,jzf fﬁﬁ%zmM/”

THE CGOAST GUARD
DECLASSIFED AT WAR

0CT 8

PORT SECURITY

XV

) ¢ X ;
[N tCirae L. ) f = r

PREPARED IN THE
HISTORICAL SECTION
PUBLIC INFORMATION DIVISION
U.S.COAST GUARD HEADQUARTERS

SEPTEMBER |, 1949

“Fm:‘%". Ay, T
NS,

1953



This editicn is designed for service distribution

and recipients are requested to forward correcticns,
oriticimas, and comments to Commandant, Coast Guard
Readquarters, Washington, D. C., Attention Historical

Section, Public Information Divisisn,




PART I
BRIEF HISTORY OF EARLY CAPTAIN OF THE PORT OPERATIONS
ORIGINAL ESTABLISHMENT

Authority to Regulate Anchorage of Ships ececescese
Inspection of ANChorage Areas secsscessscescoccssse
Expansion of Anchorage and Patrolling

Responsibility: The Act of March L, 1915 «eeeeee
First Captain of the Port Designated During

World War I at Now JOrK eseccccocecscsssssssocces
Additional Captains of the Port Designated ecesesee
Swmary of Early Responsibilities secececcccscccecs

DEVELORENTS PRICR TO 1939

Jurisdiction Reverts to the War Department sceceeece
Increasing Responsibility of Captains of the Port o
Scope of Duty at New York Harbor in 1935 eeccossess
Anghorage Regulations of 1939 evecessscesscoscccess
The ‘Rules and Regulations of 1939 ecevecscsncsscses
Powers of Coast Guard Personnel eeecceccccsrsssscecs
The Growth of Traffic at COTP Anchorages essesceecs.
Enforcement of Explosives Regulations eeess
War Department Explosives Regulations - 1939
Efficacy of the Regulationsd eeseccesssccccssssoccee
Lighthouse Service Kerged with Coast GuaYd eesesesns
1939 Duties of Captains of the Port Summarized eese

HREH B PP

1
2
2
2

2
2
3
3
3
L
b

PART IT
INFLUENCE OF THE WAR IN EUROFE

GROWTH IN PREWAR RESPONSIBILITIES OF THE CAPTAIN OF
THE PORT

" Proclamation of a National EM6TEENCY eeeecescscssce U
Authority for First Increase in Personnol eeeees
Daily Report on Movement of Vessels esessescsecsces U
Radio Sealing and Armament INSpection eseseeseccssss U
The Coast Guard Reserve Act of June 23, 1939 sesese L
Increasing Traffic cceeccccccsscscsssesscncscescase
Presidential Proclamation of 27 June, 1940 ..
Anchorage Regulations Following Proclamation
Conference at Washington 1 August, 1940 eeees
Pederal Jurisdiction Over EXploSives esecsccscsccse &
Other Conference Hatters eessesescessssscsvesssccss 6
The Coast Guard as "Federal Police" eesececessecsce &
Permits for LONgShOTEMen essesesesescesescscsssssss O
Tighter Control of EXploSives seecssccosscccsssesee
Dangerocus Cargo Act, 9 October, 1940 ceeesess
Revised Anchoragé Regulations 29 October, 19k9
Captain of the Port Coverage Augmented seeees
Designation of Headquarters POrtS secesesscccssacss
Growth in Traffic at Headquarters Ports seecececssse
0ffice of Merchant Ship CONtrol eecescsscosassncace
Realignment of the Captains of the Port ececscecese
The Auxiliary and Reserve Act of 19 February, 1941
Foundation for Coming Responsibilities ecesecccscese

VOV

THE SITUATION IN 1941

Preliminary to Vessel Seizures sssevscscssssccceces 9
BEvidence of Sabotage eeesssecccsessrsescacscrssccees 9
Investigations Ordered esesccesecsssssecscossscesee 9
Seizure of Alien Vessels in United States Ports ... 9
Later Se18Ures ssecvesectssacessccessssrccoscsssee 10
Disposition of VesSSels sesececessscevesssascsnanse 10
In Anticipation of Heavier Explosives Movements .., 10
Rapid Increase in Explosives Traffic e..e 10
Unlimited National Emergency Proclaimed ... 10

SRR,

CONTENTS

i1

The 1939-19L1 Situation at Port of New York eceeeee
First Auxiliary Boats "Taken OVOr'® eececeeccvcccccece
Coast Guard in lith District Transferred

to the NAVY eecsececcccscsesscescssscscccecscsce
Protection of Oil Property Still a Civil

ReSponSibility ececscececcsccocescccasesscccccce
Civilian Groups Cooperate eesse
Eventual Regulations Summarized ceececscevessvosee
The Los Angeles Port Protection Organization eeeee
General Security Operations at New York

Fau of 19h1 9000000000000 0830000000000000000000
Laxity of Civilian GUATdS scececescccsscccccescene
Transfer of the Coast Guard to the

Navy Department 0000000000000 v0scrsrvst0etOOe
Changes Coincidental with Transfer to Navy .. .
Chronological Summary of Prewar Steps in 1941 eeee

BRK RBK KREEBE B BB

THE IMPACT OF PEARL HARBOR ON PORT SECURITY

Pearl Harbor and the State of War ecesssecsccsscass
The First Executive Order of War Affecting
Coast GUArd ssecessccccscscscssesssscssssvoscecs

ces &

PART III
THE DUTIES OF THE CAPTAIN OF THE PORT
PORT SECURITY A COAST GUARD RESPONSIBILITY

General COTP Duties at Time of War Declaration «ee
Protection of Rarbors and Facilities was Vital ...
Bxscutive Order No, 907hL of February, 1942 ecceceeee
The Need for Cooperation seeescccscscccsesccccccce
Haterfront Guards eesescsceccsssccscscocssosssases
Waterside Protection eeesesssscccscoccecocescccces
Principal Duties of Captain of the Port secescsces
Protection of Ports, etCe sessscceressssscsscssces
Control of Anchorage and Movement of Vessels seeee
The Issuance of Identification Cards eeeesssesecas
loading of Explosives and Other Dangerous Cargoes.
Designation of Special Explosives Loading Areas ..
Loading and Unloading of Inflamnables eeevesccscee
Promulgation of Local RulSS seeceeescecscccsceccane
Control of Traffic in Harbors and Channels eeesees
Inlets and Isolated HATbOrs eesessecceccccssscccse
Boarding and Examining Parties ececccecscsccecsces 17
Enforcement of Federal Laws on Navigable Waters .. 17
Miscellaneous Dutles eescecesscosscssscsssscsessee 17
The Importance of Port Security sesccccsccsceccces 17

ERERRRRRREFEEEES

EXPANSION AND INTEGRATION OF PORT SECURITY ACTIVITIES

The Situation at Sea in 191‘2 esssecescesssssecenes L7
Noeed of Small Craft for Patrol DUty eeecceseccssseces 18
Methods of Procurement of Small VesselS eeevecesee 1B
The "Normandie? Fire and its Influence on

Port Security eccccesssscccccccncesoncoccsssccee
Expansion During the Last Half of 1942 eeecescacee
Expansion from 20 August, 1942 to Mid-1943 seeeees
Increase and Decline in Number of Captains

Of the POrt eceeescscocsccccecesccscascocecnssss
Growth in Number of Trailer Pumps; Floating Units
The Volunteer Port Security FOrces sececececsccees

*
Provisions for Air Raids and BlackoutS eeececseces
Publication of Coast Guard Regulations eeeeccecsss
Codification of Regulations eeeeecsccccccscasseass
Penalties and Prosecutions: Legal Problems eceeses
Bumboat Supervision eceececccscccccessccccecsssene
Remarkable Uniformity scececcccccescccscesccsccece




“RRAASKD
ULTIMATE SCOPB OF PORT SECURITY

Two Years of Accomplishment eecescceccccceroscsses 21
Objective of tho Program eececccccccccccocccsccses 22
Collaboration with Other Agencies cc.ecesessescese 22
Fire Prevention Activitios ceccececcecscescecesces 22
Importance of Effective Port Security Measures ... 22
Magnitude of the JOD eessecscccasccsccscccccccoces 22
The TempOrary ROSEI'Ve scssceccscsccccrssscssscocses 22
Subdivision of Port Security Work in Which

Temporary Reservists were ACtive cesccceccccecss 23
Auxiliary Members and Their Vessels eeecescceccsses 23
A Prodlen for Ox‘ganization e ammmm 25

PART IV
ORGANIZATION
CRGANIZATION MATTERS DURING FERIOD OF GROWTH

General Set-up at Time of Pearl Harbor eececesscee 25
Subsequent District Changes sseeeccccccscccccssses 26
The Chain of CamBANA cccccvecossccssosccsssnssssss 20
Chain of Command from COTP DOWR eecccececssccaccce 26
The Ultimate in Captain of the Port Units seeeeees 26
Charts on Locations and Organization of

Captains of the POrt cescescscessccsscecscscones 29
General Qutline of Organisation seeeceecevcccacess 29
Relationship of Office of Operations to

Port SBcurity 8000000000000 00 0000000000000 00000 29
The Chief of the Port Security Division ececececcese 29
Specific Duties of the Chief of the Port

Security Division ceceesesccscccccescsccssccssss 29
Map Showing Locations

captains of the Port 1.9’&2 - ]\9)15 e0eecevscerscne 30
Chart Showing
Captain of the Port Organiszation Down to

ACOTP 18Vl ceecsscoscscccscsconsssccsccssssesse 31
The District Port Security Officers seececcscccsese 32
The Sectien organiﬂatm o ammmmmmm> 32
The Extent to Which Sections Were Used ceccecccose sh
The Administrative Management Organization sseseee
Administrative Management and the Sections secsess 3L
Growth and Decline of COTP Activity at

San Francisco ececcecececcccncessccccccscsccacses Bh
Captain of the Port Organization at Seattlo esee.s 36
The Acute Personnel Shortage eeeecceccccsscccccccs 36
The Women's ROSOIVE ecessesscscsssssssssssvsscssase 36
The Temporary Reserve Relieves Personnel

PreSsure sesesecccccescecescccssccescccccssccses 36

ORGANIZATION OF THE TEMPORARY RESERVE

Steps in Bstablishment of the Temperary Reserve .. 36
Origivial Use of Temporary Re8ervists ccieececcssss 36
Chart Showing COTP Organisation

Port of Boston = Port of Now YOrK eceecoccscscsss 37
Chart Showing COTP Organization

Seattle, Washington eeececcecccocsssssccccsscnse 38
Temporary Reserve Categories Sumparized sceseccess 39
Enrollment from the Auxilifry ececcscecssee
Enrollzent for Volunteer Port Security Forces
Bnrollment of the Pilots sescececccscsccscscse
General Organization of the Floating Units eeeeees L0
QGenoral Organization of the Voluntary Port

Security FOYCOS sveecesccosossascescssscscsssces L0
Regimontal 0rganization ecececcceccscesssescencsces U0
Reference to Organigation Chart

Voluntary Port Security FOIce cececesscsccscsons bl
Organisation of the Staff seececeocscvscscossesces bl
Persomnel Variations in Organization as

Botween DiBstricts ecesseccsccocccncossccscscsces Ul
Dosignation of Temporary Reserve

Porsonnel OffiCOI'S8 eeeseesscsccsecscsssascocrsse Ul
Chart Showing Organigatien of Volunteer

Temporary Reserve’

Philadelphia, Pennsylvanif scecesccsccccccsssces 42

iv

Variation in Guard Duty Organization in
First Naval District ececceccccscecccssccaceaceee U3

From All Walks Of Life eceeccccccccscscsccccccssa h3
Inportance of Efficient 11aiSon eesesceccccsscsse U3

PART V
LIAISON AND RELATIONSHIPS WITH OTHER AGENCIES

COORDINATION AND COOPERATION WITH OTHER GOVERNMENT
SHIPPING AND SECURITY AGENCIES

War Departnent ececssccsscccccscscscsssccsscaceee llh
Navy Departiment eeeseeesccssasseccsssssoscscacess
Petrolewm Administrator for War ess00000000nsecee
0ffice of Civilian Defense eseecee
War Shipping Administration scescece
Departoent of Justice and

Dopartnent of State ecececccccsvsesscscescsasee Ll
Pederal Power Commission eecceccoccceccccses oo
Office of Price Administration eeeccccccccss
0ffice of War INLOrmation eesececscsccccvccascase h5
Assistance to Other Nations eeecccescccccccccssse LS
Setting Up Guards in Waterfront Are8Ss eceeee .
Intelligence cecececscsccccccccccssceses
Early Cooperation ELforts sececceccesssccssse
The Coordinator of Port Security at New York .ee. LS
Organization ana Duties of the Coordinator of

Port Secuz‘ltw 0000000000000800000000000000000000 h6
Coordinator Had No Power of Compulsion eeeeccescos 4B
Certain Operations sececesccesccsccessescasccscees kB
Example of Coordinator's Work For Cne Month..ee.. L8
Problem of CensorshiP eseessssevrcecccscosecscrcans I
Awards by the Part Coordinator ssecscecscscsccose h9

PART VI
OVER=-ALL OFERATIONS OF THE PORT SECURITY ESTABLISHMENT

SECTION I
PART PLAYED BY TEMPORARY RESERVE

Temporary Reserve an Integral Part of

Port Security FOrces ssesesecccescecessvscscses.l9
Special Temporary Reserve Activities seecececcess 49
Other Special ACtivities ceseesscccsscscsccveccse U9
P1lot8 eececrcsoroccssscossseoccsnccercsseneasses 50
Ultimate Size of Temporary Reserve Enrollment eee 50
Women in ths Temporary ReSEIrve eeeesecscccscscsss SO
Training was a Major Temporary Reserve Activity . 50
General Duties of the Floating Unitd eececscocece 50
General Duties of the Volunteer Port

SeCUrity FOrce sececccocccasescossscesccsacssse 50
Securlty of VesSels sescesccctsccssorassescsoccss 52
The Focal Point of Guard Operations eeeececcceces 52
Importance of Job As Voiced by

High Ranking OfficerS eecececsscesncsccsssvecnes 52
Temporary Reservists a Real Security Factor eee.. 52

SECTION II

CORHELATION WITH BEACH PATROL: COASTAL PICKETS
Beach Patrol a Normal Coast Guard Function seeses 53
A Supplement to Port Security ecececcescsessceecce 53
Need for Organization and a Coastal
Information SYStem eeececsevcccccoacs
The Growth of Beach Patrol eeceses cassee 53
Scope and Nature of the ACtivity ececeveccesccoss 53
Temporary Reservists in ‘Beach Patrol eeeeccecesses S
Miscellaneous Notes cn Beach PAtIol eeeessceccscs SU
Manpower Survey and Curtailment eesececccccssecss 5
Achievement $000000000000000000000000 000000000000 sh




-]

SECTIGN III

CLEARANCE AND ANCHORAGE

Anchorage Duties Under Law of L March, 1915 eeees [+
Anchorage Regulations Amended -

l!a.rcb, 19!&2 0000000 0000000000000000000000000000 56
Rules for Anchorage and Movement of Vessels eceee 56
Additional ProvisSions ececscescscsssccscoccaccsee 57
Policy on Violations eeeeccscccccsssssccccvrence S7
Confusion Over RegULAtiONs eecececssssssossssaccs ST
New York as an Example of Anchorage and

Ship Movement Operationg ecececescesccsccccoces
New York Organization of Anchorage and

Ship'a MOVOMENL seevecscsssccsscscstscccsssncae 58
farly Problem With Increasing Demands .. .
1daison and Cooperation eeesecsssccescescssncccse 58
Anchorage PALYOLS ecececcssesssrscscicoccrcscrsss 58
Small Boat ANChOrage ecescccsscoccsccvecrccssscae
The Omﬂnm eseceseccrserersssassecesersseces 60
Ship Bulletin and Radio SeAling eecesscscccsscres 60
Flag HOLBL ceevscsccsccvcctessccscscscsvscsccsscee
Relocation of the Ship Movement Office .
Anchorage Officers for Munition Ships seceesscess 60

SECTION IV

IDENTIFICATION DIVISION

Beginning and Growth of Perscnal ‘

Tdentification eeeescscsccrssessssnsonssccscese 60
Purpose of the Identification CBId secesescsecsss 60
Persone to Whom Identification Cards

Wore IBSUEA ecccssscscsscasesssossssccssssscorse OL
Four Types of Identification Cards Issued

By the COTP erscessessassssscrsonsensassnssanse 61
In Case of Exclusion from the Waterfront eseseses 61
Processing of APPlicANtS ecescocscscscrscacecscss 63
pifficulties in Tdentification eecceescecescccsss 63
The Scope of Tdentificabtion seeeessessvecsssssces 63

SECTION V
EXPLOSIVES LCADING AND SUPERVISION

Prewar Growth in the Loading of Explo8ives ..eeee 63
Need of Amendment to Peacetime Regulations eeeee. 6l
Change in Barly 1942 ceseceesccscccssssssssencses 6l
Various Jurisdictions and Gaps in Authority eeeee 64
Coverage of Explosives Vessels under

Anchorage Rules seesees tesesesessescassass O
EXplosives ANChOTBgES eeevscsesssssccaserssasnsss Sl
Special Regulations Relating to Vessels

on Rivers Emptying Into Gulf of MeXico eesevecs 6l
Early Relationship Between COTP and

Wer Department Waterfront Facilities seesececcs 64
Promulgation of the Code of Regulations

for ExplOHiVeB 0ee00ces0000s000000ctbcsc0tsnsene 6
Revised Army Regulatians eeeeeee
Captains of the Port Supervision seeee. ees 65
Cooperation with Other Agenci€8 sceeescssscecssss 65
Other Cooperative Bfforts ececesccsccsccssccocece 65
Commercial Piers for Handling of Ammunition eesee 66
Insurance Companies Reassured Regarding

Their RISKS ceceesesscavscsscscsccsccccccerccse 66
Training for the Supervision of Explosives eeesss 66
Procedure for Handling Explosives ShipS seecseses 66
Special Orders-to Explosives Personnel eeses 6B
Fire Protection and Disaster Plan eesceccssacssss 69
variation in Procedure at Port

of Philadelphis secescccccscssccccscracesscccee 10
Responsibility at Ports of Embarkation esesecvees 70
Explosives Anchorage Problem at Boston eeceseceess 70
Persannsl Problems With Persons

. PEngaged in Loading eecessecsecsccssssscccosccess 10

Strike by Explosives Loading Stevedores ceeesececee 71
Seattle Longshoremen Request Written Record eesee 71
Scope of Loading Operations at Mukllteo eesececeee T1

LIENZ S

Arrivals of Improperly Screened Scrap Metal eeees T3
SECTION VI
THE FIRE DIVISION

Fire was Paramount Concern of the Coast Guard ... 71
Scope of the Fireboat Program eeccccecsccccscsces 72
The Coast Guard Pireboat Floet ccecsececcccscccee 12
Disposition of Fireboat Stetions seccsscecscenses T2
Cooperation With Other Pire Units sceecccccccssae 72
Land Fire~-Fighting BQUIPTONt eeeceescoceessessces 72
Fire Pumps in Patrol Boats eccecevepecccccccsccce 12
COTP Inspections for Fire Preventlon ecccececcees 73
Reinspac‘_tions 80000000000 00000s0000000000000 0000 13
Contract With National Board of

Fire Underwrilers ceeesssscccccccsccescastsnces 73
Example of Inspection Procedure at Charleston ees 73
Training Program Vit8l scocecccssccsscocseresccss 73
The Fort !lcﬂem'y Tmini.ng Station ececsccescccsce 73
Additional Local Training sceescescscssccccccccce 13
Readquarters Aesistance for the Fire Unit8 eeeees 75
chorts and Statistics eceecccecsscocccssccss . 75

.
Sumary of Pertinent Information on Fires . « 15
Causes of FAre cecesccccccssccccccssctocescsscsone 76
Six Months! Experience in .
Thirteenth District escessececcccosecseccscccse 76
Pire Loss Statistlcd cececcescccssscsecscssocccse 76
Comments on FATeboats sesevseccecsscssccasssosces 76
Typicel Examples of Fire Division ActiVitY eeseee 76

Collision Between Two 01l Barges . .o
Cases of !b:ploaion 80e0cssocscceesrocssnecsrrsnens 77
Fires Fought Outside of Waterfront ATe88 eseeeecee 77
Some Fires in Which Ships Were Involved sececcecee 77
A Few Problems Encountered ecececsccccscscccsssce 79

SECTION VII
BARBOR PATROL

The Earliest Waterside Pat10ls seesesecssececcces 19
The Vital Necessity for Harbor Patrols secececscee 79
Duties of the Patrol,mt MItE eeoesececcscnsene 79
The Boats Used for Harbor Patrol sceeccecsccccscss 80
Patrol Craft Took Plenty of Punishment seeccesces 80
Patrols in Outlying Locelities eeeesssescccsccese 80
Boats and Shore Personmel in 1942 in Relation

to Waterfront Property Valu® ceececcssscesccsce 80
Assistance and Salvage @t0sccevetsevevsroestanee 80
Achievements of Patrol Boats in Boston Harbor ... 80
Other DUt1ed seeesescoscssscccacesssesscsnssssses BL
The Return of "COR VeSS€1l8" sseeceesesccssscesses 81
Instances of ASS1StANCO ceeessssesrssvssscsscsses O
Patrol Boat Communicetions e.ee. ese 83
Patrol COVErage eseccsecssscss vee 83
Curtailment in Patrol ACtivity eesceccceescecssss 83

SECTION VI
SECURITY OF VESSELS IN PORTS -~ GUARD DETAILS
Responsibility for Waterfront Security sceceececes 83

Regulations for Security of Vessels in Port eeeee 84
Genoral Provisions eececcsvecsccesscsesacsscssces Ol
The Hanning of VeSEELS eceessecscsccssscscccccccs Bl
Requirements for Guarding of Vessels .eiecesccess O
Persons Who Might Be GUATdS cececssescecssccscsss 8l
Duties of the GUArdS eecscssccsscocssccsscssscess 05
Welding and Burning a Concermn of the Fire Guards. 86
Identification &nd PBSSES cccecssccsccsesccssocee I
Additional Regulations for the Security

Of VeSSELl5 eeseeecsccscsssscssssscsssnssossscnse 8O
Cargo HAndling cececsscscesccsscssscvoscecesccsces 88




wEEAGUEGRS-

Matters Perteining t0 Persomnel .c.ceeccesccciseee 86
Inspection, Instruction ahd Drills secesccccscees 88
Security of Canadian VeSSels seeeccecessccsccccce 88
Volunteer for Special Duty at Boston eececcassces 88
The Problem of 011 Pollution eseeecesccsccocccoss 88

Experience with 0il Spills .. vessasesses 89
‘pifficulty with Russian Ships ...
Situstion on Great Lakes sceecees
0il Pollution Record at Seattle,
Inspections of Waterfront 01l Porperties eccecsse 89
British Regulations eececesssccccccossccccosescss 89
Merine Inspection and the Security of Vessels ... 89
The Guard Details sceceesescccssscsscessecocancen 90
A Colored Company at Port of Boston sceeccccecoce 90
Pictures and Sketches eceeesercccccones eevses 90
PEmergency Security Guard s.eceseveccccccoccss
Riot Upon Restriction of French Tanker Crew eecee
Admiral Chalker Stresses

- Importance of SECUrity eccceccssecccscccacesccce 90

SECTION IX
PLANT GUARDS

A Special Need AriSeS ecececccsccscsccccccene
Ko Part of Port Security Forces eeccececcsce . 91
Enrollment of Coast Guard POliCE esseessscrscrsce 91
Administration of Coast Guard Police

Under the NAVY eesscccssecscvrccccsccscsscccsose (28
Praining of CUANdS eecesseccccsscrscscssconcsascs 91
Progrees in Enrollment seececccsccsesccsccccccese 91
Disenrollment of All Coast Guard Police seececese 91

SECTION X
COAST GUARD PILCTS

First Directive an Control of Pilots eeeessccccse 92
Six Distinct Classes of PAlotS eeececssccccccsces 92
State Pilot ASSOCLiAtiONS ssecsscscecscssrcsscvsces I2
Pederally Licensed Pilots ceccessssccssseccccoccs 92
Admiral Land's Recommendation eceeescccevccccrssos 93
Other Matters Leading to Military Control «.ceeee 93
Pilotage in Wartime eescecccccccccasccccrsacocns 93
Commandant's Directive of L December, 19U2 ceeeee 93
Pilots Enrolled in Temporary RESErve seeesssssecs 94
The First Naval District Directive ccecececcsccse oL
Coordination With Other O£fiCeS eceeesccscocscese 9l
Generzl Operations by the PLlotSs seeccccecscrccse 9L
The General Scope of Pilot Operations «eeeeceseses 94
Twenty-Four Pilots for Forty Vessels .. 96
Pilotage at Cape Cod Canal seesceeccsce
Two Pilot Groups at New YOrk ecececcccoscccosscses
The New York Pilot Command esesssescecsssssnnssesedd
Cooperation with Other Offices and Activities o0 96
General Procedure at New YOrk eececccsscsccsccscs 9

HEll GBLE eecscsessvscscesrcsoseccccccocsessacans 97
The Hell Gate Pilot Commend ..ieesecacsossecscces 97
The Hell Gate Warning System ceceee
Other Matters Concerning Operation

Piloting in Other Districts ceecceeos
Permination eeeccecssssscssscssssscscosscsasssace 98
Appreciation by the Chief Personnel Officer eceee 98

SECTION XI
BOARDING

The Boarding on Incoming VesSSelS eeeccsscecssccese 98
What the Boarding Officers Looked FOr es.. .es 98
Pishing VesSelS secccecscssssccccsscoscessrscccss 98
Boarding Stationsd ececececscescccscssovevcsssscace 99
Skill Needed in Handling the Boarding Craft..e... 99
Problem at GlOuCEStET eescsceesscsscssssasacccccs 99
Resumé of Boarding Parti€s eeseececssscsceccscces 99
Temporary Reserve Boarding Officers at -

ChAT1eStOoN esessvescsssasscssoscssscsssssdescse I9
Example of Magnitude of Boarding Operations seess 99

b4

SECTION XII
CAPTAIN OF THE PORT COMMUNICATIONS

Inportance of COTP Communications eeseescsccsces 101
The Communications Instructions of 1943 ceescess 101
Radio EqQuipment esecessccssesescsssscsssvscsscce 101
Pilot Boat Communications seeecsccsssvsssccccess 101
Directive on the Sealipng of Radios ,.. see 101
RAdi0 SEAlINE eeccessescecscsccsssssrcssssseccsas 101
The Radio Sealing Operation seeececssscecccsccess 102
Signal Stations ececcccecesssscssscscsccccnccce 102
American District Telegraph System

at NEW Orloans eecscecccsccsssesccscsscssscesss 102
Thirteenth Naval District COTP

Communications SYStem ececescccsscccscoasescss 102
Commmications Equipment ceesceccvcces ceess 102
Procedures Used by COTP Communications
Not Without Many Problems eseecsssscscscssscscss 102

PART VII
GENERAL PERSONNEL MATTERS

Housing an Early and Troublesome Problem eeeseee 104

Cooperation from Supply Division ... 104

Problem of UnifOrmS eeecoescescasscscscscsccosce 10U

Early Shortage of Perscnnel at the Great Lakes o 104
The Almost Universal Problem of Transfer

of Needed PErsonnel eeeececscsscscsscssnssscss 104

Trend Reached Critical POiNt eesesccsesscscscsce 105

Methods of Partially Meeting the Problem seseses 105

The Headquarters Side of the Story eeecccccccsss 105

The Problem of Transportation for TRS eeeee 105

Early Skepticism About Temporary Reservists .ees 105

107

107

107

108

108

108

108

108

109

109

Acceptance of Temporary Reservists by Regulars .
Temporary Reservists! Devotion to Duty wecesecces
The Manpower Survey Board eececssccccccssccscscs
Work by the District Survey Committees cecsescse
Use of Persomnel Unfit for Duty Afloat eecceccee
Headquarters Policy on Reduction of Forces
Horoism at Scene of an EXplosion seseccecccevese
Outstanding Hero of the New York COTP Unit eeeee
Apprehension of & Murderer seesceccscccssse
Threat of Explosion at Hog Island Terminal eeeee

Heroism at VEBL ESTEROY" FiT€ scecscesccccccoccece 109

PART VIII
SPECIAL ACCOMPLISHMENTS BY TEMPORARY RESERVISTS

Teuporary Reservists Upheld Traditions eceeceses
A Brief Period of Complacensy seesececscs s
Turnover in TR Personnel iTecsccssccscccsssccare
Difficulty in Manning Daytime Watches eececccece
Pharmacists Mates in the Thirteenth District ...
Several Individual Actions Viorthy of Note seesee
Other Miscellaneous ACtions ceececececsscccccone
Assistance at a Fire in Erie, Pac ececccccccscoce
Quick Action at Portland eseececesccccccnce .
Scope of Duty at San Juan, Puerto Rico
The Most Serious Fire at San Juan seecceccccccce
A Possible Catastrophe Averted at Boston ceeceese
Explosion and Sinking sesececcscscsscssececcsces
The VPSF Supply Company at Philadelphia eeccceee
Decorations for Temporary Raserve Officers ceese
District EXperiences cccececoccescesccascescacee

EEEEEEEEEEEBBRES

PART IX ‘

SPECIAL SITUATIONS AND EXPERIENCES IN THE VARIOUS
DISTRICTS

THE FIRST NAVAL DISTRICT
Special EXPEriences cceesccccessesscsvcsscssesse 111

Ship Movement and ANChOTage esccccccsscccessccee 111
Identification Division eecessecssccsccccsscscses 112




RSN
Supervision of the Loading of EXplosives seecees
The Searsport (Maine) Cargo Port of

Embarkation eeecesccscscccogpoccscccsans
Pire~Fighting and Fire Preven

1n2
12
. 112
Security Watches For British Vessels secevecesss 112
112
13

Boston Harbor Patrol scecescecccscsscsccccscssse

Small Arms’ Training For Port Sécurity Personnel.

Temporary ReServists eecccecscecssccsssssssacees 113
A Special Situation at Cape Cod Canal ecesccecses
Duties of Canal Boarding Officers geecescecceccss
Transiting Procedure sececescccecee
Security MeasuUres eeescesccceccccss

THIRD NAVAL DISTRICT

The Port of New YOrK eecceccccesscccsscccccscsse 115
Ship Movement and Anchorage seeeeccsessssscsscee 115
ANChOTAGES seceecsoorsossssssscosssrecssancancas

Hovement COntIOl eeeeeecccosccasscscassoscccsane 115

Details of Clearance etc. Sect. III = Pax‘t VI .. 117
Identification at New YOrk secccecccecsssscvesees 117
An Example of the Efficacy of the

Identification System scececscescssessccsscses 117
The Influence of HalifaX eccccocescsssassscenses 117
Growth of the Munitions Detail at New York sesee 117
Early Regulation#® at New YOIk ececececscccsceses 117
Responsibility for Proper Handling and Stowage 117
Early Fear of the Use of Hell Gate 7
for Explosives Ve8sels ceececececccscscscassss

Issuance of "Red Cards” seeesesccecscccoccsssces 118
The Munitions Detail, Naval Ammunition Depot

Earle, Now Jersey eseececccccsccccsscscecsoscsss 218
Two Noteworthy Incidents seececeesscssesscsccass 119
Sunmary of Munitions at New York eseses 119
Notes on the New York Port ‘Security Command .... 119
Instruction and Morale sseesececscsccscescocoses 119
The Use of TRS in the Third Naval District eeess 121
The "Normandie® Incidents Effect on

Port SecUrity eeececoscssececscecsacosssessses 121
The Coast Guard Detailed to' ths "Normandie® ... 121
Changes in Jurisdiction secsscesceavccescscccesss 121
Fire Extinguishers eceesesssecscsssccsscscsoscsse 121

Rush Demanded in Conversion esesecesscccceccccsse 121,

Kapok Life PresServers eecsccccescccscccssseseres 123
Burning in the SA)ON eceessssscrcccssscccccscsne

The AlAIM secescscococernes
Fire Fighting Operations ..
NORMANDIE TuInS OVEI' sceecsssscsrcscscccccccnses
POSt MOrtem cocseccsescecscsscsascosasascnssaaes 12l
Summary of Findings by the House Investigation . 124
Recommendations by the Senate Committee eesecses 124
The NORMANDIE RaiSed seeeesscsssccacssceccscsces 12l
Fire Fighting and Fire Provention eececscccescee

Organization and Training .
Oporationss Fireboats cecess
The HEL ESTEBRO" FiTe seececscccescsssscvcssssess 127
Blaging Vessel Towed Into The Stream seecccescesel27
Finally Sunk Off Robbins Reef ceecsecccccscscess 127
Award for HeroiSm eesecssecssscscscccasssscssese 127
AFLermath eecescoscscsssccscencsstrcrenccccscens 127
Fire at Pler L, Hoboken esceccsscsscoscsccescssce 127
A Mass of Equipment and Personnel

Fought This Fire sececccee
Causes and Results eesee

Fire Fighting and Daring Rescues ecssvvecssesess 128
Evoluticn of the Harbor Patrol Fleet eeeesecccas 128
Establishment of Roving Patrol ceesceccccccseses 130
Harbor Patrol BaSesS eeesceccecrescscscscsesssece 130

Control of Karine TTaffiC seeesesecssovesesssece 131
+oTnn.

vii

The "TUPNER# DNiSaStel eevscecsscsscoscascssscans
Emergency Plans secesecscccccesce
Control of Traffic at Launchinis sececcecccescces
01l POLIULLION ecevsscssscccrsssscssscsssscssseee 133
Two Cases of Attempted Sabotage secerscceccnccse 133
Difficulties Due to Condition of VesSels seesess 133
Special Service Battalion eeecscccsccsccocsccses 133
Overcromding of Excursion BoatS seeceseccccccces
New York Harbor Water Taxis eees
Ships Sanitation Det@il seceseccccsccsccsccncece

FOURTH NAVAL DISTRICT

The Port of Philadelphia eeeecececrcecconscscass 134
Barly COTP ACtiVitY eeececccsscescssscascsccasae 134
Explosives Operations seesesescccesceccsccsscssee 134
A Few Examples of Fire Detail Operations seeesse 135
Vaterside Patrols ceceeccccsssecscessccecosscances 135
Dull Patrols Occasionally Broken by Action eee.e 135
Waterfront Guards seesecccccecccesscrsscccsecsce 136
Some Early Guard EXperiences sceccccccccesecscese 136
The Armed Guard Detail eseceecececcsccescasscecsse 136
Political Strife on Greek ShiPs seeccescscecssses 136
Ship Inspection and Plimsoll Kark Details seeeee 136
Coast Cuardsmen Aid at Railroad Wreck seecceccss 136
VPSF mmnt P90 0000000000000 0800000000000v000000 138

FIFTH NAVAL DISTRICT

Norfolk and Baltimore - The Principal Ports .... 138
Nost Activities the Same As in Other
Districts 000000000 0000000000 000000000000ty 138
Examination Vessel at the Virginia Gapes eesc..s 138
Dangerous DUty eeeseeesesesscsssacsscsccscsccsas 138
Duplication of Effort eeeseccsesscescssscscosses 138
The Loading of EXploSives seeeccccccscsse .o 138
The Fire Division eeeeccscsssccossassence .o 139
Instances of Assistance at Waterfront Fires .... 139
Vessel FIres seececcssscerssssccensseccesasceres 139
Fireboats and Pumping Operations seesescescosecse 139
Waterside Pabrols seeveecesscascscsssscassesases 10
Froblem of Jhe Morehead City
Captain of the Fort L 1 's
Ship and Shoré Guard sessssccrvenscscesscanssace LU0
. U0

SIXTH NAVAL DISTRICT

Shipbuilding an Important Activity eeeecccecoces
Auxiliary PatrolS eececssececccccsnssccsosecsnes

Examples of Rescue ACtIVILY eecececcccccosresces
Gard Operations seesessssesscccacoscssasesnscns

SEVENTH NAVAL DISTRICT

Establishments of Secticns «..
Notes on the Tampa Section ..
Character of Other Sections seesececccscccocssoce
The Alien Problem eseeescrscescccosccccnacesonee
Curtailment eeeecccceseacscssccocccocsoonsnceone

EIGHTH NAVAL DISTRICT

Bar]y Efforts at Port Sec\lrity ®800s0000sccssnns lhh
Anti-Smoking Ordinances eeeeeee
Supervisicn of Explosives see.. erescsscccen
Fire-Fighting and Prevention sceccsecsesceccsccs 16
Ship Fires 0000000000000 00000a00000000000000cns
Harbor Patrol EXPerience seseeecessesscesssescss 147
Problem at Mobile ®0ct0cse0crssccntstnsssenvrnae 1117
Rurricane Evacuation Plan in Operation eesceeees 147
Curtailment o--o-oo.ooo.-o.--;cnoc-oooaoo.ooo-t' 1137




A

NINTH (CLEVELAND) NAVAL DISTHICT

Ninth District Divided Into Two Main Sections e.. 147
Importance of Great Lakes as a

Wartime WAL6IWAY eeeocecsccscessscasscccacesees L7
Coamissi oning of Licensed Lake Officers seececeee
The Effect of Great Lekes Ice ConditionS eseces.. 1B
Sault Stee M2rie seecccccccsscscevscccascssescnne

Cases of Possible SALOLEZE eeeccesvosencrescceses LUE
F100d Relief cceesecscccescccsccesscrsanascssesss LU9
Caution Against an Unusual Hazard seseceeasessecs 149
Explosion and Fire at Cleveland eieecccececcences

NINTH (CHICATO) NAVAL DISTRICT

Nature of Duty at ChiC2EO scescescessccacscssnses
Vessel GuardS eecccsescseccsccss
PilOotS ececcecscscssccssccsccnsesscnsescsosoceccss
Tugboat Situation at Milwaukee eeesessovesseacsse 19
Fire on Vessel With "Dangerous Cargo” sceceseesee L9
Special Condition at East ChiC&0 eeeeesssecssese 151
Chicago Merged With Cleveland seeeecescsccesscoss 151

NINTH (ST. LOUIS) NAVAL DISTHICT
Nature of the St. Louis District seeeersescscesss 151

Establishment of the COTP Units sccececesccoscene
Changes in Captains of the POrt ceceeeccsssassess 151
BridEE5 eeescecsaccscssocasssscacssssscessssssese 152
Duties Performed by Auxiliarists and

TempOrary RESEIVES ecessccecssascscscccssscoses 152
0il Traffic on Western RIVErS sceeceseccsccsscces 152
Relating to Passage of Naval Craft eescesccescess 152
155,000 Persons Driven From Homes .
The Flood of 19Ul eeecccccvenees .o
The Ohio River F1oods of 1945 eecsecsscasccascces 153
Curtailment sececcssssccccssccsscsssancssascscses 153

TENTH NAVAL DISTRICT

The Tenth Naval District eeeescececccccssercceass 153
Waterfront Situation at San Juan seececesccecscsse 153
PL1ot Problem eeeececcecccescecsocvcacscsssccasces 155
The San Juan Volunteer Port Security Force sce... 155
Persannel and Equipment at COTP, San Juan sessese 155
No Outstanding EpiSodes eeceecececcccessssccscase 155

ELEVENTH NAVAL DISTRICT

Ports of the 1lth Naval District eeesscocescocess
Special Security Regulations Inaugurated

Specified Landing Places ..
Organization and EQuipment escesccescscscscesesss
Explosives ACtAVALY ceccosccscorsssecocccccecsscs 157
Early Precautions ecccececccsceccsssssosccsassvee 157
Incidents Worthy of NOte e.eeececscecessccsseacse 157

TWELFTH NAVAL DISTRICT

The Sitvation in 1941 cececvecccccsscssssssenenss 157
The Captain of the Port Battalion eesescscecessss 157

Function of Vessel CONtrol eeeecscesecesssoseasses 157
Sealing and Boarding Activity, San Francisco .... 156
Figures Relating to COTP and District Operations. 158
RECOYAS seseesecssrassssesascscrsonssssesassssane 150
The Fire~Fighting Company eeeccececccccsscscscesss 158
Some Exomples of Fires cocecescesrccsccccscsccnss

Coast Guard Action Following ExploSion eeeessosss 159

SIn—

THIKTEENTH NAVAL DISTRICT

General Nature of the Thirteenth District seeeee 159
Early COTP Situation ecececccsceccscccccccccscss 160
Waterfront Committees scecsceccssccsscscescnsass 160
Restricted Areas 160
160
160

PR Y YY)

cJdcensing of VeS5els seeevecccscccccccssssansone

Beginning of Explosives Activity eceeccecccccece
Failure to Notify of Lcading Finally Remedied .. 161
1ongshoremen Problem ceeecceseccssccscsccasscasss 161
Repercussions of the Port Chicago Explosion sess 161
Degaussing not Allowed While Loading Explosives. 161
volune of Explosives Handled seeecccssccescseses 161
Early Steps Toward Fire Prevention ececccecegecss 161
Cooperation with Seattle Fire Department eeec.... 162
Wetting Do Of PiOrS eecvecessvcscocscccessssse 162
Thanks From the Fire Chief eecececccrcscccsasese 162
The Chief Spoke Too So0n epeccces
The Fire at Pier "D at Seattle
Harbor Patrol eececescccccsccocces
Guard ACTIVILY eoeevcecscssceccosccssonsoccscene
The -mAY® Incident eseseecescsssosssseseses
Removal of a NUiSANCE eeesseserccsascssosacses
Trouble With Russian VeBSels eecececcsccsssecces 164
Organization Usually in 2 State of FIUX eeeceee. 16k
Temporary Reservists and the Scope of

Their Activity sesetessesesetcsstsstssssessses

ecese

TR Communications Division ecscescsccrcocroccene

FOURTEENTH NAVAL DISTRICT

COTP Establishment in the Hawaiian Islands eeses 16
The Port of HONOLUIU eeeeeccecccsesscccscscvccies 166
Impact of Pearl Harbor and Early Situation e.... 166
66
166
166

Fire Experience at Ronolulu sececersssscccccsses
Cessation of Navy Explosives Loeading

at Honolulu eceececcecsoccsscsccscecscccccaces
Security was Providentifl seeecessscrscccccccsses 167

SEVENTEENTH NAVAL DISTRICT

Nature of the Seventeenth Naval District ccecee. 167
The Captain of the Port Organisation in

AlBBKB eeesceccsosssssccacacscssscscccsesscese 167
Early Patrols eececesceccescsccsscscascossescose 167
The Situation in June, 1943 eeeesecacesacoccscss 167
Partial Remedy seseeescessscessasscccsscscaccese 167
Explosives Loading ececececccceccscessscccsesscces 167
Reduction of ACtiVItY ececsescsccccscsccscecanes 168

PART X
CURTAIIMENT
First Reductions in COTP Activities secescccccce 168
Further Reduction in Unita:
Not Responsibilities ecececescccescsscsscssaee 168
Final Vartime Curtailment sceecsecessecccacccces 166

PART XI

EVALUATION

Evaluation Full of Intangibles ececescccsscscses 158
No One Knows What Did -Not HAGpPen eeecececssceses 168
Dangers From Within ececcecsccscccesccsacscvcaas

Hiscellaneous AcCtivities ceeceececccccccoacssces 170
The Volunteers eeccecscecsccccsssscoscsccsnscssee 170
SPAr'S sceeveetccstcccscccsresscccccsssscssscsccas 170




Congratulatory Lotters eceececscececscscacscscecs 170
Adniral Waesche's Appreciation of the

Volunteer Port Security Force of the

Temporary ReSErve seecssscssssccesssssscecccses 170
COnCIUBLON eceevvrvssesssscssscscssscssonsssccsses 171

APFENDIX 1
THE COAST GUARD SS NORMANDIE SECURITY DETAIL
By Lieutenant Oliver Rahle, USCG .eeesesesscsses 172

APFENDIX II
Short Tons of Commercial Traffic Movements:
I.ead.i.ng Ue Se POrtS seessscesostcosescsccesscee 17h




PART I
BRIEF HISTORY OF EARLY CAPTAIN OF THE PORT OPERATIONS

ORIGINAL ESTABLISHUENT

AUTHORITY TO REGULATE

To understand the develop-
INCHORAGE OF SHIPS

ment of what later becams
the Captain of the Port or-
ganization, which became
one of the most important divisions of Coast Guard
activity during World War II, it is desirable to go
back to the Act of May 16, 1888, (25 Stat. L., 151),
when Congress first gave authority to the Revenue
Cutter Service to regulate the anchorage of ships in
harbors and inland waterways of the United States,
Under this Act, the Secretary of the Treasury was
directed "to define and establish an anchorage ground
for vessels in the bay and harbor of New York, and in
the Hudson and East Rivers, to adopt suitable rules
and regulations in relation thereto, and to take all
necessary measures for the proper enforcement of such
rules and regulations.” -It provided also that “for
violation of such rules, a penalty of $100 15 imposed
with the power to hold the vessel for its payment and
to seize the vessel, and, if need be, to libel it for
the recovery of the amount of the fine.™ Application
of this Act was later extended to harbors of Chicago,
waters of Lake Michigan adjacent thereto, Kill Van
Kull, Newark Bay, Artiur Kill, and Rariten Bay, and
to the Kennebec River at or near Bath, Maine. Appli-
cation to other areas followed slowly. The officers
of the Revenue Cutter Service were Mempowsred and di=-
rected, in case of necessity, or when proper notice
has besn disregarded, to use the force at their com~
nmand to remove from channels or stop, any vessel viow
lating the prescribed rules."

INSPECTION OF

The anchorage areas speci~-
fied under the Act of May
16, 188, were not regularly
patrolled, but Revenus Cut-
ters made occasional inspections, flying the proper
anchorage flag, and enforcing the regulations as need-
ed, Some 8reas in which traffic wae considerable,
were patrolled for various periods.

EXPANSION OF ANCHORAGE
mm

Congress pasgsed the Rivers
and Harbors Act of March L,
1915, under which were ex-
m}l L, 1915 tended the areas in which

the Revenue Cutter Service

became responsible for the
enforcement of anchorage rules and regulations, pro-
viding cutter service was available, The Act trans-
ferred jurisdiction over anchorages from the Depart-
oment of Commerce to the War Department. The Revenue
Cutter Service and the life Saving Service were combin-
ed into a service renamsd the Coast Guard. In addition
to anchorage areas authoriged by statute, there were
added under this Act additional locations from time-
to time where the Coast Guard was employed in super-
vising the anchorage and movement of vessels. This
called for a better-organized enforcement organization.
In the larger ports, harbor tugs or launches of the
Coast Guard, flying the prescribed anchorage flag,
made regular patrols of the spscified areas, assiste
ing shipping in anchoring properly, giving information
and advice on local port conditions and facilities,
.and enforcing the rules and regulations. Service was
rendered marine commerce in every possible way., While
Jurisdiction over anchorages rested with the War Depart-
ment, the Coast Guard contimued as the enforcing agency.
and continued supervision of anchorages and movement
‘of vessels at New York, Chicago and on ths Kennebec
River under direct authorization of Congress. Officers

in charge of this enforcement activity were designated
as Supervisors of Anchorages.

FIRST CAPTAIN OF THE PORT In time of war, the Coast
TESTGNATED DURING  Guard becomes a part of
TWORID WAR I AT NBW YORK  the Nevy, but maintains its
identity. It operated as
such during World War I,
but it continued its enforcement of rules and regula-
tions governing the anchorage and movement of vessels
in various harbors. i Due to the great increase in
shipping at New York and theé consequent expansion of

anchorage activity there, as well as increase in ship-
ments of ammnition and other explosives at that port,
the operationsl officer in charge there was termed the
Captein of the Port. He was charged with supervisicn
of the loading of explosives to assure proper safe- °
guards, and increased his personnal in order that this
mmt be donew (" gp]. (oo /o ey L-Carder
ADDTTIONAL In 1918, the Coast
%PIAINS OF THE PRT Guard contimued operations

N as part of the Navy, Juris-
- diction over the anchorage

and movement of vessels in

certain harbors passed from the War Department to the
Treasury Department. The Secretary of the Treasury
designated several Coast Guard officers as Captains of
the Ports of New York, Philadelphia, Norfolk and Sault
Ste. Marie. At tho last-named port, a continuous day
and night lookout was maintained aleng the St. Mary'e
River, After termination of the war, officers in
charge of Cocast Guard port activities at the principal
ports contimued to be known as Captains of the Port,
and maintained organizations adequate for supervision
of the movement of vessels in specified areas and the
enforcement of anchorage rules and regulations, in
waters under their jurisdiction. In all, 10 Captains
of the Port were designated. Befeore March 10, 1941,

.tho avthority for desigrating an officer of the Coast

Guard as Captain of the Port was vested in the Secre-
tary of the Treasury. On that date, an amendment of
the Rules and Regulations provided that the Captain
of the Port was a Coast Guard officer designated by
the Commandant of the Coast Guard.

SUAMARY OF EARLY From the foregoing, it is
RESPONSIBILITIES evident that from the esta-
blishment of the Coast
Guard as such, through
World War I, the duties of the Captains of the Port
were largely restricted to the enforcement of anchor-
age rules, the control of the movement of vessels in
designated harbors and waters, and supervision of the
loading of explosives at certain ports.

DEVELOPMENTS FRIOR T0 1939

JURISDICTION REVERTS On March 3, 1921, the

TO THE WAR DEPARTRENT suthority of the Treassury
Department to promlgate
vessel anchorage and move=
ment rules and regulations was terminated, ard juris-
diction was again assumed by the War Department, The

‘Coast Quard, however, continued as the enforcement

agency. Perlodic inspections of anchorages were made
during 1920 and later at points where there was no
Captain of the Port. From tims to time, additional
specified anchorage areas were patrolled and inspected.




D
INC HEASING PESPONSIRILITY During the period of increas-
¥ CAPTAING OF THE PORT  ing prosperity and foreign
trade in 1928 and 1929, the
work of supervising the
chorage and movement of vessels inrreased greatly,%es-
pecially in the larger ports. The demands upon the
Captains of the Port to perform the many functions
connected with the smooth operetion of shipping in the
great ports constantly increased. To perform this
work, additionzl tugs of the harbor type were urgently
needed, particularly at New York. Additional super-
vised areas were designated, making a formidable array
of ports where the Coast Guard had supervisory duties.
From 1933 to 1939, while there were no marked changes
in connection with Captain of the Port duties, the
volume of work increased materially, and supervision
was continued at all ports where Federal regulations
had been prcmulgated.

SCOPE OF DUTY Figures showing operations
AT NE¥ YORK HARBOR of the Captain of the Port
N 193, of New York for the fiscal
year ended 30 June, 1935,
indicate how the responsi-
bilities of the COTP had increased and broadened., Dur-
ing that year, Coast Guardsmen under his direction in-
spected 9,219 vessels at anchorages; warned 327 ves-
sels for violations; supervised transfer of 16,460,000
pounds of explosives; transported 2,261 aliens; fur-
nished daily tramsportation to Custcns Inspectors, and
Public Health and other officials to Quarantine; pa-
trolled three regattas and one launching; and engaged
in extensive ice-breaking.

