of Deer Island. The channel between Indian and
Deer Islands is deep. A shallow bank, on which are
three islets, extends about 500 yards off the south-
eastern part of Indian Island.

Cherry Island, at the southeastern end of this bank,
is marked at its southeastern end by a light, 35 feet
above the water and shown from a red and white
horizontally banded circular tower; a fog signal is at
the light.

Passamaquoddy Bay is the large indentation in the
shore of New Brunswick east of the mouth of St.
Croix River. The principal entrance is by way of
Western Passage, which has deep water and is
comparatively free from dangers.

St. Andrews, a Canadian town in the east side of
the entrance to St. Croix River, has some commerce.
A large hotel with a red roof and tower is promi-
nent. An abandoned lighthouse is on the seawall at
North Point on the south side of the town.

A dredged channel, with a depth of about 11 feet
and marked by buoys, leads to St. Andrews from the
southeastward. Western (Gut) Channel to the west-
ward of the town had a depth of 4 feet in May 1978,
and is marked by buoys and a light. The anchorage,
between the town and Navy (St. Andrews) Island,
can be used by light-draft vessels. )

The L-shaped 848-foot government wharf with
reported depths of 7 feet alongside its 152-foot outer
face is about 0.4 mile northwestward of North Point.
A float landing is on the eastern outer end. Gasoline
is available by truck at the wharf. Some marine
supplies are available in the town and water and
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electricity are available on the wharf. A light is on
the outer end of the wharf.

St. Croix River extends north-northwestward for 8
miles from the southern part of Passamaquoddy Bay,
then turns westward between Devils Head and
Todds Point. The channel is deep and comparatively
clear as far as the turn, then is narrow and winding,
and has a controlling depth of about 16 feet for some
3 miles to Hills Point (45°09'53”"N., 67°13'33"W.).

A dredged channel leads from above Hills Point
to Calais. In October-November 1977, the midchan-
nel controlling depth was 7 feet to Todd Point,
about 4.2 miles above the mouth, thence 5 feet to
Calais and St. Stephen on the Canadian side of the
border, except for shoaling to 3 feet about 90 feet
below the International Bridge at Calais. The chan-
nel is marked by lights and buoys, but is not
maintained. The two buoys on the north side of the
channel at The Narrows, opposite Whitlocks Mill
Light, tow under during the strength of the tide.
Local knowledge is necessary for the river above
Whitlocks Mill.

Small craft up to 40 feet in length can anchor in 14
feet on the west side of the channel just above
Whitlocks Mill Light, but larger craft should anchor
off Devils Head.

The scattered remains of an old breakwater,
which uncover 12 feet in spots, extend southeast-
ward across the mudflats on the south side of St.
Croix River for about 300 yards from near channel
Buoy 9. The mudflats, which uncover 11 feet, are
opposite The Ledge, a village on the north side of the
river about 9.7 miles above the mouth; caution is
advised in this area.

Tides.-The mean range of tide is 19.2 feet at
Robbinston and 20 feet at Calais.

Ice.-St. Croix River above Robbinston is reported
to be closed by ice for about one o