By 1 April, 1939, the War
Department (Corps of En-
gineers) had adopted anchor-
age regulations defining

the specific areas in which vessels might anchor, and
set forth separate rules and regulations for each.

In only a few cases were these rules identical. These
designated areas, where the Coast Guard was charged
with responsibility for enforcing the rules, weres

ARCHORAGE REGULATIONS
OF 1939

Kennebec River, at or near Bath, Maine
New Bedford Outer Harbor, Buzzards Bay, Vineyard
and Nantucket Sounds, Massachusetts
Narragansett Bay (Newport and Bristol, Rhode
© Islangd)
Randall Bay, Freeport, Long Island, New York
The Port of New York
Amnapolis Harbor, Maryland
Anacostia River, District of Columbia
Hempton Roads, and Norfolk and Newport News
Harbors, Virginia
Port of Charleston, South Carolina
#filmington River, Thunderbolt Harbor, Georgia
#Turners Creek, Georgia
#Atlantic Ocean, off Miami and Miami Beach,
Florida
Tampa Bay, Florida
Waukegan Harbor, Illinois
Chicago Harbor, Illinois
San Diego Harbor, California
Los Angeles and Long Beach Outer Harbor,
California
San Francisco Bay, San Pable Bay, Carquinez
Streit, Suisan Bay, New York Slough, and San
Joaquin River, California

#Regulations enforced by Army Engineers.

THE RULES The six rules which were
IND REGULATIONS identical were basic.
OF 1939 Briefly, they provided that,

(1) no anchoring take place
ocutside an anchorage area,
(2) no anchors, hull, or rigging be at any time out-

Rl

side the area, (3) vessels be anchored so as not to
obstruct navigation when anchored outside an anchorage
in emergency, (L) a vessel get under way at once when
notified to shift anchorage, (S) Coast Guard has
authority to shift position of any vessel anchored so
as to obstruct traffic, and (6) no owner or person in
charge is relieved from penalty for obstructing navi-
gation, range lights, or non-compliance with naviga-
tion laws, Many of the twelve remaining areas, adopt-
ing some if not all of the above basic rules, had in
addition rules that applied particularly to peculiar
local conditions. In general,there was no conformity
to a uniform, nstional pattern upon which effective
Federel enforcement could be based during the emer-
gency, because at this time, there was no "national
pattern.” 1In addition to the foregoing, War Depart-
ment regulations, enforced by District Engineers, were
issued on 20 April 1938, for “All Waterways tributary
to the Gulf of Mexico (except the Mississippi River
and its tributaries) from St. Marks, Florida, to the
Rio Grande." These regulations were later reaffirmed
and contimued in force by Part II of the Treasury
Department rules of 29 October, 19LO.

POVERS OF In order to enforce rules,
COAST GUAED orders and laws, certain
PERSONNEL powers were given the indi-

vidual. In the Coast Guard,
such general legal powers
are conferred by the Act of 22 June, 1936, (C.705,
Sec. 1 49 stat, 1820; 14 U,.S.C. 4S) which defines the
Jurisdiction of the Coast Guard. The pertinent sece
tion of that Act is as follows:

"Commissioned, warrant, and petty officers
of the Coast Guard are here empowered to
make inquiries, examinations, inspections,
searches, seizures, and arrests upon the
high seas, and the navigable waters of the
United .States, its Territories, and posses-
sions, except the Philippine Islands, for
the prevention, detection, and suppression
of violations of laws of the United States:
Provided that nothing herein contained shall
apply to the inland waters of the United
States, its Territories, and possessions,
other than the Great Lakes and the connect-
ing waters thereof. For such purposes, such
officers are authorized at any time to.go on
board of any vessel subject to the jurisdic-
tion or to the operation of any law, of the
United States, to address inguiries to those
on board to examine the ship's documents and
papers, and to examine, inspect and search
the vessel and use all necessary force to
compel compliance. When from such inguiries,
examinations, inspection, or search it shall "
appear that a breach of the laws of the United
States rendering a person liable to arrest
is being, or has been committed, by any per-
son, such person shall be arrested or, if
escaping to shore, shall be immediately pur-
sued and arrested on shove, or other lawful
and appropriate action shall be taken; or,
if it ohall appear that a breach of the. laws
of the United States had been committed so
as to render such vessel, or the merchandise,
or any part thereof, on board of, or brought
into the United States by such vessel, liable
to forfeiture, or so as to render such vessel
liable to a fine or penalty and if necessary
to secure such fine or penalty, such vessel
shall be seized."

THE GROWTH OF TRAFFIC The growth of commercial

AT COTP ANCHORAGES traffic supervised by Cap-
tains of the Port at the
various designated anchor-




TOSTREORR

age areas from 1915 to 1939 was affected primarily by
the increasing number of areas supervised. It also
reprogented, except during World Var I days, the na-
tural year-to~year increase in the traffic of each
area which kept pace with the industrial and commer-
cial growth of the country. With the improvements and
deepening of the nation's waterways, larger vessels
with greater cargoes per vessel made use of the anchor-
age areas and thus added not only to the volume of
traffic under supervision, but also to the responsibi-
lities of the Captains of the Port both for the safety
of these larger units and of the other vessels using
the channels, wharves, and anchorage grounds. Total
tonnage in the supervised areas grew from 220,9L8,000
in 1915 to 623,911,000 in 1939. The largest figures
were, of course, for the Port of New York, which grew
frem 149,154,000 to 187,130,000; the peak, however,
was 200,840,000 in 1920,

ENFORCEMENT OF The "Regulations for the
EXPLGSIVES Transportation of Explo-
REGULATIONS sives and Other Dangercus

Articles on Freight and
Freight-and-Passenger Ves—
sels by Water” were formulated under the Act of Con-
gress Approved March L, 1921, and provided that the
Interstate Commerce Commission formulate regulations
for the safe transportation within limits of the juris-
diction of the United States, such articles as came
within the above definition, and recommend methods of
stowage, regulations for preparation of vessels and
their compartments, lockers and mggazines to handle
explosives, methods for storage, loading and unload-
ing, and other handling and equipment for handling
explosives; stowage of explosives, dangercus articles
and semi-hazardous articles; bulk shipments; lealking
and defective packages; and the application of other
laws and regulutions. At the time of The emergency,
there were two sets of regulations in effect govern-
ing the movement and anchorage of vessels carrying
explesives, One was binding upon “all common carriers
engaged in interstate or foreign comuierce which trans~
port explosives or other dangerous articles by land
or water.® These had been promulgated on 1 February,
1935, by the Interstate Commerce Commission, (with
amendments to 12 Juns, 1910). The other sets of re-
gulations were applicable to 6 different areas in the
United States, riamelys .
Charleston, South Carolina .
Atlantic Ocean off Miami and Miami Beach,
Florida
The Port of New York
Hampton Roads and the Harbors of Norfolk and
Newport News, Virginia
Los Angeles and Long Beach OQuter Harbors,
California
San Franclisco Bay, San Pable Bay, Carquineg
Strait, Suisun Bay, New York Slough, and
San Joaquin River, California

The types of explosives were spocified for the dif-
ferent areas, and varied somswhat., Undoer both sets of
regulations, the "Officer of the Coast Guard designa-
ted 'Captain of the Port't" supervised enforcement of
the regulations on water, but such supervision (in the
New York, Los Angeles and San Francisco regulations)
#ghall not be construed to diminish or affect the
duties of other Pederal officials as prescribed in
slgction 17 of the River and Harbors Act of March 3,
9948

WAR DEPARTMENT

There were six sets of
EXPIOSIVES —
REGULATIONS - 1939

explosives anchorage area
regulations promilgated and
in force on 1 April, 1939.
These were contained in

binigiias

“"Rules and Regulations Relating to the Navigable
Waters of the United States,® and applied to the
above six areas. These regulations contained soms
or most of the following provisionss

1¢ Captain of the Port supervision
2. Red flag by day and red light by night
(and at Hampton Roads, Norfolk and Newport
News, in addition, specific equipment for
attending barges)
3. No smoking or inebriation
L. Separation of explosives from inflammables and
separate stowage 25 feet away for blasting
caps, etc.
S. Fire prevention
6. Removal of litter, rubbish and loose metal before
loading
7. Careful handling with avoidance of metal
8. Definition of “high explosives in bulk®
(and in San Francisco Bay area, of "low
explosives® - black powder)
9¢ Moethod of transfer by chmte or mattress
10, Description of cmtes
1l. Method of handling damaged packages
12, Special inspectors, their duties and responsibi-
lities
13. Removal of violators and stopping of loading or
unloading by COTP
1, Frequent inspections by Master
15, Vessels with high explosives shall not anchor
within LOO yards of each other except lighters
transferring cargo
16. Explosives anchorages may be used for regular
freight when no other space is available
17. Captain of the Port supervision with indiminished
duties of other Federal officials concerned
18. Captain of the Port assignment of guards, limita-
tion of cargo, requirement of permit
19. Competent person to be in charge and defining
Kasters' duties and responsibilities
20, Frequent inspections with owner or person in
charge liable for violations
21, Compliance with applicable Interstate Commerce
Commission regulstions by all vessels not
common carriers.

Strictest in rules and enforcement were the Port of
New York, and los Angeles and Long Beach Cuter Harbors,
with identical regulations; next wore Hampton Roads
and San Francisco, also with identical regulations;
Charleston rated next, while the Atlantic Ocean off
Mami rated lowest requiring only the display of a red
flag or light and anchoring of vessels by written Army
Engineer permit.

EFFICACY OF Classes of ammnition and
TONS explosives exported between
191y and 1940 were (a)
smokeless powder, gb dyna-
nmite, (c) other explosives, édg safety fuses, (e) blast-
ing caps,’ (f) shot, shells, (g) metallic cartridges,
.(h) explosive shells and projectiles, and (i) other
ammnition, including fireworks. The value of such
exports reached $715,575,306 in 1916, declined to a
low of $2,452,000 in 1932, and rose to $56,4L9,069 in
1540, Imports were relatively minor; the peak was in
1918 with valne at $15,302,156, and the low point was
in 1933 at $233,000; in 1940 the value was 9%6,9313,
the bulk of which was represented bty firecrackers.
The efficacy of the regulations as applied to this .
traffic is evident from the record, Records submitted
to the Coast Guard covering casualties to vessels in
the years 1915-1919 reveal that .0085% of ‘all casual-
ties to vessels were on vessels carrying e xplosives,
inflamnables, or dangerous cargoes. In the period
1936-1940, the figure was ,0102%. The volume of ex=-
plosives handled in United States ports was affected




REOEOTER
more directly by exports and imports than by those
mamifactured and sold primarily for industrial pur-
poses.

LIGHTHOUSE SERVICE Under a directive (General
WERGED WLlH Order No. 37) dated 20 June,
COAST GUARD 1939, and effective 1 July,
1939, the entire United
States Lighthouse Establish-
ment became merged with and a part of the Coast Guard,
The personnel of the Lighthouse Service in the field
and on vessels was consolidated with the Coast Guard
personnel, anc came urder the direction of the Com-
mandant of the Coast Guard. The whole purpose of the
plan was;

(a) To reduce expenditures

(b) To increase efficiency

(c; To consolidate agencies according to
major purposes

(d) To reduce the number of agencies by con-
gsolidating those having similar functions
and by abolishing such as may not be
necessary; and

(e) To eliminate overlapping and duplication
of effort

Eventually, this development affected Captains of the
Port indirectly, for under war conditions lighthouses
became an important part of the coastal network which -
furnished valuable information to the District Coast
Guard Officers and Coast Guard and Navy Intelligence.
A substantial part of this information concerned the
Captains of the Part and their Port Security activi-
ties.

1939 DUTIES OF
CAFTAINS OF THE POST
SUMART ZED

Thus, at the time of the
beginming of European hos-
tilities in vorld War II
(September, 1939) the
Captain of the Port organi-
zation had expanded in the principal United States
perts. Duties came very largely within two classi-
fications, (a) enforcement of anchorage rules and
regulations, and control of the movement of vessels,
and (b) supervision of the loading and unloading of
explosives in specified areas. The effect of the
war in Burope was to increase tremendously ths re-
sponsibilities of Captains of the Port both as to
scope of duties and work-load as volume of shipping
rapidly expanded. The entire Port Security activity
was built around the Captain of the Port organization.

PART II
INFLUENCE OF THE VAR IN EUROPE

GROWTH IN PREVAR RESPONSISILITIES OF THS CAPTAIN OF
THE PORT

As an immediate aftermath
of the opening of hostili-
ties in Europe, the Presi-
dent of the United States,
on September 8, 1939, issued a proclamation that a
national emergency existed in comnection with and to
the extent necessary for the proper observance, safe-
guarding and enforcing of the neutrality of the

United States, and the strengthening of our national
defense within the limits of peace~time authorizations.
He also stated that specific directions and authoriza-
tions would be given from time to time for carrying
out those two purposes,

PROCLAMATION OF A
NATIONAL EMERGENCY

AUTHORITY FOR FIRST

Ten days, later, an Execu-
INCREASE, IN PERSONNEL

tive Order of 18 September,

L

1939, authorized additional personnel for the Coast
Guard because of the state of national emergency,
such per, 1 not to d 4,500 (exclusive of new
lighthouse service personnel), and directed that the
existing facilities of the Coast Guard be increased,
repaired, modernized, enlarged and equipped to the
extent determined by the Secretary of the Treasury
for additional duties.

DATLY REPORT ON

The first expansion of
NOVENENT CF VESSELS

dities for Captains of the
Port after this development
came in September, 1939,
pursuant to certain duties under the Neutrality Act.
The Coast Guard was directed to furnish the White
House, State, Treasury and Navy Departments and other
interested agencies a daily report of the movement of
all forelgn merchant vessels and public vessels and
aircraft within the ports of the United States. This
was later expanded (by letter 18 September, 1541) to
include domestic vessels with domestic cargo, and
passenger vessels in coastwise and foreign trade, and
also tugs, barges, and bay, sound or river vessels.
The reports stated the name, location, nationality,
rig, dates of arrival and d eparture, ports arrived
from and ports of destination, type of cargo, and

whether armed,

Seginning late in 1939,
Captains of the Port were
charged with the responsi~
bility of sealing the
radios and checking arma-
ments of belligerent vessels arriving in their ports.
In most ports, when such vessels were granted pra-
tique at Quarantine, COTP personnel boarded them,
sealed their radios, and incidentally gained much in-
formation of valne. A form letter of inatructions
relating to the radio, repairs, alterations, in-
stallations of armaments, gun emplacements, degsussing,
ammnition, explosives or other defensive or offensive
equipment, was given to the lMaster of the vessel. A
blank certificate requesting authority to have re-
pairs, alterations or adjustments to the vescel's
radio while in port, was left with the Master.

RADIC SEALING
AND ARMAYENT

The Coast Guard Reserve
Act of 23 June, 1939,
established the United
States Coast Guard Reserve
as a voluntary, non-mili-
tary organization of yacht and motorboat cwners. The
purpose was to further boating efficiency and ssfety
at sea, and to have a group of boat owners available

THE COAST GUARD
FESERVE ACT
OF JURE 23, 1939

. for assistance in emergency. This organization under-

went several changes subsequently, and the members
were of no immediate importance to the Captains of
the Port. However, with the advent of war the vlti-
mate organization, of which this was the original,
tecame of insstimable value to Captains of the Port
as the Temporary Reserve, and in many ports took over
a very substential portion of Port Security work.

Waterborne end air traffic
increased slowly during
the latter part of 1939
and early 1540. Captain of the Port operstions grew
commensurately. This was the period of the "phoney
war," In the Spring of 1940, however, the terminolo-
gy was found to be erronecus, and European hostili-
ties grew very active. With the stepped-up tempo,
shipping activity increased considerably, greater
volumes of explosives were moved, anchorages became
widely useds The development of large seaplanes made
it necessary in June, 1940, to set aside for their
use, areas in which the operation of surface water
craft was restricted or prohibited, and Captains of

INCREASING TRAFFIC
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the Port had the added --z...onsitility of enforcing
regulations in such arcas. It was found that anchor-
age rules and rules relating to the movement of ships
and explosives required elaboretion, refinement, and
broadening.

PRESIDENTIAL President loosevelt issued
PROCLAMATION a proclemetion on 27 June,

OF 27 JUbE, 1940

1940, stating that continu-
ation of the conditions set
forth in his 8 September,
1939, Proclamation called for additional measures
within the limits of peace~time authorizations, and
quoted the following excerpt from the Act of Congress
approved 15 June, 1917:

nSection 1. Whenever the President by pro-
clamation or Executive Order declares a
national emergency to exist by reason of
actual or threatened war, insurrection, or
invasion, of disturbance or threatened dis-
turbance of the international relations of
the United States the Secretary of the
Treasury may make, sutject to the approval
of the President, rules and regulations
governing the anchorage and movement of any
vessel, foreign or domestic, in the terri-
torial waters of the United States, may in-
spect such vessel at any time, place guards
thereon, and, if necessary in his opinion

in order to secure such vessels from damage
or injury, or to prevent damage or injury

to any harbors or waters of the United States,
or to secure the observance of the rights and
obligations of the United States, may take,
by and with the consent of the President, for
such purposes, full possession and control
of such vessel and remove therefrom the offi-
cers and crew thereof and all other persons
not specially authorized by him to go or re-
main on board thereof.

“Within the territory and waters of the Canal
Zone the Governor of the Panama Canal, with
the approval of the President, shall exercise
all the povers conferred by this section on
the Secretary of the Treasury.”

The President then stated that it was essential, in
order to carry out the provisions of the Act that the
powers conferred by the ict be exercised, or be made
available for exsrcise, with respect to foreign and
domestic vessels, and thereby consented to such exer-
cise.

ANCHORACE REGULATIONS In pursuance of this Pro-
FOLLOWING PROCLAMATION clamation, the Secretary of
the Treasury on the same
day, with the approval of
the President, issued the following "Anchorage Regu=
lations,” after quoting Section 1, Title IX of the
so=-called Espionage Act, given aboves

1. A1) existing rules and regulations of any depart-
ment, agenscy, or instrumentality of the United States
governing anchorage and movements of vessels in the
territorial waters of the United States are hereby
reaffirmed and continued in force during the period
of the present emergency, except as modified by these
rvles and regulations,

2. The rules and regulations governing the anchorage
of vessels herein reaffirmed or promulgated shall be

enforced by the Captain of the Port, or where the port
has no such officer, by an officer of the Coast Guard
or the Customs Service designated by the Secretary of
the Treasury. In any case where there are no appli-

cable rules or regulations governing the anchorage of

«RBEPRECTED—=

vessels, all anchorage shall be in accordance with
the cirections of the Captain of the Port or other
oificer designated by the Secretary of the Treasury
purseant to this section.

3. The mo t of any v 1 between points within
the area of a part, and the movement, loading, and
discharzing of explosive or inflammable material or
other dangerous cargo shall be under the supervision
and control of the Captain of the Port, or other offi-
cer designated by the Secretary of the Treasury pur-
suant to section (2) hereof.

L. The Captain of the Port or other officer designat-
ed by the Secretary of the Treasury pursuant to sec-
tion (2) hereof is hereby authorized to cause to be
inspected and searched at any time any vessel, foreign
or domestic, or any person or package thereon, within
the territorial waters of the' United States, to place
guards upon such vessels, and to remove "therefrom any
or all persons not specially authorized by him to go
or remain on board thereofs

5, The Collector of customs, through the Captaein of
the Port, or other agency, -acting for the collector,
is hereby directed subject to the approval of the
Secretary of the Treasury, to take full possession
and conurol of any vessel, foreign or domestic, in
the territorial waters of the United States, whenever
it appears that such action is necessary in order to
secure such vessels from damage or injury, or to pre-
vent damage or injury to any harbor or waters of the
United States, or to secure the observance of the
rights and obligations of the United States. Pending
action by the Secretary of the Treasury, the collector
of customs is authorized to detain any such vessel
and is directed to commnicate the facts by the most
expeditious means available to the Secretary of the
Treasurye

6, The Secretary of the Treasury may require all
lighters, barges, ferrles, tugs, motor boats, sall-
boats, and similar craft operating in the harbor or
waters of any port of entry, to be especially licensed
by the collector of customs for such purpose and may
revoke any license so granted for any failure to com-
ply with the anchorage or harbor regulations for such

ort, or to obey the orders issued thereunder by any

ly authorized officer, or for any act inimical to
the interests of the United States in tho present
emergency.

7. No vessel shall depart from any port or place in
the United States, or from any port or place subject
to the Jurisdiction of the United States, on a voyage
on which clearance by customs officer of the United
States is required, unless ths principal customs
officer in charge of the port of departure shall have
been authoriged by the Secretary of the Treasury to
pormdt the aoparture.

CONFERENCE Under the Proclamation of
AT VASHINGTON 27 June, 1940, the Treas-
: ury Department would

necessarily assume cere

vested in other agencies of the Government. Thsrefore,
the Commandant of the Coast Guard called a conference
for 1 August, 1940, of port authorities and others,
to consider matters relating to control over the an-
chorage and movements of vessels, and the handling of
explosives, inflammable material and other dangerous
sargoes. Represented at the conference were the
Departuents of the Treasury, War, Navy, Commerce, the
Interstate Commerce Commission, Association of Ameri-
can Railways Bureau of Explosives, American Associa-
tion of Part Authorities, New York City Fire Depart-
ment, Amsrican Petroleum Institute, and the Standard




0il Company of New York. At this conference, need
was stressed for uniformity in general regulations
throughout all United States ports where Federal re-
gulations were in effect, and for elimination of the
existing varying rules. Flans were made for super-
vision of the handling of inflammable cargoes, which
w#as then receiving insufficient attention, There was
desire to adhere as closely as practicable to proce-
dures followed in normal times by the various regula-
tory agencies and receive their advice and assistance
in adopting new or amending old regulations. Such
agencies would be informed and their views obtained
prior to promlgation.

One important subject dis-
cussed at the conference

was the existing extent of
Federal jurisdiction over
explosives. It was difficult to determine where
responsibility of one agency left off and that of an-
other began. The Bureau of Marine Inspection and
Navigation, for instance, had regulations covering the
accomodation and construction of vessels for the load-
ing of explosives. Vessels certified by that Bureau
were the only ones permitted to carry explosives (this
included regulations for "tank vessels”). The Bureau,
however, did not have personnel to enforce its tanker
regulations. Federal jurisdiction over inflammable
cargoes was questionable. If a tanker at New York
were spilling gasoline on the water, Army Engineers
might have jurisdiction as regarded pollution of the
harbor, but the Coast Guard appeared to have jurisdic-
tion over elimination of the resulting fire hazard
during the national emergency. In such a case, Bureau
of Harine Inspection and Navization rules would be
violzted, tut the question of who would prosecute the
responsible party was considered, at that time, to

be secondary to the matter of preventing fires. The
"Anchorage Regulations® of the Treasury dated 27 June,
1940, clearly gave the Coast Guardcomplete supervision
and control over "lading and Discharging of explosives
and inflammable material or other dangerous cargo,!
and it was determined that regardless of any remissness
of other agencies in carrying out their part of the
law, the Government would be sure to hold the Coast
Guard responsible for any disaster resulting from
gasoline spilling over the harbor of a United States
port. :

FEDERAL JURISDICTION
OVER EXPIOSIVES

OTHER Other matters discussed and
CONF=RENCE worked out at this confer-
MATTERS ence related to working ocut

procedures where the Inter-

state Commerce Commission
and Coast Guard were responsible for portions of the
handling of dangerous cargoes and liquid in tankers
where the Bureau of larine Inspection and Navigation
was also concerned. Provisions were made for adjuste
ing rules and regulations to conform with existing
local rules, or for changing or adopting regulations,
asking the local agencies to draw up the changed rules.
There was much to be done in smoothing out the regula~-
tions for handling explosives and dangerous material,
and this is covered in greater detail in the section
on explosives, under operations. A great class of
common and contract carriers was not subject to any
regulations at all unless they carried passengers,
It was thought that Interstate Commerce Commission
Water Regulations could be applied for the emergency
to contract carriers as a group, and thus could be
extended to all those smaller craft that were not then
covered by the regulations,

It was pointed ocut at this
conference that the func-
tioning of the Coast Guard
as '"Federal Police" in the

THE COAST GUARD
A5 "FEDERAL POLI

United States harbor waters would contimue to see
that the various laws were properly enforced and addi-
tional regulations issued and enforced as needed.

Very close cooperation with local police on shore was
necessary to see that Coast Guard regulations dove-
tailed with the rules of the police in waterfront
areas. With the water{ront as the Coast Guard's
bailiwick and most of the power plants even in interi-
or cities such as Pittsburgh, St. louis, and Cincin-
nati built on the waterfront for easier access to coal,
oil and gasoline barges, the borderline between police
and Coast Guard authority had to be worked out. Coast
Guard responsibility for inflammable and d angerous
cargoes was clear. The Coast Guard could not, however,
at that time, take responsibility for policing piers
except where explosives were being handled by vessels,
Rules and regulations which would be drawn up by the
Coast Quard would originate in the field. After con-
sultation with local authorities and local people in-
terested, regulations agreesable to those groups would
be sent to Headquarters, reviewed and brought into
uniformity, approved by ths Secretary of the Treasury,
and sent back to the field. In case of wide divere
gence with State or municipal regulations, the Coast
Guard would still keep their rules and incorporate
some, but not necessarily all, of the local rules as
they thought necessary. Full cooperation was attempt-
ed and given, but in the final analysis the Coast
Guard could make any rules felt necessary regardless
of the local regulations.

FPERMITS FOR At New York Harbor, a system
TONGSHOREMEN had been ted by mid-

1540 of ascertaining the
nationality, and obtaining
fingerprints, of longshoremen and granting them per-
mits, This had mich to recommend it, and at the con-
ference it was stated that there was intention to have
the Coast Guard extend this to other ports and also
to New York contract longshoremen who were not then
issued permits. The thought of establishing identi-
fication of operators of local harbor craft also ree
ceived favorable response.

On 20 September, 19k0, Head-
quarters arranged with the
State Department that li-
censed exporters of explo-
sives be required to report to Coast Guard Headquarters
all shipments for export. The report gave on each
shipment a statement covering:

TIGHTER CONTROL
OF EXPLOSIVES

(2) The kind and quantity of explosives
(bg Export license number
Origin of shipment
(d) Country of destination
(e) Port of loading
(f) Date of leaving point of origin
(g) Routing
(h) Means of transportation
(1) The company making the shipment

Coast Guard District Commanders involved were then
notified and they, in turn, notified appropriate muni-
cipal and State police and fire authorities in order
that adequate protection might be afforded. Use of
this form largely removed the hazard attending unimown
arrivals and transfer of large shipments of explosivas
and dangerous cargo.

DANGEROUS CARGO ACT
9
L A

An Act approved 9 October,
1940 (the "Dangerous Cargo

1. Following this conference new rules and regula-
tions were issued by the Secretary of the Treasury on
Anchorage and Clearance, and on Handling of Explosives.
Details are given under Operations, under those sub-
divisions.




ENFORCEMENT OF FEDERAL LAWS AT SEA
HAS ALWAYS BEEN A COAST GUARD RESPONSIBILITY.
A PICKET BOAT PREPARES TO CHECK UP




SESRRICTED

Act®) amended Section LLT2 of the Pevised Statutes
(U,S.C. 193k edition, Title 6, Sec. L6S), and pre-
vided for the safe carriage of explosives or danger-
ous or semi-dangerous articles or substances on board
vessels, and made more effective the provisions of
the International Convention for Safety of Life at
Sea relating to the carriage of dangerous goods.
Under this Act, the Bureau of Xarine Inspection and
Navigation of the Department of Commerce and the
Coast Guard were given primary jeint enforcement
jurisdiction, Every vessel, domestic or foreign,
(except public vessels and tankers) regardless of
character, tonnage, size, service or method or pro-
pulsion, on navigable waters of the United States,
including its territories and possessions (except
Canal 2one and Philippines) was brought under super-
vision. Tankers, however, were forbidden to carry
fulminates, detonating compounds or explosives that
ignited spontaneously. Vessels carrying 12 or more
passengers were forpidden to transport or stow cer-
tain high explosives susceptible of detonation by a
blasting cap or detonating fuse except ships' signal
and emergency equipment. Transportation of such ex-
plosives on other than passenger vessels was per-
mitted under regulation of the Secretary of Commerce,
as well as other explosives and dangerous articles.
Also regulated were containers giving off inflammable
vapors which might be carried in passenger vessels.
Some types of small vessel were excluded from his
provision. The Secretary of Commerce regulated pack-
ing, maridng, labeling and certification of such ar-
ticles; accepted or adopted pertinent regulations of
the Interstate Commerce Commission insofar as they
applied to shippers by common carriers; and regulated
safe, transportation, stowage, and such, Information
on the true character of shipment before delivery to
the vessel's agent was required. Gasoline or other
inflammable or comustible liquid in tanks of motor
vehicles or toats being transported in vessels was
subject to regulation. Regulations under this Act,
entitled "Explosives or other Dangerous Articles on
Board Vessels,"with 18 parts covered in great detall,
were promulgated by the Secretary of Commerce on 9
April, 19L1.

REVISED Following the 1 August, 190,
THCHORAGE REQULATIONS conferonce at Headquarters,

the Secretary of the Trea-

sury, on 29 October, 19L0,

igsued "Anchorage Grounds
for Certain Ports of the United States and Rules and
Regulations Relating Thereto." These expanded and
refined previous regulations and contained additional
provisions, Enforcement of these rules and supervi-
#mion over the anchorages increased the responsibili-
ties of the Captains of the Port. These rules and
regulations are covered in detail in ths Section on
Clearance and Anchorage, Part VI,

CAPTAIN OF THE PORT
COVERAGE AUGLRNIED

On 5 November, 15L0, Cap-
tains of the Port were de-
signated at the following
29 key ports of the United
States and its non-contiguous territories. At each,
the primary duties at that time were enforcement of
the regulations of the Secretary of the Treasury of
27 June and 29 October, 1940, and supervision relat-
ing to explosives under regulations previcusly pro-
mlgated.

Portland, Maine

Boston, Massacsetts

New York, New York
Philadelphia, Pennsylvania
Baltimore, Maryland
Norfolk, Virginia
Charleston, South Carolina

Jacksonville, Florida
Port Everglades, Florida
ldami, Florida

Kev ‘fest, Florida

Mobile, Alabama

Gulfport, Mississippi
New Orleans, Louisiana
Galveston, Texas

3an Juan, Puerto Rico
Charlotte Amalie, Virgin Is.
Sault Ste, Marie, Michigan
Detroit, Michigan
Cleveland, Ohio

Chicago, Illinois

Duluth, linnesota

San Diego, California
San Pedro, California
San Francisco, California
Seattle, Washington
Astoria, Oregon
Ketchikan, Alaska
Honolulu, Hawaii

Thus, effective machinery for the enforcement of the
various laws and regulations governing anchorage and
movement of vessels at all the key ports was set up,
without materially affecting any of the then-existing
regulatory or enforcement procedures, but bringing
about a higher degree of uniformity between procedures
at the ports than had theretofore existed.

on 25 March, 1541, a fur-
ther step was taken in con-
solidating the administra-
tion and enforcement of
rules and regulations as they then stood, by designat-
ing "Headquarters Ports" under each Coast Guard Dis-
trict, and indicating the other ports (and territorial
waters) under the jurisdiction of each. There were

37 of these "Headquarters Ports”, which included all
taose listed in the preceding paragraph except Port
Everglades (which came under Miami), Gulfport (under
Uobile), San Diego (under Los Angeles), and San Pedro.
Added, were the followings

DESIGNATION OF
FEADY ART=RS PORTS

Rockland, Maine
Portsmouth, New Hampsnire
New London, Connecticut
Atlantic City, New Jersey
Tampa, Florida

Port Artmr, Texas

Los Angeles, California
Buffalo, New York
Marguette, Michigan
Oswego, New York

St. Louis, Missouri

Sub-ports coming under jurisdiction of the Headquart-
ers Ports were also designated in accordance with
their geographical locations, and most of these later
were mssigned Assistant Captains of the Port. The
1ist conforms 8o closely that it is omitted here, and
reference 18 made to the list of COTPs and ACOTPS
given in Part IV, Organization. Jurisdiction of the
Captains of the Port at these Headquarters Ports
covered waters e xtending to those of adjacent COTPs,
so that the entire navigable seacoast, lake shores
and mid-wostern rivers, as well as the waters of
Alaska, Hawaii, Puerto Rico and the Virgin Islands
were the responsibility of these officers.

CROWTH IN TRAFFIC AT
HEADQUARTERS PORTS

In 1915, waterborns traffic
in the L ports with Captains
of the Port amounted to
220,948,000 tons. In 1939,
traffic in the 37 ports which were later designated.
as Headquarters Ports was 1,271,850,000, showing the
great increase in the responsibdlities of these
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officers. The additional supervisory load was ef-
fectively absorbed by the existing machinery of the
Coast Guard organization, although efficient adminis-
tration had always to depend upon the ultimate strength
of the various enforcement units in relation to the
size of each area, volume of traffic, and intensity

of supervision which the exigencies of the existing
energency might dictate.

OFFICE OF MERCHANT

The Office of Merchant Ship
SHIP_CONTROL

Control, established early
in 1941, had charge of all
matters relating to the move-
ment and anchorage of ships within the prescribed
areas, the supervision over the movement and anchor-
age of vessels carrying explosives and, under the
existing regulations, over the movement, lading and
discharge of explosives, This improved control and
coordination of such activities., The office acted as
the agency of the Secretary of the Treasury in draft-
ing rules and regulations governing such matters and
in supervising their administration through the
Captains of the Port, :

Betwsen 21 July, 1941 and 3
September, 1941, a realign-
ment of the Captains of the
Port was mede. Through
trial and error, it seemed best to'designate a Captain
of the Port for each Coast Guard District and place
Aides under him. Orders dated 15 August, 1941, esta-
blished this new line-up. A Captain of the Port was
assigned to each District office, and 31 Aids were
designated for duty under the COTPs at the more im-
portant "Headquarters Ports® not having a COTP under
the new plan. Apparently the term "Headquarters Port®
was not used thereafter.

REALIGNMENT OF THE
CAPATNS OF THE FOR?

THE AUXILIARY AND
LRVE
15 FEERUARY, 19l

The United States Coast Guard
Auxiliary and Reserve Act of
19 February, 1941, repealed
the Coast Guard Reserve Act
of 1939, and established the
Coast Guard Reserve as a military component part of
the United States Coast Guard. The former non-mili-
tarized civilian Reserve of boat ommers was transferr—
ed to the Auxiliary, nswly created by tae Act. The

Act provided for two broad classifications of Reser-
vists, (a) regular, and (b) temporary. The regular
Reservists later constituted that part of the Coast
Guard personnel who served “for the duration® full
time, with pay. Within the group classified as
Temporary Reservists were several sub~classifications
detailed in a later paragraph. This Act was amended
in June, 1942. The purpose was to provide a treined
force of officers and men which, added to regular
personnel of the Coast Guard, would te adequate to
enable that service to perform such extraordinary
duties as might be necessitated by emergency conditions.
Eligible were male citigens of the United States and

of its territories and possessions except the Philip-
pines, between the ages of 17 and 64, who were physi-
cally and otherwise qualified for duty, and who,
through appointment or enlistment, otligated themselves
to serve in the Coast Guard in time of war or during
any period of national emergency declared by the Presi-
dent to exist. Temporary members of the Reserve wesre
provided for in a pay status.

FOUNDATION FOR COMING During the period of national
RESPONSIBILITIES  emergency, it was necessary
to make a respectable increase
: in Coast Guard personnel in
order to carry out the new and growing responsibili-
ties. This meant many untrained men both afloat and
at shore stations. It was desirable to make every
effort to train these men and to avoid transfer of
key wen used as instructors. Recruiting became more
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active. The additional personnel required was usually
forthcoming, but personnel increases always seemed

to lag behind the growing demands. The Captains of
the Port laid down the basic structural plan for the
organization and had established excellent relation.
ships with all the interested Federal, State, munici-

.pal and private agencies, and through this basic

foundation, the tremendously increased COTP organisa-
tion which was to follow upon the outbreak of war was
established,

THE SITUATION IN 151

Upon declaration of World
War I,in 1917, United States
Customs officers took pos-
session of the German ships
in United States ports. It was found that the cap-
tains of these vessels, doubtless acting under in-
structions from higher authorities, went to work’
with chisel and sledge to wreck and destroy machinery,
fittings and equipment. The damage done to awxiliary
machinery, piping and fittings by deterioration from
lack of cere was fully as great es that done will-
fully. However, the chief acts of sabotage had been
directed against the main engines. With this experi~
ence in mind, as well as a desire to be fully inform-
ed with regard to vessels of belligerents, the New
York District Cemmander, on 22 June, 1540, ordered
the Captain of the Port of New York to keap a close -
check on the movements of Italian and German vessels
in the waters under his jurisdiction. Thereafter,

at regular intervals, the forces under his command
compiled a list of all such vessels in the port, with
the location, and data on the vessels! structures,
fittings, armaments and crews which might have in-
dicated suitability for employment as a naval auxi=-
lery or other military unit. The list was carefully
kopt up to date, and any suspicious actions were noted.
later, similar care was exercised at other ports,

PRELIMINARY TO
VESSEL SETZURES

EVIDENCE OF

In.March, 1941, the Captain
of the Port at Norfolk, Vire-
ginia, received information
that there was'e vidence of
sabotage being committed on board Italian vessels at
Wilmington, North Carolina end at Baltimore, Maryland.
Thereupon, he dispatched two officers who boarded and
inspected 3 Italian vessels at Hampton Roads. The
examinaticn developed that much damage had teen done
té the machinery of these vessels in that all pro-
pelling machinery and some of the boilers and auxi-
liary machinery of these steamers had been badly dis-
abled by the Italian crews., To prevent further sabo-
tage, impediate action was indicated.

INVESTIGATION On 29 March, 1941, orders
O:DBRED , were issued through the
Kerchant Ship Control Office
of the Coast Guard to in-
vestigate, in cooperation with local customs offi~
cials, the sabotage of the machinery of Italian ves-
sels in the various American ports. The actual work
of investigation was detailed by the Coast Guard Dis-
trict Commanders to the Captainas of the Port., The
result of these investigations caused immediate action,

SEIZURE OF ALIEN VESSELS Under Section 1 of Title II
TN UNITED STATES PORIS  of the Act of Congress
(Espicnage Act) approved
15 June, 1917, the Secretary
of the Treasury has authority (with the approval of
the President and after he has declared a national
emergency) to take full p ion of w 1ls if
necessary to secure such vessels from damage or in-
Jury. (See Proclamation of 27 June, 1940, page 9).
Under this authority, on 30 March, 1941, Italian and
Osrman vessels were taken into protective custody in
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unitcd States ports. Selzvre was mede ot pilers where
such vessels were secured, and ab ancrhoreges wiere
necessary, using Coast Guard vessels. The seizures
werc timed and executed, and the dispersion of the
voardirg and steaminy crews was so complete, that no
resistence or viclence was possitle. Pany of the men
i the boarding parties were steaming boilers and
mariny such repairs as were possitle for almost two
days, especially at Yew York. At that port, L Ita-
ljan and 15 Danish vessels were seized end treir
crevs teken to £llis Islend, the District Commander
having received orders tc take over Danigh vessels
as well. These seizures were country-wide, one or
more such vessels naving been taken at New York,
Philadelphia, Raltimore, iiewport Hews, slorfolk,
wlmington (K.C.), Charleston, Jacksonville, hew
Orleans, llobile, Galveston, Los Angeles, Astoria (ore.)
Seattle, end San Juan.

After capitulation of France
to Germany, on 22 June,
1541, al). French vegscls in
New York had guards placed on board. Some French
vessels at other ports were taken over later. Cn ki
December and 26 December, 1941, several Finnish ves-
sels were seized, 7 at New York, after having been
urder surveillance for some time. As a result of
Coset Guard operations under the Lspionage Act,
through the Captains of the Port, from 29 “‘arch,

1541 te S April, 1941, 27 Italian vessels with b50
officers and crew were seized, and 35 Danish vessels
with 470 officers and crew vere taken into protective
custody. later, French vessels taken into protective
custody totaled 15. The total gross tonnage of all
those vessels was L79,2L9.

DISPOSITICN OF VESSELS The 53 foreign-flog vossels
so selized were reconditioned
for service and were fur-
nisled with defense gun crews by the Navy, under the
provision of Public Law No. 1Cl, approved 6 June,
i5h). In July, the United States itaritime Cormission
took over the vessels and placed them under Panamanian
registry for operztion to trade in belligerent zones
gnd in trens-Atlantic trade. The question of train-
ing gun crews arose, and this was delegated to the
Coast Guard. On 17 September, 19Ll, the Captain of
the Port of New York began accepting applicetions

for such training, and made necessary arrangements
with the Commanding Officer of the Karitime Service
Training Station at Hoffman Island where the gun crews
were trained,

IN ANTICIPATICN
EXPICOIVES [OVESENTS

Under the Act of 15 June,
1917 and the Treasury Regu-
lations of 27 June, 1940
Coast Quard jurisdiction
over explosives and danger-
cus cargoes was no longer limited to anchorage areas
alone. It embraced terminesls, wharves, docks and
other places where loading of such materials might
take place. On 22 Januar, 19Ll, the Cormandant of
the Coest Guard called attention to a possible ob-
struction in the flow of munitions. Limited quanti-
ties of high explosives were being shipped overseas.
These left, for the most part, bty way of New York
and New Orleans. At New York, lend-lease ammunition
was loaded at the Bayonne Port Terminal. This was
well-located and clear of densely populated sections,
and with deep water and good railroad facilities.

At New Orleans, the explosives anchorage in the 1iesis~
sippi River was used by vessels loading there. At
practicelly all ports, large shipments of high ex~
plosives would have to be transferred to vessels at
explosives anchoreges, in the interests of safety,
because docks with railroad facilities and sufficient
water were not readily availatle at properly isolated
localities to permit direct freight-car-to-vessel

10

loading. Loading from barges involved double handling
with consequent increase in danger, cost, and time.
necause shipments to Britain and leased bases were
anticipated, here was a problem to be solved, The
Comnandant suggested that a survey be made of explo-
sives-loading terminals throughout the United States,
and that prompt action be teken to provide adequate
isolated wharfage for the safe and expeditious tand-
ling of explosives. A survey was made which resulted
in some relief of the situation.

During 1940, nearly 65% of
the dollar value of axplo-
sives and ammnition export—
ed passed through the New
York Customs district, 9% through Philadelphia, 9%
through Maryland, and 6% through New Orleans. In the
first four months of 19k, the dollar valve of ex-
plosives sent to the British Empire was about 17 times
that of the corresponding period of 19LO. Dollar
value of firearms and ammnition sent to Britain dur-
ing the same 15L1 intervel was 90 times thet of a year
earlier,

RAPID INC.EAST IN
EXFIOSIVES YRAFTIC

By May, 1941, heavy ship-
nents of lend-lease goods
were going overseas, and
an alamingly large pro-
portion of such shipments never reached their destina-
tions due to war at sea.  The Axis nations were meet-
ing with increasing success in the flelds of battle.
The invasion of Britian was awaited. The situation
had grown to very serious proportions, and the pro-
bable eventual involvement of the United States be-
came more evident. On 27 May, 19Ll, the President
proclaimed an Unlimited National Emergency.

avallable to Captains of

THE 1%%2-19141_51'1‘0.11‘10“
AT NEw YORK
the Port in the 1939-19L1

period, Hew York may be cited. It should be borne
in mind that New York was-the largest United States
port, and that heavy traffic began moving through the
port during this time. In normal timss, the Port
averaged about 8,000 sailings a year in overseas or
coastal trade. This increased tremendously with the
stepping up of the war tempo. The Captain of the
Port of New York had 29 vessels available for routine
duties in and about New York Harbor. These ranged
from 38-foot picket boats to 110 foot tugs. The per—
sonnel complement wes L officers and 175 enlisted men,
with an office staff of about L enlisted men. There
were four 56-foot “anchorage and boarding type ves-
sels,” and eight 75-foot "six-bitter" patrol boats.
A 30-foot crash boat was used at the LaGuardia Air-
port. Ice-breaking tugs numbered L. Eleven COTP
vessels were assigned to Customs duty only. There
was, from time to time, some variation in the per-
somnel and equipment, but this serves to show what,
in general, the Captain of the Port at New York had
to work 7ith during this period of expanding work-
load and responsidilities. Personnel and equipment
did not keep pace with the growth in activity, and
pressed the CCTP to properly discharge his duties.

UNLL:TTED NATIONAL
EVEREICY PROCIATED

As an example of personnel
and equipment in use and

During early 1941, follow-
" ing passage of the 19 -

February 19Ul Act, cpera-

tions due to the war in
Europe ‘grew rapidly, and came nearer and nearer to
the Atlantic secboard. Almost immediately after the
President declared an Unlimited National Emergency
on 27 Vay, 1y4}l, he issued Executive Order No. 8767
on 3 June, 1941, directing that suchn number of com-
missioned, chief warrent and warrant orficers and
enlisted men of the Coast Guard as might be needed
to man and operate certain naval vessels (as agreed

FIRST AUXILIARY
! 0




betwoen. the -Chief of Naval Operations and the Com=
mandant of t!s Coast Guard) should operate as a part
of the Navy, and while so serving would be subject to
the laws enacted for the government of the Navy.
Thereupon, the Coast Guard was called upon to provide
1,732 men to replace others withdrawn from the Coast
Guard flset to man 4 Navy transporta. The ‘“Neutrality
Patrol” became a full-ascale operation, Small patrol
vessels and personnsl to man thom were needed with
increasing urgency, many to augment fleets avajlable
for patrol duty under the Captains of the Port. As
activity expanded, more ashore stations were needed.
On 8 July, 1941, the Commandant sent a lotter to all
District Commandsrs, stating that the Coast Guard was
taking over about 280 boats from members of the Auxi-
liary to be employed in various District duties, and
that the missions would require arming., Each Distriet
Commandsr was to report to Headquarters the armament
desired, with proper justification, bearing in mind
any linitation necessary on the power of armazent in
order to prevent injury to immocent persons in the
vicinitye

COAST GUARD Naval activity in the llth
TN JLCH DISTRICT Naval District, Hawaiian
PIONSFERRED TO THE NAVY Islands, increased during

mid-1g41, and the Prosident
issued, on 16 August, 1941,
Exscutive Order No, 8852 reading in parts "The United
states Coast Quard for the District of Honolulu, Terri-
tory of Hawaii, together with its organisation, per=
sonnsl, and equipment, 1s hereby transferred from the
service and jurisdiction of the Secrotary of the Trea-
sury to the service and' jurisdiction of the Secretary
of the Navy, to operate as a part of the Navy and sub-
ject to the control thereof during the unlimited na-
tional emergoncy proclaimed by ms on May 27, 1941.”
This was the forerumner of similar transfor of the en-
tire Coast Guard which followod a fow weeks later.

Soon afterwards, on 11 September, 1941, Exscutive
Order No. 8895 was issued, paving the way for future
similar directives, and providing that certain vessels,
personnol, and units could be transferred to the Navy
as neoded, but no specific units, vessels, or person=
nel wore transferred under this ordoer at that time.

FROTECTION OF A3 hostilities developed

OIL PROPERTY during 1941, and it became
S1iL A CIviL evident that danger of

BILITY sabotage, or negligence or
accident was growing con-
siderably, concern for the

safety of various waterfront oil properties in ocur
ports was great. At that time, the Coast Guard had
virtually no responsibility in that regard, and civil
orgenisations took initiative in providing safety
measures. There was an excellent example of this at
Los Angeles in 1941, The citizenry and the military
were cognisant of the importance of oil to the powers
fighting the Axis, as well as to the dangers involved
where concentrations of and transport existed.
They knew that oil 18 ths vory life blood of the
modern army and navy. From mid-1940 to mid-1941, well
over a hndred million barrels of petroleum of various
sorts were handled in the los Angeles area - practi-
cally half of the entire California cutput. In this
area were 15 terminals. In September, 1941, Mr.
Goorge Prussing, Safety Enginser and Pacific Coast
Security Co-ordinator for the American Petroleunm In-
dustry,addressed the Propellor Club of America at Los
Angeles. Protection at that time was still a eivil
responsibility, and possibly los Angeles received
more attention than any other oil tramsport center

in the country. Said Mr. Prussing during his speechs
uSome time ago the oil industry established defense
committees in certain regional divisions of the coun-
try comparable to the Army's corps areas, Each of
these five is headed by a ranking executive and they
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in turn constitute a national committes to work with
the government on the protection of tho natioms oil
storage against sabotage. Under the direction of

the regional committee,studies have been made of the
01l refining and transportation facilities and the
storage plants serving them. They have been evaluated
as to the effect their loss would mean to our present
var effort and also what risk their destruction might
impose on surrounding property. Technical experts,
learning what they could from the destruction of oil
properties abtroad, have pretty well declded what can
and what cannot be economically guarded against ate
tack. Every facility essential to the operation of
our business has been mapped by the industry and the
maps turned over to the plamming officers of the army
and navy. The protection of the nation's oil storage
by the military, if and whenthat becomes necessary,
has thus been plamned in advance."

CIVILIAN GROUPS Captain Coffman, Naval Dise
COOFRRATE trict Commandant, brought
together groups of pecpls

and by appealing to their
self-interest, as woll as thoir patriotism, convinsed
them of their responsibility. The Captain of the Port,
108 Angeles, had a group of enginsere spend several
nights in the barbor, checking on the lighting, fenc-
ing and guarding of the oil terminals and the surrcund-
ing properties from the waterside. Out of thoss sure
voys grew a written mamal or set of standards, ap-
proved by the officers of the Navy and Coast Guard

and adopted by the oll terminal cperators for the con-
duct of their plants during the emergency. There was
nothing compulsory at that time, and the operators
could take or leave the set of standards, but actually,
all adopted them, A great deal of effective work was
done for port security by civilians and the various
groups before port security became the responsibility
of the Coast Guard. The Captain of the Port saw his
duty in this regard, took the initiative, and forced
into the consciousness of the civilian groups the

fact that they must prepare and protect. '

EVENTUAL Out of thes efforts came war

REGULATIONS regulations for Protection

. ZED of Waterfront Petroleun

Toerminals at Los Angeles and
Long Beach Harbors, (dated

September 1942) and the following summary preceded

the detailed regulationss

1, Owners, agents, cperators and lessses of water-

front oil terminals are requested to safeguard their
premises in order to protect the storage and facili-
tate the transfer of petroleum products to the armed
forces and the industries of the United States. The
purposes of the following regulations are tos

(a) Prevent access of persons to the terminals
who do not exhibit the authorised credentials
and who do not have necessity for emtering.

(b) 1ight and fence ths terminals so efficient-
1y that maliciocus persons will not venture at-
tempts to break in or to eater by stealth.

(¢) Iluminate the terminals so that night
operations may be conducted without mishap and
for tho detection of persons attempting to
molest the terminal, or vessels at the dock.

(d) Selsct and train competent men for the
operation of the terminal facilities and for
the guarding of the preamises.

(e) Fix the responsibility for the loading of
tankships and tank barges, so that persons, fa=-
cilities and vessels will not be needlessly
Jeopardized.
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(£) Minimize the accumilation of wathrfront oil
storage in order to decrease the danger to per-
sons, vessels and harbor facilities, resultant
fronm enemy attacke

THE 10S ANGELES PORT For 7 months up to 26 Dep-
PROTECTION ORGANLZATION tember, 1941, there had been
- in existence at los Angeles,
“one of the most effective
defense groups in the entire country.” Under the
leadersiip of the president of the Waterfront Employers!
Association, about 30 men met 1) times around a table
to report on what they were doing lundividually to pro-
mote security and to ask the assistance and coopera=
tion of their neighbors., Membership was divided ale
most equally between representatives of industry and
men in military, maval and civil positions of authori-
ty on the waterfront. Nost industries on the watere
front joined. There was no formal organisation, mo
records, no publicity. Fire, police, harbor

ments and railroads, utilities apd the Board of Fire
Underwriters participated. However, there was little
cooperation from lumberyards and shipyards, whore ccne
flagrations might easily have started, and which nced-
ed security almost more than other facilities,

GENERAL SECURITY Security operations at the

. OPERATIONS Port of New York had grown
AT NEW YORK to fairly substantial pro=
FAIT o7 9L portions by the Fell of 19iil.

On 23 September, 1941, the
Captain of the Port of New
York promlgated regulations for the transportation
and loading of explosives in areas within his jurise
diction, similar to those gemsrally adopted by the
Coast Guard, Explosives loading here was mostly of
the lend-lsase variety, and full coocperation was had
frem the varicus interested agencies. Up to March,
-1541, most loading was done at the Bayonne Terminals,
but thereafter this became a Naval terminal and all
non-Navy activity ceased. Anchorage grounds were de-
fined, and anchorage patrols with a daily check on
the position of every vessel were being maintained.
Coast Guard vessels were at the 3 entrances to ths
Port, at Throggs Neck, Perth Amboy, and The Narrows

- to check and report all outbound and inbound vessels,
Supervision of anchorage and sailing prevented foreign
agonts from going on board illegally. Such a vessel,
if clearing New York for another United States port,
was reported by the Coast Guard to the Captain of the
Port of tho mext schoduled destination, so that he
might be on the lookout for her. In the case of armed
vessels, photographs were taken at the time of inspece
tion of the armaments on each vessel. If armaments
wore to be installed on vessels, Hoadquarters approval
was required, and the permit then issued through the
Captain of the Port. This was done also on msutral
vessels, and all installation work was subject to in-
spection by COTP inspectors. Armed merchant carriers
putting in to New York during the neutrality era were
boarded by Captain of the Port persoansl for an in-
spection of their guns. Disguised fighting ships and
those vessels which might easily have been converted
into raiders, received permission to dock providing
they cleared within 2 hours. Otherwiss, an offen-
sively armed vessel was subject to internment., 1In

the case of purely dofensively armed vessels, regulae
tions enforced by the boarding officers included secur-
ing the guns, stowing the ammnition, and sealing the
radio. Carriers of belligerent nations taking on ex-
plosives at New York, found COTP personnsl on the
docks and in ths holds enforcing safety measures and
blocking possidble sabotage.

While in many ports coopera=-
tion by civilian authorities
and agencies was excellent
by the latter part of 1941,

LAXITY OF
CIVILTAN toams

laxity cropped up hore and there. The Captain of the
Port of New York, aware that New York pier companies
and ship operators and shipyard plants were, in many
cases, lax in guarding their property, tested the
civilian guard system. He landed on piers and walked
about shipyards almost at will. He visited one ship-
yard where a British ship with her wholo bow torn away
was surrounded by curious peopls who had no business
there, and some were taking pictures. Steps were im-
mediately taken to remedy this dangerous situation.

TRANSFER OF
THE_GOAST GUARD
T0_THE NAVY

By 1 November, 1941, the war
situation had become critical,
and 1t seanmed only & matter
of time before the United
States would be involved in
war. By Executive Order No.
8929, 1 Kovember, 1541, the President directed the
Coast Guard to operate as part of the Navy. The
directive reads

"By virtue of the suthority.vested in me by Section 1
of the Act of Congress approved Jamuary 28, 1915,

38 stat. 800 (U.5.C. title 1l sec. 1) as amendsd by
seoticns S and 6 of the Act of June 11, 1941, Public
Law 166, 77th Congross, lst Session, it is bhereby
directed that the Coast Guard shall from this date,
until further orders, oporate as a part of the Navy,
subject to tho orders of ths Secretary of the Navy.

"A1]l Coast Guard perscnnsl cperating as a part of the
Navy, subject to tho orders of the Secretary of the
Havy, pursuant to this order, shall, while so serving,
be subject to the laws enacted for the govermment of
the Navy: Provided, That in tho initiation, prosecu=-
tion, and completion of disciplinary action, including
remission or mitigation of punishmonts for any defense
cozmitted by any officer or enlisted man of the Coast
Guard, the jurisdiotion shall depend upon and be in
accordance with the laws and regulations of the

ment having jurisdiction of the person of such offender
at the various stages of such actions Provided further
That any punishuent imposed and executed 1n &cco.

with the provisions of this paragraph shall not exceed
that to which the offender was liable at the time of
the commission of the offense.%

CHANGES COINCIDENTAL The Acting Assistant Com-
WITH TRANSFER T0 NAVY  mandant of the Coast Guard,
on 3 Novexber, 1941, issued
Operations Momorandom No. 10
relating to transfer of tho Coast Guard to the Navy,
and informing District Commandors of the change. The
title "District Commander® was thereby suspended for
duration of operation under the Navy. The new designa-
tion was "Senlor Coast Guard Officer,” and each was

in charge of his respective District. Geographical
limits of the Districts were generally changed, where
necessary, to conform with ths limits of the Naval
Districts wherein they were located. Although at that
time, Alaska was part of the Thirteenth District
(Seattle), thore was designated a "Senmior Coast Guard
Officer, Ketchikan,® distinct from the SCGO, Seattle,

" There were also Senlor Coast Guard Officers in the

Ninth District, at Chicago, Cleveland, and St. Louis,.
Headquarters of the Districts gensrally coincided

with Naval District '8 with regard to the
city wherein located. The organiszation of Coast Guard
Headquarters at Washington remainsd unchanged and con-
tinued to function in the same manner as before trans-—
for to the Navy. One other change in titls was made
very soon afterwards, on 18 December, 1541. The title
fAide to the Captain of the Port” was changed to
"Assistant Captain of the Part.v

CHRONOIOGICAL SUMMARY Events during 1941 followed
OF PIEWAR STEFS each other fairly rapidly,
and reflected the growing
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tension and increasing tempo of prewar traffic, acti-

vity, and need for security.
briefly:

25 March, 1941 ~ Thirty-eeven Headquarters Ports, -
under each District, were designated, following desig-
nation of 29 "key ports,” Sub-ports under Hoadquart-
ers Port jJurisdiction were also spescified.

These are summarized

29 Narch, 1941 = German, Italian, end Danish Merchant
vessels taken into protective custody by the Coast
Guard. (Also 5 April).

27 May, 1941 - Unlimited National Bmorgency proclaimed.

21 July, 19L) - Captains of the Port realigned, desig-
nating one for each of the Coast Guard Districts, to-
gother with 21 Aldes.

1 November, 1541 -~ Coast Guard transferred to the
Navy under the Organic Act creating the Coast Guard
of 28 January, 1915,

15 November, 1541 - Public Law 292, approved by 77th
Congress, gave Coast Guard authority to make regula-
tions for the protection of Naval vessels.

8 December, 1941 - Congress passed and President
approved joint resolutions declaring that a state of
war existed with Japan.

11 December, 1541 - Similar declarations regarding
Gemany and Italy.

THE IMPACT OF PEARL HARBOR ON PORT SECURITY

The attack by Japanese air
forces on Pearl Harbor on
the morning of 7 December,
1541, was followed on 8
December, 1541, by joint resolutions, passed by Con-
gress and approved by the President, that a state of
war existed with Japan. Soon after this, on 1l Decem-
ber, 1541, similar joint resolutions were passed and
approved declaring that a state of war existed with
Germany and Italy. The Coast Guard had already been
transferred to the Navy, which is mandatory in time
of war. That some overt act would be committed was
a general expectation, but the time and place and the
nature of the act had been merely considered a remote
possibility. Throughout the period 1939 to 1941, in-
clusive, Coast Guard activity and responsibilities
bkad increased, as cutlined in the foregoing parsgraphs,
apd the edvent of war found the Coast Guard prepared
in many respects to undertake the security measures
which were bound to expand tremendously under actual
war conditicns. The principal need of the Service
during the premar period had been personnel and ves—
sels, and though these had lagged behind the growing
nts, duties had been discharged in general
with efficiency,

FEARL HARBOR AND
THE STATE OF WAR

Promptly after the state of
was was declared, the Presi-
dent issued Executive Order
No. 8972 (6 F.R. 6L420) which
empovered the Coast Guard to
place guards upon waterfront
installations whenover neces-—
sary to protect national defense premises, materials,
and utilities., This was the forerumner of later di-
rectives and orders which eventually gave prime re-
sponsibility of waterfront security to the Coast Guard,

THE FIRST
EXECUTIVE ORDER
OF WAR
AFFECTING

The chief immediate result

RAPID EXPANSION
S. of the impact of Pearl Rare
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bor on the Coast Guard was realization of the great
expansion which would be needed to discharge re-
sponsibilities under war conditions., This meant a
tremendous increase in personnel, vessels, bases,
housing facilities, and equipment. Witk an increase
in vessels, there would be need for far more exten-
sive docking facilities. The need came suddenly, bat
many months were required for recruiting, vessel pro=-
curement and construction, and mamufacture and dis-
tribution of essential equipment. Recruiting facili-~
ties wore expanded and increased; the new recruits
needed training and indoctrination, and schools and
training camps had to be planned to keep pace with re-
crviting. New bases had to be acquired, barracks
built or suitable quarters leased, offices for expand-
ing administrative activities were required and, in
most cases, leased. But this took many months,and

tho needs on the waterfrents of ocur ports, the harbors
and inlet waters, and the explosives losding terminals,
as well as clearance ard anchorage activities grew
much faster than it was poesible to acquire and train
men, obtain vessels, and procure housing facilities
and urgently needed equipment. There was no peace-
time Coast Guard Reserve which could be immediately
dremm upon for trained men in substantial oumbers.
That was a great weakness which persists as this
wonograph is written.
IMPACT SUMMARIZED The effect of the impact of
Pearl Barbor on tho Coast
Guaxrd can be summarized as
the realigzation of the great increase in responsibi-
lity sure to result, and urgently laid plans for in-
creasing personnel, vessels, equipment, housing and
office facilities, bases, wharfage, and training.
Adequate attainment of these took 15 menths.

PART IT1
THE DUTIES OF THE CAPTAIN OF THE PORT
PORT SECURITY A COAST GUARD RESPONSIEILITY

GENERAL COTP DUTIES AT It has become evident from
TTIE OF WAR DECLARATION the foregoing account of

the develcpment of prewar
Captain of the Port activity,
just what the duties of the officers so designated
woere by the time war was declared., Those duties were
found in law, Presidential proclamations, and Depart-
ment decisions. In time of national emergency, near-
1y all Federal supervision and guarding of port move~
ments and activities within the various ports from
the waterside were placed under tbe direction of the
Captain of the Port. With the initial dutles of
neutrality enforcement, anchorege and explosives load-
ing supervision, sealing of radios, checking of move-
ments of all vessels in port, and the enforcement of
navigation and customs laws, the Captein of the Port
had detailed to his command persomnel, vessels, and
equipment which were designed to be adequate under
the circumstances then existing., These, with the
existing legal suthority, made his command the logical
one for conducting all port activities and deteils
under the appropriate Coast Guard District Commander
or, as he was designated at the end of 1941, the
Senlor Coast Guard Officer. To this end, it was de-
sirable that the Captain of the Port maintain perscnal
contacts with all parties, industries and interests
having to do with port activities and developments.

It was best to kmow all responsible persons coxmected
with organigations having concern in maritimes matters
or working for the development of his port. It was
well that he become favorably lmown for his interest
and helpfulness, and cocperation in every way to ad-
vance the portts efficiency and to insure its safety -
and orderliness,

~




It had been noted in the
AL, United States during the
national emergency,when
Buropean nations were being
overrun by the Axis powers, that the keynote of the
Axis success was 8 specialized army amuggled into a
country before the actual invasion began. This aroy,
once inside a country, would attack and disrupt lines
of supp]y and commnications by means of sabotage on

d installations and facilities, thereby weaksn-

ing the country to the extent that, when armed inva-
sion began, the aggresssd country was comparatively
bolpless. This underground army was kmown as the
Fifth Colurn. The United States was sending supplies
to the beleaguered countries, and it was knowmn that
if attempts were made by unfriendly espionage agents
to commit acts of sabotage in the United States, those
aots would be directed at the waterfronts and installa-
tions where the vitally needed supplies wore stored
swaiting ehipment. Therefore, it was deemed nocessary
t0 bend every effort toward the protection of barbors
and facilities to prevent acts of sabotage and care=
lssonsss of individuals. In many ports, local Federal,
civil and military groups had been formed into Water-
front Defense Cozxittees, and they did much to co-
ordinate efforts of all parties to a common good,
However, in the face of actual war, their efforts
could not be adequate, and soon this responsibdility
was placed upon the Coast Guard. - Port Security was
8 relatively new task of great magnitude, and cone
soquently it did not emerge as an organization over
night, but was the product of trial and error, ex-
perimentation, careful thought, and clever utilise-
tion of tools apd organizations alreedy in existence.

PROTECTION OF HARBORS
ZRD PACILITIES WAS VIT

———

EXECUTIVE ORDER NO. 907h Obviously, waterfront se-
curity was essential to the
successful prosecution of
the Ration's war efforts,

Zor through the ports and harbors were to flow almost

undreansd-of ancunts of mon and materials and supplies

to the fighting fronts overseas. Tho burdens of the

Captains of the Port were bound to substantially in-

orease. Aa the responsibility for protection of those

facilities was largely placed upon the Captein of the

Port, provision was msde to increase the powors which

could be dolegated to him., On 25 Petruary, 1542, the

President, through Executive Order No. $07h4, 7 F.R.

1587, mmems«euuqormmwmm

steps and issuo all nscessary regulations and orders

for safeguarding waterfront facilities in the United

States, Alaska, Hawaill, Pusrto Rico and the Virgin

Iolands against injury from sabotage, subversive acts,

accident or other causes. This responsibility was

delegated by the Secrotary of the Navy to the Comman=
dant of ths Coast Guard who, operating under the Chief
of Naval Operations, was charged with the administra=
tion of all necessary protective measures. Through
the Commandant of the Coast Guard this primary re-
sponsibility was passed on to the Captain of the Port,
with a Coast Guard officoer being assigned to coordi-
nate protective activities on the Atlantic ‘and Pacific

Coasts. Thus, the executive burden and responsibility

for the efficacy of the waterfront protective program

wao placed squarely upon the Captain of the Port or-
ganisations, which were the active agencies for its
enforcemont.

THE NERD
FOR_COOFBRATION

The Executive Order con=
forring this duty upon the
Secretary of the Navy fure
ther provided that all
aamten in the Federel Government should give such
assistance and support as their available facilities
would permit. A1l state and local authorities wore
urged t¢o lond all possible assistance and support.
Bvery effort was made to insure the Captain of the
Part the cooperetion of all Governmsnt agonoies which

QEETTEDEN

might be of assistance to him. Private individuals
and corporations developed, for the most part, ex=
cellent cooperation. In those few instances where
cooperation or compliance was refused, the Captain
of the Port had the authority to invoke statutory and
regulatory authority to insure that nothing was left
undone widch might jeopardisze the sscurity program.

WATERFRONT GUARDS The BExecutive Order No. 8972,
of 12 December, 1941, had
expowered the Coast Guard

to place guards upon waterfront installations whenever

necessary to protect national defense premises, ma=-

terials and utilities. Personnsl limitations,however,
required that tho Coast Cuard, at that time, use its
owm personnel for guard duty only in cases of emargen-
¢y or in exceptional situations where no other guard
facilities could be secured. While the Captain of

the Port organigation was charged with the security

of waterfront facilities in its jJurisdiction, the

pricary burden was placed then upon the omners and

operators of each individual installation to install
guards and whatsver other facilities wore necessary
for their proper protection. Owners and oparators

‘bad a patriotic duty to insure that adequate safe-

guards were taken, and their burden could not, in
thoso earlier days, be assumed by tho Federal Govern=
ment. However, supervision was furnished by the Cap-
tain of the Port. Ths Coast Guard had primary re=-
sponsibility for protecting vesssls and waterfront
installations against sabotage from floating craft
using the navigable waters of the United States, and
tkus it had both landside and waterside responsibility.
Because of the joint efforts toward protection of
facilitios with omers and operators, and state and
municipal agencles, the Captain of ths Port conferred
with all persons and agencios interested in the pro-
tection of waterfront property to insure clese coordi-
nation of all forces responsibls for the prevention
of sabotage.

WATERSIDE PROTECTION

Within the limits of per-
sonnol and equipment availe
ablo, the Coast Guard,
through the Captain of the Port,insured that no sus=-
pdcious boats were luriing in the vicinity of shipping
and waterfront property, and prevented and attempted
to detect any surreptitiocus landing of persons from
boats, and took such other msasureo as might be prace
ticablo to safeguard proparty against sabotage or
other dangers from the waterside,.

PRINQIPAL DUTIES OF The anthority of the Captain
QAPTAIN OF THE PORY of the Port to perforn his
principal duties i1s contained
in spegific statutes, execue

tive orders, and regulations. The principal duties
-and

functions, as they were in 1542 are listed wriefly
below., Whils activity expanded with the increasing
war activity, thero was little change after this year
in the duties performed,

(a) Protection of ports, harbors, vessels, piers,

docks and other waterfront facilitiss against

sabotage, accidents, and negligence.
(b) Control of the anchorage and movement of vessels, -
(c) Issuance of identification cards.

(d) Control of ths loading and shipment of explosives
and other dangerous cargoss.

(e) Promulgation of local rules within the anthority
of the COTP.

(£) control of traffic in harbors and channsls
(special conditions).




EARLY WATERSIDE PATROLS WERE CONDUCTED IN COAST GUARD RESERVE BOATS
FORMERLY PRIVATE PLEASURE CRAFT

A COAST GUARD SENTRY WITH MACHINE GUN
PROTECTS THE WATERFRONT AND DOCKS
AGAINST ENEMY SABOTEURS OR SPIES
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(g) Control of traffic from inlets and isolated
harbo

(h) Provision for boarding and examining parties.

(1) Enforcement of Federal laws on navigable waters
within the Jurisdiction of tho Captain of the

Port.
(3) Miscellansous duties,
PROTECTION OF PORTS The protection of ports,
BIT. harbors, vessels, piers,

- docks, and othsr waterfront
) facilities consisted largely
of patrols from the waterside and, where nscessary,
“from the landside. These patrols were coordinated
with and supplemented, rather than replaced, mnicipal
and private facilities and personnol used for protec—
tive work, especially in the earlier days when per-

sonnel wers short. On land, particularly, Coast Guard

guards were provided only where necessary to insure
adequate protection of war facilities or shipments.

' The most important responsildility of ths Captain of
the Port was to insure that all necessary precautions
wore taken to prevent waterfront fires resulting from
negligence or other causes. This type of protection
was conducted in coordination with military, naval
and Department of Justice intolligence organizations,
state and municipal public safety organizations, and
commorcial organisations Buch as underwriters associa-
tions. Headquarters emphasized the impartance of se-~
curing the cooperation of Federal, State, municipal,
commercial and labor organisations in all plans affect-
ing port security. The extent to which such coopera-
tion was formally organized or was informally obtain-
od by personal contacts varied and was left, except
in epecial instances, to the discretion of the COTP,
Advice and assistance was sought from municipal and
State public safety departmaents, insurance assocla-
tions, and waterfront organizations in addition to
such Federal agencies as Amy, Navy, F.B.I., Mari-
time Commission, Customs, 0ffice of Civilian Defense,
Lend-leass, Federal Works Agency, and the Ue S.
Attorney. Where inspections revealed conditions
which might jeopardize waterfront security, the Cap-
tain of the Port endeavored, first by persuasion and
then by pressurs, to correct such conditions. The
extent to which pressure was applied in any specific
instance dependsd upon local conditions; if the Cap=
tain of the Port were in doudbt as to proper procedure,
the case was reforred to the District Coast Guard
Officer (formerly Senior Coast Guard Officer) or to
Headquarters.

NTROL OF ANCHORAGE
ZOVEMENT OF VESSELS

The Captain of the Port
could, in an emergency,
prescribe local anchorage
regulations, under the
authority of Public Law 292 -
77th Congress, whsn necessary to protect naval ves-
sels, but in such a case be made immediate recom-
mendations to Headquarters in order that formal ree
gulations might be promulgated. Where congestion of
anchorages was likely, the COTP made regular inspec=
tions and required any movements which he deemed
necessary. Genoral licenses for the d eparture and
movezent of vessels were issued only by the Com=
mpandant, but opecial licenses controlling the move=
ment of many small craft were undor the direct control
of the Captain of the Port. It will be noted that the
Commandant and the Captain of ths Port controlled the
departure and movemont of all non-public vessels ex=
copt those requiring a clearance from a collector of
customs and doparture permits issued by the Comman~
dants of Naval Districts,

L]

TEE ISSUANCE OF

The Anchorage Regulations
TIEFTIFICATION CARDS

provided that the Captain of
the Port was authorized to
inspect and search any vese
8el, or any persons on any vessel, within the terri-
torial waters of the United States and to remove
therefron any person not specifically authorized by
him to go or remain on board. In addition, this sece
tion required that every person on board any vessel
within the territorial waters of the United States
should carry identifying papers satisfectory to the
Captain of the Port consisting of identification card
containing specified data or such other means of iden-
tification as the Captain of the Port might accept in
lieu thereof. Identification cards were not issued
in quantity until the latter part of 1941, All per-
sons having reason to frequent or be in the vicinity
of waterfronts in our ports were required to carry
identification cards, and the iassuance of these re-
quired a large force of COTP personnel, considerable
equipment, and much time. Tho cards finally issued
mmbered several millicn. These cards were not per=
zits, and Captains of the Port discouraged their use
as passes, They were, however, prerequisite to tke
issuance of passes by the operators of vessels or
waterfront facilities,

LOADING OF EXPLOSIVES
DAVERGUS CARGOES

Explosives anchorages were
prescribed in the regulations.
Where additional explosives
anchorages were required, the
Captain of the Port made
appropriate recommendations for Headquarters action,
The designation of the explosives-loading terminals
and the conditions under which they might be used
were, by the regulations, under the control of tha
Captain of the Port and he was ths responsible offi-
cer. While he was charged with this responsibility,
he had to consider the nscessity for the flow of ware
time munitions as well as the safety of the port, and
not seck absolute security by imposing restrictions
ininical to the national war effort. The explosives-
loeding terminals were usually i1solated, and explosives
laden vessels were not permitted to remain in port any
longer than necessary, and were escorted to sea. Move-
wonts during darkness or periods of low visibility
wore restricted. The rules for handling such ship=
ments as 1lald down in spocific regulations were
strictly enforced and the bandling of explosives was
restricted to persons approved by the Captain uf the
Port, Where explosives shipments were being handled
from Army or Navy facilities, ths Captain of ths Port
withheld his approval if he deemed conditions unsafe,
btut took no steps to stop activities in connection
with such loadings as long as they were wholly under
the control of military officials, He did, kowever,
immediately inform the Commandant of the Coast Guard
by diepatch of the corditions which he deemed hasarde
ous to the security of the port.

DESTONATION OF SPECIAL Secticn 12 (b) of tho regu=
EXPIOSIVES IDADING AREAS lations of 29 October, 1940,
authoriged the Captain of
the Port to designate places
ocutside regular explosives areas in which vessels
might load and discharge explosives. Such designaw
tion was to be made in the interest of the commerce
of the United States, in such a manner &s would not
damage or injure any vessel in the harbors or waters
of the United States. This designation was subjest
to such conditions as the Captain of the Port felt
necessary. In considering the designation of such
losding terminals the COTP was required, of course,
to give serious thought to the potential dangers to
shipping and the harbor areas All of
the elexzents entoring into the loading terminals
wore woighed, having in mind the degree of isolation
of the proposed torminal from populated areas,
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accessibility to shipping, and the attending obstacles
surrounding the movement of vessels to, from and near
such terminalse
10ADING AND UNLOADING The Anchorage Regulations
contained no specific pro-
visions regarding the load-
ing or unloading of oil,
gasoline, or other inflammables, excepting paragraph
26, which pertained only to the tramsfer of inflem-
mable materials from one vessel to another in an
anchorage area. Nor was any jurisdiction over this
subject granted by the regulations of the Secretary
of Commerce effective 9 April, 1541, governing the
handling of explosives or other dangerous articles
on board ship. The Anchorage Regulations, however,
stated that:

uWhenever the Captain of the Port finds that the
garitime or commercial interests of the United States
or the safety of any vessel or harbor so require, he
48 empowered to shift the position of any vessel
anchored or moored outside an anchorage area, include
ing any vessel anchored or moored in such a mammer
that tho Captain of the Port finds that it endangers
the passage of vessels in transit by, or tos or from
adjacent wharf property or impedes the movement of
vessels entering or leaving adjacent 8lipSessceses

A vessel upon being notified to move or shift its
position in accordance with these regulations shall
got under way at once or signal for a tug, and shall
change position as directed with reasonable prompt-
1ne8s."

Thus, 4f the Captain of the Port found that the load-
ing of oil or gasoline or other inflammables by an
4ndividual vessel because of its condition, or for
any other reason, endangered the safety of other ves-
sels or of the harbor, hs might suspend the loading
oporetions and order the position of the vessel shift-
ed to a safer location under the authority granted.

I such action were taken by the COTP, he immediately
submitted a report to the Commandant of the attend=-
ing cireumstances.

The authority of the Captaln
of the Port to promulgate
local rules was limited.

: Anchorage Regulations pro-
vided that the movemont of any vessel between points
within the area of a port was under the supervision
of the COTP. Accordingly, local rules to govern the
movement of vessels, within such an area only, were
promulgated by the COTP. Additional authority to
make regulations was contained in Public Law 292 -
77th Congress, approved 15 November, 1941, but this
was limited to measures necessary for the protection
of naval vessels.

PROMULGATION
OF TOCAT, RILES

The Captain of the Port
controlled as strictly as
conditions reasonably re=
quired, through specific
regulations for special conditions, traffic in rivers
and parrow waters. Such control pertained chiefly to
the launchings of new vossels, movement of vessels
loaded with explosives or inflammables, and vessels
near naval units and pational defense facilities.

CONTROL OF TRAFFIC IN
HARBORS AND CHANKELS |

INIETS AND

The prevention of all ilii-
YSOTATED HARBORS

cit and unautbroized commmue
nications between shore and
vessels at sea was a func—
tion of the District Coast QGuard Officer (the new
title for "Senior Coast Guard Officer” adopted the
end of 1941). Ths District Coast Guard Officer
designated the inlets, isolated harbors, and other
cutlying areas to be included within the responsibi-
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lity andactivity of the Captains of the Port witlhin
hs District. Surveillance of such arezs was usvally
accomplished by small patrol craft cperating under
the COTP, and supplemented by beach patrolmen.

The Captain of the Port pro-
vided boarding and examining
parties to identify and inspect
vessels, check personnel for
jdentification, bandle crew difficulties and rezove
disloyal and subversive Vhere ry, guards
were maintained on non-public vessels. The provi

of such boarding and examining parties and guerds was
in the discretion of the Captain of tho Port, who

gave due weight to the reasonsble requirements of the
responsible officials.

BOARDING AND
EXEHIRTRG PART

ENFORCEXENT OF
¢ LAWS
ON NAVIGABLE WATERS'

In addition to the normal peace=-
time law enforcement activiiy,
the Captain of the Port acted
vnder his authority as a Coast
Guard officer to enforce all
Federal laws on the navigable waters of the United
States which might be useful in aiding the nation's
war offorts.

In addition to the above welle
defined dyties, ths Captains
of the Port provided informa-
tion to intelligence services, assisted vessels in
distress, kept channels open to navigation, provided
boarding facilities for customs and immigration offi-
cers, enforced regulations for the sealing of ship's
radios, and cooperated with Pederal, State, munieipal,
commercial and labor organizations. Full eooperation
was, of course, required with the Naval Districts,
Sea Frontiers, and Fleets upon cccasion. To ‘the great-
o8t extent possible and practicabls without inter-
ference with his specific duties, tho Captain of the
Port rendered miscellancous useful ssrvices to watere
front and shipping interests,

MISCELLANEOUS DUTIES

THE IMPORTANCE OF The importance of Port Security
POR' SECURITY as an activity may be gathered-
from the fact that Port Security
absorbed about 25§ of the total
manpower of tho Coast Guard, even aside from the Team-
porary Reservists who becane a vitally important fac-
tor as the war wore on. At a Headquarters Conference
of Port Security Officers held at Washington, D. C.
in June, 1943,Admiral Waeschs, the Commandant, said
in his opening addresss U"Port Security and the safety
of shipping is a responsibility which rests wholely
on the Coast Ouard as an organisation and, as a result
of that responsibility, you peopls are very much on
the spot.” He pointed out a special complication in
that, regardless of the great need for security, it
had to be administered in such a way as not to delay
movement of materials to the fighting areas. At the
same conference, Rear Admiral Park, Assistant Com=
mandant, saids "I think it may be truly said that,
of all these many activities in which the Coast Guard
i3 directly engaged, the most important is ths Port
Security function,® He added that it brought tho
Coast Guard closer, perhaps, than any otbor Coast Guard
activity, to the pecple and to varicus agencies with
which cooperation and understanding were esssutiale

BEXPANSION AND INTEGRATION OF PORT SECURITY ACTIVITIES

THE STTUATION By the Spring of 1942, the

AT SEA TN 1942 situation in the Atlantic and
along the United States Atlan=
tic coast, and later the Gulf

coast, became extremely critical. German submarines

operated almost at will, and tankers were favorite

targsts. It was recognised by the Axis powers as well
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" as by ourselves that modern warfare in all its phases
would cease the instant that oil ceased to be avail-
eble. However, operations were by no means confined
to tankers, and vessels of all kinds were being sunk

in alarming mumbers. Survivors by the thousands were
being brought to East Coast ports. The Navy assigned
to coast patrol all of the smaller crafi which it
could spare, but the United States found itself in a
two-ocean war with hardly a one-ocean Navy, and the
nuzber of craft which could be spared’ sas woefully
insdequate. Every day, survivors of the torpedoings
brought into port were testimony on the urgency of
prempt and efficient counter-methods. They were evi-
dence of the closeness of the war to our shores and

+« The failure of cargo vessels by the score to
reach their destinations with urgently needed oil,
supplies and munitions, further emphasized ths great
need of action and tha crucial requirement that no-
thing should occur in our ports to hinder in tho
slightest degree the flow of oil, muinitions and mate-
rials which were being fumneled through the ports.
The scope of Captain of the Port activity was growing
fast, and while personnel were being rapidly increas-
ed, the men available still lagged far bohind the re-
quiremsnts. Even in the Gulf of Mexico, the mid-1942
situation was critical. During the two-week period
from 6 to 20 May, there were 1B attacks on merchant
vessels by submarines in the waters of the Eighth
Naval District. Ten of the vessels wore sunk, and it
was thought that there were 8 submarines in the Gulf
at that time. On 30 June, alone, survivors of 7 torw
pedoed vessels were landed at New Orleans, Tims, the
urgency of security of our ports and the safety of
material stored awaiting shipment, and of the water-
front facilities and ships, was crystal clesar,

Security of harbor waters
required systematic and
thorough patrol under the
Captain of the Port, and
defonse of shipping against submarines offshore called
for picket patrol vessels. The Coast Guard was very
short of vessels of this type. On 10 March, 1942,
Admiral Stark, then Chief of Naval Operations, wrote
to all Naval District Commandants: ®The situation

on our cossts with regard to scarcity of patrol ves-
sels 15 well knomn.....District Commandants should
leave no stones unturped in the search to acquire ves-
sels which may be useful for work against submarines,
for use as rescue boats, or for use as listening posts
in spots where needed. To this end, it is directed
that additional surveys be made to find any useful
vessels which may have been previously overlooked.

In this connection, the local knowledge of Coast Guard
officers and of officials of yacht clubs should be
utilized to the limit.” The Coast Guard Auxiliary
had been organized quite generally along our coasts,
and the members' craft formed a large pool from which
eventually a great mumber of suitable inshore and off-
shore patrol craft were procured. Due to offshore
urgency, most of the vessels procured at first went
on picket duty, as Coast Guard Reserve boats, but
many were teke. ~ver by Captains of the Port for hare
bor patrol to augment their ivadequate fleets, and by
early 1543, enough vessels were available and in use
to provide proper waterside patrol of harbors, inlets

and bayse
METHODS OF

OF SMALL CRAFT
'ATROL

The small vessels acquired
OF by the Coast Guar in these
@rlier days were sanned by
Coast Guard persom:el, and
the Coast Guard assumed ald
operating expenses. There were five methods by which
these craft were procured:
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*(a; By induction into the Coast Guard Reserve
#(b) By induction into the Coast Guard Reserve
for part time duty
#(c) By gift, or by purchase for a nominal con=
gideration
(d; By requisition on a charter basis
(e) By requisition and purchase
#Preferable
Operating exp of v 1s in the Coast Guard
Reserve on part time duty consisted of cost of fuel,
supplies, and day-to-~day maintenance while in active
status. Boats taken over were equipped with two-say

radios and machine guns. Some of the larger, offshore
type carried depth charges.

THE “NORMANDIE"® FIRE The 83,000 ton French lurury
AND I7S_INFLUENCE liner NORMANDIE had remained
ON_PORT SEGURITY in an idle status at Pler
gf%y North River, New York

. y from August, 1939, to
Febrvary, 1942. In Jamary, 1942, work of conversion
into a transport began, and during this process, on

9 February, 1942, fire broke cut and spread rapidly
through the vessel. After seversl hours of fire-
fighting the flames were.extinguished, btut so many
tons of water hed been poured into her that she cape
sized at her pier, It took 9 months to raise her,
Details of this disaster are given in Part IX, under
Third Naval District. Suffice it to point out here
that this incident is chiefly of value in this hstory
on Port Security in that it showed up early inadequate
mothods and divisions of authority, and other factors
which brought about a great determination.that there
should not be "another NORMANDIE.® This determination
underlay the Coast Guard!s great fire prevention effort
which acquired its agressivensss as an indirect result
of this fire. It was also an important factor in
bringing about the Executive Order No. S07h of 25
Pebruary, 19L2, placing responsibility for the security
of our ports,’

EXPANSION DURING The period from mid-1542 to
THE LAST HALF OF 1942 mid-1943 was that of greatest
expansion in the Port Securi-

he 1n activity ty forces of the Coast Guard,

peak ac s personnel, equipment and training
wag reached about March, 1943, Thg tg?imﬁ.ng figures
gshow how great was expansion in the four months from -
20 August, 1942 to 31 December, 1542. These figures
relate only to Port Security persomnel, and exclude
Tempar ary Reservists,

20 Aug., 1942 31 Dec. 1942

723
27,4L6n

Cormissioned Officers

Enlisted Hen Ashore

Shore Personnel primarily
engaged in Patrol, Guard,
Vessol Inspection, Fire
Prevention, Ordnance and
Simdlar Duties

Warrant Officers and
Enlisted Personnel
Asgigned to Floating Units

Specially Traired Police, Guard,
Fire Prevention, and anti-
sabotage Men

Hen Specially Trained to Super-
vise Loading of Explosives
and Military Ammnition

Fire Boats in Operation

Patrol and Picket Boats

Fire Pump Trailer Units

675%

13,429
(a) 18,030
(a) 9,232
3,313
667
32
1,338
96

(a) Figure not reported on until 15 December, 1942
# Figure includes ‘arrant Officers




DU'RING THE CRUCIAL DAYS OF 19L2,
COAST GUARD HESCUES SUCH AS THIS WERE ALMOST COM:ONPLACE
HERE, SURVIVORS OF A TORPEDOED U. S. TRANSPORT ARE RESCUED BY THE CUTTER BIBB

A COAST GUARD 83-FOOTER
ESCORTS A CARGO VESSEL THROUGH DANGEROUS WATERS
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L
20 Aug. 1942 31 Dec, 15L2

Motor Vehicles Attached 339 7
Housing Pacilities (in men) 13,856 27,617
Office Space (square feet) 1hl,l13 249,717
Wharfage Facilities

(linear feet) 56,492 98,108
EXPANSION FROU The mmber of men and the
20 AUGUST, 192 amount of available equip-
W ment showed tremendous ex-

pansion by mid-1543. From
20 August, 1942 to 1 July,
1943, the mumber of commissioned officers on Port
Security duty increased from 675 to 976, and on 15
January, 19k, the mumber was 1,136. Port Security
enlisted persormel on shore on 20 August, 1942, mum=-
bered 13,59; it had increased to 28,482 by 7 July,
1543, but declined to 23,291 on 15 January, 19Lk.
This was due to other demands upon manpower. Enlist-
od personnel assigned to floating units on 15 Decexm=
ber, 1942, was 9.232, and this remained fairly static.
On 1 July, 1943, it was 10,404; on 15 January, 19LL,
4t had been reduced to 8,724 because of other man-
power nseds, but where patrols were being kept up,,
the deficiency was made up by use of Temporary Reser-
visty.

INCREASE AND DECLINE
IN
CAFTITYS OF mim por

The increased tempo of war
activities was reflected
in increased responsibili-
ties at various ports,
which made it necessary to
establish additional units. At certain ports, Assis-
tant Captain of the Port unit3 were replaced by Cap-
tains of the Port, and the number. of Assistant Cap-
taips of the Port was augmented. Originally, only
an orgardzational framework hed existed. By the be-
ginming of 1943, there were 75 Captains of the Port
and about 90 Assistant COTPs. At the end of the fio-
eal yeer 1943, there were 99 Captains of the Port
and 146 Assistants. However, about this time a great
demand arose for Coast OGuardsmen at sea, and the shore
establishment suffered as manpower was withdrawm from
Port Security activitios;r This was, MB:::,“ largely
made through the use Temporary Rese 8. Some
unitsugere discontimed, and as of 25 February, 19lh,
tains of the Port had been reduced in mumber to
75, and Assistants to 91, A list of Captains of the
Port and Assistant Captains of the Port at the time
of ultimate development as well as a map showing the
location of such units in the United States and its
possessions will be found in Part IV, on Organization.

GROWTH_IN NUMBER At the inception of the
OF TRATLER PUMPS; Port Security program, no
FIOATING UNLIS fireboats were available

to the Coast Guard, and

the total mmber of fire-
boats operated by the various ports was less than LO.
As of 25 February, 194k, the Coast Guard manned and
operated a fleet of 253 fireboats, each having a
punping capacity of at lsast 2,000 gallons per mimute.
In addition, some patrol craft had been equipped with
pumps, though capacity did not usually exceed S00
gallons. Patrol and picket boats assigned to Port
Security functions totaled 1,872 as of 1 July, 1543.
On that date, the Coast Guard also manned and operat-
ed 260 trailer fire pump units especially adapted to
combat waterfront fires.

To make additional Coast
Guard personnel available
for sea duty, Volunteer
Port Security Forces were
organized in 22 ports, (17 as of 25 February, 194kL).
These organizations were cocmposed of men not subject

THE VOLUNTEER PORT
SECURITY FORCES
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to othor military duties who volunteered’ their ser-
vices on a part time basis, They were trainsd in

Port Security duties and served under the Ceptains

of the Port. As the mumber of hours which the mem-
bers of these forces worked each week was limited, it
was variously estimated that from S to 7 voluntsers
were nscessary to replace onme full time Coast Guards-
man. These forces and other units of the Temporary
Reserve are treated in later sections of the monograph.

AN INTEGRATED AND
URI

Substantial succeass was
achieved in integrating
this far-flung Port Securi-
ty organization into a co~
ordinated and relatively uniform system for port pro-
tection. The Captains of the Port were carefully in-
structed as to Headquarters policies. To keep Head=
quarters informed, all Captains of the Port were re-
quired to submit complete Port Security plans describ-
ing all conditions in their ports, including state-
ments concerning equipment, all security measures
being taken, any special problems, other relevant in-
formation, and charts sufficient to give Headquarters
a complate view of the situation at each port. All
COTPs wore further required to submit monthly form
reports setting forth all changes during the period
covered, as well as reports of all agreements entered
into with other Government agencies. In order to
further coordinate Port Security activities, a Dis-
trict Port Security Officer was appointed in each
District. These officers were called to Headquarters
at intervals for conferences to report on Port Securie
ty conditions in their Districts and to receive and
exchange information concerning rew methods and pro-
cedures, :

One of thoe great difficul-
ties in the Port Security
program was lack of properly
trained porsonnel. Theree
fore, it was necessary to establish schools for the
training of personnsl assigned to this duty.. The

Fort HcHenry School at Baltimore was acquired for

this purpose, and was an excellent means of educating
field personnsl in the more modern Port Security -
methods. An officer of the Port Security Division
presented a short course of lectures to all reserve
officer candidates at the Coast Ouard Academy. A
training course for officers engaged in supervising
the loading of explosives was also conducted.

PORT SECURITY
TRAINING

PROVIS: FOR With the expanded Port
AIR RAII Security organization, it
AND BLAGKOUTS was necessary to insure

proper compliance on the

part of everyone with air
raid regulations, The War Department and the Office
of Civlilian Defense had issued regulations for air
raids and blackouts providing that measures to be
taken by vessels would be prescribed by the Navy De-
partment. Accordingly, "Air Raid and Blackout Regu-
lations for Vessels, Harbors, Ports, and Waterfrent
Pacilities® were issued by the Coast Guard on 2
February, 1943, and distributed in pamphlet form,
These provided a complete code of measures to be
taken by omers, operators and masters of vessels in
cases of such emergency. This was integrated with
War Department and Office of Civilian Defenss regula-
tions, and dealt with all vessels in navigablse waters
within the Eastern and Scuthern Defense Commands, and
contained speclal rules for vessels under way, anchor-
ed, or at dock, and gensral rules for measures to be
taken upon piers and wharves,

PUBLICATION OF It was, of course,
COAST GUARD REGULATIONS desirable that all dirvectly
concerned were familiar
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with the Coast Guard Regulations relating to security
of the port. Every effort was made, therefore, to
publicize the regulations. They woere printed in small
pocket-sizge pamphlets for distribution to ships® offi-
cers, operators, and other interested parties. Post-
ers were placed upon waterfront structures and vessels
in large mumbers, Thay were translated into 9 lan-
guages for distribution to foreign crews, and enlisted
men proficient in various foreign languages were
assigned to this detail in leading ports.

Beginning about August,
1542, all existing regu-
lations for the security
of vessels and waterfront
facilities were recodified and consolidated in the
Anchorage Regulations. Included were basic uniform
regulations governing such matters as movement li-
censes for vessels operating within and beyond local
waters, identification requirements for persoms going
on vessels or waterfront facilities, rules controlling
the handling of explosives and inflammable liquids,
anchorage descriptions and regulations for port, as
woll as general securlty provisions. These were
issued by the Secretary of the Navy and approved by
the President. In November, 1542, a 150-page bound
volume of these regulations was furnished to all Dis-
trict Coast Guard Officers and Captains of the Port,
as woll as to other interested persons. Subssquently,
there were over 50 amendments to the anchorage regula-
tions, Ths most important constituted an entire new
body of law and was designed to afford contimous pro-
tection for vessels while in port. Revisions were
based on hsarings before the Merchant Marine Council,
comnents submitted in writing by representatives of
governzmental agencies, ship operetors, and Such, and
by a speclal committee of persomnsl attached to the
Port Security Division, the Marine Inspection Divi-
sion, and the Legal Division of the Coast Guard. A
redescription of anchorages in all ports was another
major amendment. Previcus anchorage descriptions had
not been corrected or revised for many years,

PENALTIES AND The first legal problem
PROSECUTIONS: of the Port Security pro-
IZGEL FPROBIEUS gram wag the legal authori-
ty for the entire opera-=
tion. Legal authority
was based upon the Espionage Act, Section I, Title II,
and also Executive Order No. 9074. The Espionage Act
authorised issuance of regulations for the anchorage
and movement of vessels. The Exscutive Order directed
the Secretary of tho Navy to provide orders and re-
gulations for the safeguarding of ports and waterfront
facilities. The Espionage Act and the regulations
issned under it carried criminal penalties, and a
violator could be jailed, fined,or both, A vessel
involved in a violation could be seized and forfeited
to the United States. The Executive Order, howaver,
carried no criminal penalties. A guard could bo post-
ed or a patrol boat assigned to keep persons or ves-
gels out of certain areas by the use of force; viola-
tors could be fired upon. But it was not possible to
compel porsons to clean up a pier which constituted a
fire hagard, or was otherwise dangerous. About all
that could be done was seisure of the pier. for use of
the United States, or prevention of vessels using 1it,
yot all piers were meseded. However, legal authority
on which the Port Security program was based, was very
broad, and control of the "anchorage and movement of
vessels" under the Espionage Act permitted legal regu-
lations under which almost anything neceded could be
done. Under the anchorage regulations there were a
good many successful prosecutions. The lack of force
to require compliance under Bxecutive Order No. $07L
was remedied by law enacted 7 July, 1943, which pro-
vided criminal penslties for violations.

CODIFICATION
OF FEGULATIONS

BUMBOAT A minor, but mevertheoless
SUPERVISION important activity which

. came under the COTP was

supervision of boats carry-
irng passengers and crew members to and from ships in
the harbors. This was in the nature of intelligence
duties, in cooperation with the District Coast Guard
Intelligence Officers. Where this was done, work
commenced for the most part in 1942, Men were sta-
tioned at landings used by those bumboats. They
checked identification of the men being transported
and their business on it having beon found
early in the war that many solicitors and unsuthorissd
persons wore boarding these vessols, Bumboat operae
tors furnished the Captains of the Port with lists
of persons carried, and these were checked against
suspect 1lists of the District Intelligence Office.
wore allowed only at specified places,

REMARKABLE Considering the wide
UNIFORITY variety of duties perforu-
ed by Captains of the Port,
in the perts all over the
United States coasts, each with its own varying pro-
blems and local conditions, a remarkable degree of
uniformity in operations was achieved. Cooperation
with fire and police departments and other agencies
was alzost uniformly good.

ULTIMATE SCOPE OF FORT SECURTTY

THO YEARS OF During the two years fol-
ACCOMPLYSEMENT lowing assuzption of Port
Security responsibilities
by thd’ Coast Guard, a pro-
gran of broad scope had been placed in operation.
The ocutstanding developments in this program during
these two years weres

(a) Ths codification of uniform regulations of
national scopo for the protection of all ports
and vessels in porte.

(b) The development of a broad fire prevention and
fire~fighting program.

{c) The development of a system of liaison and co-
operation with other Covermment agencies con-
cernsd with security problems and the delinca-
tion of responsibility and jurisdiction between
them,

(d) The development of the Coast Guard Port Securi-
ty activities into a coordinated and uniform
national plan rather than ono of local cogni-
SANCe ¢

Rogulations governing tho security of ports, the con-
trol of vessels, the security of vessels in port, the
transportation and loading of military explosives ca
vessels, and the blackout and air raid measures to be
taken by vessels and waterfront facilities had been
ted and covered all American ports. The re-
gulations had been printed in pamphlet form and dise
tributed to the public interested, and the enforce-
ment of thess regulations in all ports had resulted
in a substantially uniform Port Security prograr.
Statutes had provided criminal penalties for viola=-
tions. It is difficult to list the accomplishments
of this program, because its success is evidenced by
tho absence ¢f injury rather than by any concrete
physical results which can be seen and counted. The
entire program was PREVENTIVE, and it is impoasible
to set down any cozmprehensive record of what was pre-
vented, Its success may be indicated by what did not
bappen, During this two-year pericd when Coast Guard




expansion took place and Captain of the Port activi-
ties reached their peak virtually no injury or damage
of great importance occurred to any vessel or facility
for which the Coast Guard was responsible.

OBJECTIVE OF
THE PROGRAH

The objective of the Port
Security program was, of
course, to protect all ports,
harbors, vessels, and water-
front facilities from injuries from any cause. To
attain this, all COTPs instituted the following:

(a) Control of the anchorsge and movement of all
vessels in port.

(v) Issuance of Coast Guard identification cards
and supervision of ingress and egress to ves—
sels and waterfront facilities.

(c) Fire prevention measures, including inspes-—
tions, recommendations, and enforcement.

(@) Fire-fighting activities, including use of
fireboats, trailer pumps, end other extin-

guishing agents.

(e) Supervision of the losding and stowage of ex-
plosives and militery emmnition.

(£) Boarding and exarmination of vessels in port,
(g) Sealing of veseels' radios.

(n) Licensing of vessels for movement in local
waters and departure therefrom.

(1) Guarding of important facilities.

(3) Enforcemont of all regulations governing ves-
sels and waterfront securitye.

(k) Maintenance of water patrols,

(1) General enforcemont of Federal laws on navi-
gable waters, and other miscellansous duties.

Despite the desire for uniformity, local conditions
soretimes dictated a departure from customary regu-
1ations or procedure, and any necessary variations
received aspproval from Headquarters.

45 has been pointed out,

the Coast Guard worked in
collaboration with other
Governnent agencies contern-
ed with shipping and security activities to assure
paximm efficiency of operations. Close liasison and
mitual assistance were developed with the Navy, War,
Justice, State and Interior Departments, Office of
Civilien Defense, Petroleum Administrator for War,

War Shipping Administretion, Federal Power Commissiom,
office of Price Administration, Office of War Informa=-
tion, and others. In addition, port security programs
were prepared by the Coast Guard for Brazil and Canada,
and a basic progran developed which was adopted by the
Commd ttee on Political Defense st Montivideo, Uruguay
and distributed to all Latin American Governments with
the recommendation that it be put into operation.

COLLABORATION WITH
OTEER ADENCIES

FIRE PREVENTION During the two-year period

A to February, 194k, the fire-
boat fleet under Captains

of the Port grew from 52

to 253, and comprised the largest organization of its
dind in the world. A large number of trailer pumps
and other fire-fighting apparatus were distributed

%o the ports. In each port a fire prevention program
was instituted, and these slleviated a large propor-
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tion of existing fire hagards. Coast Guard personnsl
and fire apparatus responded to 75% of all waterfront
alsrms and extinguished or assisted in extinguishing
l1% of all actual waterfront fires. This progrem
averted substantial waterfront and vessel losses.

The security of the Nation's
ports against normal ha-
zards to which shipping

and waterfronts are ex-
posed is an economic requirement in times of peace.

In wartime, Port Security becomes a strategic nsces-
sity. The "bridge of ships,” extending from the home-
land to distant fronts is supported by the war ports
that are an essential element in the military service
of supply. Through these channsls must pass the tulk
of personnel, runitions, and equipment destined for
offensive action. Since the safeguarding of United
States ports against sabotage and the results of care-
lessness and negligence is a primary component of of=-
fensive operations overseas, any interruption to the
steady flow of troops end war materials or the
destruction of port facilities from any cause is, in
effect, an attack from the rear that might seriously
hazper frontline action.

TMPORTANCE OF EFFECTIVE
PORT_SECURITY MEASURES

MAGNITUDE

The periodic revision of
OF THE_ 508

Coast Guard Headquarters!
plans for Port Security
was governed by military
considerations that demanded complete flexibility and
readjustments to- changing strategic situations. As
ghifts in offensive operations occurred the Coast
Ouard,. in its role of coordinator of port activities,
had to be ready well in advance to provide the means
of expediting an accelerated movement of men and war
materials through the Nation's vitel outlets, its
major war ports. The size of the Port Security job

is indicated by the fact that within the continental
United States alone there were more than 21,000 milee
of port waterfront with spproximately 8,000 waterfront
facilities and millions of square feet of docks, piers,
and other storsge and loading spece. Eventually, there
were about 100 Captains of the Port and about 150
Assistant Captains of the Port established at our.
ports. From one-fifth to one-quarter of the entire
Coast Guard persomnol was required to safeguard these
1ittoral establishments. These beavy responsibili-
ties required more men than the Coast Guard was able
to muster from its regular ranks and yet, those whom
it did have were urgently needed in combat areas and
at sea. It was into this picture that the growing
numbers of Temporary Reservists began to fit so well,
releasing men for duty elsemhere, and taking over,
gradually, the various Port Security responsibilities
without the slightest loss of efficiency.

THE TEMPORARY RESERVE Establishment of the Coast
Guard Reserve, and provi-
sions for Reserves (Tem-
porary) have been mentioned on pago L o Although

the first "Temporary Reservists" were enrolled chiefly
for Coastal Picket duty for periods of specified num-
bers of months on a full tims, full pay basis, in mid-
1542 enrollment began of civilian members of the

Coast Guard Auxiliary on a part time, no pay basis
(Class E). These were all "boat men.® Soon there-
after, the "Philadelphis Plan" for Volunteer Port
Security Forces" got under way (covered in dstail in
later paragrephs) drawing personnel from civilians
baving no connections with the Auxiliary, and serving
on a part time, no pay basis. These men, Auxiliary
and non-Auxiliary, were drawn from all walks of life,
They were volunteers in the strictest sense, but on
enrollment became subject to Rules and Regulations
for ths Government of the Navy, and subject to court
martial and military discipline while on duty. While
on duty, they were an integral part of the Coast Guard,
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and under rules and regulations were no different

from regular or full-time Reserve members. They had
the same authority in accordance with rating or rank
as the others. They were petriotic men wishing to do
their utmost for their country at war. Kost were,
for some reasen, ineligible for service with the
nregulars.® Average age was 4O or more. Virtually
all were employed in civilian jobs, and contributed
a minimum of 12 hours of duty each week. They under-
went rigid training., Eventually, Temporary Reservists
on a volunteer basis numbered over 50,000, released an
estinated 8,200 regular Coast Guardemen for sea and
combat duty, assumed the major poertion of pier guard
and harbor petrol duties, performed a wide range of
other duties, and became an extremely important fac-
tor in the security of cur ports. They became an in-
tegral part of the Port Security forces under the
Captains of the Port.

SUEDIVISION OF The various subdivisions of
FORT SEGURITY WORK Port Security activity in
IN Wiich which Temporery Reservists

were used may be summarized,
¥nile in each particular
District, all these Port
Security activities wore

rot nescessarily covered by Temporary Reservists, taken
as a whole, Temporary Reserve functions did cover the
entire field of Port Security. Thore was no phase

of this activity in which, in one District or another,
the Temporary Reservists did not function.

TENPORARY RESERVISTS

Clearance and Anchorage

(b) Explosives Loading Supervision
(c) Fire Division

(@) Identification Division

(e) Coomnications (COTP)

Boarding

Rarbor Patrol

Plant Guards (C. G. Police)
Guerd Details, pier,ship, etc.
Pilots

Miscellaneous

Probably the broedest covorage by “TRs® (as thsy were
called) in any one District was that of the First
Naval District wherein TRs contributed service to
every Port Security activity.

AUXILIARY MEMEERS Auxiliary members were ale
AND THSIR VESSBLS most entirely concerned
with water patrols, although
members of ths A

in the First, Third, Ninth, Eleventh and Thirteenth
Districts served also in guard detall duty. Not all
monbers of the Auxiliary shifted to the Temporary
Reserve, but for the most part such members found
themsolves inactive after 1 Jamuary, 1543. Water
patrols by Auxiliarists continued for a while in the
Third and Thirteenth Districts. Those who shifted,
(and who formed the major porticn of the Temporery
Reservists aside from tha Volunteer Port Security
Forces) retained their Auxiliary membership, Statise
tics on the number of Auxiliary members, and Auxiliary
vessels, in relation to the velue of waterfront pro=
perty, linear feoet of wharfage and tons of waterborns
traffic are illuminating.

NUMEER OF MEMEERS OF THE AUXILIARY AS-OF MARCH, 1943, PERs

District 41 Milldien of Linear Feet Million Average
1542 value of of Wharfage Tons of
Waterfront (in Thousands) Waterborns
Preperty Traffic
Boston (1) 16.8 1.9 9603 hl-?
New York (3) L 4.2 234 10,7
Philadelphia (k) 8.1 3.8 12,2 8.0
Norfolk (5) 10.5 2.6 15,1 9ols
Charlesten (6) S 8.1 50,0 21.2
Miamd (7) 3 12,0 7.5 7.6
New Orleans (8) 1.6 2.5 (] 3.1
Cleveland (9-Cl) 12.1 7.8 19.0 13.0
N Chicago (9Gh) h.? Joh zhol 10.8
St. Louis (9—31:) 2.5 3.6 1!‘-3 6.8
Long Beach = L. 4. (11) 15.6 9e7 5943 28.2
San Francisco (12) L.5 2,0 16.2 76
Seattle (13 5.3 6.8 3.0 18.4
Honoluln ( 1.5 0.7 3742 13,1
L Y
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HOT WORK.
STANDING FIRE WATCH WHEN WELDING AND CUTTING WERE BEING DONE
WAS ONE OF MANY DUTIES PRRFORMED BY TENPORARY FESERVISTS

SPARS RELIEVED MANY MEN FOR SEA DUTY
MISS MARJORIE G. TAYLOR, SECRETARY TO A WASHINGTCN D. C. UTILITIES EXBECUTIVE
IS WELCOMED INTC THE WOMEN'S RESEWVE BY CHIEF BOATSWAIN'S MATE HUNTER WOOD, ARTIST,
AND WAHRANT MACHINIST JAMES D. FOX OF UNIONTOWN, PENNSYLVANIA
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NUMBER OF AUXILIARY VESSELS AS OF MARCH, 1943, PEH:

District

81 Million of Linear Feat #illion Average

1942 Value of of Wharfage Tons of 8 23:32:'1

Waterfroat (in Thousands) Waterborns Members

Property Trafiic and
Vessels

Boston (1) 8.9 6.2 52.3 22, 2.
New York (3) 1.9 2,0 10,7 . h.g 37.:8‘.
Philadelphia (h) lloa 2.7 8.0 5.2 6.5
Norfolk (S5) 6.5 2.3 11.1 6.7 8.1
Charleston (6) 3.3 ‘ 5.7 L0.0 16.3 13.8
Miami (7) 2.6 740 6942 26.3 16,9
New Orlsans (B) 1.1 1.8 3.5 2.1 2.6
Cleveland (9-Cl) 2.9 2.2 Sel 3.4 8.2
Chicago (9-~Ch) 8.8 6.0 L247 19.2 15.0
St. Louis (9"81!) 109 3'0 11,2 5.’3 6.1
Long Beach - L. 4. (11) 943 6.6 40.0 18.6 23.)
San Prancisco (12) 2.3 1.8 9.0 Leh 6.0
Seattle (13) 1.9 2.3 17.3 Te3 12,8
Henolulu (1) 0.8 1. 20.0 Tk 10.2

While the above figures give an excellent idea of the
relative Auxiliary activity in men and vessels in the
various Districts, the significance of the averages
may be questioned, since these averages might indicate
a small port in relation to Auxiliary numbers, or a
large or small number of Auxiliarists for a large port.
Yet, it is evident that Boston lead regarding Auxi-
liary activity, while New Orleans was by far the least
active, even less active relatively, than Honolulu,
The above figures should not be confused with those
relating to Temporary Reserve activity, which was
distinct,

The varied nature of the
Captain of the Port duties
in each of the many Naval
Districts and the need for
as great uniformity as possible in the conduct of
operations, called for careful organisation from the
Commandant down to each branch of activity in each
port. Organization was not accomplished over night;
it required months of careful, tedious planning, much
trial and error, many revisions, and adjustments to
local conditions. The organization of the Port Se-
curity establisiment is discussed in Part IV, which
followse

A _PROBLEM FOR
‘OFGANTZATION

ORGANIZATION
ORGANTZATION MATTERS DURING PERIOD OF GROWPH

GENERAL SET-UP AT It will be remembered that
TIME OF PEARL HARBOR considerable expansion in

B Coast Guard activity had
ococurred during the prewar
era from 1939 to late 19i1l. In order properly to dis-
charge the new and increasing duties of the Captains
of the Port, certain organiszational changes were
necessary. It was a perlod of trial and error. After
World Var I, there were 10 Captains of the Port. There
was relatively little change in these until war clouds
gathered in the late 1930's., Traffic incidental to
the war in Europe increased use of anchorages and the
movement of explosives, and by November, 1940, the
number of COTPs had growm; on the fifth of that month,
29 wore designated at key ports. (See Page 8 ). The
next step in expansion of the activity took place on
25 March, 1941, when 37 "Headquarters ports" were’
designated including most of the 29 "key ports." Sub-
ports under the Headquarters ports were specified.

-,
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As of 15 August, 1941, this was changed, and a Captain
of the Port was designated for each Coast Quard Dis-
trict, and Aides to the Captain of the Port were
established in the. other important ports. The next
change came on 3 November, 1941, immediately on trans-
fer of ths Coast Guard to the Navy, The District
Commanders assumed title of “Senior Coast Guard Offi-
cer," and this was soon changed to “District Coast
Guard Officer." Geographical limits of the Coast
Guard Districts were altered to conform with the re-
spective Naval Districts. For the administration ard

ration of the Coast Guard, the United States, in-
c tu territories and insular pogsessions (ex-
cept the Philippines) and the waters adjacent, becams
a single Coast Guard Division, and previcus divisions
and sections were abolished. Headquarters organiza=-
tion at Washington, D. C., remained as before, In
December, 1941, the title “Aide to Captain of the
Port" became "Assistant Captain of the Port." The
geographic subdivisions of the Coast Guard at ths
time of Pearl Harbor were:

United States (including territories, possessions,
etc.

A single Division, under the Cozmandant

Boston District Under

Boston District "Senior Coast Guard Officer®
New York District
Philadelphia District
Norfolk District
Jacksonvills District
Kew Orleans District
San Juan (FR)
Cleveland District
Chicago District
St. Louis District
San Francisco District

(Ios Angeles under

San Francisco
Seattle District U
Juneau District

(later Ketchikan) . "

Honolnlu District "

on 7 December, 1941, there was one Captain of the
Port in each District, with his Aides in the more im-
portant ports of his District carrying ocut operations
having to do with anchorage matters and e xplosives
loading. A commissioned officer, warrant officer, or
chief petty officer usually was designated in charge
of each of these divisions of activity, depending

=T aaogasxs
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upon personnel available and the importance of the
activity at the particular port..

¥With the advent of war, and
transfer of the Coast Guard
to the Ravy, together with
. the realignment of the Dis-
tricts, use of the term "Coast Guard Districts® ceas-
od, and the term “Naval Districts® was used through-
out the war with respect to Coast Guard operations.
Until 1 December, 1940, the Third District (New York)
included Philadelphia., Then, kowever, that area broke
away and became the Fourth Naval District, with its
own District Coast Guard Officer. The Sixth District,
with hesdquarters at Charleston, South Carolina, and
its own District Coast Cuard Offir-er, became a reality.
Alaska contimued for a ahile as part of the Seattle
(Thirteenth) District, tut with its om “Senior Coast
Guard Officer;" this eventually lroke away and btwcame
the Seventeenth Naval District w.sh its District
. Coast Guard Officor ad headqua'ters at Ketchikan.
There were no furthe. changes in the Districts itheme~
selves, although thc Ninth Navil District, including
the Great Lakes and mid-westera rivers, had three sub~
divisiors, St. Lonis, Cleveland &ud Cricago, each
with a District Coast Guard Officer. The “Ninth
Chicago Tistrict® was merged into the Ninth Clsveland
District on 31 December, 19L3.

SUBSEQUENT
DISTRICT CHANGES

As has been indicated, in
time of war the Commandant
of the Coast Guard recelves
his darectives and orders from ths Secretary of the
Navy, through the Chief of Naval Operations., From
here, the chain of command ordinarily runs from the
Commandant to the District Ccast Guard Officer, and
in turn from the District Coast Guard Officer to ths -
Coammending Officer of & particular operating or lo-
gistice undt. In the matter of Port. Security, there
were some variations as between the Districts, due to
the fact that some Districts established Sections
(mentioned later). Where there were no Sections, the
chain of command ran from the District Coast Guard
Officer direct to tho Captains of ths Port, and
through them to the Assistant Captains of the Port.
In Districts where there were Sections, the chain
ran from District Coast Guard Officer to Section
Coast Guard Officer and from hinm to the Captains of
the Port in his jurisdicticn. Subsequently, District
Port Security Officers were designated who came be-
tween the District Coast Guard Officer and the Cap-
tains of the Port or Section Coast Guard Officers, as
the case might be, though the Port Security Officer
was more of &8 coordinator than a commanding officer
of a unlt, and, to all intents and purposes, the chain
of command did not change with his advent., The Dis-
trict Coast Guard Officer also came under the mili-
tary control of the corrosponding Naval District
Commandant, although on the dotalled administration
of his District be reported directly to the Comman-
dant.

THE CHAZN OF COLMAND

The Captain of the Port, as
has been seen, was the chief
operational officer in his
port and in the waters com=
ing u~der his jurisdiction. All matters of Coast
Guard Port Security woere his responsibility in his
area. It 1s evident from the foregoing account that
his duties were many and varied, and of such a nature
that each separate activity was worthy of a special-
ist in charge. Especially in the earlier days,
available officers and chief petty officers were
scarce, and it was difficult to obtain entirely quali-
fisd personnel. This, howsver, was corrected.as time
went on and as training programs were instituted. In
virtually all ports having Captains of the Port or
Assistant Captains of the Port, the subdivisions of

CHAIN OF COMMAND
FROM_COTP DOWN
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activity wore the same. Each division of activity
had in charge a commissioned officer, warrant offi-
cer or chief petty officer, depending upon the im-
portance of the port and its activities, and such
officer-in-charge was directly responsible to the
Captain of the Port, or tho Assistant, These acti-
vities, or divisions, were as follows:

Harbor and/or Inlet Patrol
Law Division

Explosives Division
Fire Divisicn

Pier Division

ship Inspection; Guards
Ship Clearance Division
Ship Anchorage Division
Commmnications Division
Identification Division
Pllots

In some of the smaller ports, because of limited offi-
cor personnel or because of limited operations, it was
practicable to have a single officer in charge of two
or more divisions. In scme ports, the Captain of the
Port or tho Assistant directed one or more divisions.
In the Third Naval District, the Captain of the Port
of Now York handled an oydmance division an
appropriate officer for a period, and this division
related only to ordmance connected with COTP activi-
ties. The Captains of the Port at Seattle and Hono~
lulu hed, for a time, an Intelligence Division con-
cerned only with Intelligence matters relating to

COTP activity, but these were later transferred to

the regular Coast Guard Intelligence offices when they
wore established. Pilots, in most cases, operated
directly under the Captain of tke Port, but in close
cooperaticn with the Navy Port Director. In some
parts, however, the pilots came directly under the
District Coast Guard Officer, and were not responsible
to the ‘Captain of the Port. This distinction was
dictated u by local circumstances, and it scem-
ed to make 1little difference which chain of command
was adopted.

THE ULTIMATE IN Not only in organization,
CAPTAIN OF TEE PORT UNITS but in the establishment
of COTP units at various
ports, trial and error was
the mle throughout most of the war. The earlier
Captain of the Port unite have been meéntioned, but
as the war tempo increased, and traffic in the many
ports changed, additional units were established.
In still others, traffic diminished, and units were
discontimed. Some, originally established as
Assistant Captains of the Port became Captains of
the Port, and vice vorsa. Thore was nothing static
about this organization. It varied according to
local needs, and according to the ideas of mew COTPs
relieving previous commands. For instance, in the
Thirteenth (Seattle) District, there was originally
one "floating” COTP on board the CGC ONONDAGA; this
was expanded to 2, then to 3, then to a maximum of
10, then contracted to 6, later to 2, finally to ons.
Bowever, in that District COTPs or ACOTPS were esta-
blished at 20 places at one time or another, though
10 was the maxizum existing at any one time. The
groatest concentrations of COTPs or ACOTPs were in
the First Naval District and the Thirteenth. Follow=
ing is a complete list of Captain of the Port and
Assistent Captain of the Port units, by Districts.
Some were established and discontinued before others
wore established, and all wore not in existence at
ahy ane time, Dates of discontinuance are given in
cases whoere the dates are kmomn. In all cases, Assie-
tant Capteins of the Port cams under jurisdiction of
some Captain of the Port. This is indicated where
Ju;id:dietion has been dstermined from available re-
€O .
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ame of Unit Date of
Nope of B2 Discontimuance
COTP Rockland, Maine
(Rockland Section) 31 oct. 154l
ACOTP  lobec, Haine 30 Sept. 19Lk
ACOTP  Bangor, Maine 30 Sept. 194k
ACOTP Southwest Harbor, Kaine 30 Septe
COTP Portland, Maine
(Portland Section) 15 June, 1945
ACOTP  Bath, Maine 1 Feb. 154l
ACOTP  Biddeford, Maine 1 Feb. 194l
ACOTP  Boothbay Harbor, Maine 1 Feb. 194l
# COTP Portsmouth, Now Hampshire
(Portsmouth Section) 30 Sept. 19kl
ACOTP  York Harbor, Maine 20 Jan. 154k
COTP Boston, Massachusetts
(Bostan c;s::;ion)
& COTP Cod Mass.
ca;(;emm Section) 15 Oct. 1945
ACOTP  Provincetomn, Nass: 30 Septe 19Lk
ACOTP  Chatham, Mass. 1 Feb. 19kl
ACOTP  Plymouth, Kass, 1 Feb. 194k
ACOTP  Scituate, Mass, 1 Feb. 154k
ACOTP  Hyamnis, Mass. Sept. 1943
ACOTP  Harwichport, Masse 30 Septe 9L
ACOTP  Buzzards Bay, Mass. 30 sept, 19LL
COTP Gloucester, Mases
(Gloucester Section) 30 Sept, 19k
ACOTP . Salem, Mass. 30 Sept.
ACOTP Rmrmox;-, Mass. 31 Oct.
##% COTP Newport, R. I.
(Newport Section 30 Sept. 19LL
ACOTP  New Bedfard, Mass. 30 Sept. 15LL
ACOTP  Providence, Re I. 30 Sept. 19Lk
ACOTP  Sakonnet, Re Ie 9 Pob. 19Ul
ACOTP  Cuttylunk, Mass. 9 Pob. 19LL
ACOTP 3 Haven, Mass. 9 Peb, 19Lh
ACOTP  Nantucket, Mass, 9 Peb. 19UL
ACOTP  Voods Hole, Mass, 9 Peb, 154k
ACOTP  ‘Block Island, Re I. 9 Feb, 19|
ACOTP Narragansett, R. Te 9 Feb, 1

FIRST NAVAL DISTRICT

# On 21 April, 194k, Section consolidated with
Gloucester Section
4% On 1 November, 154Li, name changed to Woods
Hole Section
##¢ On 1 October, 154h, name changed to Cape Cod
Section

coTP

ACOTP
ACOTP

THIRD NAVAL DISTRICT

New Londen, Connecticut
New York, New York
Bridgeport, Connecticut
New Haven, Commecticut
Lake Champlain, New York
(Burlington, VT.)

FOURTH NAVAL DISTRIC?
Philsdelphia, Pa.

Atlantic City, N. Je 8 Dec. 19'-!-'&

Leovwes, Del. 8 Dec. ]9“&

Wildwood, N. J. 8 Dec. 19hk

FIFTH NAVAL DISTRICT

Baltimore, Maryland

Norfolk, Virginia

Korehead City, H. C. 15 Feb. 19hk
Elizabeth City, K. C. Dec. 1543
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SIXTH NAVAL DISTRICT

Name of Unit Date of
- DiBcontinuance
COTP Wilmington, N. C. Sept. 1945

ACOTP Wrightsville Beach, H.C.
ACOTP Southport, Ne. Ce
COTP Charleston, S. C.
COTP Savamnah, Ga,
ACOTP saautort., S. Ce 25 Oct. 1944
ACOTP Georgetown, S. Ce 2l oct. 19LL
ACOTP Brunswick, Ga.
COTP Jacksonville, Fla,
ACOTP , Fla,
SEVENTH NAVAL DISTRICT
COTP St. Augustine, Fla.
(st. Anguaﬁ.m Section(a) Oct. 15LL
ACOTP New Smyrna, Fla,
(New Smyrna Section) Octe 194l
ACOTP Banana River, Fla.
(canaveral Section) (b) Oct. 154l
ACOTP Fort Plerce, Fla,
(Port Pierce Section)  Oct. 194k
ACOTP West Palm Beach, Fla.
(Palm Beach Swtion) (c) Oct. 154k
ACOTP Port Bverglades, Fla,
(Pt. Everglades Section 8 June, 1545
COTP Mismi, Florida
(l(hni Section) . Oct. 154L
COTP Koy Weost, Fla.
(Key West Secticn) Oct. 154Y
ACOTP Evergledes, Fla.
(Capo Ruuno SOcu.oa) (d)oct. 19LL
ACOTP Fort Myers,
(Fort Myers sntion) (e)oct. 1544
COTP Tampa, Fla,
(’rampa Saction) 8 June, 1945
ACOTP Tarpon Springs, Fla.
(‘rarpon 8pr. 8ec.)(e)(Z) Oot. 194k
ACOTP y Flae
Ecoda.r Kﬂyﬂ Section)
t) (e Oct. 194l
ACOTP
(st Marks seeticn) (e) Oct. 15uh
(a) Merged with New Smyrna Ssction, Dec. 1513
Morged with Fort Plerce Secticn  Fall of 1943
c) Morged with PT, Everglades Sec. Dec. 1543
d) Merged with Miazd Section Dec. 1943
e) Morged with Tampa Section Dec. 1543
(f) Merged with St. Marks Section Fall of 1943
NOTEs Original Sections weres Tampa
Key West
Miaxd
St. Augustine

A 8sction Coast Guard Officer was in charge of these
four areas after late summer, 1942,

EJGHTH NAVAL DISTRICT

COTP New Orlsans, La. late 1945
ACOTP Pass a Loutre, La. 29 Feb. 194k
ACOTP Houma, LA 15 Feb. 194
ACOTP Grande Isle, la. 11 Feb. 194
ACOTP Morgan City, La. 15 Peb. 194k
ACOTP Buras, la. # 15 Peb. 1944

COTP Panama City, Fla. Barly 194k
ACOTP Port St. Joe, Fla. 7 Feb. 19kh
ACOTP Appalachiscola, Fla. 1y 194k
COTP HKobile, Ala. Iate 1945
ACOTP Pensacola, Fla. 29 Feb. 19kh

COTP Pascagoula, Miss, Early 19|

# Mostly for river patrol in boats




EIGHTH NAVAL DISTRICT (CONT.

Name of Unit Date of
Discon

ACOTP Biloxi, Miss 29 Feb. 19kl
ACOTP Gulfport, Miss, 29 Fob. 194k
COTP Baton Rouge, la. . Barly a5k
ACOTP Vicksburg, Miss. Early 19Lh
COTP Port Arthur, Texas 1ate 1545
ACOTP Bosumont, Texas Before Early 1Skl
ACOTP Orange, Texas pefore Early 154l
ACOTP lake Cbarles, la, Bofore Barly 194l
COTP FHouston, Texas late 15LS
COTP Galveston, Texas late 1945
ACOTP Texas City, Texas Before Early 19hk
ACOTP Froeport, Texas 15 Fob.15hls
COTP Corpus Christi, Texas Late 1945
ACOTP Port Aransas, Texas Before Barly 19kl
ACOTP Port 0'Connor, Texas 29 Peb. 19!
COTP Brownsvills, Texas Bofore Barly 19Lk

coTP

NINTH NAVAL DISTRIGT
St Louis Distrist

St, Louis, Mo,

Cairo, Ill. June, 9Lk

Mexmphis, Temn.

Cincirnati, Ohio

Pittsburgh, Pa.

Rock Island, Ill. June, 1544

St. Paul, Minn.

Shaffield, Ala.

Chattancoga, Temn.

Peoria, Ill,

Naxhville, Temn. June, 19kh

Paducah, Ken. 15 Nov. 154k
Chicago District

Chicago, Ill.

Milwaukee, Wis. 1S Oct. 194L

Manitowoc, Wis. 15 Oct. 194k -

Sturgeon Bay, Wise ‘1S Oct. 1944

Green Bay, Wis. 15 Oct. 194

Escanaba, Mich, 15 Oct. '194L

Charlevoix, Kich 15 Oct. 1544

Indington, Miche 15 Oct. 194k

Muskegon, Mich. 15 oct. 19kh

St. Joseph, Mich. 15 Oct. 1944
Cleveland District

Cleveland, Ohio

Duluth, Mimn, 15 Oct. 194k

Marquette, Mich. 15 Qct. 9Lk

.Sault Ste, Marie, Mich. 15 Oct. 154L

Detroit, Mich. 15 oot. 19kk

Erie, Pennsylvania 15 Oct. 194k

Buffalo, New York 1S Oct. 194

Oswego, New York 15 Oct. 194l

Bay City, Mich. 15 Oct. 194

Grand Haven, Mich. 15 Oct. 19kh

Ogdensburg, New York

Clayton, New York

Sandusky, Ohio

Toledo, Ohio

Lorain, Ohio

Port Hurcn, Mich.
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TENTH NAVAL DISTRICT

Name of Unit Date of
Discontinuance
COTP 8an Juan, Puerto Rico

Charlotte Amalie, Virgin Islands
Christiansted, Virgin Islands
Isabella Segunda

Culebra

Ensenada Honda, Puerto Rivo
Fajardo, Puerto Rico

Jobos, Puorto Rico

Guanica, Puerto Rico
Guayanilla, Puerto Rico
Arecibe, Puerto Rico

Central Aguirre, Puerto Rico
Ponce, Puerto Rico

EIEVENTH NAVAL DISTRICT

Los Angeles, California

Santa Barbara, California

Part Huenems, California

Newport Beach, California

Santa Monica, California

Avalon, (Santa Catalina) Californis
San Diego, Califormia

THELFTH NAVAL DISTRICT
San Fraccisco, California

Monterey, Celifornis 8 Sept. 1945
Bureka, California 8 Sept. 1545
Morro Bay, Califormia 8 sSept. 1545
THIRTEENTH NAVAIL DISTRICT

Seattls, Washington
. Bollingham, Washington Aug. 3945
Tacoma, Washington Avg. 1945
Everett, Washington Aug. 1945
Astoria, Oregon Auge 194
Port Angeles, Washington Peb. 19
Aberdsen, Fashington Auge 1545
Mason City, (Grand Coulss),

Washington ‘Peb. 154l

Fortland, Oregon
(Consolidated with Seattle 1 October 194l)

Marshfield, Oregon 17 June, 15kl
Priday Barbor, Washington  Peb. 19[111
South Band, Oregon 17 Juns, 194k
Angcortes, Washington 17 June,d9
Vancouver, Washingten 17 June, 194L
. Olympia, Washington Fob, 19i|h
Bonnsville, Washington Feb, 194}
Longview, Washington Aug. 1945
Bremerton, Washington Feb, 194l
Bayview,Hashington ‘Peb. 194ls
Bayview, Idaho Feb. 19%L
FOURTEENTH NAVAL DISTRICT
Honolulu, Oalm (Established Karch, 1542)

Hilo, Hawaii (Established 9 Sept. 1942)
Xaual (and Niihau) (Establisbed 7 Oct. 1542)
¥aui (and Molokai, lanal,

and Kaloolows (Established 6 Jan. 19h3)




[N
SEVENTEENTH NAVAL DISTRICT

of Unit Date of
Nomo o= T2 Discontizaance
Ketchikan, Alaska
Kodiak, Alaska (%)
Whittier, Alaska
Anchorage, A:ah (%)

COTP

Harbor, Alaska
Skagway, Alaska (¥)
Seward, Alaska (%)
Nome, Alaska
Potersburg, Alaska (#)

(#) Indicated, but not verifieds
MISCELLANEOUS

Potamac River Command (Under Fifth Naval Distzicy
Coast Guard Officer)

COTP Washington, De Ce 31 May, 1945

Severn River Naval (Under Fifth Naval District
Coast Guard Officer)

COTP Baltimore, Maryland (duplicates)
ACOTP Annapolis, Maryland (Naval Academy)

CHARTS ON LOCATIONS PFollowing this page are two
AND ORGANIZATION OF charts relating to Captain
CAPTATRS OF THS PORT of the Port organization.
The first 15 a map of the
United States, Alaska,
Hawail, Puerto Rico and the ViFgin Islands, showing
the locations of Captains of the Port and Assistant
Captains of the Port as outlined in the preceding
paragraph. The former are shown with solid circlss,
the latter with open circles, The map gives an ex~
cellent idea of the complete coverage of ports of
importance, and shows how thoroughly the coasts were
covered since jurisdiction of each COTP extended to
the areas under jurisdiction of the adjacent COTPs.
Naval District limits are shown by a straight line
across tho coast=line.
ticns in the First (Boston) and Thirteenth (Seattle)
Districts. The second chart shows the chain of com=
mand and interrelationships between the Secretary of
the Navy and the Assietant Captains of the Port. It
lists the COTPs and ACOTPs in each District and, at
tho bottom, indicates the subdivisions of Captain of
the Port activity each of which had a commissioned,
warrant, or chief petty officer as its officer-in-
charge.

GENERAL OUTLINE
OF OROANTZETTON

The functicns performed by
the Coast Guard were, in
most instances, actually
carried ocut by individuals
operating units such as ships, and air, light, redio,
beach patrol, lifeboat and coastal lookout stations,
Captain of the Port offices, and marine inspection
‘'offices end by individual logistics units such as
recrulting, receiving and training stations, repair
yards and telephone office systems, and the finance
and supply office. The District offices provided
central direction and coordination of the perform-
ances of activities by individual field units situated
within certain prescribed geographical limits. Head-
quarters plemned and coordinated the activities of the
several Districts and gave immediate direction to

It ohows clearly the concentra-
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specific units in the field where such units r eparted
directly to Headquarters, although located within the
geographical limits of a particular District. It was
the Headquarters policy to keep such units to a mini-
mgt. In view of the numerous types of units in the
Districts, mo standard pattern was provided for the
detailed organization and functions of individual units
in the Districts, The commanding officers of the in-
dividual units were directly responsible to ths Dis-
trict Coast Guard Officer (as, for instance; the Cap-
tain of the Port), for the performance of the functions
assigned to them, except where intemmediate levels of
command had been established.

RELATIONSHIP OF OFFICE The Chief Operations Officer,
OF OFERATIONS T0 a3 head of the Office of
PORT SECURITY Operations and subject to the

general direction of the

Assistant Commandent, plenned
and followed through on administraticn of the basic
operations of the Coast Guard, including the protece
tion of port facilities and vessels within harbors.
His was the responsibility for determining operating
requirements and the genoral distribution of personnsl,
material, and other facilities required for the activi-
ties of the Alds to Navigation, Allowance, Aviation,
Beach Patrol, Commnications, Merchant Marine Inspec-
tion, Merchant Marine Personnel, Ordnance and Gunnery,
and Port Security Divisions.

The Chief of tho Port
ON Security Division, function=
ing as a member of the staff
of the Chief Operations
Officer, plammed and followed through on administra-
tion of the program for the protection of the port
and harbor facilities and vessels within harbors,
includings

(a) The control of anchorage and movement of mere
chant vessels within territorial waters of the
United States.

(b) The supervision of the losding and discharge
of explosives and other dangerous carge.

THE CHIEF OF THE
Y

(c) The development and enforcement of suiteble
fire prevention measures.

(d) The provision of fire-fighting facilities
supplementing those already available,

(e) The issuance of identification cards in order
to control access to waterfront facilities.

(£) The operation of shore and harbor patrols in
comnection with the foregoing activities.

SPECTFIC DUTIES OF THE  The Chief of the Port
CHIEF OF THT PORT

Security Division had speci-
SECURITY DIvISIoN fic duties which are out-

lined: They were to:

(a) Proposs for consideration by the Merchant Mar-
ine Council rules and regulations governing
anchorage and movement of vessels in port,
security regulations for the protection of
vessels in port and waterfront facilities, and
regulations governing the loading, storage, and
unloading of explosives and other dangercus
cargo and supplies.

(b) Review cperating plans sutmitted by the District
Coast Guard Officers for the carrying ocut of
Port Security responsibilities in the several
Districts,
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(c) Pormulate plans and procedures designed to co=
ordinate and insure efficiency in the execution
of Port Security functions in the several Dis-
tricts.

(d) Prepare such directives as might be necessary
or appropriate to the effective performance of
Port Security activities.

() Certify dangerous articles of ships! stores
and supplies for uee on board vessels.

(f) Keep informed, by means of field contacts and
otherwise, as to the manner in which Port
Security work was being conducted,

(g) Consider all communications received at Hoad-
quarters relating to Port Security matters and

prepare replies thereto,

(h) Review as to operations aspects and make re-
commendetions on requests for persomnel, equip-
ment, funds, and facilities for Port Security
purposes, anticipate future nesds therefor,
and prepere data with respect thereto for sub-
mission through the Chief Operations Offiter
to the Chief Personnel Officer, the Engineer
in Chief, and the Chief Finance and Supply
officer.

(1) Esteblish and maintain lisison with appropriate
officers or officials of the Navy, Army, end
other public and privete agoncies interested
in or affected by Port’ Security activities.

(§) Maintain close working reletionships with the
. heads of other divisions of the Office of
Operations to insure coordination of effort
and make necessary contacts with other offices
and divisions at Headquarters.

(k) Report from time to tdme on the status of the.
Port Security program.

After the Captains of the
Port had been rat:
directly under their District
Coast Guard Officers for some
time, District Port Security Officers were designated.
These officers came between the District Coast Guard
Officers and the Captains of the Port but, as has been
pointed out, were more coordinating officers than offie~
cors in command of units., Actually, thsy relieved the
DCGOs of much detail relating to Port Security, and
coordinated COTP operations. It is doubtful if, due

to their advent, the actual chain of command was al-
tered. Those officers were under the directicn and
supervision of the Assistant District Coast Guard
Officers, and in the Coast Guard Organization Nenual,
it was specified that the Port Security Officer shall:

THE DISTRICT PORT
SEGURITY OFFICERS

(a) Assist the Assistant District Coast Guard 0ffi-
cer in the general direction and supervision
of all Coast Guard activities in the District
relating to the progrem for the protecticn of
port and-harbor facilities and vessels within
harbors, includings (a) the control of an-
chorege and movement of merchant vessels; (b)
the supervision of the loading and discharge
of explosives and other dangercus cargo; (c)
the development and enforcement of suitable
fire~prevention measures; (d) provision of fire-
fighting facilities supplementing those already
available; (e) issuance of identification cards
in order to control access to waterfront facl-
lities; and (f) the operation of shore and har-
bor patrols in connection with the foregoing
activities,

ST
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(b) Consult with and e ssist individual Captains of
the Port in the prepsration of operating plan
for maintaining security of their respective
ports and assemble end analyze these plans.

(¢) Prepare appropriate orders and instructions for
the individual Captains of the Port.

(d) Coordinate the efforts of the several Captains
of the Port and msist them in putting into ef-
fect rules, regulations,instructions, and other
directives involving Port Security activities.

(e) Keep completely informed by means of field
visits, records, and reports of all Port Securi-
ty activities in the District and of comple-
pents, vessels and their equipment, and other
facilities employed by each Captain of the Port.

(f) Advise the District Coest Guard Officer as to
the adequacy of pilotage in the District and
recommend adjustments that are required.

(g) Review or initiate requests for persomnel,
equipment, supplies, and facilities for Port
Security purposes, and indicate operating justi-
fication for required funds,

(h) Assist the Captains of ths Port in securing the
most effective utilization of temporary members
of the Reserve.

(1) Maintain contsct with other officers in the Dis-
trict, particularly with the Vessels Operations
0fficer on procurement and disenrollment of
Reserve vessels, the Marine Enginser on veosel
repair, the Supply Officer on procurement, the
Law Officer on legal problems, the Marine In-
spection Officer on the use of marine inspec-
tion persomnel on Port Security work, and the
Temporary Reserve Personnel Officer on matters
relating to pilots, Volunteer Port Security
Forces,and other temporary members of ths Re-
serve.

(3) Advise ths Personnol Officer as to training
needs and assignment of Port Security personnel.

(k) Bo generally informed of the activities and
intereste of the Army, Navy, Bureau of Customs,
Petroleun Coordinator, Office of Civilian De-
fense, municipal fire and police departments,
end othar public and private agencies relating
to Port Security, and maintain such liaison
with these agencies as may be delegated to him,

(1) Review and recommend action to be taken on
local regulations proposed for promulgation by
individual Captains of the Fort and on suggest-
ions of indiyidual Captains of the Port for for-
mal revision of other rules, regulations, and
directives relating to Port Security.

(n) Review and r ecommend disposition to be made of
appeals on actions taken by individual Captains
of the Port.

(n) Make appropriate reports and recommendations to
or through the Assistant Coast Guard Officer.

In certein Districts in ac-
cordance with stendards pre-
scribed by the Commandant,

the District Coast Guard Offi-
cers, in order to provide ths more effective administra-
tion of District activities, appointed Section Coast
Guard Officers who were responsible for the over-all
supervision of District activities performed within

THE SECTION
ORGANTZATION




specific geographical areas. Vhere Section organisa-
tions were established, the Section Coast Guard Offi-
cer operated as the direct representative, within his
Secticn, of the District Coast Guard Officer, and he
was responsible for seeing that operations were car-
ried out in the most effective manner in accordance
with District plans, and that logistics units were ade-
quately serving the operations activities. Commanding
officers of individual units retained their command
responsibilities, but the Section Coast Guard Officer
wag in the choin of command betwsen the District Coast
Guard Officer and the commanding officers of indivi-
dual units in the Section. The Section Coast Guard
Officer was not responsible for ths technical work be-
ing carried out by logistics units. The emphasis
throughout was placed an the supervision and coordina-
tion of the operating activities of the District units
in his area. Specifically, the following basic prin-
cipals of the Section organisation were prescribeds

(a) The following basic principles will be adhered
to by all Coast Guard Districts where the Sec-
tion plan is established. These principles are
prescribed in order to assure uniformity as to
the manner in which such Sections function and
as to the responsibilities of the Section Coast
Guard Officers,

(b) Except when specifically required by Headquart~
ers, the establishment of Sections within the
District is left to the judgment of the Dis-
trict Coast Guard Officer. However, where
Sections are established, the principles set
forth herein shall be followed.

(¢) The Section organisation of a Coast Guard Dis-
trict shall be predicated upons

1., The division of the District into geographi-
cal areas with due regard to operating relations
with the Army and Navy; amd

2. Placing all District units within such geo~
grephical areas under a Section Coast Guard
Officer responsible for the over-all supervi-
sion of all District activities in his area,

It is contemplated that Sections will ordinarily
not be applied to the minicipal area of the city
in which the District headquarters is located,
Moreover, there may be situations where it will
be desirable to establish Sections for particu-
lar segments of a District and not apply them

to other areas.

(d) It should be noted that Section Coast Guard
Officers are expected to concentrate their
attention upon the majoer operaticnal problems
in their respective areas. While they should
maintain sufficiently close working relation-
ships with the commanding officers of the units
in their Sections, to keep apprised as to the
general adequacy with which they function, it
18 not intended that they concern themselves
with administrative details or with the techni-
cal phases of logistic activities, or that they
give detailed supervision to the several units
under their command. Similarly, it is not con-
tazplated that Section offices maintain elabor-
ate records or that they absordb from the various
units in the Section the preparation of necessary

and forms or ths handling of routine ad-
ministrative transactions., Thus, such officers
should require only nominal staff and office
facilities for discharging their responsibsit-
ties as Section heads.

(o) A Section Coast Guard Officer shall be the sen-

(€9

(&)

(n)

(1)

jor Coast Guard Officer in the Section, shail

be the direct representative of the District
Coast Guard Officer in out the Coast
Guard responsibilities of the Seciions, and
shall have military control over all District
personnel in his Section. The responsibilities
of the Section Coast Guard Officer, as respect-
ing different types of units under his jurisdic-
tion, will vary according to whether their prin-
cipal function 'is operational or logistic in
character. With respect to units whose princi-
pal function is cperatiomal, such as Captein of
the Port offices, marine inspection officer,
beach patrol stations, coastal lookout stations,
lifeboat stations, radio stations,and light sta-
tions, the Section Coast Guard Officer shall be
responsible for seeing that all operational acti-
vities assigned to these units are carried out
in tho most effective mamner; and he shall assist
comnanding officers of these units in establishe
ing procedures to be followed in carrying out
such activities, With respect to units whose
principal function is logistic in nature, such
as District training stations, receiving sta=-
tions, recruiting stations, repair yards, telo-
phone system offices, and rsdio repair shops,
the Section Coast Guard Officer shall be re-
sponsible for seoing that these units adequately
serve the ocperational activities. Ee shall not,
however, be responsible for the technical work
being carried cut by any of such units but shall
keep informed regarding the genersl nature and
ascope of the work carried on.

In the administration of affairs in the Sectiom,
the command responsibilities of the commanding
officers of units in the Section shall be main-
tained. The Section Coast Guard Officer shall,
howsver, be in the line of command between the
District Coast Guard Officer and the companding
officer of any individual unit in ths Section,.

Routine administrative correspondence arnd re-
ports and communications on ths techmical as~
pects of logistic activities will normally pass
direotly botwoen the individual units and the
District Coast Guard Officer. The Secticn
Coast Guard Officer may direct that copies of
certain classes of such communications be sub-
mitted to him for information. He should not,
howsver, concern hinmself with routine adminise
trative reports and correspondence except to
the extent necessary to enable adequate over—
all supervision of the activities within the
Section. Commmnications relating to cperaticms
ow}.}l ordinarily pass via the Section Coast Guard
icer,

The commanding officer of a unit will ordinarily
look to the District Coast Guard Officer for
instructions relating to perscmnel, pay, moss,
oquipment, and other administrative matters and
will look to the Sectien Coast Guard Officer
for instructions relating to patrol schedules,

-boat movements, rescuo activities. and other

operations.

The duties of a Section Coast Guard may be sum~
wmarized as followss

‘le Supervise and coordinate the activities of
all District units in his area with particular
reference to major operating problszs.

2, Check an the adequacy with which logistic
Units are serving operations.

3. Inspect units as representative of the Dis-
trict Coast Guard Officer,




e
Li. Sutmit to District Coast Guard Officer re-
‘commendations for increasing efficiency.

5., Report instances of outstanding efficiency.

6. Represent District Coast Guard Officer in
conferences with representatives of other pub-
l4c and private agencles.

(§) The Section Coast Guard Office will be recognis-
ed as a distinct unit in the Shore Establish-
. ment Operating Plan.

It has been pointed out that
the establishmsnt of Sections
was left to the judgment of
the District Coast Guard

THE_EXTENT 70 WHICH
~ SECTIONS WERE USED

Officer.
gation would be aided by such establishment, hs could
place the Section system in effect throughout his Dias-
trict, or in any portion of it, or if he felt it was
not needed, there was no requirement that he estisblish
Sectioms. Tius the Section system was not &t all uni-
form, and was used only in those Districts or sections
of Districts where the DCGO felt it would improve his
operations. In the list of Captains of the Port, be-
ginning on page 27,Sections are indicated in cases
where records show that they were established. They
ware used -throughout the First Naval District and the
Sgventh Naval District. In the latter, Sections were
set up in November, 1942, and corresponded geographi-
cally with the areas under Csptains of the Port, and
the Captein of the Port were,, themselves, the Section
Coast Guard Officers. In the First District, Section
Coast Guard Officers were, for the most part, officers
distinct from the COTPs. In the Third Naval District
there wore the "Northern New Jersey Section” and the
nLong Island Section," but the geographical limits of
these are not clear from the records. In the Fourth
Heval District the "Atlantic City Section® on the New
Jersey coast was the only one esteblished, and this
may have included s portion of ths Deleware coast. In
ths Bighth Naval District were ths Mobile, Pascagouls,
Gulfport, Pensacola, Fort Arthur, Galveston and
Ohristi Sections, and possibly others. In the Ninth
8t. Lonis District, there was the Cincimmati Section,
and the Pittsturgh Section was mentioned in reports.
There may have been others. Also, Sections were men-
tioned in comnegtion with the Thirteenth Navel Dis-
trict (Seattle) btut no details on geographical limits,
Section hesdquarters, and such, are &vellabls,

THE AIMINISTRATIVE Ous of the policies stressed
Y by the Administrative Manage-
pent Division was integretion
of merchant marine inspection
activities with other functions of the Coast Guard,
particularly Port Security, The Commsndant was em-
phatic sbout tying in the Captain of the Port units
with the District more than seemsd to have been the
case. There had been & tendsncy for Captain of the
Port units and others to become self-sufficient, and
to establish their omm intelligence, legal, and other
logistics facilities, For instance, in the Fifth Naval
District, at Norfolk, a separate pay office had been
meintained as part of the Captain of the Part offices
from about January, 1543 to March, 19kli. This was dis-
tinct from the District pay office, About 10 enlisted
pen and ons officer were engsged in this work, and
handled all pay &csounte, sllotment checks, etc. for
Captain of the Port persomnel. In some cases, however,
there had been the cpposite tendency for Captain of the
Port units to divest themselves of all Jogistics, in-
cluding housing of personnel. The use of Volunteer
Port Security Forces was also a concern of the Adminis~
trative Manegement Division. This had to do with the
establishment of VPSF units in various porte to re-
1ieve regular Coast Guardsmen, and this was pushed and

If he felt operations and his District organi-

3b

4n the First Naval District.

encouraged. The orgenization of these units was under
control of Headquarters, but when efficient, they were
turned over to the Districts.

ADMINISTRATIVE This Division favored and
encouraged the establish-
IND THE SECTIONS ment of Secticn organiza-

tions, though the District
Coest Guard Officer could

do as he plessed ebout their establishment. They were
not used in the majority of Districts, for many DCGOs
épparently feared Section Coast Guard 0fficers would
freesze persormel or trensfer them, since they had com-
plete command of their Secticns, and generally inter-
fere with things which were the responsibility of the.
District Coast Ouard Officer. The system was satis-
factory in the Seventh Navel District and worked well
The Captein of the Port
of Boston was also the Section Coast Guard Officer of
Boston, as well as the District Port Security Officer.
In referring to this at the Headmarters Conference

in June, 1543, he said be likedthe system and found
1% rethor handy. He continued: ®For instance, as
Port Security Officer of the Pirst Naval District,
Section Officer, and Captain of the Port, I can write
the-Security Officer of ithe ‘Boston District a pasty
letter; I can then jump on the Captain of the Port, —
becsuse they are all myselfi® Of course, under this
set-up, this officer had complete eontrol over all
officers and men in tho Boston Section which was
virtually the ssme as the area coming under juriedic—
tion of the Captain of the Port.

GROWTH AND DECLINE

Figures for the Twelfth
OF GOTP ACTIVITY
T SAN FRANCISGO

Naval District are & good
indication of the growth

and gredual decline in
Captain of the Port aotivity,
although operations there declined lsss than on the
Atlantic and Qulf coasts in 194k and 1945, dus to the
war effort becoming more important in the Pasific.

The organisation in the District wae adjusted in ace
cordance with tho change in activity.

Date Officers Mem Vehicles Patrol Fireboats
' “Bozts
Dec, 19l 3 250 2 2 0
March, 1942 8 500 é 17 0
Juns, 1942 18 700 10 ﬂz 3
Sept. 26 985 18 7 3
Decs 1942 36 1661 31 9
March, 1943 ﬁ 16870 33 }ﬂ
S8ept. 1943 L0 Lo 36 U
Dec, 1543 56 1372 LS 53 n
March, M9kh 62 1366 LS 53 15
Septe 1SLls 67 1266 S3 (>} 16
Dece 15W4 77 1388 68 (N Y]
Merch, 1945 74 1370 72 s 16
Juis 1945 87 1600 77 sk 19
Sept. 1945 7h 17k &9 29 16

New York, as the major
United States port in the
volure of wartime shipping, .
and Boston as the second /
port, had probably the most
intricate and complicated problems relating to Port
Security of any of the United States ports. Therefors,
their Port Security organisations stand as excellent
examples of what was needed in the way of organisation
to discharge efficiently the responsibilities of the
Captains of the Port during World Wer II. In genorel,
the other lesser ports had sbout the same type of
organization as Boston, but in smaller ports, ane offi-
cer somotimes headed up two or three activities. At

GENERAL ORGANIZATION OF
PORT_GUCURTTY AGTIVITY
X BOSTON AND NEW YORK




A BOARDING DETAIL CHECKS IDENTIFICATION CARDS
OF FISHING BOAT PASSENGERS

THE EARLY DUTY OF TEMPORARY HESERVISTS WAS AIMOST WHOLLY HARBOR PATROL
KEFE A TR-MANNFD PATROL BOAT CHECKS UP ON A FREIGHTER IN BOSTON HARBOR
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Boston, and at many otber ports, the ‘Temporary Reserve
assumed eventually a very substantial pért of Port
Security work, mostly cperational. This was not so
at New York, where the Temporary Reserve was used to
a very limited extent. At New York, the work-load on
the Captain of the Port was extremely heavy, and from
an organizational standpoint, the activities were
broken down far more than at any other port. The
organizational set-up at these ports represents a
good basic study for any future consideration of simi-
lar problems, and can be shomn more clearly and con-
cisely by means of charts than in this text. Follow-
18 a chart showing the organizations at both of these
. ports. )

CAPTAIN OF THE PORT The Captain of the Port at

ON A 1E Seattle had heavy respongi-
. bilities, and a sound organi-
N gation was required in order
to discharge them properly. It is interesting to com-
pare the organization at Seattle with that at Boston
and New York, at opposite ends of the United States,
and many thousands of miles apart. Responsibilities’
and duties were about the same, and there was no funda=
mental difference in the organisdation. The chart which
follows, showing the organization at Seattle, gives
added information as to the operaticnal details of the
various units. It also breaks down into considerable
detail, the communications organizaticn at Seattle re-
lated to the Captain of the Port ectivity. Very simi-
lar commnications organiszations were maintained by
most Captains of ths Port at the more important loca-
tions, so that this chart may be considered represen~
tative,

TEE ACUTE
SHORTAGE

Throughout virtually the en-
tire period of the war, the
Coast Guard was short of
personnel, Active recruit-
ing brought in many tens of thousands who had to be
trained before they were of value, and though Port
Security, greatly expanding, needed more and more men,
so did the fleets at sea, the invasion forces, and
. other units operating far from continental United
Statos. The demarnd for men at sea was urgent and con-
stant, and the importance of using men at sea was so
groat as to continually drew down men trained in and
engaged in Port Security. Captains of the Port treined
men and placed them on duty as soon as they could be
of valus, only to have these msn transforred and re-
placed by othors needing training., Yet the volume and
importance of Port Security work were increasing rapid-
1y, and duties had to be performed efficiently, men
or no men. This troublesome problem was largely solv-
ed by use of two new classes of personnel, tho Wemen's
Reserve, and the Temporary Reserve.
THE VOMEN'S RESERVE An Act approved 23 November,
1942, amending the Coast
, . Guard Auxiliary and Resorve
Act of 1941, authorised the establisihment of a Women's
Reserve as a branch of the Coast Guard Reserve. This
was to "expédite the war effort by providing for re-
leasing officers and men for duty at sea and their re-
placement by women in the shore estabiishment of the
Coast Quard and for other purposes.® The military au-
thority of Women's Reserve officers was confined to
women of the Reserve only, and limited to the adminis-
tration of the Women's Reserve. Women were enlisted
and enrolled, trained, and given appropriate ratings
and ranks, Upon becoming available for duty, a large
mumber gradually worked into the Captain of the Port
organisations, serving for the most part as typists,
stenographars, clerks, bookkeepers, telephone and tele-
type operators, -cooks, and in some cases radio opera-
tors. They relieved to & considerable extent the
shortage of office personnel and released innumerable
men for sea duty, and for the most part their work was
efficient and satisfactory.

L

THE TESPORARY RESERVE During the latter part of

- 1942, aggressive eniolling
of Auxiliary members as tem=
porary members of the Coast
Guard Reserve began, and by
early 1943 their assistance had reached the point
whore it was of definite value and relieved certain
personnel shortages. At about the same time, tempor-
ary members of the Reserve were being enrolled from
general civilian sources (not Auxiliary) at Philadel-
phia for service in the newly created Volunteer Port
Security Force. The latter group began operations be-
fore the end of 1942. As time went on, and more men
were enrollsd and trained, the Temporary Reserve tock
over post after post and one water patrol after an-
other untdl, by 19kli, 50,000 were on duty and doing
the major portion of pier guard duty, harbor patrols,
and many miscellaneous activities, in the principal
ports of the United States (except New York). Since
these men served on a part time, no pay basis, were
available at widely varying times, -and presented or-
ganizational and operational problems peculiar to
themselves, the work of organization and administra-
tion mas a huge undertaking. The Temporary Resérve
organization is treated separately in the following
paragraphs.

RELIEVES
FERSONNEL PRESSURE

ORGANIZATION OF THE TEMPORARY RESERVE

STEPS IN ESTABLISHMENT It will be remebered that
OF THE TEMPORARY RESERVE the Coast Guard Reserve Act
- of 23 June, 1939, which
created the Reserve as a
voluntary, non-military organization of yacht and
motorboat omers was the forerumner of the Temporary
Ressrve. The United States Coast Guard Auxlliary and
Reserve Act of 19 February, 1541, replaced that Act
and establishsd the Coast Guard Reserve as a military.
component part of the Coast Guards. The 1941 Act proe
vided for two general classifications of. Reserviste
(a) regular, and (b) temporary. The former non-
militariged Roserve became the Auxiliary, Temporary
members were provided for on a full pay basis. This
Act of 1941 was amended in June, 1942, to provide for
enrollment of temporary members of the Reserve for
intermittent, part time duty. Thus, there was con-
siderable flexibility, and duty could be performed
on the following basiss-

Ea; Full time without pay from any source

b) Part time or intermittent duty without mili-
tary pay

(¢) Full time with military pay

(d) Full time without military pay

An Act of 23 November, 1942, further amended the Coast
Guard Awriliary and Reserve Act of 19 February, 1941,
and provided for the establishmsnt of a Women's Resorve
Just as tho existing Act authorized uss of men as tem-
porary members of the Ressrve in various categories,
60 was the use of women authorized on the same basis,
This was the final step in the establishment of the
nTemporary Reserve®?, enabling the orgamisation to
function efficiently throughout the remaining major
portion of World War II. .
ORIGINAL USE OF Originally, a program for
STS Temporary Reserviste on full
time duty with pay was esta-
blished to facilitate the
acquisition of Reserve boats from the Auxiliary by
the Coast Quard. The need for small craft for patrol
duty was crucial. Many boat owners felt they would
1like to accompany their boats into the Coast Guard for
full time duty. These men were allowed to enroll for
specified short periods of full time duty, such as
three or fine months, with one month as a minimum,

' Thus, the logic in the term “"Temporary Reserve."
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They were not to be transferred from their particular
boat, or from the District. For the most part, they
went on duty with the Coastal Pickets in offshore sub=-
marine patrol, and they stood rugged duty. These men
began duty in the early summer of 19:2, and served in
this service until Personnel Bulletin No, 1OL4-li2, 29
October, 1942, ordered the reclassification or disen-
roliment of temporary members of the Coast Guard
Reserve serving full time with military pay, to be
effected not later than 30 November, 1942, Actual
termination was 15 December 1942, They were given
the option of transferring to one of the other classi-
fications of Reserve,

TEMPORARY RESERVE There were several cate-
CATEGORIES gories of Temporary Reser-
SUMMART ZED vists when the organization

finally settlsd dovn on a

stable basis, About five
nonths after authority was granted to emroll tempore
ary members of the Coast Cuard Ressrve, Personnel
Bulletin of 29 October, 1942, had made the final
change.

(a) Temporary Reservists (from Auxiliary) in a part
tims voluntary capacity and in a no-pay status,
(Usually units afloat).

(v) Temporary Reservists (Volunteor Port Security
Force) in a part time voluntary capacity and
in a no-pay status. (Usually guard details on
piers, wharves, and other harbor facilities).

(¢) Temporary Reservists (from Pilot Associations)
on & non=xilitary pay basis, but receiving
usual pay from the Particular Pilot Association
by wham they were employed.

(4) Temporary Resorvista (Civil Service Employoes)
on full tims ron-militery pay basis, but re-
coiving regular pay from Coast Quard Civil
Service appropriaticns,

(e) Temporary Reservists (Merchant Marine Inspec-
tors) on a full time basis without military pay,
but with pay from Coast Guard Civil Service
appropriations..

(£) Temporary Reservists (Coast Guard Police) on a
full time basis without military pay but re-
ceiving regular pay from the particular shipe
yard or war plant by which they were exmployed,

There were a very few excoptions where Temporary Ree
servists received military pay, where special qualifie
cations made the men of particular value to the Coast
Guard. A few men served full time without any pay
from any ocource. All of the above categorias were
directly concernsd with Port Security except scme in
clasaification (d) such as enginsering officers,
Weather Bureau men of the First Naval District on
weathor patrol in the North Atlantic and certain staff
men concorned with logistics. The Temporary Reservists
with whon wo are chiefly concernsd, and who formed the
vast majority, came within (a) enrolled from the Auwxie
liary and served ohiefly in floating units, (b) enroll-
ed generally for Volunteor Port Security Forces, and
(e) pilots emrolled from Pilot Associations. Rowever,
though Coast Guard Folice (f) guarded war planto, they
operated under the Navy and not under the Captain of
ths Port oxcept in the Thirteenth Naval District,

ENROLLMENT FROM In late 1941 and early 1942,
TRE AUXILIARY the Coast Ouard Auxilary
ostablishad water patrole
in a great many harbors, in-
lats, and bays, on & oivilian basis, working in colla=
boration with the Captains of the Port. The Temporary

oo
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Reserve, as a military component, provided better cone
trol over these men and gave them greater authority.
The Auxiliarists, most of whom were trained in small
boat handling, formed am e xcellent micleus for Tem-
parary Reserve boatmen, and that group was maturally
drawn upon, Transfer from the Auxiliary to the Tem-
porary Reserve began in mid-1542, progressed very
slowly at first, then gathered momentum. By the lat~
tor part of 1942, recruiting for this type of service
had gone far, and Auxiliary-Temporary Reservists were
becoming an effective unit, taldng over many CGR
patrol craft on a 24-hour, 7-day basis. These men,
for the most part, took special assignments on a part
time basis serving 12 hours a week. Thoy, like all
Temporary Reservists, had full military status while
on duty. When so engaged, they wore vested with all
the rights, privileges, powors, and duties of a regu-
lar member of the Coast Guard Reserve of the sams
rank or rating, were subjct to all laws and regula-
tions of tho Government and the Coast Guard and its
Reserve, and were subject to court-martial. The units
afloat, in all Districts, wore enrolled from Auxiliary
membership, although after the early days, most of
those enrolling in the Temporary Reserve first enrolle
ed in the Auxiliary merely as a nocessary step toward
TR membership. The men were all scresned by Coast
Guard Intelligence and the FBI to dotermins loyalty
to the United States.

ENROLLMENT FOR On 11 May, 1942, realisming
VOLUNTEER PORT that the Port of Philadel-
SECURITY FORCES phia nseded greater protec-

tion, Dimitri F. White and

Donald F. Jenks of Philadel-
phia formulated a plan to establish a regimsnt of
volunteers to sorve part time guarding vessels, wharves,
plers, and othsr waterfront facilities as a precaution
ageinst sabotage and fire, unauthorised persons in
restricted areas, and anything else which might en=
danger watorfront properties and personnel. Men for
the force would be inducted into the Temporary Ressrve
directly without recourse to the Auxiliary, and would
be entirely apart from the Auxiliary in every respect.
After consideration by various agencies at Washingten,
the Commandant of the Coast Guard finally accepted the
plan in July, 1942, and authorised enrollment of volune
teers., Organisation of the Philadelphia Regiment began
on 29 July, 1942, The plan, in operation, was so suc-
cessful at Philadelphia that similar Volunteer Port
;ocu.ﬁ.ty Forces wore later organised in 22 ports as
ollowss

District Date O Date of Pirst
organiied “Xotive Puby
Lth District
Philadolphiaw 29 July, 1542 3,500 23 Dec. 1542
Sth District
Baltimore 15 Mar, 1943 2,000 -—
Washington,D.C. Jan. 1942 250 -
6th District
Charleston 25 July, 1543 500 1 Nov. 1543
Savannahs ﬁ w’ 19“1‘ Sw 12 Jum,
Jacksonville April, 1943  S00 1 Oet. 1943
7th District
Nismd April, 1543 Loo -
Texmpa April, 1543 600 28 Juns, 15L3
Port Everglades [ —— -—
8th Distriot
Nobile Oot. 1943 250 16 Jan. 194k
New Orleanst  Juns,19L3 2,000 7 Now. 1943
Galveston 1 Sept. 1543 LOO 19 Hov. 191&
Houston 1 Sept. 1543 Loo PFeb, 19



AR v
District Date Original Date of Pirst District headed up to the Director of Auxiliary-Tem-
and Port Organized @Eﬁ Active Duty . porary Reserve, who had his staff of District offi-
: i " cers in charge of such District Temporary Reserve
9th District . activities as Personnel, Training, Operations, Float-

Duluth Apr. 1943 40O - ing Bquipment, and such. Directly responsible to the
Director were the Division "Captains® who headed up
10th District . the geographical Divisions and were responsible for
San Juan, P. R. 15 Sept. 1943 S00 L Nov. 1543 - all matters concerning their Divisions.#  These Divi-
sion Captains had their staffs with officers in

11th District ) charge of Division activities which also included
Los Angeles oct, 1543 3,400 26 Apr, 19Llws training, equipment, personnel, etc. Responsible to
San Diego 15 Feb. 1943 1,000 23 June, 19kl the Divisiocn Gaptains were the Flotilla Commanders
in charge of the operating units, who had their flo=-
12th District tilla staffs overseeing the variocus flotilla activi-
8San Franciscow 17 July, 1543 2,500 16 Jan. 19Lkst ties. It can be seen that cooperation with the Cap-
Oakland» July,1943 1,000 23 Jan, 1Ll tains of the Part where flotillas operated their ves-
sels was of the utmost importance, for all cperations
13th District were conducted under orders of that officer. Excel-
Seattls 1 May, 19LL 500 Aug. 1LY lent coordination with other Captain of the Port
Portlend, Ore,  Aug, 1944 1,000 18 Oct. 19Lk operations was also essential. The Director of
Auxiliary-Temporary Reserve was subject to orders of
#Pugures on ultimate kmown active perscnnol the District Coast Guard Officer, but all of these
Directors headed up to the Chief of the Temporary
Philadelphia 3,200 Reserve Division at Headgquarters,
Baltimore 1,500
Washington, D.C. Loo GENERAL ORGARIZATION Much groundwork was neces-
Savannah Loo OF THE . sary before a Volunteer
Neow. Orleans 1,200 VOLUNTARY PORT Port Security Force unit
San Juan L5 SECURITY FORCES could be actually organigzed.
Los Angeles 2,400 Officers from Readguarters
San Francisco 2,100 looked over the field in
Cakland 1,000 prospective VPSF ports, interviewed the Captain of
the Port, inspected possible sites for e headguarters
#¥Turned over to the DCGO. and t raining school, and made a preliminary study of
the waterfront. They reported results to the District
FOTE: 1In the Pirst and Third Districts, Guard Details Coast Guard Officer, who roguested authority fer a
doing exactly the same duty as the Volunteer Port Se- VPSF unit, and this was usuvally forthcaming. These
curity Forces were orgenized from the Auxiliary and officers often addressed the Rotary Club, meetings of
cperated as & dotail rather than as a separate regi- various civic organizations,and others to acqueint
mantal organization. In the Eleventh and Thirteenth eivic leaders with the needs and nature of Port Securi-
Districts the Voluntesr Port Sevutity Forces were en- ty and how the Temporary Reserve, through the VPSF,
rolled frem the Auxiliary, and not direct from none- could be an important factor in the security of their
Auxiliary affiliates. port. Key officers were selected and emrolled, then
othoro were enrolled and trained or, in many ports,
% It was nearly a year after trained first and then enrolled. Thore were no
0. . 8 Pearl Harbor that steps were “sudden results® in any port, and much time and effort
taken to militarize the went into the organisation of these units. Most Volune
pilots, On L Decexber, 1542, teer Port Security Forces were recruited directly and
the Cormandant authorised the commissioning of pilots not frem the Auxiliary. The Bleventh and Thirteenth
a5 temporary members of the Coast Guard Reserve. This Naval Districts were exceptions. The VPSP units,
resulted in almost immsdiate enrollmsnt of harbor however, wore entirely distinct and esparate, with
pilots throughout ports of importance in the United thoir om organisation from top to bottom, and the ad-
Statea. It gave the Coast Guard operational control, ministrative organisation virtually duplicated that
served to hold the units intact for the duration, and of thes other Temporary Reserve units, Notably in the
gave the pilots military euthority. These officers Pirst District, such duplication was avoided since
were enrolled as lieutenant commanders, lieutenants, guard detail, floating units, and all other voluntser
op lieutenants (Junior grede) for the most part, do- Temporary Reserve activities were successfully cone
gending upon thoir‘ages and length of service. They ducted as divisions under one Temporary Reserve Dise
received no military pay, but continued to collect trict organisation, enrolled from the Auxiliary, amd
piloting fees exactly the same 88 in civilian status, there was no VPSF, as such,
" ORO. TION OF Temporary Reserve floating REGIMENTAL The Philadelphia Re nt
%ﬁrﬁ%p units wore all enrolled frem ORGANTZATION was the mi’ and m"?;.t
the Auxiliary and, for the . Volunteer Port Security
most part, the Auxiliary Force, and since ths others
‘organisation was retained as the basis for the Tem= wore patterned after it with only .slight variations
porary Reserve activities. The basic unit of the due to local conditions, its structure may be presente
Auxiliary was the flotilla — a group of men under ed 85 an example. The original plam called for six
their coxmander who operated one or more boats and hours of duty cmce each weok. This was later changed
formad their own schedules in collaboration and co- to six hours ‘each 8ix days to provide rotation. At
operation with, and under the orders of, the Captain tho outaet, there were 152 officers and 1,000 men,
of the Portts officer in charge of harbor and other the latter to be increased. Each platcon hed an ennign,
waterside patrols. There were ons or more flotillas two boatswaing, four chief boatswain's mates, four boat-
in the various ports as, for example, at Boston, whore swain's mates, first class, and sixteen seamen; two
there were 20 flotillas. District coastal waters were watches of two squads of six men each, and a boatswain
divided into geographical subdivisions and the flo- for osch watch. Thirty-six platoons were built up and:
t411as within each belonged to their particular Divie
sion, The entire floating unit organization of the #Division set-up was not used in St. Louis, $th District.
L)
Lo
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then the size of the platoons increasede. Squads were
increased to ten men. This method avoided placing
complete inexperienced squads on duty, and the officer
proportion was reduced to the proper figure. The
waterfront was divided into 6 Areas (at Philadelphia)
each including contiguous facilities comprising all
war piérs in a given territory. Platoons were assign-
ed in cycles and rotated until the men were familiar
with 811, and then assignments beceme permansnt. The
units were then placed under Area Command, c rable
to a battalion organization. As of 1 July, 194k, the
Regiment at Philsdelphia wes organized into 24 compan-
ies providing more effective control for the Area Com~
mander and his Staff, This was due to the size of
the Regiment, and was not followed in other ports.
later, increased coverage was gained by increasing

the longth of each watch to 8 hours, G000 to 0800 to
1600 to 2L00. Watches were rotated so that each man
need lose only one day in 18 from his btusiness, not
counting Saturdays and Sundays. PFurther coverage was
later obtained by accelerating rotation to one watch
in s days.

REFERENCE T0 Following is a chart showing
ORGANIZATION CHART “he organisation of the Vo=
VOIUNTARY PORT lunteer Port Security Forces
SEGURITY FORCE at Philadelphia, relation-

oship with the Temporary Re=
serve floating units, the
division of the Regimont into operational and train-
ing sections, the division of staff cperations, and
the organization of the companiocs. Vith the fore-
going discussion, the chart makes clear the entire
organization of the VPSF at Philadelphia. This pat-
tern was followed in other ports, in a general way,
but on a smaller scale, and with desirable variations
because of peouliar local circumstances.

Behind the men %on the lins®
actually performing the Port
Secutrity duties, was a staff
of men and women who worked
hard to suppert the work of guarding ths waterfront.
Many rendered extraordinary service. Staff duties in
most VPSF ports were about the same, and scmetimes

one officer would be in charge of several of the Staff
activities. At Philadelphia, the Regiment had offi-
cers heading up each of the following activities:

OROANTZATION

Porsonnel
Operations

Fire Drill
Public Relations
Leagl
Transportation
Security

Training and
Hilitary Inspaction
¥ilitary Training
Finance
Enrollmont
Supply
Recruiting
Tomon's rtation
Woman's m Detail

PERSONNEL, VARTATIONS Temporary Reservists serving
IV ORGANIZATION AS as pilots, civil service eum=
EEIVEEN DistRicTS ployees, and Coast Guard Po=

lice were unifornly organised
in all Districts, There was
however, some variation in the types of enrollment of
voluntary Temporary Roservists between the Districts,
This has been indicated. mgadiency sometimes varied
with different localities, The following swmary
will show the variations.

fuvmm——ciy

District Units Afloat Guard Detail Ashore

1st ND ixnmlledfm

gnrolled from
Auxiliary Flotillas Auxiliary Flotillas
(No organizational distinction)

3rd ND
11th ND #

gtg KD ) Emrolled from Direct Enrollment

ND ) & Flotillas VPSF R ts
&th 1D ; uxiliary eginen

Tth ¥D
8th ND
12th ND

Sth XD  Enrolled from Enrolled fronm
Auxiliary Flotillas Auxiliary Flotillas
VPSP Reginent,
Dulnth only

Direct Enrollment
VPSP Regiment

13th ND  Enrolled from Enrolled from
Auxiliary Flotillas Auxiliary VPSF
Regiments
#(In the 11th District, Floating Units came under VPSF)
DESTONATION OF-
TEMPONARY RESER

VE
PERSONNEL OFFICERS

10th ND None

Until the latter part of
19543, the Temporary Reserve
grew and was administered
bty Headquarters, through
the District Coast Quard
Officers and the Auxiliary-Temporary Reserve District
Directors, or the Commanding Officers ,of ths VPSF
Regiments, By Commandant!s Circular No., 64, dated
9 Novembor, 1943, a Temporary Reserve Division was
ostablished in the Office of Perscmnel at Headquarters
with over-all responsibility for personnsl aspects of
the Temporary Resorve progrem. The progrem in the
various Districts was to be administered by the Dis-
triot Coast Guard Officer who designated an officer
on his Staff as the Temporary Ressrve Personnel Offi-
car immediately responsible to the District Personnel
Officer. In the selsction of this officer, the fol-
lowing qualifications wore considereds hs should (a)
understand and appreciate the potential services.of
the TRs, and be able to stimulate their continued ine-
tereats; (b) be able to deal effectively with other
Coast Guard officers and be thoroughly conversant
with vasic Coast CGuard practices and procedures; (c)
be an officer not qualified for eea -duty so that thsre
ht be reasocnable contimuity of his. assigmment; and
(d) preforably be an officer other than the District
Director of Auxiliary in order to avoid confusicn
between membership in The 'y and status as a
Femporary Reservist. Inclosure A, forwarded with this
[ s TOEA}

"Under the direction and supervision of ths Personnel
Officer, the Temporary Reserve Persomnel Officer shalls

1. Be responsible: (8) for developing, in conjunction
with the Operations Officers, & program for utilising
temporary membership in the Reserve; and (b) for the
enrollment and other matters affecting the status of
individuals as texporary msmbers of ths Reserve, in-
cluding Coast Guard Police, pilots, officers of Great
lakes vessols, mexmbers of the s menbers of
the Volunteer Port Security Forces, civil service em=
ployees of the Coast Guard and othor groups,

2. Maintain liaison with the Navy Security Officer
relative to matters pertaining to the enrollment of
Coast Quard police,

3. laintain such personnel records for temporary
members of the Reserve as are centralised in the
District Office.
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L. Prepare basic orders and forms involved in the
assignoent of temporary members of ths Reserve.

S. Review the proficiency and conduct of temporary
members of the Roserve in performing duties to which
they are assigned and make recommendations thereon.

6, Keep the Operations and Persomnel Officers inform-
ed of the progress of the program and of actual acti-
vities being performed by temporary members of the
Reserve,

7. Consult with the District Director of the Auxi-
liary in the utilization of members of the Auxiliary
as temporary members of the Reserve.

8+ Approve, within prescribed limits, advances in
ratings, changes in ratings, and other changes affect-
ing personnel enrolled in the enlisted status.

9. Keep thoroughly informed of all regulations and
directives pertaining to temporary members of the
Reserve, :

VARIATION IN GUARD It has been pointed out that

ORGANIZAT1 in the First Naval District

A there was only one Temporary

Reserve organisation, and mno
VPSF as such. Yet, exactly
the same duty as that performed by the VPSF in most
ports was carried out by Auxiliary-Temporary Reserve
members. All activities came under the Director of
Auxiliary-Temporary Reserve, and tho District Adminis-
trative officers, and “guard detail" (same duty as
VPSF) was merely a subdivision of the activity under
their supervision. Some boat flotillas established
guard units when the need for shore guards becane evi-
dent, and some new flotillas were organized solely for
geard duty, The Portland (Maine) and Providence units
merely shifted from boat duty to guard detail, At
Boston, where both harbor and shore patrol ware conduct-
ed a regular guard regiment was formed with Commanding
Officer, Executive Officer, and other administration
and operations officers, tho flotillas merely furnieh-
ing the men. There was no administrative duplication
anywhere, The organization of the Boston guard unit
was as followss

Officer

Exscutive Officer

Guard Detail Cperations Officor

Group of Camissioned Officers for Base Duty
Officers

21 Chief Specialists for Base Guard Detail Duty
Chiefs

21 Chief Specialists, Scout Car Riders

Approximately 1,000 variously rated watch standers

This organisation took complete charge of all assign-
zents to posts. Watches were set up in the Temporary
Reserve Division Office and the men sent cut on the
waterfront by Temporary Reserve supervisory personnol,
Poats were designated by the regular duty chiefs and
from then on ths operation was entirely Temporary
Reserve, including supervision of posts.
%%AMERS In an effort to bring about

. a more closely-knitted Tem-
porary Reserve organization,
and better acquaintance be-
tween key officers of Hoadquarters and the various
Districts, a Headquarters Conference for Commanding
officers of the Volunteer Port Security units was held
at Headquarters in Washington on 27, 28 and 29 March,
154l Another for officers of the Women's Units was
hsld in like manner on 25, 27 and 28 September, 19Lk.
A third, for Temporary Reserve Commanding Officers was
held on 6 and 7 December, 194li. Reports were resd on

b3

activities and problems, addresses were given by the
Commandant and other high-ranking officers, and dis-
cussions and question periods were conducied. These
did much to alleviate many burdens, clarify issues,
and solve mutual problems. These conferences contri-
buted immensely to the smooth functioning of adminis-
trative and organigational activities in the Districts,
and promoted uniformity and understanding.

THE MEN WHO COMPRISED
HE UNPAID

The bulk of the volunteer
unpaid Temporary Reservists
were men who, for some reason,
could not at the time enter
full time service in the ammed forces but who, never-
thelesa, because of their patriotism, abilities and de-
sire to do their bit, were willing to guarantee at
least 12 hours of duty each woek. Many gave consider—
8bly more time, often as much as 4O to 50 hours a week
over an extended period. Ages varied from 17 to 70.
While in some areas, men subject to draft were denied
enrollment, they were accepted in others. All were
subject to physical examination, but due to the type

of service to be performed, some physical handicaps
were overlooked. Most gave willingly of théir time,
assuming their duties with the understanding that there
would be no pay, no benrefits, no ribbons, and no veter-
an status. Transportation to and from duty would be
largely at their omn expense. A great number had scms
or brothers in the armed forces overseas, and felt that
by their duty in the Temporary Reserve they were lend-
ing moral and practical support as, indeed, they wore.

FROM ALL WAIXS OF LIFE They came from all walks of
- ) life. A boat crew or a dock
watch made up of such men as
a grocer, a business executive, an automobile mechanic,
a school teacher, a pressman, an apartment house jani-
tor was entirely typical. Bank presidents stood watchss
on coal docks with their office boys. An ex-Governor
of Haine was a seaman on Boston Barbor patrol; a sea=
man on guard detail at Portland, Maine, beceme Governor
of that State while still on active duty; Arthur
Fiedler, famous conductor of the Bostcnm Pops Qrchestra
was & seaman in ons of the Boston floating units; a
retired colonel from Sante Barbara was a seaman, as
wore Bumphrey Bogart and several judges of the Los
Angeles Superior Court. A retired Ravy captain served
a8 a seaman. These wmre typical of all Districts.
Literally, about every busineas and profession was re-
presented in the Temporary Reserve., World ¥War I veter-
ans loamed large in the rosters. It is interesting
that in Juns, 1943, in the Philadelphia VPSF Regiment,
27% of the personnel were junior executives in corpora-
tions, 19% were senior executives, 11% were lawyers,
94 were small business men operating their own establish-
ments, 8% were real estate brokers, accountants and in-
surance men, 20% were clerks and salesmen, L wore
laborers and mechanics, and 2% miscellansous. Of the
total, SU¥ had had some college trainingl The great
majority of Temporary Reservists the country over served
well, for which their only reccmpense was a calm con-
science, and the camradeship of men pulling together
with a common purpose. These men set up a wholly new,
prectical application of patriotiem.

DIPORTANCE OF The growth in the Captain of
the Port activity, the in-
creasing respensibilities,
the far-flung organisation
of Port Security with regulars, regular Reservists,

and Temporary Reservists intermingled in similar duty,
and the similarity in many respects of some Coast Guard
duty with that performed by local police, fire, and
other civiliaen agencies has been indicoted in the pre~
oceding pages. In oxrder that all the various divieions
of Coast Guard activity might work smoothly together
and with other military and civilian agencies interdst-
ed in the security of our ports, the closest and most
efficient llaisorn was prerequisite, Iiaison and rels-
tionships with other agencies are treated in Part V,
which follows,.




SRRGRGISTIY
PART ¥
LIATSON AND RELATIONSHIPS WITH OTHER /GENCIES

COOEDINATION AND CCOPFRATION WITH OTHER GOVERMMENT
AND

The extent to which the Coast Guerd Port Sécurity acti-
vities impinged on those of other agencles and the co~
operation developed,is sumarized fram a Special Re-
port on Coast Guard Port Security activities cgvering
the period 25 February, 19h2 to 25 February, 1Shls

WAR DEPARTMENT The Coast Guard worked with
- the Corps of Engineers, Ue S
Army, in the promulgation of
Anchorage Regulations which supplemented and implemente
od those issued by the War Department under the Rlvers
and Harbors Act. Thoese emabled applications of.the
penalties provided by the Bspionsge Act for any viola-
tion of restricted areas desmod nscessary by the Army.
Descripticns of all port facilities and terminals were
prepared, including photographs, for distribution to
the Captains of the Port. A representative and lisiscn
officer of the Coast Guard maintained a desk in the
office of the Provost Marshel General. Activities of
the Army for the safeguarding of facilities were co-
ordinated with those of the Coast Giard and there was
interchanze of sssistance. An example was the water-
side protection of vital bridges which the Coast Quard
ed at the request of ths War Department. Copies
of the War Department Master Responsibllity List with
napes and locations of all important war facilities
and the agency responsible for their protection were
formarded to all.District Coast Guard Officers. In
June, 1943, a comprehensive agreement was entered into
between the Commandant and the Chief of Transportation,
U. S. Ay, clearly defining the respective Jurisdic-
tions and responsibilities of the Captains of the Port
and the Commanding Generals of the Ports of Embarkation.
The agreement provideds

(a) The Commanding Generals shall be responsible
for the protection of waterfront facilities
directly operated by the War Departmsnt, where-
as the Captains of the Port shall bo responsible
for all other waterfront facilities.

(b) The Commanding Genbrals shall be responsible

. for vessels operated by or for the War Departe
ment when moored to facilities operated by the
War Department, but they will enforco the Coast
Guard Regulations for the Security of Vessels
in Port upon all such vessels. The Captaino

of the Port shall be responsible for the pro-
tection of all other vessels.

(c) The loading of explosives and military ammu-
nition shall be under the supervision of ths
Coast Guard subject to specified exceptions.
The exploaives loading regulations adopted by
the War Department were substantially similar
%o those of the Coast Guard.
NAVY DEPARTMENT Close relations were maintain-
ed with the Base Maintenance
Section of the Navy which was
responsible for the protection of shipyards and other
installations under Navy cognigance. A liaison officer
was maintained in that Section and there was close co-
operation in developing the respective programs. It
wae under the supervision of the Base Maintenance Sec-
tion that the Coast Guard Police were developed and
their activities carried out. On several occasions,
the Bureau of Ordnance requested assistance of ths
Coast Guard in ostablishing restricted areas, target
ranges, torpedo ranges, restricted areas and for
similar purposes, Such requests wore cemplied with,

and shipping was prohibited from going im such areas
except in accordance with the regulations deemed
necessary. The Office of the Inspector General re-
quested and received cooperation of the Coast Guard
in the investigation of representatives of the Bureau
of Ships concerning the application of Coast Guard
Regulations to vessels being constructed, converted
or repaired by that Bureau, and with the Central
Division of the Vice Chief of Naval Operations on
several matters of a varied nature, At the request
of the Pan American Section of the Office of the Chlef
of Naval Operetions,the Coast Guard formulated a com=—
prehensive Port Security program to be instituted in
Brazil, which program was férwarded to the Naval
Mission in that country along with the Coast Guard -
Regulations for the Security of Vessels in Port, and
these were used in Brazilian ports. :

The Petrolsum Administrator -
for War was responsible for
the protection of petrolewm
facilities, The Coast Guard
entered into an agreement
whereby the facilities and personnel of the two organi-
gations were jointly utilized for the maximum security
of waterfront petroleum facilities. Trained inspeo-
tion personnel of that office forwarded recommendations
to the Captains of the Port and coordinated protective
offorts at such fecilities. The Coast Guard was re-
presonted at meetings of the Committes for the pro-
tection of Petroleum Facilities of the Petroleunm In-
dustry War Council, at which an interchange of views
concerning protective measures and the coordination

of efforts of private agencies with thoss of Govern-
ment security agencios was developed.- '

OFFICE OF Under blackout and air regu=
FENSE lations, the Coast Guard pre-
scribed action to be taken by
vessels in port. In February,
1943, the Coast Ouard published air raid and blackout
regulations for vessels in port, integrating the regu=
laticns with those of the Army and Office of Civilian
Defense. ) :

FETROLEUN
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WAR SHIPFING The Coast Guard maintainsd
ADHINISTRATION contact with War Shipping

Administration representa-

tives on problems concerning
enforcemsnt of Coast Guard Regulaticns on WSA vessels,
That agency lent its assistance and advice in drafting
Port Security regulations. There was also cooperation
in attempting a solution of problems caused by oil
pollution in harbars without unduly delaying movement
of WAS vessels., That agency also prepared contracts
with operators of tugs in various port, designating
COTPs as agents of the WSA for d etermining when sere
vices of tugs were necessary, and providing that cer—
vices of such tugs would be available in times of emor-

gency

DEPARTHENT OF JUSTICE
=
TEPARTMENT OF STATE

These Departments prepered
material for the Committee on
Political Defense, composed

of representatives from esach
YWestern Bemiehpere Nation.

one of the subjects dealt with by the Committee was
Port Security. The Goast Guurd prepared the basic

Port Seeurity program which was adopted by the Commiti-
tee and forwarded for action to all countries of South
and Central America. The Coast Quard worked with the
Department of Jwtice in matters involving enforcement
of Port Security regulations, 0il Pollution Act, All
regulations requiring prosecution under Public Law 127 -
78th Congress, were cleared through the Attornoy Genorel.

FEDERAL POWER COMMISSION This Coamission operated large
dams and waterside electric




generating plants supplying necessary pomgr to many

industries which were engaged in war production. At
the request of the Commission, restricted areas were
ostablished and waterside patrols maintained by the

Coast Guard-for protection of these facilities.

The Office of Price Adminis-~
tration requested the Coast
Quard to assist in the ene
forcement of the gasoline
rationing program.as applied to pleasure boating. Ac~
cordingly, Captains of the Port maintained rigid con-
trol over licensing of all pleasure craft,

OFFICE OF PRICE
ADMINISTRATION *

OFFICE OF

This office prepared
WAR INFORMATION

8everal security posters
for distribution by the
Coast Guard upon vessels
and waterfront facilities. The Coast Guard, in turn,
supervised the protection of several short wave radio
broadcasting stations of that agency.

At the request of Canadian
authorities, the Coast

Guard prepared a basic

Port Security program for
use in Canadian ports. In 1943, a representative of
the Port Security Division conforred in Canada with
representatives of that Government regarding this
problem and inspected important Canadian port in=-
stallations for the purpose of rendering advice con~
cerning their better security. Coast Guard fireboats
and crews were loaned to the Canadian Government for
the protectian of the port of Halifax. The Coast
Guard prepared, at the request of the Naval Mission
to Brasil, a basic Port Security program for Brazilian.
ports, and furnished copies of Coast Guard Regulations
for the Security of Vessels in Ports. These were
adopted for use in Brazilian ports. Through the De-
partments of Justice and State, and the Committee for
Political Defense, the Coast QGuard's basic Port Se~
curity program of Latin American countries was in-
corporated into pamphlet form and distributed to all
South and Central American countries for their action.
Information, suggestions, and assistance were rendered
to the Inter-American Defense Board en Port Security
problems. Continued meetings were held with repre-
sentatives of the British Security Co-Ordination con-

. coeming security of British vessels in United States
ports. Inspections of their Consular Security Offi-
cers were furnished to Captains of the Port and
accepted and relied upon by them,.

SETTING UP GUARDS In the early days of Port
IN WATERFRONT AHREAS Security, there was much
confusion in the matter of
Jurlsdiction. Complete
and satisfactory cooperation between the Coast Cuard,
Ay and Navy was requisite, in setting up guards in
waterfrent areas, as well as at plants. There was a
great deal of conferring all over the country in
establishing workable units, and in settling jJurisdic-
tional matters. Limits of responsibility were always
uncertain in these earlier times until they were
cleared up in conference.

INTELLIGENCE

ASSISTANCE TO
OTHER NATYONS

Cooperation betwsen the °

Captains of the Port and
~ Nevy and Coast Guard In-
talligence was essential to proper discharge of the
functions of the Port Security program. Navy In-
telligence was well-doveloped early in all Digtricts,
Ceast Guard Intelligence was slow to develop, and in
Soms cases Captains of the Port established their omn
intelligence divisions temporarily. Closs lisison
was always maintained with both Intelligence organi za~
tions. The function of intelligence was to recoive
promptly all information obtainable from all possidble

L5

sources concerning activities in or near coastal
areas; to evaluate such information in the 1light of
existing military conditions and all other informa-
tion relative to the subject; and to disseminate in-
formation to all action agencies which should be
cognizant. It operated as a clearing house and re-
pository for information and afforded a constant in-
flux and outflow of information. Often, the COTP
organization was an action agency when incidents in-
volved security of the port, either actual or threat-
ened. Broadly, spealdng, the services performed by
Intelligence involved the taak of maintaining liaisen
with the Office of Naval Intelligence and other
Governmental agencies; planning and conducting investi-
gations of GCoast Guard persecnnel (except those enroll-
ed as temporary members of the Coast Guard Plant
Security - C. G. Police), maintaining fingerprint
identification and other Intelligence records, and
providing for security measures at Headquarters and
in the District offices. Among other ‘things, the
Intelligence Division at Headquarters processed mat-
ters relating to Port Security Intelligence. Intglli-
gence lent assistance to Didtrict Coast Guard Officers,
Captains of the Port and District Coast Guard Intelli-
gence Officers by furnishing, through appropriate
channels, information in response to their requests
regarding individuals and organisations, vessels,
policy and advice. The activities of Intelligence
artd Captains of the Port were interrelated, and cer-
tainly the services of each were interdependent in
maintaining the security of waterfront areas, Kany
Intelligence investigaticns were made as a result of
information gathered and passed on by COTP perscnnel
and details,

EARLY COOPERATION Even before war actually
EFFORTS started, the need for co-

operation and coordination
was recognized in the vari-
ous ports. The Los Angeles Port Protection Organiza-
tion, menticned on page®, was an outstanding case in
point. Thirty men from various agencies interested
in protection of the port met many times to promote
cooperation in safety measures for the Port of los
4ngeles. (Closest to the Captain of the Port, San
Francisco, was the Bay Area Watsrfront Security Com~
mittee, officially formed after many unofficial mset=-
ings in Pebruary, 1542. Tt consisted of menbers of
the security divisions of the Army, Navy,Coast Guard,
Californid State Guard, Federal and civilian officers,
representatives of. the Board of State Harbor Commis-
sioners and of the Waterfrent Exployers Association,
terminal operators, various Federal investigative
agencies, and representatives from mumnicipal fire and
police departmenta. Most meetings were Prompted by
problems brought up by ths Captain of the Port. One
of the most useful functions of the Comnittee was
that it made the various govermmental agencies ac-
cossible to the private agencies and to each othar,
Many matters were threshed out and agreements reached
proxptly that would have taken much valuable tize had
it been necessary to resort to formal correspondence,

IHE COORDINATOR OF PORT  Probably the most highly or-
SEGURTTY AT NEW YORK ganiszed coordination was

that doveloped at the Port
of New York, the leading

port of the United States in volume of wartime shipping.

On 9 June, 1542, Admiral Parker, District Coast Guard

Officer, Third Naval District, pointed out that the

Arny had certain authority in Port Security. It could

8o ahsad cn its owmn initiative, waive regulations, and

act independently, The Navy could do the same. Under

certain conditions other agencies could do likewise.,

A certain amount of authority rested in the State and

mnicipal agencies, and 80 en down ths line. He em~

phasized that, in order to have real Port Security,

it was necessary that all these groups work together.




Consequently, the Coast Guard, being primarily respon-
aible for Port Security, had to see that all of these
who were vitally interested in the safety of our ships
and harbors functicned as a team. In order to fur-
ther such teamwork, a coordination system was inaugu-
rated which resulted in drawing together the military,
naval, and civilian elements of Federal, State and
private agencies, which made possible rapid progress

in acquainting the agencies with matters requiring
their action, and it usually resulted in prompt hand-
ling of the matter. The atmosphere was that of friend-
ly security. The Office of the Coordinator of Port
Security was established in the early sumer of 19L2,
and this office cleared a considerable volume of tele-
phone and written communication with a minimm of red
tape, and with an almost complete elimination of the
nthrough chammels® techinque.

ORGANIZATION AND DUTIES The Coordinator, Mr. J. Je.
OF THE COORDINATOR OF Flynn, served in a civilian
PORT SecURIIY capacity for nearly a year
4nd a half, but on 13 Octo-
ver, 1543, he was sworn
into the Coast Guard as a Commander. It was his ro-
sponsibility to correct any unsatisfactory conditicns
oxisting on the waterfront facilities in New York
Harbor which cams within the jurisdiction of the
Coast Guard. To aid in serving this purpose, all
marine fire-fighting facilities in the Port of New
York had been coordinated., This involved understand-
ing between the Coast Guard, the waterfront mmici-
palities in New Jersey, towboat operators, and the
New York Fire Departmant., Especially close liaison
was maintained with the fire departments, and some
officers and men worked to gain working lnowledge of
the methods of operaticn. Tho Coordinatoer held re-
gularly scheduled meotings with representatives of
the following agenciess

Us S. Coast Quard

U. S, Army

U. S, Navy

Us 8. Customs .

War Shipping Administration

New York City Department of Marine and Aviation
New York City Police Department

Pire Underwriters' Association

and other mmnicipal and private groups

These comprised the Port Coordinatort's Security Group.
In addition to wsekly msetinga of this group, ths Co~
ordinator held weekly meetings with representatives
of comyands of the Army, Navy Peiroleum Administrator
for War, and Office of Civillan Defenss, for evalua-

. tion of the security of waterfront facilities and veo=
sels, and this resulted in a military buttoning=up
of loocp=holes in sscurity measures. Occasional msete
ings wore also hold with committees and representa-
tives of the Maritims Association of the Port .of New
York, New York Shipping Association, Towboat Exchange,
Harbor Carriers Assocliaticn, International Lebor
organigaticns, Educaticnal agencles, Watchmsnts
Agencies, Industrial Operaticms, etc., to iron out
specific problems. The Coordinater mat weekly with
the DCGO and COTP (ene and the sams) for considera=
tion and coordination of security measures. Those
various meetings led to elimination or avoidance of
unrelated action betwsen various agencies which might
have led to cross purposes and confusion, TUnder
Bxsoutive Order No. 9047, Federal agencies were
directed to assist in port security, others were ree
quested to do so. Through the Coordinator, the varie
ous agencies were Joined together for harmonicus ace
tion for the accanplishment of a particular mission.
These agencies could be coordinated, but none could
be subordinated,




AT NEV YORK, THE PONT COORDINATOR'S SFCURITY GROUP
DISCUSSES WATHRFRONT SAFETY

TAANSPORTATION OF CUSTOMS OFFICEHS
WAS CARRIED OUT BY COAST GUARD PATROL CRAFT
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The organization of the 0ffice of the Coordinator of Port Security at New York was:

COORDINATOR
(Commander)

I

ASSISTANT COORDINATOR
(Lieutenant Commander)

Chief Yeaman

Civilian Chief Inspectress of Customs
(Loaned by the Collsctor of Custems,

New York)

PIER INSPECTION VESSEL INSPECTION
UNIT UNIT
Lieutenant
Lieutenant (3g) Commander
Chief Boatswain 18 Enlisted Ken
8 Enlisted Men 1 Chief Machinist

COORDINATOR HAD KO
OF N

This extremely difficult,
exacting and vitally impor-
tant task of coordination of
the various activities of
those groups required friendly methods and cooperative
and persuasive effort. No power of compulsion was
vested in the Coordinator. Cecmpulsion was vested in
the Captain of the Port. When the Port Security Force
observed negligence or carelessness in the observance
of safety precautions on waterfront facilities, it re~
ported them through proper channsls to the Coordinator
and it was his responsibility to correct any unsatis-
factory conditions. .

CERTAIN puring 1943, the Office of
OFERAT JONS Coordinator issued, over the

signature of the COTP, general
safety and precautionary in-

structions to the various agencies and operators con-
cerned with Port Security. The Coordinator's force
_inspected all waterfront facilities including piers
and wharves in the district under Coast Guard Juris.
diction for security and fire protection, maintained
a record file of the facilities, with record of se=
curity and fire preventive conditions relating there-
to. If action by COTP was needed, a letter over his
signature was issued requesting correction of the
defects and forwarded to the reaponsible party. 1z,
in the very few cases which developed,COTP was unable
to secure compliauce, such conditions wore referred
to the local government agencies for penal enforce-
ment, The launch control unit was chiefly engaged in
coordinating operation of the water taxis. A staff
of three civilians was maintained for this work. In
February, 1943, 'tho Coordinator's Office prepared a
visual demonstration program covering about 90 mi-
mutes on "How to Handle Fire Emergencies.” It was
ivailable to Coast Guard fire watch and fire brigade
personnel, tut was later made available to managements
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VISUAL EDUCATION LAUNCH CONTROL UNIT
AND
POSTING SIGNS
UNIT
3 Oivilians
(1ocaned by
Alcohol Tax Umit,
Iieutenant New York
Commander Al) Investigators
7 Enliated Xen 1 Yeoman, (WR)

of the facilities. Over 25,000 persons, in all, ro=
ceived this instruction. About 35,000 ""No Smoking®

and other safety signs were posted at waterfront faci=
1ities other than shipyards or those under jurlsdiction
of the Army and Navy. As operations progresssd, there
appeared to be some duplication of inspections by the
Port Security Force and the Coordinator, and some fric-
tion doveloped due to uncertainty where functions of
one ended and the other began. Actually. the Port
Security Force was a patrol organization, whoreas the
Coordinatorts force was an inspecting and corrective
agency chiefly through persuasion. These natters of
jurisdiction and duplication were resolved through
lengthy discussions.

" EXAMPIE OF COORDINATOR'S During Docember, 1943, two
WORK YOR ONE MONLH

WORK MO investigators of the 0ffice
of the Coordinator inspect—
ed 169 vessels on which some
959 welding machines, 926 welders, 197 burners and
1,125 fire watchers were in cperation. The investiga-
tors discovered and corrected on the spot 21 minor
violations and investigated one complaint received
from an interested agency. Twelve new welding con-
cerns were contacted and Coast Guard Regulations dis-
cussed and a copy left with each concern. This was,
of course, in addition to the regular meetings.

At tho meeting of the Port
Coordinator's Security Group
on 16 February, 1945, a
latter was received fram the
War Shipping Administration, one part of which ‘brought
cut one problem needing attention. It stated that one
of the biggest problems at that time in the gsecurity
program was the constant violation of censorship re—
gulations, particularly on the part of merchant sea=
man. Despite atteopts at indoctrination, many indi-
viduals were writing letters giving details on convoys,
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sailing and arrival dates, destinations, the mmber
of escort vessels, and such. One of the best ways
for combatting this danger was through posters, and
War Shipping Administration officials were always on
the lookout for effective posters on the subject. The
Coordinator's 0ffice aided whenever possible.

-AWARDS BY THE
PORT RDIN.

After the Port Coordinator's
Office had been in operation
for some time, it was felt
that some system of awards
for good Security cooperation should be established,
Thus, on 9 July, 1943, this office endorsed the
"Security sv program, which provided for the award
of a burgee with a large S in the middle with the

pier management. Cooperative managemsnt, good house-
keaping, adequate inshore and outshore guarding, fire
brigade majntenance, and structural maintenance were
minimim requiremonts for consideration of the award,
The award certificate was revocable in cases where .
sscurity maintenance later was reduced below the rd-
quired standards., The first "Security St award was
made to nine companies on N October, 1943, at a brief
ceremony held on the steps of the New York Custom
House by the Collector of Customa, Thama.ttar, awards
wore made about every ten weeks, However, the stane
dard Coast Guard Securit: Shield of Honor came into
gensral use in April, 19 » and this apparently re-
placed the "Security 87 award at New York, The
Coordinatorts dffice was discontinued in June, 1945,

PART VI
OVER-ALL OPERATIONS OF THE POST SECURITY ESTABLISHMENT
SECTION I

PART PLAYED' BY TEMPORARY RESERVE
—— e 25 QAARY RESERVE
TEMPORARY RESERVE The oreation, establishment,

AN INTEGRAL PART OF and organization of the Teme

P,
FORT SEGURITY TORGES porary Reserve have been re-
- counted under appropriate
chaptars,

subdivisions of the foregoing
It will have been realized that the uni,
organization was a distinct ‘subdivision of ths Coast
Guard with its own top administration ¢ under
direction of the District Coast Guard Officer in each
District, and operating under and in close cooperation
with the Captains of the Port. Tt should also be
realized that, so far as operations were concerned,
the Temporary Ressrve was an integral part of the Coast
Guard Port Security Forces, without distinction from
regular and regular Reserve personnel while on duty,
These men hed the same authority, rights and privi-
lsges, ranks and ratings, as men of the regular sor-
vice. While in some Districts, Temporary Reservists
wore the shore patrol uniform on duty and were thus
obviously TRs, in others the undress blue uniform was
worn on duty %notably First District) and there was
no distinction, even in uniform, from men of the re-
gular service., In the latter instance, however, the
shore patrol uniform was worn while traveling to and
from duty. The Captains of the Port had specific
duties to perform and al) of these were, at first,
carried out by regulars and regular Reservists, As
the Temporary Reservists were enrolled, trained, and
available for duty, they took over many of these
duties, relieving regulars for 8ea and combat duty,
and finally a very large portion of Port Security
operations, expecially harbor patrol in small craft,
guarding of piers and other facilities, and ship ine
spection and Security, was actually undortaken and
efficiently prosecuted by the part-time, unpaid: volun-
teers. In Part VI, on Port Security Operations, there
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- vists,

will be no effort to s ngle out those carried on by
the TRs as against those by regulars, except in spe-
cial cases, for both groups were working together to
accomplish the same thing and usually working under
identical circumstances,

SPECIAL TEMPORARY There were certain duties

Al LT, performed by the Captains
of the Port in which Tempor-
ary Reservists were not

generally employed, although they were so ewployed to

a limited extent in one or two Districts. The nature
of Coast Guard work in the several Districts varied
in accordance with local conditions, and this had a
bearing on the local use of temporary members of the
For example, the only Temporary Reserve unit
in the United States which took over the entire Board-
ing Officer duties in a port was in the Sixth Naval
District, at Charleston, South Carclina. Eventually,
Temporary Reserve officers became the official Bo.
Officers and, for a considerable pericd, boarded 211
incoming vessels,checked crew lists, cargo,
papers, and did all the work done elsewhere by regu~
lar or regulsr Reserve Boarding 0fficers of the Coast
Guard, At Boston, an "Artisant's Flotilla® of over 125
membere, with special skills, handled Base duty include
ing painting, refrigeration, plum s driving Coast
Guard vehicles, quartermaster watches, and work in
carpenter shops, electrical and machine shops, tin-
8hors and at the Amory and Infirmary.
the only port in the United States where TRs were used
in the supervision of explosives loading. From the
middle of 1543 until the end of the war in Eurcpe

TRs who were treinsd in this specialty comprised ﬂox

of all explosives loading details at the Boston Port

of Embarkation. It was also the only port having the
Radio Sealing Unit manned wholly by Temporary Reser-
Twenty-six men made u this unit which oparate
ed contimuously from June, 1513 to 9 June, 1945, They
boarded ships at docks and at anchorages in all kinds
of weather, wirter and summer, and undertook the en-
tire activity. The only eignal station in the United
States manned by Temporary Réservists was maintained
100% by them at the Coast Guard Base, Boston, from

6 July, 1943 to 15 June, 29LS. Thmie was a 72-man

unit with 4 to 5 men on each 12-hour watch. They
served not only as signalmen, but maintained constant
watch over the waters of upper Boston Harbor where
Shipping and plers were most congested, They handled
7,000 visual messages, discovered several fires, cor-
rected or reported about 500 hoist and nameboard viola-
tions, and acted as Junior Anchorage Office. The Coast
Guard Auxiliary Press,.established in New York in 19h2,
was operated by TRs until October, 1945, It printed
most of the material required for ¢ and indoce
trination of TRs throughout the country, and also much
rogular printed materisl for the Third Naval District,

OTHER SPECIAL An organigation as wide~
ACTIVITIES spread as the Temporary

Reserve was bound to find
useful fields of endeavor

in which special aid could be given the Captains of
the Port, because of particular talents of the mem-
bers. While eight bands, formed in varicus ports,

and "house organs® of many flotillas and VPSF units
could be of little use to COTPs, except indirectly as
morale boosters, men of linguistic talents were es-
pecially helpful as interpreters, especially at Boston,
and to a considerable extent at Seattle. Artisap

Port Security forces and became genorally used by
such units, A teiporary member of the Reserve at
Boston compiled a 250-page operating mammal for the
use of boatmen in the First Naval District undep
direction of the Captain of the Port,




a boarding mamual for boatmen engaged in handling
craft on boarding duty as a result of his extensive
experience in this field. Other miscellansous acti-
vities, such as recruiting of 17-year old boys in 19hh-
1945, blood bark donations, bond-selling drives, etce,
were of nor particular bemsfit to Captains of the
Port, and need only be mentioned. Omne of ficer served
cutstandingly as Anchorage and Ship's Hovement Offi-
cer of the Captain of the Port of New York, receiving
a decoration for his efficient service. Another, as
Marine Inspection Officer of the Third District, was
charged with the administration of the laws and regu-
lations relating to the safe operationm, maintenance,
and manning of the United States merchant vessels at
New York and other Third District ports, and also
received a decoration.

PILOTS An extremely important acti-
vity coming under the Juris-
diction of the Captains of

the Port was pilotage. Full-time pilots in major

ports of the United States were enrolled in the Tem=—
porary Reserve and most were given commissions. They
contimued on a pay basis, the same as in their
civilian piloting occupation, but they were a highly
important group of Temporary Rreservists integrated
with the Port Security activity. Details are given

in Part VI, Section X.

UITTMATE SIZE OF ‘That thé Temporary Reserve
TENPORARY RESERVE became a sizeable factor in
EXROLLEENT . Port Security is evident from
the enrollment figures. On
7 December, 1941, Coast
Guard personnel totaled about 23,000. The peak was
reached about 30 Juns, 19kli, with 175,000, including
Spars. In addition, Temporary Reserve personnel had
grown to SI,173 m:ﬁ‘.vely enrolled, of which Lk,307
were serving without pay, (about 20,000 were in Volun-
teer Port Security Forces,.and most of the others were
in floating units), and it was estimated that this
mmber had released 8,250 full time Coast Quardsmen
for other duty.

WREN IN THE The Temporary Reserve units
afloat and ashore grew rapid-
1y, and the burden of “paper
work" and transportation
grew commensurately. Men who could well be used in
patrol boats, on guard duty, and in administrative
activities found themselves spending their duty hours
at typemriters, working on records, and doing all the
office dotall necessary in the staff operations of a
military organisation. These men could bo used to
greater advantage, and much of the work done better, if
the aid of women voluntsers could be enlisted, ¥omen
were particularly well-fitted to do this work. ¥When
provision was made for the enrollment of women in the
Temporary Reserve, a large number joinsd and as Tempore
ary Reserve Spars did valuable work, serving their re-
quired timo each week along with the men. Their duties,
however, were by no means confined to those of a cleri-
cal nature, though the majority were so engaged. Many
served as jeep or automobile drivers, canteen attend-
ants, and quartemasters, and some became proficient
in small arms. Several women's units provided trans-—
portation for men going to and returning from duty
where regular means were lacking, and in many places
took chow to men on watch along the variocus water{ronts.
Many were capable autamobile mechanics. In the llth
Naval District, they were used in the identification
offices. The women of the Temporary Reserve deserved
and received the fullsst appreciation of their work from
ths men with whem they served, The women carried suc-
cessfully a heavy load and, through release of men for
more arduous duties, contributed as much toward the war
offort as the men they released. Their work was truly
invaluable.

GENERAL DUTIES OF THE
YOLUNTEER PORT SECURLT

TRAINING WAS A In order to take from civilian
HACOR TEMPORARY life the 50,000-0dd Temporary
FESERVE ACTIVITY Reservists who performed active
duty, and organize them into an
effective, efficient body of
men, it was necessary to undertake intensive and
thorough training, for most had had no experience in
the duties which they were to be called upon to rerform.
Earller training was entirely in seamanship, small boat
, and allled fields, but training for dock
watches was soon edded. Training for special activi-
ties followed shortly thereafter. Most Districts ’
designated a District Temporary Reserve Training Offi-
cer, supervising instruction of floating units, VPSF
units, or both, and he worked with Praining 0fficers
of Divisions or VPSF Regiments who,in turn, were
responsible for training within their Jurisdictions,
and worked with Training Officers serving operating
units. Most VPSF training was done before enrollment,
thus simplifying elimination of the imafficient. Host
floating unit training was carried on after enroll-~
ment and assigrment to duty, thus affording "on the
job® training with more experienced personnel, as well
as class training. Schools and colleges made class=
rooms available, police and other agencies provided
ranges for small arms firing. Because of the urgency
of fire prevention and control in all port security
work the nation over, and the desirability of having
Temporary Reserve personnel trained in the latest
methods, the Coast Guard Fire School at Fort McHenry,
pear Baltimore, was made available to Temporary Re-
servists in addition to regular persomnel. This was
a school of experimentation and scientific fire-fight-
ing. Those who took this course, for the most part,
went back to their units and became fire training per-
sonnel, and hesaded various fire prevention and fire~
fighting forces. Even men from San Juan attonded.
Over LOO officers and men completed this course.
Branch fire schools for local training were establish-
ed, and staffed chiefly by Fort McHenry ugreduatesg.”
An important one was at Philadelphia, and amother at
Alameda, California. Training of Temporary Reservists
never ceased during the period of operation. There
were fire schools on a smaller scale in most of the
Districts.

GENERAL DUTIES OF

Patrol boats were provided by
THEE FIOATING URI1S

the Coast Guard, replscing
Avxiliary boats furnished in
- the early days by yachtsmen.
These were COR boats, mostly converted pleasure craft,
but later many of these were replaced by regular 38~
foot picket boats, The crews usually mumbered four
to six men, Wwho took their assigned areas in storm
and sunshine, sumer heat and wintry gales, talking
everything that came as part of the job they were
proud to be doing. Theirs was an assigmment which
required expert boat handling under all conditions,
and an alert watch for e verything of a suspicious
nature. A8 these patrols cruised over their assigned
courses, passing piors, electric plants, coal wharves,
ammunition docks, Navy yards,shipyards, outlying is=
lands, etc., a close watch was kept for fires, acci-
dents, unauthoriged persons, floating menaces to navi-
gation, men overboard, suspicious persons and possiblo
saboteurs. These crows figured in many rescues, dise
covered & large mmber of fires which they attended,
controlled or extinguished, examined papers of all
pleasure craft in their areas, policed launchings and
channels for convoy movements, and generally performed
all police duty expectod of Coast Guard harbor craft
in time of war. MNost patrol boats were on duty for
12-hour stretckes, being relieved only to return to
their bases for supplies and new crews, or for nsces=
sary overhaul and repair.

VYolunteer Port Security
TRITY FORCE Force duties in various
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WCMEN TEMPORARY HESERVISTS RELIEVED MEN OF MUCH OFFICE WORK
TO ALLOW THEIRK TIME TG BE SPENT IN GUARDING FORT FACILITIES

THF. NATION'S SEAPORTS WERF. VITAL DEFFNSE AREAS
AND “ERE CAREFULLY GUARDED BY PORT SECURITY DETAIL
A STRANGER IS REQUIRED TC IDENTIFY HIVSELF
BEFOME BEING ALLOWED TO GO ON BOARD
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ports differed in certain_details,depending upon local
conditions and,requirements,but generally, they were
similar in all ports. The main part of duty ashore
consisted of conirolling the entrances to piers. All
persons were required to present proper identifica-
tion ard to show they had legitimate business on the
pier. This was especially important where persons
wished to visit ships. Neutral sailors were not per-
mitted in any restricted areas, except under guard.
They were checked by the Customs offiger or other
responsible officer in company with the VPSF man, and
then turned over to the guard on board ship. Usually,
pier guards roved the piers at regular intervals. They
had to know everything about the pier, its cargo, its
equipment, and the location of all emergency equip-
ment such as fire extinguishers, hoses, telephones,
and alarm boxes. In case of fire, they were required
to know exactly what to do in the promptest manmer,
sound the alamm, direct apparatus, remove obstacles,
and lend assistance in extinguishing the blaze. They
observed, and corrected if possible, any violations
on their premises. The ideal pler watch for this
exacting assignment was three men rotating their posts.

Usually, responsibility was
assumed for the security of
vessels moored at controlled
facilities. Details assign=
ed to ships usually consisted of gangway guard, a rove
ing guard, and one man on call. All important facts
were récorded on a card, at Fhiladelphia, for instance,
including location of all hazards, nature of cargo,
location of fire-fighting equipment, names of officeys,
and other facts. Each man going on duty inspected the
ship carefully, including the engine room. Persons
Jumping between the ship and the pier had to be guard-
ed against., The Senior Officer Present,with a detach-
ment, inspected each ship thoroughly, especially when
she docked, .to make certain that her crew were fami-
liar with regulations. Inspections were made of all
emptied holds. All posts were toured by a petty offi-
cer of the Penior Officer Present.  Ons of the most
important duties of the VPSF was to guard against fire.
The Coast Guard furnished in many ports fire watchers
whose duty it was to attend all jobs where welding or
cutting were being done on board ship, to have extin-
gulshers available, and to see that hoses with runming
water were always handy to such operations. In many
ports, welding and cutting were forbidden unless at-
tended by a Coast Guard fire watcher,

THE FOCAL POINT OF
GUARD OPERATICONS

SECURITY OF
VESSEIS

The focal point of guard
operations was the Officer
of the Day, Duty Officer,

or officer with other de-~
siznation depending upon the port, who functioned con-
tinuously. He received reports from all Area Command
Posts or other VPSF operating units on the line,"

and acted and reported upon special incidents such as
fires, accidents, sabotage, riot and similar emergen=
cies, maintained close liaison with the Duty Officer
of the Captain of the Port and between variocus operat-
ing and staff units of the VPSF, and often maintained
a record of ships in port and the number of guards
asgsigned. In general, this officer served as a clear-
ing house for all VPSF and Captain of ths Port informa-
tion and transmitted it to the rogimental departments
involved.

IMPORTANCE OF JOB Oone of the most important

AS VOICED BY things in connection with
HIOH-RANKING OFFICERS the morale of Temporary

Reserve volunteers was

realization of the fact that
they were performing a vitally nscessary function. It
was also nscessary that they be considered an integral
part of the Coast Quard, and not a group apart. This
second consideration received too 1ittle attention in
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the éarlier days in many ports. It was also desir-
able that these volunteers be taken on no other basis
but that of the stiffest form of diseipline. As long
as the TRs were sold on themselves as an inherent
part of the Coast Quard, doing work of great import-
ance, they showed a faithfulness and loyalty based
upon intelligence and a desire to give, and they
could not and would not be paild with poney. Address-
ing ons VPSF Regiment, Admiral Waesches said: "It is
important that we keep our portsopen and safe 2}
hours a day, every day of the year. This, the Coast
Guard can do only with the help of the Volunteer
Port Security Force.! And Rear Admiral Chalker,
Assistant Commandant, said: e of the regular Coast
Guard need every able-bodied man we can lay our hands
on. Since many of them are in Port Security duty,

we are putting it up squarely to the wolunteers to
make then available for combat duties at sea.? Hs
told the members of ths Regiment that they were
uguarding Allied supply lines just as sarely as our
men battling at sea on cutters, destroyer escorts,
and frigates. You are insuring that the products of
ocur tremendous agricultural and industrial efforts
are safely passed through this port to ships ready
to transport them all over the world. We, who are
regular members of the Coast Guard and its Reserve
are glad that you have joined us in the fight amd
can share with us the traditions of our service and -
1ts sense of high purpose.® Three years after the
issuance of Exscutive Order No. 9074 on 25 February,
1942, which placed port responsibility upon the Coast
@guard, Admira) Chalker made the following comment in
a bulletin released to all Port Security personnels
"4s the Coast Guard enters upon the fourth year of
its port protection progrem, I welcome this opportuni-
ty of paying well deserved tribute to all Port Securi-~
ty personnel for the magnificent job which they are
doing in preventing fires. and other injury to our
ports and vessels therein. I wish to pay specisl
tribute to the thousands of Temporary Reservists whose
fire patriotism and many personal sacrifices have not
only contributed materially to the success of our
Port Security‘efforts, tut have facilitated the re-
lease of a considerable mumber of men for participa-
tion in the Coast Guard!s cambat activities,®

From the foregoing, it 1s
oevident that the Temporary
‘ Reservists became a real and
important factor in the se=-
curity of our ports, both afloat and ashore. They .
went right into their jobs alongside the regulars and
regular Reservists, all pulling toward the same end,=
the safety of our ports and the vessels therein, and
the defeat of our enemies. In addition to the special
activities relating directly or indirectly to Port
Security which the volunteers performed, they also
were engaged in certain localities in duties not spe-
clfically under Captains of the Port, although closely
allied with theme In the First and Eleventh Naval
Districts, Temporary Reservists were occupied in beach
patroly in many Districte in coastal lookout work, and,
of course, the earliest Temporary Reservists, on a
short enrollment and pay basis, served in the coastal
picket fleet patrolling offshore. While these wore
not Captein of the Port activities, and in scme casss
came urnder Section Coast Guard Officers, the sctivi-
ties were related with the COTP on a cooperative basis,
and scme account of these functions, whother Temporery
Regerve or regular, is appropriate at this point.

TEMPORARY RESFRVISTS
A REAL SEGURITY FACTOR




SECTION IX
CORAELATION WITH BEACH PATROL; COASTAL PICKETS

EEACH PATROL A NORMAL
e

The long-established chain
of lifeboat stations manned
and opersted by the Coast
Guard cbserved during peace-
time everything within rango of viaion, and protected
life and property at sea. Rescus and observation were
the primary functions of these stations, and contimu-
ous lockouts were maintained at most otations. Upon
declaration of war in December, 1941, patrols were
doubled at most of thoge posts, and security became
an gdded function,

A SUPPLEMENT TO Beach patrol became 8 se-
PORT_SECURITY curity foreco for the pro-

tection of our coasts and
inlend watermays. As a
supplement to Fort Securd » & beach patrol organisa-
tion wns established a few months after the cutbreak
of hostilities with Japan, During the critical peried

L2 1543, when our shores wore constantly endang-
ered by saboteurs and possible enemy attack, beach
patrol was ¢ne of the most t phases of nation-
&l defense. The nsw beach Patrol organisation had
three basic functions;

() To detect and cbserve énemy vessels operating in
coastal waters and to transmit information thus
obtained to the appropriate Navy and Army com-
mands as & basis for maval action against the
enexy;

(b) To report attempts of landing by the enemy and.
to assist in Preventing such activity;

(¢) To prevent communication between persons on shore
and the enemy at sea,

Subsidiary, but not incidental, objectives vere nmunere
ous. Two were of fundamental importance - (a) rescus
of survivors of cur own and friendly vessels sunk

the enemy; (b) action as a unified guard force in po-
licing the prohibited or restricted areas of the coast,
In inmumerabls rescues of ships! crews and grounded
aviators, beach patrol more than justified its opera-
tion, Originally, beach patrol was a part of the Port
Beourity organdzation, but it was soon set up as a ge~
parete activity. Yet, the security of our shores was
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closely allied to the security of our ports, and the
two divisions worked closely togsther .and cooperated
for the common good. Boat patrol of harbors, inlets,
and rivers had much the "same object as beach patrol,
and the two coordinated their efforts wherever possi-
ble. Further at sea, also protecting our shores and
ports were the coastal pickets detecting and report-

ing submarines and keeping them sutmerged. It is
evident that, with the offshore patrols, the inshore
patrols, and the Coast Guard Rarber craft and beach
patrols, all corncentrating on the safety of coastal
waters, shores, and ports, and observation of all
that was not well, there was the closest tie in their
operations, and each activity supplemsnted the others,

FOR ORGANIZATION Spurred on by the three
AND A GOASTAYL, eneny agent landings at
STEM Lorg Island, New York;
] Ponte Vedra, Florida and
Machias, Maine, the FBI ro-

coumended that a beach patrol system be organiged,
On 25 July, 192, Headquarters authorised the insti-
tution in all Naval Districs adjacent to the coast,
of an organized beach patrol system. Patrols were to
be integrated with the regular Army and Navy defense
forces operating in the Districts. The Ay defended
the land areas, the Navy maintained inshore and off«
shore patrols, and the Coast Guard was assigned the

eneny. Thus, the coastal informetion system of the
Coast Guard was built around the existing lifeboat
stations and uses for contimmance observation
of the waters adjacent to our shores, and the report-
ing of all activity of umsual nature in those waters,
in ths air, and on the shores. Commundcations between
the lifeboat stations y lighthouses and District heade

old stations were recpened, personnsl were greatly in-
creaged, and an intricate coastal information system
became a reality, To increase coverage, many coastal
lockouts were built to enable watch over areas not
visible from established stations. Information report—
ed by lookouts or patrols was speedily dispatched
through intermediate chammels to the headquarters of
the Naval District, the Sea Frontier,and the Defense

G e GCoordination for complete coastal defense
was the keystone of the plan of orgamisation. Much

Jurisdiction. After beach patrol was separated from
Port Security in s 1942, each District set up its
beach patrol organization as it desired, under direc-
tion of a Beach Patrol Officer responsible directly to
the District Coast Guard Officer. The specific func-
tion was to guard the coast, provide inforzation, but
not to repel military invasion, Actuslly, it wae the
eyes and ears of the Navy, Army, and Coast Guard,

THE GROWTH OF ¥When beach patrol was fu
EEAGH PATROL organized, ten Districts

an organigation

the poalk of ite m]:::.s purpose which, at
pealk o. manpaser, emp d approximately

24,000 officers and men inclndtng

ber of Temporary Reservists, Extended beach patrol

horseback, Coast Guardsmen tirelessly patrolled the
Atlantic,Gulf and Pacific coasts, observing erarything
possible and repar ting untoward events or suspiciocus
actions that Army, Navy and Coast Guard, as action )
agencies, might be prepared for and handle effectively.

SCOPE AND NATURE OF Host of the coast, including
T Aty concentrated coverage for
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the more vulnerable areas, was under constant sur-
veillance by the close of 1943. Night patrols operat-
ed from a contimous chain of stations from Maine to
Corpus Christi and from southern California to Van-
couver. Vulnerable regions operated 2l-hour patrols.
Lookout watches were cperated on a 2l-hour basis. The
underteking involved not only the easy patrolling of
long stretches of open, sandy beach, but also sand
dunes, inlets, rivers and rocky cliffs, the rugged
and heavily fcrested areas of the Pacific Northwust,
the treachsrous shore of New England with its wild,
indented coast of Maine, the isolated keys of Florida,
and the swampy, mosquito-infested regions of the Gulf
coast. In many sections, patrols were impossible. The
most that could be accomplished was a series of look=-
out posts on contimuous duty. Supplementary were in-
pumerable inlet boat patrols which opersted from beach
patrol, lighthouse, lookout and surf stations. Es-
pecially during the period from mid-1942 to early 19Lk,
this coastal information system was of vital importance
in many ways, and grestly assisted the Captains of the
Port in efficiently prosecuting Port Security.

TELPORARY RESERVISTS
I8 EEACH PATROL

. As was true in all Port
Security activity, there
was a contimual shortage
of men due to the great

demands for men at sea which became critical early in

1943, To relieve this situation as muoh as possible,

the Temporary Reserve was greatly expanded, and in some

areas these voluntoers, assigned by Captains of the

Port, went into the beach stations and coastal lookouts

and carried on these functions after regular and regu-

lar Reserve personnel had been transferred to sea. In
most areas, the use of these volunteers was impractic-
able in actual beach patrol activity because the men,
being employed in civilian occupations and devoting

12 hours a week to the Coast Guard, could not work far

fram their hemes. Rugged, isolated Oregon coast areas

could not be reached by these men for intermittent,
tomporary duty, nor arsad such as the isolated beaches
of South Carolina, the Florida keys, and the bayous of
the Gulf coast. However, where beach patrol was being
conducted in areas in reasonable proximity to centers
of population, they were used to excellsnt advantage.

Thoir use was notable in the First Naval District where

of 1,500 Temporary Reservists were engaged in
patrolling the beaches, often with dogs, manning coast-
al lookout towers, maintaining sentry watches or tele-
phone watches at beach stations, and performing station
base duties. In the Third District, a smaller number
was used in this activity, chiefly in the lookouts of’
the north Jersey shore. The Fourth District exployed
many in coastal lookouts, egpecially alorig the south

Jersey coast and at Capes May and Honlopan. About 15%

of the TR8 in the Lake Michigan area served in life-

boat stations, many on Jookout duty. Some were used

on beach patrol in the Eleventh District.

UISCELLANEOUS NOTES

Occasionally, there wers
ON EGACH PATROL

special problems or unusual
events. In August, 1942,
while beach patrol was still
under Captains of the Port, it was evidenced that the
Germans had acquired property at Martha!s Vineyard,
Massachusetts, and submarines had been observed hover-
ing in ths vicinity. Admiral Brown expressed grave con-
cern as to the adequacy of the existing patrols there,
and requested their extension. This was at about the
time the beach patrol organiszation, as such, had been
authorized. There was a problem in the densely popu=
1ated arescs near New York where great care had to be
axsrcised and tact used in checling, questioning and,
in scme cases, detaining pecple frequenting the shore,
areas. Socme thought they owned the beaches. The pub~-
1ic, generally, however, did not mind the close super-
vision. An interesting plan was followed in the
Eleventh District whereby all beach patrol personnel

)

wore rotated periodically with flbating units in'ordsr
that a broader training and experience for future
duties might be provided. On the west coast of Flo-
rida, regular patrols were never established, since
inmumerable small islands and dense mangrove jungles
constituted an excellent natural defense, There were
only 8 stations there, and these had ‘a short life.

At about the end of 1943 and .
early 194l, the Navy and
Coast Guard conducted a man-
power survey to detormine
how personnel were being used, from which duties men
could be spared, and which activities were under-
manned. At that time, danger, of enemy landings had
greatly diminished, and it was felt that full cover-
age-of ‘the beaches was no longer necessary, In the
Gulf and southern Atlantic areas, reductions had been
made in beach patrol and some stations eliminated.
Greater exphasis wae placed on coastal lookouts. 4
k0% reduction in persomnnel was ordered at a large
mmber of stations. Shortly afterward, it was decided
virtually to discontimue beach patrols about the first
of March, 194k, especially along the Atlantic cocast,
though mounted and dog patrols were contimmed, Ablo-
bodied men were withdrawn and trained for sea duty,
Patrols on the Pacific coast, howsver, contimmed until
the Fall of 194k, though they had effected a 50% re-
duction in personnel. Finally, beach stations revert-
ed to their normal peacetime function of saving life
and property at sea. ' .

MANPOWER SURVEY
IND_CURTATIMENT

ACHIEVEMENT The success of beach patrol
was measurable in part by
what did not happen, as was
typlcal of most Port Security activities. It 18 ime
possible to estimate what would have been the re-
sults had our shores remained unguarded. The megative
achievements were the real criteria of success. That
pothing spectacular could be recorded was a lasting
trivute to every beach mmtrolman on the Anerican
coast. The great assistance to the Captain of the
port by the beach patrol organiszation was through the
coastal information system, and this proved invalunablee

SECTION ITI
CLEARANCE AND ANCRORAGE

In the preceding parts of
this monograph, the origin
of Coast Quard Anchorage
duties and the growth in
anchorage responsibilities
have been recounted. However, in talking up anchorage
operations, it is well to review the ancharage duties
of ths Coast Guard based upon the law of L March,
1915, Section 7, (33 U.S.C. U71). ©The Secretary of
War is hereby authorized, empowered, and directed to
defire and establish anchorage grounds for vessels

in all harbors, rivers, bays, amd other navigable
waters of the United States whenever it ie mand fest

to the said Secretary that the maritime or commercial
interests of the United States require such anchorage
grounds for safe navigation and the establishment of
such anchorage mundsﬂhnllhnveboenrecomsndadby
the Chief of Engineers, to adcpt suitable rules and
regulations in relation thoreto; and such rules and
regulations shall be enforced by the Coast Guard under
the direction of tho Secretary of the Treasurys Pro-
vided, That at ports or places where there is no

Coast Guard cutter available such rules and regyla-
tions may be enforced by the Chief of Enginsers under
the direction of the Secretary of War. In the evenmt
of violation of anmy such rules and regulations by the
owner, master, or person in charge of any vessel, such
owmsr, master or.person in charge of such vessel shall
be liable to a penalty of $100; and the said vesssl
pay be holden for the payment of such penalty, and

ANCHORAGE DUTIES
LorcH, B




COASTAL PICKETS AND OFFSHORE PATROL CRAFT
COOPENATED CLCSELY WITH PORT SECURITY UNITS

COAST GUAFDSMEN KEPT A VIGILANT LOOKOUT FOR ENEMY LANDINGS
BY TROOPS OR SABOTEURS AS WELL AS FOi SHIPS IN DISTEESS
AS PART OF THE COASTAL INFORMATION SYSTEM
THEY COOPERATED EFFECTIVELY WITH CAPTAINS OF THE PORT
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may be seized and proceeded against sumarily by
1libel for the recovery of the same in any United
States District Court for the dfytrict within which
such vessel may be and in the name of the officer
designated by ths Secretary of War.®

ANCHORAGE REGULATIONS An amendment to the Anchor-
s age Regulations, ced in
force in March,1942, pro-
vided that,except with res-
spect to the departure of a vessel for which a do-
parture permit was required, or in case of emergency
missions to save life or property in distress; no ves-
sel shall depart fram the local waters of the United
States,its territories or possessions to a point or
place outside the said waters or on the high seas un-
less the omner, agent, or master of such vessel shall
first obtain from the Captain of the Port in whose
Jurisdiction the vessel is to depart a license author-
iging such departure. The Captain of the Port will
issue a license only in the following cases:

(a) Where the vessel is regularly (or seasonably)
exsployed 28 a means of livelihood ocutside the
local waters, ar on the high seas, such as for
f£ishing, transporting passengers or freight for
hire, or for any other legitimate business:
Provided, that the master, operator, or person
in charge of such vessel is a citizen of the
United States, or at least 50% of the persomnel
camplement of gaid vessel are-not aliens: Pro-
vided further, that no departure license shall
be granted to any vessel having an alien ensmy
on board, either in the capacity of master,
opérator, person in charge, or member of the
crew or passenger.

(b) Whsre nscessary to depart under its omn power
to a permanent location within local watera at
same distant point; Provided, that if such
transpertation will involve passage through, or
arrival within, waters under Jurisdiction of
another Captiin, or other Captains of the Port,
the Captain of the Port issuing the liconse
shall send appropriate notification thereof to
the Captains of the Port in each of whose juris-
dictions the vessel will proceed and arrive at
final destination. Then followed the same enemy
alion provision given.in (a).

It was required that every person on board meet iden-
tification standards, and that each vessel be inspsct-
ed. It was provided that, except in the above emmor-
ated cases and in the case of a vessel included in a
general license issued by the Commandant, no vesssl
was to move in local waters unless tho owner, agent
or master first obtained f{rom the Captain of the

Port where the vessel,.was located, a license authoriz-
ing such movement. The Captain of the Port could,

in his discretion, issue ons license covering all
these ' things.:

RULES FOR ANCHORAGE Because of the importance
IND NOVEIENT OF VESSELS of anchorage and the move-
ment of vessols,in Captain
of the Port activity, the
Commandant called a conference at Washington on 1
August, 1940, following which the Secretary of the
Treasury issued, on 29 October, 1940, "Anchorage
OGmounds for Certain Ports of the United States and
Riles and Regulations Relating Thereto.® These rules,
with only minor elterations,held throughout ths war
period. Sources of authority were quoted, and the
regulations were divided into three parts, (a)
ngeneral Rulss and Regulations,® (b) PAnchorage Regue
lations for Certain Ports of tho United States, and
(o),"Genoral Provisions,” These regulations are cov-
ered in some detail because of their importance.

General Rules Governing Anchorage and Movement of
Vessels —

Providing that they shall be enforced by the Captain
of the Port or other officer designated by the Secre-
tary of the Treasury, the rules and regulations are
to be in addition to and in no manner a substitution
for the Regulations issued by the Secretary of the
Treasury on Juns 27,1940. The rules are:

Anchorages in General

"The eleven rules under this heading may be summarised
as follows:

1. Prohibiting anchorage (a) outside areas establishe
ed or affirmed by the Secretary of the Treasury except
in great emergency or without hindrance to shipping,
or (b) within a cable or pipe lins area or to a pier
obstructing another vessel in transit,

2, Limiting occupancy of anchorage to 30 daye without
pormit and prohibiting anchorage of vessels likely to
Si::lk °gr menace navigation except for permissible

pe )

3, Mooring with two or more anchors when nscessary.

ko Anchoring with a mooring swivel when reduced crew
male s weighing of anchor impossible.

Se. No anchors, mll or rigging to be ocutside anchore
age areas,

6., Pormitting anchoring cutside area in great emer-
gency, not cbstructing channel cr approach to any pier
or impeding any vessel!s movement and moving after
emergency, if vessel safety or commerce movement re-

quires.

7. Assigment of available anchorage berth to any
vessel, with revolable permit for its habitual use.

8. Permits, with approval of District Engineer, to
wrecking, salvaging, dredging, pipe or cable laying
or repairing plants or vessels, provided those operat-
ing under his supervision will require no permits.

9+ Authority to shift position of any vessel anchored
cutside designated areas so as to obstruct (a) vessel
movements in tke chammel, (b) range lights, (¢) vea~
sels in transit to or from adjacent wharves, (d) ves-
sels entering or leaving adjacent slips, or whensver
maritime or commercial interests of the United States
or vessel or harbor safety so require. :

10, Prompt shifting of position, when notified.

11, Commnicating fact that vessel is on fire prompte
1y to Captain of the Port who shall designate moat
suitable available anshorage.

Anchorage of Vessels Carrying Bxplosives

12, "Prohibiting anchoring of vessels carrying ex-
plosives cutside explosive anchorage areas except (a)
vessels engaged in Federal Improvements, or (b) when
Captain of the Port designates loading lerminals cute
side such areas., Such areas may, when not in use, be
used by vessels carrying inflarmables or dangerous
cargoes if anchored at lsast 1,000 yards from those
carrying explosives.

13. Revols ble permitas to anchor in such areas may be
issued by Captain of the Port,.

1, Prohibiting tugs or stevedore beats, loading or
:in%oading explosives, entering such areas without per-




15. Requiring tug in attendance for every vessel, at
anchor in such areas and carrying explosives as cargo
and not fitted with mechanical pover, unless deemed
unnecessary by Captain of ths Port.

16, Rules I and II apply to vessels carrying explo-
sives, when applicsble.

17. Paragraphs 12 and 16 inapplicable to explosives,
when applicable, engaged in Federal Inprovements where
explosives are handled in manner prescribed by Dis-
trict Engineer,

ovement, and Disc of

logives, In-
8, or Other arous ]

18, "Supervision over handling explosives in ports
by, and prohibiting movement of explosives=carrying
vessels through any channel or watervay without per-
mit of Captain of the Port, with no responsibility
on his part for their navigation,

19, Display of red flag by day and red light by night,
by vessels lading, unlading, Lransporting o cogtatn.
ing explosives as cargo.

* 20. Supervision by campetent person in charge of ex=
plosives cargo-carrying vessels in U. S. territorial
waters and by mester, where handling or movement is
involved, so as to reduce seme to a minimum,

2l. Applies to all vessels in waters of the United
States including non-common carriers, ICC Regulations
(Part V) except as inconsistent and until effective
date of Act of October 9, 1942 (Dangerous Cargo Act),

22, Prohibiting, without permit. loading or discharge
of explosives t'r::m any vessel lying at a wharf,

23. Placing inspectors and guards on vessels loading
or discharging inflammables or dangerous cargo.

2k, t reporting to Captain of the Port by master
or pﬁ:ﬁﬁ in charge of vessel concerned of all viola=
tions, accidents, fires, explosions, and leakage or
brealage while in port,

25. Prohibiting anchoring without permit within 12
hours of any vessel with cargo of gasoline or inflame

mable liquid.

26, Prohibiting, without permit, transfer of more
than 1,000 barrels of gasoline or any inflammable

liquid (flash point below 80°F) from one vessel to
another in anchorage area.

27. 1In case of any violation of any section from 18
to.26, removal of the violator frem, or stopping load-
ing or unloeding of explosives on or from, vessel
concerned,

Part III defired anchorage grounds and areas in prin-
cipal U, S. tide water and fresh water ports, and in
St. Thomas, Virgin Islands, and San Juan, Puerto Rico,
It reaffimed end contimed in force anchorage areas
and grounds established by the Secretary of War, and
affirmed and adopted two emendments of war Departaent
rogulations relating to Tampa Bay and the Mississippl
River. It also reaffirmed and contimued in force
Secretary of Commerce regulations relating to move-
ment and anchorage of vessels and rafts in the St
Mary's River, except waters of the St, Mary's Falls
Canal. G@ensral Provisions dealt with definitions,
.and pointed cut that there was no relief from violate
ing any other law or regulations and no repeal of
other law or regulations except where there was con-
flict. Theso regulations were not uniformly in effect
in 150 and early 19L1, but applied only to a mmber
of specific ports at that time,

L

—

ADDITIONAL It was later provided that
PROVISIONS Whenever a Captain of the

Port found that the opera-

tion, navigation, anchoring,
or mooring of any vessel within the waters proximate
to any bridge orossing navigable waters of the United
States might endenger such a bri, » vessel or other
vessel or waterfront facility, or might be inimical
to the nationnl war effort or to the maritime inter-
ests, he might, on approval of the District Coast

Officer. It was stipulated, however, that such areas
should ba appropriately marled. In the enforcemsnt
of such restrictions, the help of local dgencies
could be enlisted if neceasary. Except in cases of
great emergency, vessels were prohibited from anchore
ing within cable or Pipe line areas designated on
Govermment charts, or to moor eo as to obstruct traf-
fic. Anchorage outside areas was permitted in emar-
gency, but only for the duration of the emorgency, or
until ordered to move by the Captain of the Port.

The COTP was empowered to prevent the mooring of any
vessel at a dock, pier, wharf or other waterfront
facility if security measures were inadoquate, or if
it involved danger to the vessel or the property. It
was also eventually provided that fno vessel shall
approachuthinomhnndredyarda of any of the ob=
structions placed near harber entrances, except for
the purpose of transiting the regularly prescribed
gate opening, unless specifically authoriged by the
Captain of the Port or proper Naval authority.n

POLICY ON In Headquarters Law Bulletin
VIOLATIONS o{Auguet, 1943, there was
@ ‘constructive statement of
Policy with regard to viola-
tions. In part, it read; It should be the policy
of the Coast Guard officers 'to Place emphasis on the
prevention of violations of the regulations in ques-
tion, rather than on prosecution of mere technical
violation. This may be accamplished through adequate
publicity of the provisions of the regulations, con-
tact with vessel operators, the warning of operators
prior to commission of violations, etec. Headquarters
does not believe that innocent technical violations
of the regulations warrant ths consumption of time
and effort on the part of the United States Attornsys
and the Coast Guard which would be involved - in the
prosecutions, The issuance of warnings that future
violations will result in the prosecutions should be
sufficient in cases of first offenders,%
CONFUSION OVER Especially in the earlier
REGULATIONS days of the war, rules and
regulations were put into
effect by varicus agencies,
many of which conflicted and caused no end of confu~
sion in some areas. Often those were promulgated
without consultation with sther agencies also empower-
ed to make rules. This was particularly troublescme
in the Thirteenth Naval Distaict, and brought about a
report on the situation! in November, 1943. This pre-
liminary report on restricted, danger, and prohibited
anchorage and examination areas on the navigable
waters of the District,disclosed that there was no
central clearing unit in the Army, Navy or Coast Guard,
with such information on hand, It was shomn that areas
were declared at will by the coxmanding officers of

ciently publicized, and non-military and military areas
overlapped with conflicting regulations. Confusion

was such that a vessel innocent of the various regula-
tions ms actually directed into an area where she was
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fired vpon by a different military unit. It was |
realized that the whole matter needed clarification,
and steps were taken to eliminate this confusion.

NEW YORK AS The Port of New York was
AN 0. the largest port in the
ANGHORAGE AND SHIP United States in volume

1ONS of wartime shipping. From

before the Neutrality Act

to the height of war traf-
fic, the mmber of ships entering and leaving New York
Harbor increased from about 900 a month to abcut 3,000.
Intra-harbor traffic increased commensurately. Most

. of the swaller mmber of vessels could be docked,
whareas most of the larger mutber had to use the an-
chorages. These anchorage areas were occasionally
revised as needs grew, and Army Engineers deepened
channels as needed. At the peak, as many as 195 .ships
were recorded passing in and out of this harbor. New
York was a veritable "pomier keg.” The surrounding

" densely populated area was a beehive of production,
finance and dwellings. A well~timed incident at the
right place, touched off either by the carelessness
of a worker or the shrewd cunning of a saboteur, could
have caused a bottlensck in the flow of vital war
materials, destroyed millions of dollars worth of pro-
perty, and imposed untold hardships upon the residents
of the metropolitan area. About 60 § of the country!s
shipping was handled at New York., It was a munitions
loading terminal, an oil refining center, a port of
embarkation, a great shipbuilding port, and the home
of a Navy Yard and Navy supply and repair depot. It
wag an important Army base. Every activity was vi- -
$+ally important and every article was desperately need-
ed., There could be no bottlenecks here, and mmooth
operation of the entire anchorage and ship!s movement
activity was a vital necessity to- the war effort. Be-
cause New York!s anchorage and ship!'s movement divi-
sion had the most complicated and highly developed
system of any port, due to the hsavy requirements,
some account of the New York activity is given as an
example. In other ports, with less traffic, ths acti-
vity was the same on a amaller scale, with variations
depending upon local requirements and conditions.

NEV YORK ORGANIZATION In the prewar days, an-
OF ANCHORAGE AND chorage, not only at New
BHIPTS MOVEMENT York but at other ports,

was not a separate function,
but fitted into the day's
work of the Captain of the Port. In 1942, an independ-
ont anchorage office under the Captain of the Port was
establishad under its own department head, and with
its specific functions. Of course, anchorage activity
increased with the progress of the war. As activity
grew, efficient organization of the activity became
requisite, and as of 10 Jamiary, 1945, it was set up

as followss

EARLY PROBLEM VITH
il ING

In the Fall of 1942, when
the Port of New York began
to feel the full impact of
the war load, at a time
when every available harbor facility was bulging with
the implements of war, the military logistics agencies
decided that in order to have the right things in the
right places at the right times, New York would have
to do the impossible. The port becare the termims
of coastal and United Kingdom convoys. The transition
was very rapid. It was soon apparent that, though the
Anchorage Office struggled valiantly, it failed con-
sistently to cerry the burden which had been imposed
upon it with the linited personnel and the one full
time patrol boat and two part time patrol boats assign-
ed to it. Appeals to Beadquarters for better facili-
ties were constant, and the Ship Movement and Anchor-
age Office, as such,was established on 21 April, 19L3.
The broad scope and purpose of this organization and
the manifold responsibilities invested therein, re—
quired careful planping, intimate lmowledge of the
harbor, and liaison‘and cooperation with and betwesn
all concerned. The person most competent to head

such an organization was found among the pilots, as
being most intimate with the problems, so one of these
was made cormanding officer of the Ship Movement and
Anchorage Office. This officer was Captain Williasm
Hilton Lowe, a temporary officer of the Coast Guard
Reserve, who was finally awarded the Commendation
Ribbon for his efficient conduct of his office.

It was vitally important .
that the Ship Movement and
Anchorage 0ffice be cogni-
. sant of the needs of each
agency such as Port Directar, Eastern Sea Frontier,

LIATSON AND
COOPERATION

_ Army, Cosst Guard, Navy Army Enginsers, War Shipping

Administration, Customs, and Public Health Service
and liagison was maintained with these and other agen-
cles, It was nscessary that the office be able and
willing to give counsel and render opinions, be con-
stantly on the alert, prevent traffic snags, and be
ready to render assiotance in any and all emergencies.

One of the first controls
the new office put into
ocperation was to establioh
2li=hour patrols of all anchorage areas. These patrols
enforced regulations, provided information, and assist-
ed in emergencies, They warned masters of the approach
of bad weather, cautionsd of dangers which might not
have been observed, conveyed neceosary msssages bee
tweon ships and agents, kept lookout for fires cr acts
of sabotage, and reported and towed to sefety obstruc-
tions or drifting derelicts, and were gensrally useful,
During movements of convoys they patrolled channsls

and diverted traffic which might interfere with the
movement. In tho event of collision or other disaster,

ANCEORAGE PATROLS
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AN ACCURATE CHECK OF SHIPS' MOVEMENTS IN NEW YORK HARBOR
WAS MAINTAINED IN THIS ELABORATE CHART ROOM AT THE BARGE OFFICE
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ERGARARRD :
they were prepared to survey the situation, adopt shipping, small boats and fishing creft. This division
any necessary cburse of action, and warn other ves- operated at first independently for about 6 months,
sels, ) and was then incorporated into the Ship Movement and
Anchorage Office.
SMALL BOAT Because small boat an-
AICHORAGE choragp involved a spe- RELOCATION OF THE The Ship Movement and
cial treatment peculiar SHIP ROVERENT OFFICE Anchorage Office was
to that type of boating, . finally shifted from the
and to enable the main office to concentrate on the Barge Office to the office
t ship business, a speclal section was esta- of the Navy Port Directer for closer coordination and
blished for handling small boat anchorage. This had added facilities, and for greater ease in handling
its office adjoining, but separate from, the princi- highly secret convoy schedules and identification
pal office at the Barge Office where the Port Secuii- signals. It facilitated preparation of these schedules
ty was quartered. : which involved the most careful selection of coded in-
structions prior to their safe and swift delivery to
THE CHART ROOM To keep posted on the lo- pllots at secret rendesvous on shore and at sea.- It
- cations of shipa in the also facilitated planning with the Port Director for
Port of New York, an un-~ control of inbound and cutbound convoy movements,
used storerocm was converted into a Chart Roam. This questions concerning anchorages for large Naval units
was efficiently staffed and operated on a 2l-hour or clearing anchorage areas to expedite sailing of
vasis. By means of telephong, command phons, tele- troop transports, carriers, and other Naval units,
typo, telautograph, and messenger, this room was in .
direct cammunication with the Port Director, Navy _ ANCHORAGE OFFICERS In the later days of the
District Service, Anchorage 0ffice, Pier 18 Staten TOR MUNITION SHIFS Ship Movement and Anchorw

Island Lookout Tower, Hell Gate Tower, U. S. Customs, aga Office, three officers

Harbor Entrance Control Post at Fort Wadsworth, Am- were selected to act as
brose Lightship, Pilot Command, the U. S. Public anchorage officers for munition ships, They could re-
Health Service, Throgg's Neck, Perth Amboy, and City lieve the regular pilot in an emergency. They practi-
Island. In addition, two daily “sweops” by boat pro- cally took over the anchorage coptrol. for explosives
vided a check on every vessel in the harbor., This vessels, specializing in this field, with the result
infornation was assimilated and catalogued for im- that 18 ships with 80,000 tons of oxplosives could be
mediate reference. On the wall was a full wall- anchored simultansouslye.
sized chart of the harbor showing the location of all :
vessels, and kept up to date with every novement. SECTION IV
Kumercus charts and graphs provided means of solving
ancharage problens, and showed the velocity and direc- TIENTIFICATION DIVISION
tion of currents at varicus points and stages of the _—
tide. Speed and distance graphs simplified questions BEGINNING AND Even before the qutbreak
conserning arrival or converging of traffic originat- ‘GROWTH OF PERSONAL of hostilities there was
ing at widely separated parts of the port. The big IENTIFICATION recognition of the desire-
magnetised chart, measuring 15 feet by 20 feet, had. tility of a means of iden-
plotted on it the location, type, lind of load and tifying persons frequent-
classification of every vessel in the harbor, ing the waterfronts of our ports. Fear of sabotage
. or subversive acts was strong. Identification cards
SHIP BULLETIN AND The Ship Bulletin and to be issued to such persons were considered early,
RADYO SEALING Radio Sealing Division and in the Third Naval District, tho first such card
was alBo a separate unit. was issued 23 October, 1940. They were not genorally
It gathered, compiled, issued in quantity, howsver, until tha latter part of
and assimilated information for the publication of a 1941. With the outbreak of war, identification rapide
Ship Bulletin to be used by variocus agencles in per- 1y became a very important activity for the Captains
IS%JE'EE assigne . It was published at of the Port. Porsonal idontifications of all perscns
1700 seven days a week and con d the name, loca- working at or visiting the waterfronts becams the im-
tion, date of arrival, last port, whether armed and modiate concern of thase officers. Wartime régulations
degaussed, of all merchant vessels over 1,000 gross required that each individual have a Coast Guard card
tous entering the port. A card record was Rept of igsued by the Captain of the Port, as a prerequisite
a1l American and foreign merchant vessels which had "to his admission to the waterfront. In almost all
entered or departed the port. Vessel movement and ports, waterfront industrisl activities and ohipyard
location information was kept up to date. The Bulle= operations had increased greatly when the processing
tin was plcked up daily by about 50 agencies, or do= of this vast mmber of persons was undertaken, Cap=
livered by messenger. This offico was the focal point tains of the Port set up offices and performed most of
for ship information., Tho Radio Sea division was the ideatification work there, and the larger offices
incorporated with this office. Twen ive enlisted took care of arcund 200 spplicants a day. EHowever,
men boardsd ships on arrival and inspected and sesled this meant that those on vitally essential jobs lost
the radios on board merchant vessels. Two picket valuable time fram work. Many Captains of the Ports
boats provided transportation. A third covered Hudson established mobdle units of four to eight trained en~
River anchorages. Four jeeps covered the plers. This listed men including a photographer, who want directly
detall worked 7 days a wook on @ 1l6-hour basis, and to the plants or shipyards and processed the applicants
sealed radics within about 2L hours after the ship thore, issuing necessary tetporary identification cards.
arrived., In ono working day, radios on 99 vessels In many ports, this was also dome at large buildings
bad been sealed. Another group, boarding with these adjacent to the water. GOood cocperation from ownors
men, inspected tho guns and magasines of all foreign and employers was usually received.
merchant vessels, Thoy made sure all guns were un=—
loaded, ard filed reports on the condition of the PURPOSE OF THE The Ooast Guard identifica=
magasins and on the types of ammnition, TEITFI0ATION CARD tion card was intended for
identification purpcses —
FLAG HOIST The flag holst detail %o be good evidence of who
- cperated 2L hours a day, the holder actually was, It was not intended to be
issued hoista to coastwise used as a pass, evidence of good character, or other
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indication of approval by the Coast Guard. Distribu-
tion eventually was so wide, and possession of an iden-
tification was made a necessity to so many pecple that
tho Coast Guard could not possible pass on the qualifi-
cations of card holders othor than to establish their
true identities. Headquarters instructions did not
contemplate that an identification card would be de-
nied to an enemy alien or to a person with a criminal
record, although some distinction was afforded in the
color of cards used. There was no approval of the

use of cards except purely for identification purposes.
Nevertheless, many persons referred to the cards as
fishing permits, hunting permits, Coast Guard passes,
waterfront passes, and such, and felt that the card
pemitted its possessor complete freedem of waterfront
facilities., Captain of the Port Identification per-
sonnel spent considerable time in educating the public
as to the purpose of the cards,

FERSONS TO VHOM

A directive dated 23
TDENTIFICATION CARDS
VERE 1SOUED

April, 1942, from the
Commandant to all Dis=-
trict Coast Guard Offi-
cers specified the
classes of persons for whem the cards were invended,
These weres

(a) Men employed on United States ships such as seaw
men, bargemen, and fishermen;

(b) Bmployees working on ships or at waterfront fa-
cilities in connection therewith such as long=-
shoremen, checkers, watchmen, and public servantsj

(¢) Men having incidental business on ship such as
reporters, craftamen, laborers, tradessen, and
supervisors;

(d) Employees of waterfront industries such as ship-~

yard, power plants, and railways;

(6) Men making occasional or incidental use of ves-
‘'sels or waterfront facilities such as recreation-
ists, sport fishermen, and visitors;

Persons desiring entry to vessels or waterfront
areas whose identity is not established to the
satisfaction of the issuing officer, or whose
photographs or fingerprints are not available;

(£)

(g) Seamen on foreign ships, citizens of enemy count-
ries or countries cooperating with enemy countries
(Norway, Belgium, Holland Jugoslavia, Greece, and
Poland shall not be regarded as cooperating count-
ries).

Identification cards
issued by the Cdptain
of the Port came within
four classifications.
Each was distinguished
by a particular color. In applying for these cards,
applicants wore required to sutmit photographs, or be
photographed, and be fingerprinted. The four types
of card are summarizeds

FOUR TYPES OF
TEENTIFICATION CARDS
ISSUED BY THE COTP

WHITE CARDS were issued only to United States citisens
or citizens of allied or friendly nsutral countries
such as Groat Britain, Russia, China, Bragil, or
Hexico, who could identify themselves to the satis-
fection of ths issuing officer and who were sponsored
by reputable persons, corporations, or organizations,
White cards were granted only to persons whose pree
sence on vessels or waterfront facilities was re

in connection with their livelihood. (a and b in the
preceding paragraph). Such cards were not issued to
alien seamen of any nationality or to persons having
only temporary or occasional business aboard vessels
or waterfront facilities,

fawasn
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EUFF CARDS were issued to persons not engaged in the
loading or operation of ships as a means of liveli-
hood, but who had occasicnal business on board vessels
and facilities. These included employees of shipyards,
contractors, and ship chandlers, and otber persons
wiose work required their presence on ships at irre-
gular intervals or their employment at waterfront
facilities. Buff cards were also issued to persons
desiring to go on board vessels or waterfront facili-
ties for recreational purposes. They were issued only
to United States citizens and to citizens of friendly
countries. (Classifications (c), (d), and (e) of the
preceding paragraph).

GREEN CARDS were interded for temporary use, and were
issued to persons who could not meet the requirements
for a permanent white or tuff card, or who were in

need of an identification card while awaiting the
issvarice of a white or buff card. They were also
issued to persons having need of an identification

card for a single visit or trip or for the duration of
a particular job. AJ1l green cards had the word
"Expires " ‘stamped diagonally across the

face by a rubger s in one-half inch letters, and
the date of expiration written in ink immediately there-
after. A green card issued to an enexy alien was stamp-
ed “Enemy Alien," with a hole punched through the card.
Theee cards were never pressed in laminated plastic,
(Classification (f)).

PINK CARDS were issued to enemy aliens, seamen on
foreign vessels, and to citizens of countries hostile
to the United States, or associsted with or domminated
by such hostile countries, including but not limited

to Roumania, Bulgaria, Hungary, Finland, Frence, )
Estonda, latvia, Lithmania, Demmark, Spain and Thailand.
The term "enemy alien” included all citizens of Ger-
many, Italy, and Japan, and stateless personswhose

last citizenship was German, Italian, or Japanese, A
pink card issued to an enemy alien had the word "Enemy
stomped diagonally across the face of the card
by a rubber stemp in half-inch letters, and a hole
punched in the c ard immediately after the name of the
holder. If a pink card were required for only a8 limit-
ed period, the word "Expires " was stamped
across its face and the expiTation date inserted,
(Classification (g)).

Each Captain of the Port kept a record of all identi-
fication cards issued under his authority, arranged
mmerically and alphabetically.

IN CASE OF EXCLUSION
FROY THE WATERFRONT

Whenever the Captain of the
Port formally notified a
person that he was denied
entrance to waterfront faci-
lities, he stemped the face of such person's identifie
cation card with the words "Excluded from Waterfront.®
If the card were laminated, it was recalled and a pew
card, suitably stemped, was issued in its place. How-
ever, before reaching a decision to' remove or exclude
from a merchant vessel or waterfront facility any
individuel, either as an employee or in any other sta-
tus, the District Coast Guard Officer was to be cer—
tain that he had found reasonable grounds to believe
that the person was ones

(a) who would engage in sabotage of the vessel or
who would engage in espionage, or
who had subversive inclinations indicated by pro-

(d) ¥no had a crimizal record of such nature as would
indicate that his presence in a vessel or on a
or

(e) who was habitually unfit for duty on board by

waterfront facility, or
b
&
Axis statements or actioms, or
waterfront facility would lead to serious hagard,
reason of drunkenness, or




IDENTIFICATION PERSONNEL
CAREFULLY CHECKED CREDENTIALS OF APPLICANTS FOR I. D. CARDS

WORKMEN HAVING FINISHED STOWING A CARGO OF 2,000-PCUND AERIAL BOMBS
LEAVE AN ALLIED AMMUNITION SHIP
AS A WATCHFUL COAST GUARDSMAN STANDS BY THE CANGPLANK
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(f) who was mentally imcapacitated, or

(g) whose presence on board a vessel or on a water-
front facility would, for any reason not listed
above, constitute a menace to the national sé-
curity or to the safety of life or property.

Captains of the Port were.not required to honor iden=-
tification cards issued by other Captains of the Port,
but were permitted to do 8o in their discretion. In
cases where they were not accepted, the COTP issued

a new card. In the case of persons denied access to
waterfronts and vessels, howover, notice of such ex-
clusion was sent to all Districts to forestall issu-
ance of cards to the persons denied, should they apply
in such Districts.

In the lssuance of iden-
tification cards, there
ws a clear line of de-
markation between the
function of issuvance, which was under the Captain of
the Port, and the function of screening of applicants,
which was under Coast Guard Intelligence. Fingerprints
of each applicant were submitted to tho Federal Bureau
of Investigation, resulting in the quick return of any
criminal information in a person's record. In cases
of individuals whose records showed conviction for
crimes of arson or wilfull destruction of property,
the identification card was not issued, .and an order
for the subject!s exclusion from the waterfront was
approved by Hoadquarters. The 0ffice of Naval Intelli-
gence received each application for a final check and
returned a report of its findings to the Coast Quard
Intelligence Officer. This check was helpful in ree
vealing instances of military or navel offenses or
shipping infractions. In most Districts, the follow-
ing egoncies had occasion to refer to Coast Cuard
Identification filsss the FBI, Arwy and Navy Intelldi-
gonce, Postal Department, Internal Revenue Departzent,
and local and State police departments,

DIFFICULTIES IN
TOENTIFICATION

FROCESSING OF
XPPLICANTS

Many applicants for cards
experienced difficulty
in furnishing the neces=
sary proof as to date and
place of their birth. In mumercus.instances, births
were not recorded or official records had been destroy-
ed. This made it impossible for the individual to
offer sstisfactory evidence of citizenship, The denial
of a card to such a person often impoaed a burden in
that 4t prevented his employment with firms doing
govermment work which were located on the waterfront.
As this condition became apparent, Heedquarters euthors
iged the use of an affidavit (form 2658B) in cases where
the applicant was unable to prove citisenship by other
means. This recorded the place and date of birth, and
an affidavit was administered by a camissioned officer
in the presence of another witness. This procedure
operated very satisfactoerily, and solved a troublesome
problem. However, birth certificates were not always
needed as proof of citizenship; other means of proof
acceptable to Captains of the Port were baptitmal re-
cords, contexporansicus Bible entries, certificates of
paturaligation, and honorable discharges from the Army,
Navy, Coast Guard, and Marine Corps. Affidavits from
two responsible persons having personal knowledge of
the applicent!s American birth wore also acceptable.

THE SCOPE OF It can be appreciated
TTENTTFICATION that ddentification of
all persons having legl-
timate btueiness on the
waterfront of tho entire United States was a huge job.
Every possible means had to be employed to taks shorte
cuts both in point of work and time without affecting
efficiency in doing the work, Time was required for
processing and ocreening, and temporary cards were is-
sued the applicantd pending completion of the permanent
cards. As an example of how great mmbers of applicants
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at a large plant were handled, an experience in the
Thirteenth Naval District may be cited. During the
earlier period of the Identification program, checks
were made at the gates of various shipyards, and it

was found that the majority of workers had not then
obtained their cards, because they had had little time
to go to the office and apply for them. The cocpsra-
tion of the personnel departments was solicited and
gained. Personal history forms were left in these de-
partments for distribution to the workers not having
cards. When the forms had all been completed, the
Identification 0ffice was notified. In the meantime,
several portable cameras had been made up by the Coast
Guard, and sufficient personnel were taken into the
yard and set up in a convenient location. The workers
wore then called off the job and brought to the unit
for photographing and, if necessary, fingerprinting.
The whole process consumed five to eight mimtes per
man for a large yard, and the workers lost only this - -
amount of time. After lamination at.the Identification-
Office, the cards were sent to the personnel office of -
the plant for distribution. The effectiveness of this
plan was soundly proved when a check at the gate of -
one of the showed that of 45,000 workers, only
398 wore without cards, The total mumber .of cards .
issued in the United States is not available, but some
idea of the magnitude of the task may be had from the -
fact that, at Boston, the £iles contained applications

.and personal records of about 150,000 persons to whom

oards had been issued, of which, 10,000 were issued
pormits for the handling of explosives., At the peak,
a force of 4B men was assignedst Boston to the Identi-
fication office. At the Port of New York, the Identi-
fication Detail, which reached a peak persomneli of
228 officers and men, fingerprinted and issued crede:
tials to more than 2,500,000 persons. :

SECTION V
EXPIOSIVES IOADING AND SUPERVISION

In previous parts of this - -
monograph, some account has
been given of the growth in
the loading and shirment inm
the period bvefore this Nation became involved in. ‘
World War II. Such activity increased rapidly, and

the Coast Quard, in its role as sipervisor of the load-
ing of explosives, was hard-pressed to provide the
needed supervisory persomnel. At the time of the Headw
quarters Conference of 1 August, 1940, there were -
various uncoordinated rules and regulations regarding
the shipment and loading of explosives, with consider-
able confusion as to jurisdiction ard responsibility, -
At the Conference, it was pointed cut that the Inter-
state Coumorce Commission had made regulations cover-
ing the paclking of dangercus cargo and its handling

and storage in cammon carriers, for handling such
articles from rail head to vessel, and for determining
in what part of the vessel they should be placed. Howe
ever, it had no personnel for enforcement of its re-
gulations, Local authorities were usually relied upon
to cerry out enforcement, The responsibility for hand-
ling dangerous cargoes on vessels in the harbors of the
United States had been ¥emporarily transferred to the
Coast Guard. The Interstate Commerce Commission had
ro rules applying to tanlers or with reepect to load-
ing or handling of liquid in tanlkars. Ths Bureau of
Marine Inspsction and Navigation had established rules
for foroign and domestic tankers as to the type of
equipment, but made inspections only if a question

had arisen as to proper equimment, It was stated that
it was the policy of the Coast Guara to follow rules
and regulations which had already been prozulgated.
However, if changes in the rules were nseded, tho Coast
Guard would consult with other agencies involved, tims
easing evontual transition of responsivility to the
original agencies. If the Treasury Departament, through
the Coast Guard, felt that dangerous cargo safeguards

PREVIAR OROWIH IN THE
IDADING OF EXPIOSIVES
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were insufficient, the Secretary of the Treasury had
the authority to change or adopt regulations. The
Coast Guard, in such a cass, would ask for the change
and the agency draw it up, except in cases of emer-
genoy when provisional regulations would be made.

Barly in 1942 it bocame
apparent that peacetime
regulations governing
the transportation of
explosives on board vesgels would require amendment

to facilitate the transportation of military explo-
sives in sccordance with the tempo of ocur war efforts.
The British introduced this question before the Can-
binad Chiefs of Staff on military transportation.
Folloming discussion, the Chairman referred the entire
question to the Coast Guard for such solution as could
properly be developed. The Coast Guard invited a com-
mittee consisting of representatives of the Navy Ord-
nance and Transportation Divisions, to meet for the
purpose of considering the extent of the necessity
and the methods that could be applied in effecting an
increass in the handling, stowage and transportation
of explosives and military ammunition on board mer-
chant vessels for delivery overseas. In addition,

the Inspector General!s office, U. S. Ravy, called a
meoting to discuss the need for accelsrating the hand-
ling, stowage and transportation of explosives on
board merchant vessels, including the possibility of
combat loading.® :

CHANGE IN EARLY 1942

NEED OF AMENIMENT TO

By Executive Order No.
9083 of 28 February,
1942, under the First
War Powers Act,many functions of the Bureau of Marine
Inspection and Navigation of the Departzent of Com=
merce, were transferrved to the Commandant of the Coast
Guard, and the Bureau of Marine Inspsction and Navi-
gation was moerged with the Coast Guard, .Authority to
control the shipment of explosives aboard ship had
bean granted to the Department of-Commerce by an Act
of 9 Ootober, 1540 (R.S. LLT72). This statute and Seo~-
tion 146.02 = 6 of the regulations issued by that De-
partment pursuant thereto and effective 9 April, 191,
provided that the regulations were to be enforced by
the Burean of Marine Inspection and Navigation and by
the Coast Guard, Ae Bxecutive Order No 9083 trans-
ferred the functions to the Coast Guard, the enforce-
ment of these regulations was then solely a function
of the Coast Guard, and enforcement was part of the
duties of the Captain of the Pert. This helped
measurably to simplify matters and eliminated scme
confusion. :

VARIOUS JURISDICTIONS It took considerable

WD OAPS IN AUTHORITY time to work out a
smoothly working explo=
sives supervision sy-
stem. It seems that, in the shipment of explosives

and dangercus material, there was a gap in responsibi-
1ity between tho Interstate Ccmmerce Cammission, the
local fire departments, and Coast Guard jurisdiction.
This was particularly true at New York. For instance,
Interstate Cammerce Commission regulations for explo-
sives stopped when the shipment laft the railroad car,
and Coast Guard responsibility did not begin until it
was loaded on ths vessel. Ihe hasard was greatest in
the cass of uncontrollsd truckers. This all needed
correction, It wae suggested that all ehippers of
manitions for abroasd give advance notice to the Coast
Guard and-local fire departments at the Pert of Em-
barkation before the arrival of shipments of explosives,
inflammables and gases at the port, with other identify-
ing information. The existing controls left many loop=
holes and many shipments could be placed on piers with-
out adequate information or control. It was felt that
ths Coast Guard should take the complete Federal juris-
diction in this "no man's land" not only for explosives
but also for inflammables and dangerous cargoes. It was
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proposed that when tankers docked and discharged
gasoline into the tank, the Coast Guard be responsible
for seeing that safety measures were properly observed.
Without such regulations, embracing the storage plant
itself, one end of ths hose would be under the police
and the other under Coast Guard — obviously a pecu-
liar arrangement. It was desirable to draw up regu-
lations governing explosives and then extend them to
inflammables at certain ports where large. volumes
were handled. Otherwise, responsibility would be on
local authorities where Coast Guard regulations were
not applied.

“Regilations governing Sew
curity of Ports and the Con-
trol of Vessels in ths Navi-
gable Waters of the United
States,® of 5 October, 1942
—~ the so-called Anchorage Regulations == contained
varicus provisions having to do with the control exer-
cised in the losding and transportation of explosives
by vessels. The regulations provided for the use of
established explosives areas; the designation of ex-
plosives loading berminals; the assigmment of anchor-
age berths for vessels carrying explesives; the authori-
ty to load or unload explosives on or from vessels;
supervision of the handling, loading, and unloading of
explosives; safety measures covering perait to move a
vessel carrying explosives through a waterway or chan=-
nel; the assignment of guards to supervise handling,
loading, stowing and the limitation of quantity of
explosives that might be carried on board a vessel;
the control of personnel engaged in loading explosives
and the isguance of red explosives-loading permits to
such personnal, and the removal from vessels of pore
sons violating the explosives regulations. It was
provided that enforcement of these regulations should
be.by the Captain of the Port undsr the supervision
and gensral dirsction of the District Coast Guard
Officer. This ssens simple and clear, but there were
regulations which involved various departments in the
movement of explosives, such a0 Interstate Commerce
Cozmission, State Department, Department of the Ine
terior, Department of Coumerce, and cross=references
to these merely added to confusion,

EXPLOSIVES
INCRORATES

COVERAGE OF EXPLOSIVES
VESSELS URDER
ANGHORAGE HRULES

Bxplosives anchorages, re-
served for vessels carrying
explosives as cargo; were
established in the various
ports. It was provided that other vessels might not
use such areas except under great emsrgency or by
direction of the Captain of ths Port. In the inter-
osts of Port Security, the Captain of the Port might
designate loading terminals for explosives outside the
explosives anchorage where vessels might load or dis-
charge explosives directly between vessel and ohore,
or between vessels, Vessels carrying inflammable
liquid cargo were required to be 1,000 yards away from
vossels with explosives. Those carrying, or to carry,
explosives as cargo had first to notify the COTP be-
fore proceeding to an explosives anchorage. Ths COTP
might then issue & revecable permit, without which no
vessel might anchor in an explosives anchorage. All
berths wore assignad, Tuge in attondance were requir-
ed for vessels in the area not self-propelled, unleas
the COTP doclared it unnacessary.

SPECIAL REGULATIONS
RELATTIG T0 VESSELS

Special regulations were
prooulgated for vessels with
OV TOVERS EXPIYING oxplosives of dangerous car-
IO GIFOFIEAT00 gooe mavigating rivers eupty-
ing into the Gulf of Mexicao.
Such vessels had to conform
10 the Commandant!s regulations in order to accopt or
transport such cargoss. The location whore the ma~
torials were to be handled was designated by ths Cap-

‘tain of the Port, and no other might be used, A COTP




permit was required. It was required that vessels
without effective motive power must be attended by a
tug or other vessel capable of towing and maneuvering,
Citizens of the United States only were allowed to
engage in handling and then only with the proper per-
mit and a COTP identification card. Security measures
were to be maintained by the owners and operators in
a manner satisfactory to the Captain of the Port, and
proper guards had to be posted. Only authorized per—
sons were permitted to enter the area whore handling
was being done. No “dumb" barges were allowed to be
intermingled with those carrying explosives or dan-
gerous caigoes while being towed. It was provided
that shipments of expleosives totaling k4,000 long ton¥
or more constituted an independent tow, and no othsrs
were to be in the tow, Single tows were limited to
8,000 long tons, and could never be so large as to
make handling by the towboat difficult or impossible.
Regulations covered transfer of barges from one tow
to another. dssigmment of guards to such vessels in
transit was left to the COTP!s discretion.

EARLY RELATIONSHIP
BETAEEN COTF AND

i PARTME!
WATEAYRONT FACLILITIES

In a letter dated 29 April,
1942, from the Secretary of
the Navy to the Secretary of
War, ths former pointed ocut
that conditions on waterfront
facilities operated by the
War Department, ouch as loading of explosives, might
imperil adjacent waterfront facilities and vessels
for whose security the Navy Department was responsible,
He recommendsed, therefore, that the Captains of the
- Port, as local representatives of the Secretary of
the Navy, be given access to dll such War Department
facilities and be lept informed as to all loadings
and shipments of explosives in ordor that they might
report hazardous conditions to the proper Viar Departe
ment authorities and take all possible steps to pro-
tect shipping and other waterfront facilities. It
was not contemplated that the Captain of the Port:
should interfere with or endeavor to control opera-
tions on War Department property, but rather that
they would secure information which would enable them
to discharge their responsibilities relative to pro-
perty not under War- Department control, and would be
in a position to make appropriate representations to
proper military authorities when the location or opera-
tion of War Department facilities was such as to en-
danger other port facilities or shipping.
PROMULGATION OF THE Following a series of meet-
CODE _OF REGULATIONS ings of ths joint Navy, Aruy
FOR EXriOSIVES and Coast Guard committee to
which ware invited representa-
tives of the British Ministry
of Underwriters, thore was prepared and transmitted
to the Commandant for pramlgation a code of regula-
tions providing for the transportation of military
explosives and ammunition on board vessels in a man=
ner consistent with the noeds of the war effort. This
code represented as near 100§ agreement as could be
secured with the mumber of interests involved. This
code of regulations governing explosives as-cargé on
board merchant vessels was designed to expedite the
movement of military explosives and military dmmuni-
tion in keeping with the necessary demands of our
amed forces in the field, There were varying in-
torests that had to be reconciled. However, ths Coast
Cuard believed it had resolved all of the varying
viewpointe to & considerable degres, although not en-
tirely, and that the code of regulations as issued
was a satisfactory one commensurate with the calculate
ed risk nscessitated in this particular function.

REVISED ARMY Following the proamulgation

REGULATIONS bty the Coast Guard of the
code of regulations govern=
ing the handling, stowage

and transportation of military explosives on board

VOREAERY
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merchant vessels, the Army undertook a complete re-
vision of its regulations governing the transportation
of explosives and other dangérous articles on board
Amy transports. This move followed preliminary con-
versations with the Coast Guard and had for its pur-
pose the modernizing of the Army regulations affecting
its om transportation. These War Department Regula-
tions No. 55-470, 30 December, 1542, represented paral-
lel regula tions identical in many of their provisions
with regulations of the Coast Guard governing trans-
portation of such articles on board merchant vessels.
This further simplified the problem,

CAPTAINS OF THE PORT The varicus Captains of the
SUPERVISTON  ~  Port supervised the loading
on board vessels of other
dangerous articles of cargo,
and constantly offered the services of trained details.
for this purpose to both the Navy and the Army when
loading merchant vessels. The valne of this super-
vision was proven upon many occasions., In scme ports,
services of these details were constantly sought, In
others, they were not utilized to the fullest extent,
and apparently in such ports the Army and Navy felt
competent to carry on without these Coast Guard de=-
talls. The Coast Guard constantly checked and improved
the procedures and the supervision rendsred by its
field forces in the various ports where explosives
wore being loaded on board merchant vessels.

To assist the Services of
Supply of both the Navy and
the Army, insofar as responsi-
bility of the Coast Guard for
the security of our ports bore upon such services, the
Coast Guard invited port and civic authorities to con~
ferences assembled for the purpose of discussing the
question of the handling of military ammunition through
the ports bordering their communities. By this method
of approach it was able to evaluate the objections of
those authorities. Many objections were, as a result
of these conferences, resolved in favor of the war
effort. The Coast Guard maintained close contacts
with the Army, Navy, Transportation Corps and Ordnance
Divisions, constantly clearing matters of policy and
differences arising between the District Coast Guard
Officers and the field officers of these Services.
Relationships existing between the Coast Guard and the
Navy and Army-Transportation and Ordnance Divisions
were exceedingly cordial, and a full weasure of co-
operation operated betwoen these branshes of the Sere
vice and the Coast Guard. These agencies continually
sought the advice and counsel of the Coast -Guard rela-
tive to safe practices in the transportation, loading
and stowage of dangerous cargo.

COOPERATION WITH
OTEER _AGENCIES

Nunerous conferences were
held with representatives of
the Navy Department concern-
ing matters of collateral in-
terest such as the hazard in deperming merchant ves-
sels loading with dangerous cargo at Navy deperming
stations, the classification of snallarms ammunition,
including small caliber ammunition with explosive bul-
lots, the nseds of the Navy Department for additional
port facilities for handling explosives, and how such
proposed facilities would dovetail with the Port See
curity control exercised by the Coast Guard and the
work of the joint Committee of the Amy and Navy re-
lative to palletizing shipments of explosives. In a
munber of instances, the Coest Guard was able,in a
ldiaison caepacity, to arrange nacessary procedures for
vessels of allied nations to losd explosives at faci-
lities controlled and operated solely by the Army. The
Coast Ouard also developed and forwarded to the Cana=
dian Wartime Administrator of Canadian ports informa-
tion relative to fire protection explosives handling
on board and the training and use of Amy port batta-
lions in the loading of cargoes on- board merchant ves=
gola,

OTHER
COOPERATIVE EFFORTS




Tevencisp
COMMERCTAL PIERS FOR

For the purpose of effectuat-
HANDLING OF AMMUNITION

ing the authorization of com=-
mercial piers for use in

: - handling military ammnition
and the loading of such ammunition on board vessels at
such piers in accordance with authority granted in the
code of regulations, Coast Guard Headquarters recommend-
ed that the Captains of the Port evaluate such loca-
tions in accordance with specified factors. The Coast
Guard assisted to the -extent of surveying piers re-
quested to be authoriged as ammunition-loading piers,
and reported through the District Coast Guard Officers
relative to the desirability of the requested piers
for explosives use,

INSURANCE COi’PANIES Uniform procedures were
REASSURED REGARDING developed for the authoriza-
T 2 -RISKS . . tion and supervision of the
and stowage of

munitions- for defersively
amed merchant vessels. In this connection, it be=
came necessary during 1942 to assure insurance com-
panies that their insurance risks were not being un-
duly Jeopardized by such munitions moving into and
through shipbuilding plants. The £-Jution of this
phase of handling and transportetion that had been
effectuated by the Navy in the establishment of stow-
age magazines greatly limited this cause for concern
by these interests.

TRAINING FOR THE The Coast Guard conducted
SUFERVISION OF EXPIOSIVES classes in handling, stowage
and transportation of ex-
plosives and other dangercus
articles on board merchant wessels, in order to in-
crease tre efficiency and the mmber of capable offi-
cors and enlisted men in this highly specialized field,
Classeg were held for officers and officer candidates
and other personnel, and there were prepared compre=
hensive training films for dissemination among Coast
Cuard, Army, Navy and private personnsl connected with
such work. ’
PROCEDURE FOR RANDLING Probably the best method of
EXPIOSIVES SHIFS  bringing all of the foree
golng to & focal point ana
making clear the general
procedure for handling explosives vessels, is to cite
in some detail the procedure employed by the Captain
of the Port, Norfolk, Virginia, for handling ex-
plosives ships., Details of procedure. at Narfolk
naturally differ in some respects from those at other
ports, but only to a minor extent, and in general this
procedure may be accepted as being typical of the acti-
Yity. .

(a) The omners, agents or master of the ship desiring
to load explosives sutmitted Form YA" directly to the
officer-in-Charge of explosives loading at either the
Hampton Roads Port of Embarkation, Newport News, Vir-
ginia, or the Amy Base, Norfolk, Virginia, as the
case might be.

(b) Upon arrival of the ship at the explosives load-
ing pler, the explosives loading officer mede an inie
tial inspection of the ship, £illing out at the time
an original of Form "B" = "Imspection Report.” This
inspection covered the entire ship in gensral. An in-
spection was again made each night watch during the
entire time that the ship was at the pler. A further
detailed inspection was made of the shipt!s gear that
would be used in the actual loading of explosives, and
the results of this inspsction were recorded on Form
ugr, A detailed inspection was then mede once dailly
of all the ship!s gear for the entire tims that the
ship was engaged in loading. One officer especially
qualified in this field was assigned to make this in-
spection. At that time a signed statement was obtain-
ed from the ship's mester to the effect that the shipts

A )

cargo gear wag in good condition and suitable to
handle the explosive cargo. This was obtained on
Fora "D,

(c) Should any repair work be necessary on the ship,
instructions were irmediately given that such repair
work, if it included hot work, must be completed be-
fore loading was commenced. If hot work were involved,
the explosives officer made an inspection of the pro-
posed Job and, if it was approved, issued a welding
pernit on Form YEY. A close check was kept on this

to insure that all hot work was entirely completed
before any loading operations were started.

(d) At the time of the imitial inspection of the
ship, a copy of tho basic requirements (Form "F7) was
given to the master of tho wvessel. He signed for
these instructions, indicating his understanding of
them, and that compliance would be effected.

(e) The Explosives Loeding Supervisor then worked out,
in collaboration with the Marine Suporintendent of the
Arny or in some cases with the & gents for the vessel,

a tentative plan for the stowage of the ammunition
aboard the ship, (Ferm "0"). 8Six copies of this plan
were made and distributed as follcwss

1 - to be on file at the explosives loading
pler, office

1 - for the supervisor aboard the ship

1 - for the carpenter bullding magasines

1 -~ for the Marins Superintendent

1 - for the stevedoring foreman

1 -~ sent in for the completed file

This plan served as the basis for loading the ship
and all exceptions that might becoms nscessary .had

to be sutmitted by the Army or the agents to the Coast
Guard for approval, either verbally or in writing. If
any changes were made and approved by the Coast Guard,
all persons holding copies of the plan were notified
so that everyone concerned had at all times a current
copy of the stowage plan.

(£f) When all of the above had been comploted and the
Explosives loading Supervisor was satisfied with all
dstails relative to the ship, & permit to load was
issued to the Marine Superintendent for the Amy or
the agents on Form "H", In those cases where ships
wore loaded at the Naval Operating Base, a permit to
loed was issued on Form "I, Following the issuance
of the permit to loed, the Amy took the necessary
steps to c ommence loading the vessel.

(g) Upon cocmenoing the loading, a commissioned loade
ing officer and a detail of enlisted men wore assign-
ed to ths vessel, This watch was maintained on a con-
tinucus 2h~hour basis for the entire time that the
veseel was at the pier. If a ship were loading all
five hatches, a total of one officer and 11 msn was
assigned to the ship. This provided for one man in
each hold, one man roving the weathsr deck on each
ond of the vessel, one man on the gangway checking

the idontification of all persocns boarding, two men

on the pler - one at each ond of the vesssl - plus a
petty officer in charge of the watch. This detail
was decreased proporticnately in accordance with the
mmber of holds being worked, At all times, however,
a man was kept in each hold being loaded.

(h) At the end of his watch on board the veszel each
explosives loading officer sutmitted to the Officer=
inwCharge of the Explosives loading Detall a copy of
the cargo stowage plan, on which was shown by holds
the actual amount and type of ammnition or explosives
loeded during his watch. This copy of the cargo stow-
age plan was maintained on the above basis during the
entire time ths ship was losding, each officer indi-'




CAREFUL SUPERVISION IN THE LOADING OF EXPLOSIVES WAS ESSENTIAL
TO INSURE OBSERVATION OF ALL SAFETY RULES AND REGULATIONS

A SLING OF AERIAL BOMBS SCON TO BE SLUNG AGAINST THE AXIS
IS BEING LCWERED DCWN THE HATCH OF A MERCHANT SHIP
UNDER THE PROTECTIVE GAZE OF A COAST GUARDSMAN
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cating thereon the amount and ‘type of ammunition and

explosives loaded during his watch. Upon completion
of* the loading of the vessel this information became
a part of the permanent record on the loading of the
ship and was filed in the Explosives Office on Form
ngn for future reference.

(i) At the completion of the loading.of the vessel,
explosives loading report Formm “KP was executed, giv-
ing weights,-class and liquid measure of the commodi-
ties loaded. This form became part of the permanent
file on thé vessel and served as a basis for compiling
the monthly figures of classes and types of ammunition,
inflammable liquids, and other hazardous cargo loaded

during the month.

(3) The temporary record of stowage by holds as kept
on Form "J® was then prepared in final form by the
pier explosives loading supervisor showing ccmplete
stowage of the vessel and was then placed in the per—
manent file on record at the Captain of the Portt!s
office,

(k) A certification Fom "L" was then prepared in
triplicate; one copy for the permanent COTP record,
one for the Port Director, U. S. Navy, and the third
to the master of the vessel to be kept on board the
vessel. This completed the loading procedures.

(1) After the hatches were closed, a commissioned
officer, two roving guards and a gangway guard vere
kept on the ship until it actually departed from the
explosives loading pier.

(m) The procedure for handling ships in for the pur-
pose of discharging explosives, ammunition or other
dangerous cargo was essentially the same as that of
loading except, of course, that the procedure was the
reverse. In the case of ships discharging ammnition,
one additional form was prepared knomn as explosive-
discharge "Form K", This form became a part of the
pemmanent record in the COTP Office. In the event of
any violations in stowage or segregation found during
the discharging operation a complete report, together
with pictures of the violations, was sutmitted to the
Coammandant, Fifth Naval District via the District
Coast Quard Officer, Fifth Naval District, in accord-
ance with directive of 13 February, 1945, from the
Comnandant, Fifth Naval District.

(n) In accordance with Headquarters policy, in those
isolated cases where waivers were necessary, forms
No. 37 and LO were used.

SPECIAL ORDERS TO To further clarify explo-
EXPINSIVES PEROONNEL sives supervision as gener—
ally practiced, a summary
of instructions, orders, and
such, issued to Captdin of the Port (Norfolk) person-

nel engaged in handling and stowing explosives is
given below. These instructions were dated 19 Febru-
ary, 1945, but varied in no essential particular frem
those previocusly in force. Some minor details differ
from those pertaining to other ports, but in general,
these may be accepted as being representative.

SPECIAL ORDERS FOR FIRE WATCH

1., To allow no burning or welding on any vessel,
until a written permmit from the Captain of the Port
has authorized such work.

2. To permit burning and welding only in such loca-
tions as are specified in the permit.

3. To see that a fire watch (provided by the con-
tractor) equipped with a fire extinguisher, is sta-
tioned on the opposite side of any deck or bulkhead

L
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wh:l.cl;,is subjected to artificial heat by torch or
electrode. (Note: Many COTPs provided their own
fire watch from their personnel).

L. To allow no burning or welding to be started until
a fire hose (with valve cracked and the water running)
has been "run out” in the vicinity of the above opera-
tions.

Se If in doubt as to enforcement of the above Special
Orders, to comply with General Order (i).

SPECIAL ORDERS FOR GANGWAY GUARD

1. To check identification of all persons intending
to board the vessel to which I am assigned, and to
pass on the following:

(a) A1l persons having the Coast Guard Explosive
Handling Permit,

(Permanent, red; Temporary, white).

(b) 411 uniformed personnel having Army Identi-
fication Badges.

(c¢) Any person having an Army Identification
Badge who has necessary or legitimate busi-
ness aboard ship after such business has
been satisfactorily stated.

2. To permit no longshoremen, carpenters, laborers,
checkers, etc., to carry any packages, lunch boxes,
etc., aboard ship.

3., If in doudbt as to the enforcement of the above
orders, to contact the Explosives Qfficer assigned to
the ship,

SPECTAL ORDERS FOR HATCH GUARD

1. To allow no person to enter the hatch to which I
am assigned,without proper identification.

2., To allow no one to carry packages, lunches, matches,
bale hooks, firearms, etc., into the hold.

3. To allow no smoking by anyone in the hold or hatch
to which I am assigned. ’

L. To see that all drafts of explosives or ammunition
are landed on landing mats. Same to be placed in the
square of the hatch,

Se To allow no broken or damaged packages of ammmni-
tion or explosives to be stowed in the hatch and to
allow no repairing or recoopering of the packages while
in the vessel.

6. To allow no stowage of dangerous carg.es (red,
white, green or yellow labeled) in a hold containing
explosives or ammunition.

7+ If in doubt as to enforcement of the above Special
Orders, to comply with General Order (i).

SFECIAL ORDERS FOR ROVING GUARD

1, To patrol the weather deck and companiomways of
the vessel to which I am assigned.

2. To warn all unauthoriged vessels to stay clear
of the shipt's sides. :

3. To permit no smoking by anyone in the area which
I am assigned to patrol,

he To see that the fire hoses which are "run out® are
clear of the ship's gear, hatch covers, etc.




AIASARARSD
5, To see that no fire hazards such ag paper, trash,

or inflammable liquids are placed on the deck.

6, To observe the handling and slinging of dangercus
cargoes on the part of the winchman and to report any
carelessness on their part to the supervisor in charge.

7. If in doubt as to enforcement of the above Special
Orders, to comply with General Order (i).

SPECIAL ORDERS FOR PETTY OFFICER OF THE WATCH

1. To be acquainted at all times with the duties and
places of assigmment of all men on my watch.

2. To informn the supervisor of the vessel or pier
concerned of the violation of any order which they
or myself are instructed to enforce.

3. To allow no member of my watch to enter the Galley,
Mess Rooms, or Living Quarters of the vessels assigned,

L. In any case not covered by instructions to call
the supervisor of the vessel or area concerned.

FIRE FROTECTION AND In order to obtain the maxi-
DISASIER PLAN mum of security while explo-
sives and ammuniticn, the
Captain of the Port of Nor-
folk, Virginia, requested the cooperation of masters
of explosives vessels and their crews. He provided
masters with written instructions known as the Fire
Protection and Disaster Plan, primarily for use at

the Hampton Roads Port of Embarkation at Newport News.
finile, in general, it followed the regular instrudtions
for explosives vessels, certain details wers emphasiged,
some were edded, and the Plan is set forth below as
further clarifying procedures. The Captain of the Port
called the attention of masters of explosives loading
ships to the importance of the requirements, and point-
ed out that they did not supersede or cancel any pre-
vious instructions which might have been issued at

that port.

1, SUOKING secessesssees NO smoking will be permitted
on your ship.

2, FIRES scsoecsssessees In case of fire on your ship
and the alamm has been
given by telephons or fire
alarm box, give continuous
blast on your whistle and
sound the general alarm.

3, MOBILITY sesccoscscse Your ship must be in a mo-
bile state at all times
during operations, with
sufficient steam up to move
immediately. If your ship
becemes immobile, a tug is
required to stand by and
the Captain of the Port
notified prior to immobi-
lity.

ko CLEANLINESS eeeessoee Decks, holds, and passage-
ways must be cleared of
all rubbish, trash, gar-
.bage, oily rags, empty
gasoline drums, and other
hazardous conditions. Sand
and not sawdust, must be
used in cleaning oil spills.

G, SCHREENS seesescssses Smokestacks and galley stacks
shall have erected suitable
screens in place. (Request
one of Army if one is not
available on ship.)

. )

69

6.

Te

8.

9e

10.

3.

.

15.

10ADING EQUIPMENT ... Master or other perbon in
charge of vessel shall see
that all loading equipment
is in perfect condition;
if defective or damaged,
stop the loading opera-
tions until repaired or
replaced.

FIRE-FIGHTING eesoceeo All shipts fire-fighting

EQV IRENT equipment shall be in per-
fect condition. A minimun
of two lines shall be "run
out®?, one forward and one
aft, with sufficient
length to reach lower holds,
valve cracked on one, with
a minimum of 25 pounds
pressure,

IDENTIFICATION ¢evs.. The "Baker? shall be flom
by day and & red light,
at the mast, shall be turn-
ing at night.

REPATRS eecccesssases Welding, burning, or other
hot work shall not be under-
taken unless pemit to do
gso has been issued by the
Captajn of the Port,

LIGHTS, PROTECTION...Lights used in loading opera-

OF tions shall be protected
against accidental break-
age by metal guards.

LIGHTING SYSTEM +... Ship's lighting systém must-
be functioning properly
at all times during opera=-
tions. Passageways must
be sufficiently lighted,
light over stern and suf-
ficient lighting offshore
to detect approach of
other craft.

LINES=AXES seesecee, Mooring lines shall be hove
teut - emergency hawsers
fore and aft. Eye of haw-
sepa shall be extended
beyond and outboard five
feot of chock. TFire axes
readily accessible for and
aft,

SHIP'S KEYS eeeeesse Wheel house, chart rocm,

. radio room, peaks, store
rooms, magazines, and
spaces containing gyro
compass and radio direc-
tion finder shall be under
lock when not in use.
Ship's keys shall be readi-
1y accessible to the deck
and engineering officers
on duty.

CREV REQUIREXENTS .. The abtsolute minimum crew
requirements shall be a
crew of officers and men
equivalent to the regular
deck and engine room sea
watches.

SECURITY At the end of the work shift,
the ship's officers shall
see thet all means of ac-
cess to pertially loaded




holds are closed off to
provide the maximum of
safety and protecticn for
the explosives stowed
within the hold.

No .erson pemdtted on board
shall heve or cerry on
their cersons any fireamms,
matches, knives, bale hooks,
metallic tools or personal
packages of any description.

Additionally, the Naster may
establish such other se~
curity measures deemed
necessary, in his opinion,
for the adequate protec-
tion of his ship from
fires, sabotage, or other
conditions,

These instructions were issued over the signature of
the Captain of the Port of Morfolk, Commander C. H.
Dalby, USCGR.

VARIATION IN PROCEDURR Almost exactly the same pro-
AT FONT OF PHILADGLPHIA cedure as that given above
- was followed at most ports,
including Philadelphia,
Some variation due to local conditions wes natural,
and in one or tmo respects there were variations at
Philadelphia. For instance, the construction of ex-
plosives stowage magazines was supervised and ths
magazines measured for maximum permissitle weights
allowed in each hatch in the Port of Philadelphia,
Upon completion, the ship moved to the Hog Island
Terminal, which was opened in June, 1943. This avoid-
ed delay which would have been ceused by construction
of the magazines at Hog Island, and the time saved
spent in actual loading, tims speeding the entire
operation. Also, inflammables and other dangerous
cargo not classified as explosives were usually loaded
in the Port of Philadelphia under the supervision of
a roving patrol of explosives men on duty on the water=
front. All ships at Philadelphia carrying explosives
- also carried general cargo, and up to February, 1shl,
the latter was loaded in the port prior to departure
for the Explosives loading pier at Hog Island. After
taking explosives on board, these vessels departed
directly for sea. The Pennsylvania State Statutes
prohibit vessels carrying explosives to moor at piers
located within ths City of Philadelphia, However,
because of the military urgency of this Ccargo, Army
authorities were directed to ignore this statute by
loading explosives first, and then returning to top
off with generzl cargo. On instructions from Coast
Guard Headquarters, the Captain of the Port refused
to grant licenses for this movement, so the
assumed full responsibility for each veasel upon its
departure from Hog Island. Headquarters instructed
the Captain of the Port to take no action which would
place the Coast Guard in a position of condoning this
practice. The Coast Guard was powerless in the matter,
In that year there was similar difficulty at Seattle,
Aroy operated vessels first loading explosives, and
then gensral cargo. The practice was allowed, btut
fromed upon. In June, 19LL, however, the Port Se-
curity Officer of the Thirteenth District was unoffi-
cially informed that instructions had been passed to
the Army loading officers for all vessels to be loaded
with general cargo first, then move to Mukilteo for
explosives, and then to ses, Doubtless the seme situae
tion arose in other ports. BExplosives and dangerous
cargoes were handled and supervised in virtually all
ports of any importance in the United States.

Although the Coast Guard and
ON Army gensrally cooperated
well, the question aelways

RESPONSIBILITY AT

Lo

seemed unsettled as to Coast Guard responsibility for
security st Army Ports of Embarkation. The matter

was never fully and uniformly settled, and much was
left to the units involved. At the Headquarters Con-
ference of Port Security Officers the opirion was ex~
pressed that ons could not supervise properly the load-
ing of ships and safely load explosives if one had no
88y on who had the right to go on board while load"ng
mas under way, or what other activities might take
place during loading. Rules and regulstions were
cleer, generally, but the Armmy could override them if
it chose, thus virtuelly mllifying them. Divided

and questionable authority at Port of Embarketion
produced some confusion and frustration, and should
never be permitted in any future emergency. Cases

of conflict existed, also, in Army, Navy and Coast
Guard regulstions, which necessitated “clarificationt
at times, on joint policy, but which was rarely satis-
factory.

EXPICSIVES ANCHORAGE
PROBLEL. AT BO

The explosives anchorage at
Boston constituted a problem
which was never fully solved,
This anchorage, in the cuter
harbor, was very exposed. It was common practice for
a vessel to leave New York after a statement had been
signed that she was fit for sea and needed no repairs,
Upon arrival at the Boston explosives anchorage, a
long list of "needed repairs® would develop. The
shipyards would not send boats outside the net to the
explosives anchorege, c¢laiming it would void their
insurance. Thus, if repairs were necessary, the ves-
sel in question hed to'be brought inside the net,
vhere it should not have been. To chock on the situa~
tion the Marine Inspectors were sent to the vessel at
the explosives anchorage to look the vessel over to
determine whether repairs were necessary, if the vese
sel could proceed without them, or if it was merely a
move to kill time, In cases of actual need, the ves-
8sel ms brought inside, repairs effected as rapildly
as possible and the vessel returned to anchorage.

PERSONMEL PROBLEXS WITH  In most ports, in the

X AG] ICADING earlier days of the handl-
ing of explosives, there
was much t be done in
educating the steamship company operators, eand opera-
tors of privately omnsd facilities and the Ammy and
Navy who, in many instances, ware ignorant of regula-
tions regarding the handling and shipment of explo-
sives cargoes. As the activity grew, and explosives
loading became an old story to handlers, familiarity
scemed to breed contempt among the longshoremen, and
the Coast Quard had to be eepecially alert to insure
gontle and careful handling, The movements of explo-
sives in the Thirteenth Naval District during 1]
developed another problem which either had not been
foreseen by stevedoring companies and unions, or which
they thought might easily be circumvented. This pro=-
blen involved the exhaustion in Tecoma, Washington,
of the red card permit holders (red card pernits were
given those qualified to handle explosives) and the
nscessity for the Navy asking for a waiver in order
to use longshoremen without such cards. Regulations
required that only citizens of the United States be
permitted to engage in the loading and handling of
explosives on board vessels, and all were required to
have an explosives permit issued by the Captain of
the Port. Howsver, in Pellingham, vieshington, it was
necessary to allow the use of a amall mmber of aliens,
by waiver granted on the Army Transportation Officerts
assumption of responsibility for the layalty of these
men. At Oray's Harbor, Washington, apparently no ef-
fort wns made until very late to provide men with red
cards or to arrange for the processing of those who
wore non-citizens. About 508 of the stevedores at
Oray's Harbor were aliens. At the “last minute® the
list of ‘stevodores was presented to the District Coast
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Guard Officer and he permitted, by waiver, the eamploy-
ment of those citizens without red cards but denied
the Navy's application for waiver on the aliens, This
denial was overruled by the Navy and the aliens were
permitted to work. This was another example of the
futility of regulations where the Armmy and Navy could
overrule at will,
STRIKE BY EXPLOSIVES On 1 July, 1945, after
IOADING STEVEDORES VE-day but before VJ-day,
stevedores engaged in load-
ing Army explesives on
board a merchant vessel at Concord Explosives Docks
went on strike in protest to an Army ruling regarding
carrying of lunch boxes onto the dock and on board
the vessel. Coast Guard regulations forbade carrying
them on board ship. The C Gensral, New
Orleans Port of Embarkation, ordered stevedore troops
to the vessel to complete the loading. The Coast
Guard Explosives Loading Detail cooperated to the
fullest extent with this Amy personnsl. The loading
was completed without further incident.

SEATTIE LONGSHOREMEN
T

About the first of March,
1945, the longshoremen!s
union at Seattle made an
umsual request. It asked
that the Coast Cuard keep a written record of all long-
shoremsn boarding or lsaving the vesssels on which ex-
plosives wers being loaded or discharged at the Blake
Island and Kingston, Washington, anchorages. This was
a complete change of attitude, for formerly, the union
hed wanted no such records for fear the Coast CGuard
would use them as proof of the amount of time wasted,
Thies change had its foundation in the groat disaster
at Port Chicago, California, (covered in detail in
Part IX, Section XI) and the more recent explosion at
Vancouver, British Columbia. Because the longshore-
men's union had had a great deal of difficulty in
proving the death of some of its members in such explo-
sions, it wanted an officlal record in ths event of
future catsatrophies.

Tremondous volumes of exe
plosives wore loaded and dis-
charged at the various major
ports in the United States.
Activity continued heavy in 1945, As an exampls of
explosives loading, the following is given of
1945 operations for the first two months at the Muldl-
teo Explosives Loading Terminal in inner Puget Sound,

SCOFE OF IDADING .
OPSRATIONS AT MUKILTEO

Jamary February Total

Number of Ships h1 s 19
Number Loaded for U.S. Army 3 b b
Rumber Loaded for U.S. Navy 1 0 1
Number Loaded for U.S.5.B4 0 1 1
Viaivers Issued 6 5 1n
Average Tonnage per Ship

(short tons) 2,659 2,680 2,665
Total Tonnage Loaded 37,228 13,!;01 50,629

As the war progresssd, there
were return shipments to the
United States from battle
areas of scrap metal, and
various types of ammnition, and this movement increas-
ede This was a growing problem for the Captain of the
Port Explosives Detalls. In the case of such shipments,
it was essential that the safety and shipping regulae
tions of the Bureau of Ordnance, Interstate Commsrce
Comnission, Bureau of Explosives, and the United States
Coast Quard be observed within all practiceble limits,
These shipments included (a) scrap metal, which might
consist of fired brass or steel cartridge cases, tanks,
or other expended ammunition compenents or details, (b)
unserviceable ammunition or explosives of any type

ARRIVALS OF IMPROPERLY
SCHEENED SCRAP MBTAL
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which might have been withdrawn from service issue

for various reasons, (c) serviceabls ammunition or ex-
plosives which, for logistics reasons was no longer
required in advanced areas, and (d) captured enemy
amminition of any type or explosives to be returned

to the United States for examination, inspection, or
other purposes. Detailed loading or manifest lists
had to be prepared and forwarded so that advance in-
formation would allow proper disposition in U. S.
ports. In cases where. (as happensd) lists did not pre-
cede arrival of shipments, or did not reach the proper
authorities, unloading became the concern of the Coast
Ouard, Bamb Disposal Squads, and Naval Amzunition
Depot inspectors. The growing scope of the problem
required close and active cooperation between the ad-
vanced areas, the Service Forces, the Naval Districts,
the Port Directors, the Naval Ammunition Depots, the
Coast Guard, and liasion with the United States Army.
There was, in particular, some difficulty in the case
of arrivals of improperly screensd scrap metal con=
taining some explosive shells. This was a troublescms
hagard, for scrap metal normally would not be handled
with any great amount of care, and this possibility
required alertness in handling. A policy had to be
adopted calling for inspsction of scrap. There was
an interesting Jurisdictional point in the treatment
of a vessol, for instance, arriving at New York carry-
ing scrap metal which might have as a cargo explosives,
though no advance proof of such explosives was availe
able. As early as November, 1943, a conference was
hold at New York at the Port Security Command to for-
mlate worldng plans to reduce this obvious hagard
which showed every possibility of growing with progress
in the war. Gensral, country-wide directives followed
frem Headquarters in May, 15ll.

SECTION VI
THE FIRE DIVISION

FIHE WAS PARAMOUNT CONCERN With the coming of war,

OF THE COAST GUARD fire prevention and fire
protection problems through=
out the nation mltiplied

pany times, and were particularly acute in our port

cities because of their vulnerability to fires frem
acts of saboteurs, incendiary bombings, and acts of
carelessness. The lifeblood of the fighting forces,

as the war tempo increased, was the ever-increasing

flow of men, ammunition and supplies. Plers, wharves,

and other port facilities from which these moved were
very vital links between the hame fromt and the fighte
ing front. The destruction of such links by fire or
sabotage would not only have destroyed greatly needed
esupplies, but would have seriously delayed the furthsr
tranafer of supplies from the transportation systems

on land to the supply line ships, to say nothing of the

loss of storage and handling faoilities., One of the

greatest problems in Port Security was that of safe-
guarding our extensive waterfront facilities against
destruction by fire or other causes. This task of
affording fire protection and sscurity to waterfront
installations in the all important coastal and interior
port cities was part of the Port Security responsidbility
that devolved upon the Coast Guard. It consisted broad-
ly of four programs:

(a) Fire-fighting

(b) Fire Prevention

(c) Fire Training

(d) Reports and Statistics

In normal times, of course, the fire protection of
ports is a function of the municipalities concerned.
The city is supposed to provide fire protection for
properties within its city limits. However, in time
of war, when shipping, use of facilities and goods to
be transported increase many-fold, the whole picture




changes and greater emphasis falls on the ports, on
the waterfront facilities, and in general, the muni-
cipality has neither the men nor the money to take
care of the situation adequately. Thus, augnentation
of fire-fighting equipment and men by the Coast Guard
was requisite for port safety.

SCOPE OF THE

¥ith large concentrations of
FIREBOAT FROGRAM

vital war materials, hazard-
ous cargoes, explosives, and
vast quantities of gasoline
and oils stored, loaded and unloaded on the piers dnd
wharves, it was essential that adequate merine fire-
fighting equipment be provided in the various ports.
This was one of the first matters to receive attention
in the fire-fighting program. Following a comprehen=
sive study of our waterfronts relative to occupied
frontage, congestion of facilities, structural charac-
teristics and degree of port activities, an extensive
fireboat program was established. At the cutset, muni-
cipal fire departments throughout the United States
had in service only Lk fireboats in 20 major cities.
The need for additional fireboats was so great that
time did not permit building regular craft by the
Coast Guard . Instead, conversions of existing ves-
sels were undertaken, although 103 small boats were
bullt on order. A regular building program would

have greatly delayed getting vessels into operation.
By 25 February, 194k, the existing municipal fire-
boats had been augmented by 253 Coast Guard fireboats
built or converted and placed in service in 132 port
cities. These included two municipal fireboats chart-
ered by the Coast Guard and operated by Coast Guard
personnel, and & fireboats assigned to foreign service,

The Coast Guard Fireboat
Fleet ultimately comprised
103 Hanley boats (built on
order), 6 Bass boats, 22
fire barges, and 122 converted boats. The Hanle:
fireboat was designed and built by the Hanley Engineer-
Tng Service, Prospect, Ohio. It was 30! &' in length,
waterjet propelled, and equipped with four gascline-
driven 500-gallon fire pumps. Under favorable condi-
tions its speed was about 7 miles per hour, The Bass
fireboat was designed and built by Perry R. Bass Boat
florks, Rockport, Texas. It was 367 in length and
equipped with separate propulsion engine and four
gasoline~driven 500=-gallon fire pumps. It was capable
of a speed of 10 miles per hour. On the Pacific coast,
22 fire barges were built and fitted out for fire ser-
vice, These Tire barges were 50 or 60 feet in length,
had a beam of 16 feet, and drew ahout 19 inches of
water. They were powered by outboard marine tractors,
each barge having a pair of 150-h.p. tractors bolted
to the storn which provided a speed of 8 or 9 miles
per hour. On the main deck were mounted 8 gasoline-
driven fire pumps of S00=-gallon capacity each. Liv~
ing quarters and a galley were provided for the crew
on board each barge. Converted boats comprised a
variety of types such &8s tug boats, Juggers, fishing
and party vossels, small freighters, ferry and work
boats and such,acquired from private omers and es-
pecially fitted out. These ranged fram 45 feet to

100 feet in length, with gasoline or diesel-driven
propulsion engines and having epeeds varying froem 8

to 1 miles an hour. The usual 500-gallon pumps were
installed in each with 4, 6 or 8 units depending upon
available deck space, and providing totel pumping
capacities of 2,000, 3,000 and 4,000 gallons or water
por minute respectively. Scme of the larger boats
were equipped with querters and mess facilities, The
Coast Quard fireboats were wolleequipped with those
and minor fire~fighting appliances, including new
types of fog nogzles developed by the Navy, foem pro~
porticners, liquid foam and other fire-fighting equip-
ment particularly adapted to attacking veasel fires
and pier and wharf fires,.

THE COAST GUARD
FIPEBOAT FLEET

DISPOSITION OF In order to provide thorough
FIERL ATICNS coverage of waterfront faci-
1ities by these fireboats,
despite their usual lack of
speed, the fireboats were generally stationed at stra-
tegic points within the harbors, usually within a mile
of the docks under thsir protection. At extremely
hazerdous locations, such as where explcsives were be-
ing handled, or barrelled gasoline loading operations
were in progress onto-or from a vessel, or where other
dangercus articles of cargo were being hendled, a
Coast Guard fireboat was stationed at the scene of
the operation and remained there until its completion.
In many ports, the city fire alarm system went right
in to Captain of the Port headquerters, and firebtoats
were dispatched from there, but in some cases, if cir-
cumstences pemitted, the system went into the fire-
boat station and fireboats responded from there on
their own iritiative and responsibility. Eight fire-
boats were, at times, also assigned to ports in Canada,
Cuba and Trinidad,

All Coast Guard fire-fighting
activities were carried on in
close cooperation with the
municipal fire departments

of each city concerned. It is clear that fireboat
activity really supplemented the activity of the muni-
cipal departments, making protection far more exten-
sive end efficient. A great many crewmen for fire-
boats were recruited from the ranks of minicipal fire
departments. In several of the ports, Coast Guard
fireboat stations had alamm recording devices install-
ed and directly connected with the municipal fire
alam system, or a direct private telephone line from
the fire 2lam headquarters switchboard. In most
other ports, transmission of fire alamms to fireboat
stations was through the Captain of the Port communi-
cation center, alarms being received at that point
from the municipal fire alarm headquarters and relay-
ed to the fireboats by telephone, radio, teletype or
other available means. Early in Jamuary, 1945, the
Amy, in the Thirteenth Naval District, infomally
requested the Coast Guard to man its fireboats there
which had previcusly been ineffectually manned by
civilians.

COOPERATION WITH
OTHER FIRE UNITS

LAND FIRE-FIQHTING Temporary Reservists were
EQUIRENT not used in fireboats to
any great extent in the
First daval District, though

fireboat watches were stood at times at Portland,
Mains, and Providence, Rhode Island. .TRS served in
fireboats at Washington, D. C., and to some extent
in tha Fourth District, at Cleveland and at Galveston.
At St. Louis, TRS manned one firetoat 24 hours a day
for an undetormined period. Directives were issued
at COTPs at St. Paul, Rock Island, and Memphis to man
fireboats at their ports entirely with Temporary Re=-
servists, but records do not indicate whether this was
done. TRs Served in fireboats at Los Angeles, Cali-
fornia and at Olympia, Vashington, but possibly not

y manning them. In June, 194l, Temporary Reser-
vists at Seattle towed and operated the fire barge
and rendered expert assistance at a waterfront fire
which was beyond the reach of the city fire apparatus.
In Jamary, 1945, TRs at Olympia and Bremorton helped
to man the fireboats there, and after recruiting addi-
tional men for day duty, these fireboats were manned
almost entirely by Temporary Reservists.

FIRE PUMPS IN A large number of small
PATROL pOATS fire pumps were placed on
. board picket and patrol
boats operating within har-
bors, to permit extinguisiment of small fires which
might be discovered during patrols. In addition to
the regular fireboats, same of the Districts converted




small boats such as Lundeen or lLane lifeboats for fire
fighting duty by mounting a fire pump on them.

CCTP INSPECTIONS FCR
FIRE PREVERTION -average waterfront were such
- that a fire well under way
before discovery could readi-
ly assume Serious proportions. For this reason,.a
great deal of emphasis was placed on fire prevention
work. In each Captain of the Port organization, men
trained in this type of work made periodic inspec-
ticns of all waterfront facilities which were the
responsibility of the Coast Guard, searching for fire
hazards, checking the condition of fire extinguishing
appliances and alam devices, and enforcing rules of
good practice in handling and storing cargo. In most
ports, complete original inspections or surveys were
made of all piers and wharves covering pertinent
structural conditions; fire protection appliances,
fire hazards, alarm facilities, guard and watch ser-
vice, type of cargo handled and similar items. In
these analyses, advantage was t aken of reports and
data from the files of insurance boards and bureaus,
fire departments and local fire marshals. In some
cases, the inspection program was a joint activity.
On the strength of these findings, recommendations
for necessary improvements were prepared and sub-
mitted to omners and operators with a request for
compliance. This work was largely on a salesmanship
basis, since clear-cut statutory authority to compel
compliance with reccmmendotions of the Captain of

the Port had been lacking.

These complete surveys were
followed up by periodic re-
inspections s often as time
permitted, by especially qualified men who checked on
operating conditions, maintenance, cleanliness, and
methods of handling cargo and other factors which
might change from day to day. Unsatisfactory operat-
ing conditions were followed up promptly and fire
hagards abated without delay. The loading and stowage
of hazardous or especially valuable cargo was given
mch attention, and where it appeared that protective
measures taken by the owner were insufficient, a de-
tail of Coast Guardsmen with fire-fighting equipment
was frequently stationed on the pier. In all ports
there were bad structural conditions which should not
have been permitted in the original design and con=-
struction, In such cases, every opportunity was taken
to urge upon the owners such improvenents and modifi-
cations as could be accomplished. Critical shortages
of materials and labor handicapped the achievement
of the desited results. But much was done. The mat-
ter of abandened piers, squatters! shacks and other
dilapidated structures was given attention. In many
ports, there was success in securing the elimination
of such hazards.

REINSPECTIONS

Beginning 21 April, 1942,
the Coast Guard had a con~
tract with the National
Board of Fire Underwriters
whereby the services of cer—
tain of their engineers and of their affiliated local
inspection boards and buresus were available to the
Coast Guard. Two of those engineers were assigned
to Coast Guard Headquarters and others were detafled
to assist various Captains of the Port in fire pro-
tection matters. In some ports they were actively
engaged in making inspections of waterfront facili-
ties for the Coast Guard and in other ports they were
on call to assist in special problems, :

CONTRACT WITH NATTONAL
BOARD OF FIRE
UNDERWRITERS

In the interests of fire
N prevention, it was necessary
to insure good cooperation
between variocus agencies, as

EXAMPIE OF INSPECTION
AT C

feoremn

Structural conditions along the

73

in most Port Securit: matters. This was generslly
secured, and the following is an exartple regarding
fire prevention inspections at Charleston, South
Carclina. The procedure used with regard to water—
front facilities in most instances was to make a
thorough inspection of the facility and then advise
the ownsr or oper:ztor of suggested improvements. The
defects were discussed with the owmer or operator,
and the latter either esgreed to make the necessary
correction or voiced his objections. If the improve-
ment was of a’ costly or technical nature, estimetes
were obtained and the questions submitted to experts
in the particular field and also sutmitted to the
insurance company for comment. Neanwhile, the Port
Security Officer made an inspection of the faeility,
together with the fire inspector and the owner or his
particular representative. Advice and information
were sought fram the National Bosrd of Fire Under-
writers, the Fire Prevention Inspector of Charleston,
the South Eastern Underwriters Association, the Cot~
ton Enginsering and Inspection Service, and the Na-
tional Fire Protection Association and other Authori-
ties. If the owner or operstor did not voluntarily
camply with the request of the inspectors, the Cap-
tain of the Port requested compliance. All problems
were discussed with the Port Security Officer, who
checked the reports and made periodic inspections of
waterfront facilities with the inspectors.

TRAININC PROGRAM VITAL No program of port protec-
tion against fire could have
been successful without pro-
perly treined personnel. Although the Coast Guard
had enrolled in its ranks a great many men with years
of previous experience in fire-fighting, fire preven-
tion, investigating or police work, meny were specia-
lists in a very narrow field. iwhile making the best
of their past experience and training, it was still
found necessarv to instruct them in the newer and
‘broeder agp;cts of Port Security work.

THE FORT McHENRY

A training Station was esta-
TRAINING STATION

blished at Fort EcHenry,
Baltimore, Haryland, for
this purpose in June, 1942,
The full course at this station was of six weeks dura-
tion, and trainees were given instruction in fire-
fighting, fire prevention, anti-sabotage work, legal
aspects of Port Security work, vessel secuwrity, guard-
ing, handling of explosives and hazardous cargo, ship
construction, seamanship and smell boat handling, as
well as close order drill and physical training. The
instruction steff consisted of officers who were ex-—
perts in their particular fields, This station im-
proved steadily, and was finally equipped with faci-
lities which enabled men to be given training in all
phases of ‘fire extinguishment by actually handling
the fire-fighting appliances, Facilities included

a fire-test building in which fires could be built
and extinguishment demonstrated by various methods

in which trainees could undergo practice in the use
of oxygen breathing appecratus. A Liberty ship, sunk
et the end of the pier, was used experimentally in
fire~-fighting. Engine room and bilge fires occasion-
ally were lighted and later extinguished, using car-
bon dioxide and fog. A large tank was provided for
practice in the extinguishment of oil fires, and a
miniature pier was adapted for training in handling
fires in thet type of structure. Fort McHenry offer-
ed a course of instruction in fire-fighting which
was second to none,

ADDITIONAL LOCAL Training in fire prevention

TRAINING and fire-fighting did not
s top at Fort LcHenry for
Port Security perscnnel,
however. In each District and port the same training

and instruction was continued locally as far as




COAST GUARDSMEN AT THE FORT McHENRY FIHE SCHOOL
FOUGHT REAL OIL FIRES IN A LIBERTY SHIP NEARBY
AS PART OF THEIR TRAINING COURSE

A TRAINING GROUP ATTACK £ FIHE WITH FOG NOZZLES AND SPRAY
AS FHEPARATION FOR THE REAL THING
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as facilities and equipment permitted. Most such
fire training was carried on in collaboration with
the local fire department. Cooperation between such
departments and the Coast Guard was excellent, and

-there was much operational mutual assistance. Advan-

tage was also teken of Navy fire-fighting schools
operated by the Bureau of Ships, which were primarily

. designed to teach the extinguishment of fire on board

.

naval vessels. Though thie type of training was
somewhat limited in scope, the principles could be
applied to Tires on board any type of vessel.

HEADQUARTERS ASSISTANCE Headquarters kept in close
FOg THE FIRE UN touch with conditions in
the field through reports
from Captains of the Port,
and by visits to the Districts by Headquarters per-
sonnel, In October, 1942, ccmplete operating plans
of each Captain of the Port were sutmitted to Head=
quarters for analysis and study. These helped to
balance the Port Security program, to focus attention
upon ‘major hazards, and served as a means for pass=-
ing constructive ideas developed by one District to
all other Districts. Efforts were made to furnish
the field with all informption and literature that
would be helpful, Various books, pamphlets, bulletins
and brochures on fire-fighting and fire prevention
were distributed to Captains of the Port. These in-
clunded such publications as fire-fighting mamials
issued by the Bureau of Yards and Docks and by the
Bureau of Ships, & similar manual on ship fire-fight-
ing prepared by the Coast Guard, a pamphlet on safe-
guarding waterfront propertiss prepered by the Nation-
al Board of Fire Underwriters, numerous bulletins
issued by the Fort McHenry Training School, and cir-
cular letters of general interest such as reports on
significant fires,
REPORTS AND STATISTICS Each Captain of the Port
wag required to keep a re-
cord of all fires ococurring
along the waterfront, containing information as to
date, time, location, and facility involved, cause,
method of alarm transmission, method of extinguish-
ment, loss, extent of Coast Guard participation, and
other appropriate date. Except in the case of serious
fires or other disaster where immediate preliminary
reports were required, the reports were made weekly.

REPORTS OF SERIOUS FIRES For serious fires, complete
supplementary reports were
sutmitted in such detail as
necegsary for a full understandihg of circumstances
contributing to the origin, spread, and extinguishment
of the fire. These supplementary reports discusseds

(a) Cause of fire and point of originj
(v)
(c)

Gircumstances contributing to its spread;

How alarm was transmitted, reasons for delay
in alarm;

(d) Apparatus (municipal, Coast Guard or other) re-
sponding;

Equipment used and method of attacking and ex-
tinguishing fire;

(e)

()

If fire were on board a vessel, nature of cargo
involved, especially explosives;

(g) Conmstruction of the facility, private fire pro-

tection provided, security measures in effect;

{h) Conclusion dramn from this information.

L )
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Suitable detailed reports on certain fires were also
requested and submitted even though resulting in

small monetary loss, which illnstrated wealmesses in
the Port Security program, but which might point to
hazards not generally recognized, and which indicated
ways in which fire prevention activities could be

made more effective. Considerable time was spent in
reviewing these various reports and when they con-
tained information of general interest or value to

the whole Port Security Protection Program, the in-
formation was disseminated to all Captains of the Part.
SUMMARY OF PERTINENT A summary of pertipent in-
formation compiled from ths
waterfront fire mport.a
aitmitted to

during the period 1 October, 192 to 30 septanber,
1943, inclusive (one year) is as followss

Total Percentage

Waterfront Fires

Total mumber of fire alarms seses 3,112 100,00
False or unnecessary A12Ims ssees 280 9.00
Actual £Aires8 sveccesccecsescesses 2,8}2 1 91.00
Fires discovered by Coast Guard )
PErsonnel seecescccscvcsscsscces 121 25,46
Coast Guard persommel or
apparatus responded t0 cecceees 2,852 91,65
Coast Quard extinguished or
assioted Others eeessevescesces 1,167 Ll.23
. 683 2l.12
esee  UN47 15,78
Heating appliances, mlnd.ing
ovens, Aryers, 6tC. cesesssesss 370 13.06
Smokdng, careless use of matches. 307 10,8l
Electric wiring and equipment ... ggf 10,77
Spontachnu ignition seceeseccsee " LeT3
Sparks from combustion secscesces 126 L.45
Miscellaneocus, including static
elsctricity, hot coals and
rivets, friction, sparks fram
toola, OtCe sésevecsessscsccccs 120 h.Zh
Rubbish or brush fires, no cause
8tated ceecceccccsccascocssccnee how
Explosion, gas or volatile vapors 63 2.22
Internal combustion engines -
motor vehicles, boats, etce .oe 61 2,15
Flash ignition of flammble liquids L8 1.69
1-2 01‘2
16 57
ReKkindling eecoescescsscsecascsse 16 «57
JAGhting ecceccsccsccssscsoscscces S #18
Adrcroft accident ececessccccrese 3 Jd1
Explosion, detonation of
6XPlOSIVOS eeseescscscscssrccrne 1 ooh
VEBSEY evcescocscsorcccscsescencs 01 31.81
M18C611ANEOUS eessccsccrcsscosses 502 20.55
Industrial establishment esescese 503 17-76
Pier or Wharf sseecesscces vee 352 12,43
ShIPYard eecesesesessscecsscscees 202 9496
Military or naval establishment . 148 5.23
Automobile, truck, €tCe escscecee 56 1,98
Material storage only, in cpen ,. 8 .28

Some of these figures are worthy of special attention,
as reflecting the results obtained by the Coast Guard
Port Security forces in their efforts to control
waterfront fire hazards. Even with thousands of pri-
vate watchmen, guards or fire watchers on duty, Coast
Guardsmen on patrol or guard duty discovered and
sounded alarms for 25% of the fires - a good indica-
tion that they were well instructed and alert. Coast
Guard personnel or apparatus responded to over 91§ of
all fires, indicating that liaison with municipal fire
departzents was good, and that alarms were, as a rule,
transmitted to Coast Guard fire~fighting units. Most
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fires are naturelly of small sigze when discovered,

and even though an alarm may be scunded, are frequent-
1y extinguished by plant fire brigades or workmen be-
forethe arrival of ocutside fire-fighting units. The
figure of L1 of the total in which the Coast Guard
extinguished fires or assisted others should, there-
fore, not be construed to mean that Coast Guard units
were not available at other fires and prepared to
assist if necessary,
CAUSES OF FIRE The most prevalent cause
- of fire was welding and
cutting, as would be ex-
pected in view of the immense shipbullding activity

on cur waterfronts. The mmber of fires caused by
smoking or careless use of matches was lower than the
national average (19.5%) indicating that enforcement
of no-cmoking regulations on waterfront properties

hsd its effect. Vessel fires constituted nearly one-
third of the total., Their prevalence emphasized the
importence of Coast Guard regulations on security of
vessels in port, on handling of hazardous cargo, and
of enforcement of such regulations, as well as the
measures paken toward providing equipment and persone
nel for extinguishing fires., Fires on piers and
wharves, establishmonts to which the Coast Guard paid
a great deal of attention, amcunted to only 12% of the
total. This was evidence that fire prevention measures
put into effect on such properties were especially

worth-while,
SIX MONTHS' EXPERIENCE Fires and their causes
N T ENTH DISTRIN and the mmber responded

to varied, of course, be-
tween the different Dis-
tricts. A recard of fires in the Thirteenth (Seattle)
Distriot for the period 4 June, 194l to 23 December,
194k, ghown that heating appliances, including chime
noys, ovens, etc., caused the greatest mmber, unde-
termined causes next, and third asmoking or careless
use of matches. Total loss in this interval was
$773,325, involving 186 fires of widch 92 were partie
oipated in by the Coast Guard.

FIRE 10SS STATISTICS The fire prevention pro-
- gram had been made ef-
fective during 1942,
though men and available equipment increased in 1913
ard 1944 and resulted in greater efficiency. Yet,
fire loss figures for 1942 in relation to Coast Guard
fire-fighting units are interesting and instructive,
In the tabulation which follows, fire losses §0,000)
and over) in thousands of dollars on waterfronts per
Coast Guard fire=-fighting unit are given for each
District, together with the mmber of such units, and
the mmber of units which would have been justified
by the losses on the basis of the actual average of
one unit per $65,500 loss.

1942 Actual Number
District Fire loss Units Justified
(000 Omitted)

Boston $3,282- 35 50
New York 2,314 30 35
Philadelphia 1,246 25 19
Norfolk 1,763 35 27
Charlsston 2k 12 3
Mianmi 683 17 10
New Orleans 732 s2 1
Cleveland 3,8L0 L9 58
Chicago 693 1 10
8t. Louis 2,554 30 39
San Juan, P. R. 75 9 1
long Beach 193 13 3
San Francisco 1,680 1 25
Seattls ka7 35 67
Koetchilan 715 3 1
GREGRSRRD

Serious fires are suffered to a greater proportional
extent in some places than in others during any given
yay-. Therefore, the above figures are of value only
in"a general way, and umsual visitations of ‘fires
should be allowed for. For instance, it is obvious
that Charleston was lncky, and under ordinary circume
stances, 3 fire-fighting units would have been ine
sufficient. On the other hand, 11 fire-fighting units
at Ketchikan would have seemed high. In general,
however, these figures shox about what was needed,
where equipment was short and where excessive.

COMMENTS ON Fireboats were generally
FIREBOATS efficient. However, ex-

perience with scme types
brought cut adverse factors
which should be overcome in any future establishment
of & large fireboat fleet. Under favorable conditions
Hanleys (waterjet propelled) were satisfactory and
especially useful in shallow water and under piers.

In many Districts there was the opinion that for alle
around use, the Hanleys were not impressive. They did
not mapeuver well in a wind or under adverse current
conditions, and were slow., Due to the relatively
long distances between the various properties under
protection of the Assistant Captain of tke Port at
Elizabeth City, North Carolina, arrangements wore made
whereby the fast crash boat at the Air Station was
used to tow the Hanley fireboat to all fires at mach
greater speed than it was capable of itself, Mire
barges used in the Thirteenth District wers of very
shallow draft, and in most ports of that District
tidal or river current prcblems hampered the efficient
operation of the barges. Fireboat crew quarters were
scmetimes very poor. At Baltimore, the health pro-
blem regarding fireboats was sericus during incloment
weather due to lack of proper shore facilities such
as had been requested. The "solution® rested with the
possible acquisition of two ccndemnod streetcar bodies.
There were similar conditions at the Searsport, Maine,
explosives loading pier, where a firebeat stood by
contimously. The fireboat crew built its own shack
on shore to provide living quarters. In New England,
where winters are rugged, firebost pumps often had ne
protection against the weatker and sub~zero tempera~
tures. Pumps should not be operated without water
running through, and with temperatures often 30 to

LO degrees below zero, the puzps would not operate

efficiently,
TYPICAL EXAMPLES OF The situations in which the
FIRE DIViSION ACTIVITY Coast CGuard fire-fighters

found themselves at time
of emergency wore varied.
There was wide range of experience, and much of this
is mentioned in Part IX, under the various Districts.
However, a few of these experiences are recounted
here to indicate the variety of situations and types
of action required.

There was mch confusion
and little uniformity 4n
smokdng rules in the Port
of New York. Scmething had to be done sbout it. For
instance, & shack had been constructed for stevedores
on Pler 39, North River, which was heated by a kero-
sene heeter. As a S-gallon can of kerosens was kept
in the office, the Fire Department hed requested that
something be done about the matter. An inspection

wag made and the hazard eliminated. The hasard caused
by smokers wes dmportant, and was the subject of con=
siderable discussion at the Port Coordinater's meste
ings. It was suggested that there should be designat-
ed areas in all ships and piers where smolcddng would

be permitted, instead of permitting emoking in scme
areas on seme piers and prohibiting smoking on other
plers. Under the New York City “No Smoking Ordinacce,®
areas could be designated, but under the stringent
New Jersey rules there were no deeignated areas,

SMOKING FROBLEM




though men were allowed to go off the pier at inter-
vals, To stop this loss in man~hours, it was suggest-
ed that the New Jersey rules be amended. An inspector
reported an increase of sneak smoking/in toilets,
boiler rooms, carpenter shops and paint shops. It was
suggested that, if the then law could not be enforced,
spoking should be allowed under proper supervision.

It was stated that, although the New York Smoking Law
permitted smoking in designated areas, only 6 permita
had been issued for such areas out of the entire water—
front, and that none of those was on piers proper.
This matter came up about the end of February, 19Lli.

As has been shown, fires
from welding constituted the
greatest munber from any one
cause. For example, during the first two weeks of
September, 1943, there were eight fires in the los
Angeles Harbor area including one in mll 139, the
USS BANGUST at the Western Pipe and Steel Company.
The CG-~30080-F and Trailer unit #3 wore dispatched to
the fire which was centered in the Radar and Inter-
commnications Control Room, which was completely
equipped. Bulkhead welding ceused the plastic in-
struzment board to ignite from heat. The room was
locked and gas masks had to bo used bocause of the
dense, acrid smoke. The loss was estimated at
$100,000, One of the most outstanding exemples was,
of course, the NORMANDIE fire at New York, covered in
detail in Part IX, Section II. The Russian steamer
DJURMA at Portland, Oregon, on 27 April, 1943, had
been inspected prior to welding operations. ' The con=
tractor had been informed that welding could not be
performed in certain places on board the vessel until
it mas cleared of highly combustible cargo. Recom=
wendations were disregarded and welding started after
the Coast Guard inspecting force had departed. Sparks
from the welding torch ignited paper used for lining,
dunnage and cargo by penstrating through a steel bulke
head. Welding was performed on a bulkhead on the
other side of which flour was being loaded amid clouds
of highly explosive dust. Ths fire watclman was found
smoking some distance from:his post. All this merely
indicates the indifference of socme of the shipyards
tomards ths rules and regulations when they were not
constantly being enforced and called to their atten~
tion by Coast Guard personnsl,

COLLISION EETVIEEN During the latter part of

0 015 BARGES Octobor, 1943, there was a

collision betwsen two oil

barges near Now Orleans.
One of theso was full, the other empty. The contact
ocourred in such a way that the empty barge rested en
top of the full one, practically sutmerging it. It

" was decided, becauss of fear of explosion, not to
ssparate them oxcept under the supervision of the Coast
Guard. The CG-48006-F was dispatched, and she pumped
70 toens of water into one rake of the empty barge, re-
ducing the weight on ths full barge, and the vesssls
wore finally parted while ths firebcat pumped s stream
of water over the contact points betwesn the barges to
sliminate the possibility of sparking. Fireboats and
patrol boats squippsd with pumps also were very useful
in oases of lsaking craft, in practically all Distriots,
In such cases, pumping served to keep the veassls a=-
f£loat until they could be moved to safety. BStreams
franfiveboats were also useful in washing away oil
concentrations to prevent fire.

QASES OF EXPIOSION A good exanple of fireboat
action is that at Galveston,
Texas, on 3 October, 1943,
whan, et 0935, an explosion, baliovad caussd by fail-
ure to check and clean bilges, occurred in a vessel
moored at the Houston Boat Company, Kemah, Texas. A
trailer punping unit from Captain of the Port, Galves-
ton, arrived at 1017, was placed on the dock, connscted

FIRES FROM WELDING
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and lald hose to the fire, and in a short time the
fire was under control. A planing mill was saved by
the quick actlon of the Coast Guard. The estimated
damage to small craft and boat house was aboat $200,
000. The quick control of the fire saved additional
property valued at §325,000. Also, in the Eighth
Naval District, on 27 October, 1 hﬂ an explosion and
fire of dangerous proportions occurred at 0100 at the
Magnolia Petroleun Cempany refinery at Beaumont, Texas.
The entire extensive tank area was enmdangered. A Cap-
tain of the Port fire detail was dispatched to the
scene with equipment. vVariocus oil 1line breaks fed the
fire, but all,excepting one,were smt off by company
employess. Ons break in a valve which was feeding an
enormous quantity of fuel to the fire could not be
reached due to the intense heat in the fire area.
Coast Guardsmen, assisted by refinsry workers, put
four hose lines in service and within five minutes
the area in which the valve was located was coolsd-down
sufficiently so that the Port Security Officer of the
COTP, Port Arthur, equipped with an asbestos suit and
protected by a water shield, was able to cut off the
valve at the base of the butane=pentans tank. Immedi-
ate abating of the flames followed.

FIRES FOUGHT OUTSIIE Many Captain of ths Port
OF VATERFRONT AREAS fire~fighting units parti-
clpated in fires outside
of the areas of Coast Quard
responsibility. Just one example is that at Atdantic
City, New Jersey, when on 27 February, 1944, the Atlan-
tic City Fire Department requested assistance from the
ACOTP office in fighting a general alam apartment
house fire. Thirty men, two trailer fire pumpers, and
two reconnaissance care were dispatched and helped
£ight for tmwo hours until it was extinguished. The
Coast Guard deteil covered valuable property in the
building with tarpaulins; laid out and manned 500 fest
of hose linss; mannsd tho Fire Department deluge wagon;
assisted in putting up ladders; ascended to the roofs
of adjacent buildings to extinguish burning eambers,

and helped firemen reload their trucks. Such cocpera=
tive effort was expendsd numercus times in various
Districts, However, thare were cases where this scenm~
od carried too far. In ths Thirteenth Raval District,
in June, 1945, participation by COTP units off the
waterfront was limited by s directive which spocified
that any such activity must be only at the request of
a municipal authority and must be approved by the rank-
ing Coast Ouard officer at the unit. This move ssemsd
timely, as there had apparently been a tendency on the
part of fire departments to expect assistance frem the
Coast Guard because of the acute shortage of mumicipal
firemen,

SOME PIRES IN WHICH During the two weeks ended
oL 31 December, 194k, the
Captain of the Port fire~
boat unit at Norfolk re-
oeived a total of 19 alarms., Five fireboats and 19
patrol boato responded to a large fire at Pler 8,
Hampton Roads Port of Embarkation at Newport News,
The fire originated on the pier and spread to a
Liberty ohip, the WILLIAY T, &ITH, which was docked
at the pier, The fire was extremely difficult to
fight due to the entire pler being envoloped in flames,
The U, 8. Ammy Base Fire Department and the Ghesapeake
& Ohio Railway Fire Department also rendered essistance.
Fireboats and patrol boats performed standby duty at
this pier after the fire was under control, On 30
Jamary, 19k, the CG-38LS1L rendered conspicicus assise
tanco at a lime plant fire at Norfolk, and also extin-
guished & fire on board the 03-6L010 on the same date,
Fireboats wore oalled twlce on 31 Jaruary due to the
reldndling of the lime plant fire. Captain of the
Port patrol boats towed boats moored near ths fire
across the river ocut of danger from flying oparks and
In early July, 19LL, tbe OGR-)235, cperating

enbers.



COAST GUARDSMEN ON THE PACIFIC COAST
MANNED FIFE BARGES OF THIS TYPE

VICE ADMIRAL WAESCHE (RIGHT), COMMANDANT,
AND CAPTAIN N..B. HALL, CHIEF OF THE PORT SECURITY DIVISION
INSPECT WASKINGION, D. C. WATERFRONT
AND OBSERVE OPERATION OF A HANIEY VATER-JET PROPELLED FIREBOAT
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under Captain of the Port, Baltimore, rendered assist-
ance at a fire on board a.Navy barge at Solomons, Mary-
land, loaded with high explosives. On 28 February,
1945, a fire occurred in the tug W. W. WERNER while
moored. alongside two barges at the Standard 0il Comp-
any docks at’' Baton Rouge, Logidiama. The CG-36026-F
stationsd at this facility responded to an alam,
made fast to the burning tug which had been abandoned
by.its orew, cast off the mooring lines, and towed
the tug across the Mississippl River fighting the fire
en route. The fire was brought under comtrol in 1S
. .mimtes. It was caused by gasoline spill vapors in
. the engine room which had become ignited by a backfire.
On 16 Juns, 1945, @ fire in betwsen decks of the mm-
ber 2 hold of the Ravy-manned USS CASWELL was report-
ed in the Thirteénth Naval District, in response to
which two fire barges and a fire and rescue party were
dispatched by the ACOTP, With the ship's' stores,
cargo nots, tires, and supplies burming, both Navy and
' goast Guard personnel entered the maoking hold with
_ type A-1 gas masks and battled the stubborn blaze with
fog and straight streams for three hours. The Seattle
Fire Department gave its usual first alam response,
btut the Coast Guard fire-fighting detail and the Navy
men attached to the vessel put forth the principal
effort. Several men weré partially overdome by smoks,
but only one man required medical assistance.

In August, 19k, an accident
occurred on & ferryboat near
Philadelphia, This was when
a discharge valve on a traile
or tank truck carrying gasoline broke, and the contents
poured onto the deck of ths ferryboat. Investigation
disclosed that, to avoid certain delays, the cperator
of the truck had presented to the boatis ticket agent
a certificate of cargo listing the contents of the
truck as fuel oil, although the trailer had been load-
_ed with 5020 gallons of high octans gasoline., The
forryboat had not been declared a "freighter® under
which conditions a trailer containing gasoline would
be permitted on board. The owmer lmew of this evasion.
Investigation revealed 82 violations of this sort, and
the matter was turned over to the law officer. Occa-
sionally, spparent sabotage attempts were uncovered,
such as ring with fire equipment on piers. In
August, 194hi, it was discovered, for instanse, that
fire hoses on board the CAFE FLORIDA, a cargo vessel
at Berth 145 at 1os Angeles had been cut, and fire
equipment tampered with. As in most euch cases, Coast
Guard Intelligence received a report and indicated
suspicion of sabotago, and the FBI was notified, In
scme West Coast ports, especially during hot, dry
wogther, fire danger on piers increased. It became
the custom in scme Twelfth and Thirteenth District
ports to wash down the piers after dry, hot days,
partly to extinguish any smouldering cigarette butts
and leasen the fire hagard, Fires which started after
work had ceased for the night,were not easy to discover
in their incipient stages. T were virtually no
night fires after this practice was adopted. Ome pro-
blex in the Fifth Naval District is worthy of mention.
Fireboats were often taken off station or standby duty
at piers where vessels were loading or unlosding ha-
gardous cargo. At such times, fire protection for
the port was sériocusly affected. Although a Head-
quarters letter had directed: that, under.those condi-
tions, standby duty should be performed by Coast Guard
Trailer fire pumpers, lack of personnsl for properly
manning the pumpers prevented this being carried out.
Othor examples of fire experience and problems are
' montioned under specific Districts in Part IX. -

A FEW PROBLEMS
ERCOURTERED

SECTION VII

HARBOR PATROL
THE EARLIFST Ons of ‘the earliest activi-
WATERSIDE PATROLS ties relating to Port Securi-
re——
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‘adequate as were those available to:man them.

ty was patrol of harbor waters in cur ports by such
vessels as the Captains of the Port had at their dis-
posal. Patrols were carried out by regular perscnnel,
but the mmmber of available vessels was wholly in-
Yet,
with the advent of war, the necessity for surveillance
of harbor weters to prevent and detect acts of sabo-
tage and activities of subversive agents was of great
importdnce. By calling upon members of the Coast
Guard Auxiliary to undertake periodic patrols in their
omn vessels, the coverage bf harbor waters was increas-
ed considerably, and Auxiliary members responded to
ths call in gratifying manner. Worlking in conjunction
with augnented beach patrols, these civilians made it
possible to patrol channels and inlets which limited
porsonnel among the regulars were unable to cover.
Coverage, however, still left much to be desired.
There was need for more vessels and more men. Early
in 1942 a campaign was inaugurated for the acquisition
by the Coast Guard of vessels of Auxiliary members acd
a large mmber of vessels was taken over and enrolled
in the Coast Guard Reserve as “CGR® vessels. These
came under camplete control of the Cocast:Guard. While
patrols were being carried cut as facilities allowed,
in mid-1942 the Temporary Reserve was authorized and
aggrossive enrolimsnt from members of the Auxiliary
was begun. As these Temporary Reservists became
available, and were trained, they were placed in CGR
boats and assigned patrols, tims greatly inoreasing
the coverage of harbor waters. Auxiliarists contimmed
their assigmments, with many Temporary Reservists com-
ing into their crews and taking over additional ves-
sels. Regulars contimsd patrols where possidle, but
after the' first of 1943, Auxiliarists had been largely
replaced by TRs, except in the Third and Thirteenth
Districts, where Auxiliarists contimued patrolling for
a good many months. A4s 1943 progressed, most water
patrols in ocur major ports were taken over by Temporary
Reservists, and regulars were released for other duties,
THE VITAL NECESSITY . The nocessity for patrol of
YOR FARBOR PATROLS the offshore lanss wae met
‘by the Coastal Pickets.
Beach patrols performed sd-
mirably in keeping watch over a large portion of our
Atlantic, Gulf and Pacific shores. The Volunteer Port
Security Forces covered the wharf areas in the importe
ant shipping ports. But the harbor waters where ship-
ping was active, arnd where ships of all kinds were
being built for the "bridge of ships® and for the com-
ing Naval offensives, the harbor entrances where all
water traffic had to be carefully checked and identi-
fied, the inlets on sandy shores leading to large salt
water bays and sounds, and the rivers, hzd to be equal-
1y well-guarded and watched 1f proper security was to
be achieved. Ko person or vessel without proper iden-
tification or legitinate business should roam these
important waters. This was a type of security work
which could be done only by floating units,

DUTIES OF THE PATROL
S T

While the duties of harbor
(inlet, river) patrol crews
differed slightly depending
vpon locel eircumstances,
basically the purposes of harbor patrol were the same
everywhere. It was the duty of the men who served in
patrol craft winter and sumser, in all weatbers, to
watch constantly for fire, unauthoriszed persons,
pleasure craft with improper papers or none at all,

to check or report unidentified vessels, remove menaces
to navigation, watch for accidents and render assis-
tance to persons or craft in difficulty, assist at
plane crashes, recover bodies and wreckage, and observe
and report anything which did not appear “right.*
Duties also included policing and clearing channels
for the movement of troopships, patrolling ammunition
ships and anchorages, keeping vessels away from the
location of diving operations, preventing craft from
entering restricted areas, and various special




s

assigments such as transporting custom officers,
Coast Quard pilots, loaed line inspectors and Boarding
officers.

THE BOATS USED The panner of taldng over .
FCR HARPOR PATROL smell craft for patrol duties

fren Auxiliary members and
other sources has been men=-
tioned. These MCOR" boats replaced Auxiliary craft
as rapidly as they became available, and for most of
the period of patrol, CGR boats were used. However,
in early 1943 Hesdquarters desired that CGR boats be
returned to their owners whenever possible and those
which proved least useful were so returned. By middle
or late 19LL, such patrols as were then cperating were
shifted from CGR boats to regular Coast Guard 38~foot
picket boats of standard design, many having been
built and become available. The COR boats were mostly
converted pleasure craft given a coat of grey paint,
large white mumbers on bows and stern, and e d
with coal stoves for coolking and heating purposes and
radictelephones. They were also equipped with amall
arms such as .38 caliber revolvers, rifles and sub-
pachine gubs. Many were equippec with fire pumps and
hose. Sizes ranged from 26 feet to 60 feet and de-
signs were mumercus, of course. Seagoing qualities
varied greatly.

PATROL CRAFT TOOK
PLENTY OF PUNISHMENT

Some harbor patrols were
carried ' out by regulars in
reguler Coast Guard oraft,
but all craft on patrol duty,
rogular or Reserve, were run hard, operating under all
woather conditions, winter and swmer., The vessels
operated by Temporary Reservists were handled by 1
different crews each week, and this wag a bit hard on
tho boats and the motors. Most were on a full time
basis, and operated an average of 21 hours a day,
cruising at around 4 knots. Thus each traveled about
80 miles a day, or arcund 25,000 médss a yoar allowing
for norpal lay=up for repairs, This was sbout as much
use as the summertime yachtsmon would have given their
ocraft in 12 to 15 years! This punishment resulted in
mechanical troubles, causing frequent lay-up of the
boats, btut there were usually enocugh in operatien to
cover patrols. Finally, Coast Ouard 38-foot picket

boats became availsble, and as this occurred, the con-
verted pleasure craft were returnsd to-their omners,
Boing of one=design with one type of motor in most
cases, complications due to varleties of motors and
fittings to be repaired or replaced experienced with
the CGR boats became a thing of the past, The picket
boats had unheated wheelhouses, which was bad in the
winter in the northern latitudes, but the boats handled
well, had speed whon noeded (usually not true of the
COR boats), and they served their purpcse well,
EATROLS IN OUT- Practically every harbor of
importance in the United
States was patrolled as in-
dicated. However, mmercus
patrols were conducted in cutlying areas under Captains
of the Port, duties of which were somewhat similar to
those of the harbor boata., The nature of the locations
of these patrols (rivers, inlets, bays, and nsar-shore
coastal waters), the type of shipping,the larger areas
to be covered by one patrol boat and other points of
dissinilarity gave these other boatzen many problems
different from those in the principal harbors., Watch
for fires was very important, but these crews usually
had only one or two tinderbox piers to concern them,
rather than dogzens. There was constant watch for float-
ing mines. Possibly there were fewer opportunities fr
rescues, but the cutlying men usually had to cover
greater distences in rendering assistance and often in
much livelier water than that of the harbors. In thick
fogo, and often at night, harbor men had navigation and
traffic problems for relatively short distances. In
the outer waters there were far more mumerocus occasions

when navigating ability and “local knowledge® were of
paragount importance. In the majority of outlying
patrols, the boats cruised slowly in their assigned
areas. Certain inlet patrols, however, whose duty
was to watch everything transiting the inlet waters,
cculd maintein adequate patrol by anchoring or moor-
ing in the inlet, and maintaining watch fros that
position.

BOATS AND SHORE PERSUNNEL There was, of course, a

i) IN N T0 definite relstionship be
RONT PRO VALUE tween shore personnsl and

the mmber of boats in the

various Districts in com-
parison with the value of waterfront property being
protocted, This varied as between Districts. PFigures

in this regard as of 31 Decezber, 1942, are interesting .

even though mmbers of boats and personnel incressed

"during 1943, (later figures not availals), The first

column of figures below (A) shews the mumber of’ shore
personnel for each million dollars worth of property
on the waterfront, and the second (B) shows the rumber
of patrol and picket boats for esach million dollars
worth of waterfront property as of that date,

District A B
Boston 1st District 9.1 0.7h
New York 3rd Diotrict 1.8 o13
Philadelphia Lth District 1.0 92
Rorfolk Sth Distriot 1.7 1.52
Charleston 6th District 6. 1.00
Miami Tth District 31 58
San Juan 10th District - -
New Orleans 8th District 6.3 37
Clsveland 9th District 1.3 Lo
Chicago 9th Distrioct 2,1 27
St. Louis 9th District 1.5 37
Long Beach 11th District 15,2 1,00
8an Francisco 12th District 12,9 «19
Seattle 13th District 3.5 «29
Honolulu Ath District 4.0 1.40
Average 3.8 29
ASSISTARCE Ons of ths primary peace=
WD SALVAIR time duties of the Ooast

Guard is assistance and
salvage. While, in wartime,
the chief responsibilities with patrol craft lay in all
phases of protection to shipping and port facilities,
saving of 1ife and property remained very importent,
In virtually every port of the United States, the patrol
boats participated in rescues of pereons from precarious
situations and in the recovery of property. There were
many rescues of victims of plans crashes sighted from
the beaches, the coastal lookouts, or the patrol craft
themsolves, Inmumerable small creft grounded, water-
logged, or overturned, or broksn away from moorings,
were recovered and towed to safety. Seaworthy craft
in dangerous situations were assisted. Patrol boats
oquipped with fire pumps gave valuablo assistance at
waterfront fires in practically all areas., Navy planas
on the water and out of control wore towed to safety.
During the whole period of thsse patrols, cases of
asgistance and salvage becasze almost routine. Each re-
quired alsrtness, attention to duty, good seamanship
and a keen intuition as to the right thing to do in
emergency, and many required an exact administraticn
of first aid.
ACHIEVEMENTS OF PATROL Experience in the various
BOATS 1IN BOSTON HARBOR ports differed very littls.
S EE— as a gomeral rule, ZXhe
impressive record of accom=
plishment by the patrol boats covering Boston Earbor
may be cited as an example. While sctivity was chiefly
quiet patrol without spectacular happenings, the very
presence of the patrol boats doubtless had an important




CERTSrIIE,
influence on the security of the port. In general,
the achievements of the Boston harbor patrol may be
summarizeds

1. Rendered assistance in 1,350 cases for the fiscal
year ended 30 June, 19L5;

2. Removed inrumerable floating obstructions and men-
aces to harbor navigation;

3. Made two daily sweeps of the harbor for Ships!
Position data;

L. Expedited medical aid to personnel on board ves=
sels outside the continental limits;

S. Cared for an estimated 12 cases of burning mater-
ial which was prevented from floating under piers;

6. Gave assistance to mumerous small craft in dis-
tress;

T. Rescued many persons from the water, usually re-
sulting from overturned pleasure craft;

8., Assisted in several instances of planes forced to
land in the water;

9. Apprehended 3 deserters from merchant vessels who
were found on or in the water;

10. Investigated many cases with intent to rescue or
recover property;

11. Discovered and apprehended several persons tak-
ing photographs;

12, Discovered many fires which were promptly report-
ed and controlled in their early stages.

The record of this activity shows that in the patrolled
areas there were no serious fires, no explesions, and
no large=gcale sabotage which might have hindered the
war effort or caused serious threat to security of

the port.

In addition to the foregoing
duties, patrol boats were
very useful in patrolling
new ship launchings. In many ports, &s many as four
or five launchings a week would be patrolled, vessels
warnaed away from the area and properly controlled.
Especially at New York, organization of patrol craft
at launchings was highly developed. Thie is covered
in some detail in Part IX, Section II. It was unneces-
sary to organize it to that extent in most Districts,
but there was much launching patrol activity in the
Eleventh District, and organization there was well-
developed. Patrel craft in practically all areas were
charged with the responsibility of boarding, examining
and checking small vessels moving in their areas, and
to identify the persons found on board such vessels,
in order to determine that all was right with these
‘vessels and persons. Fapers were checked, permits
examined, identification cards were looked over.
Usually, if all was not in order, the vessel concern=
ed was directed and escorted to the Coast Guard base
ard the matter referred to the Duty Officer, who took
any necessary action and, if desirable, notified Coast
Guard Intelligence,

TYE RETURN OF At the end of 1542 and in
TEGR VEo LIsS! early 1943, ell District
Coast Guard Officers were
directed to return tc owners
all Reserve vessels not then actively used, "but do
not incur expense without specific authority of HQ."
A large mumber of CGR vessels had been procured by

CEERE R GERGn

OTHER DUTIES
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the end of 19L2, and most needs for small craft had
been satisfied. Petrols off shore and near shore were
better organized, and the Coast Guard was building a
substantial number of small vessels, principally 36—
fcot picket bosts and 83-footers. The result was the
beginning of a surplus in small craft. A policy was
then inaugurated of returning Reserve vessels to their
omners if unsuitable or not needed; or if requested
by the owner except where such craft were badly needed
and especially suitable for the duty performed. Re-
essignment of vessels followed, with transfers from
one District with a surplus to another with a short-
age from duty for which they were unsuited to other
duty more appropriate, and some from cozstal picket
work to Port Security waterside patrols and vice
versa. It was pointed out that effective performaace
of Port Security vessels must be maintained. The re-
sult of this resuffling was a surplus of suiteble
craft, and steps were taken to dispose of them. Dis-
trict Coast Guard Officers designated boards of three
officers to survey surplus CGR vessels. Surveys were
completed and forwarded to Headquarters, indicating
needed repairs or rebullding to place the vessels in
& corndition satisfactory to the owners, an estimete
of the cost, a statement from the omwner as to work or
restoration he considered fair and his estimate of
the cost. Return of these vessels began about the
first of 1943, and contimed until 1945.

INSTANCES OF ASSISTANCE While many cases of assist-
ance rendered are given in
Part IX, under the respec-
tive District headings, a few examples cf work by
patrol eraft will be appropriate here. During the
first half of April, 194k, the Seventh (Miami) Dis-
trict reported that 7 Coast Guardsmen assisted at a
fire at the "Little Gesparilla Inn" at Boca Orende,
and helped in saving "Big Gasparilla Inn" and cottage
property worth over half a million dollars, as well
as mmerous cars parked in the vicinity. During the
same period, 20 Coast Guard vessels stood by, or
assisted 16 disabled vessels, 8 Coast Guard vessels
assisted 8 vessels which had grounded and 3 Coast
Guard vessels picked up 7 occupante of capeized sail-
boats and towed the boets to port. One Coast Guard
vessel assisted in the removal of bodies of two sol-
diers from an Army cer which had crashed through a
bridge, and another Coest Guard creft later recovered
the body of snother victim of the same crash. Another
vessel recovered parts of a plane which had crashed
and aided in the search for survivers. On 7 Februery,
15Ll, there wes 2 high wind storm in the Thirteenth
District. During this storm, two $0-foot- Army Alr
Corps barges broke their mooring lines at Seattle and,
after-crossing considersble weter area, were drifting
only a few yards awey frem the 15th Avenue Bridge and
about to drift into it. “he picket boat-CG-38753
entered the city waterwmay on regular pztrol and noticed
the barges. By running the engine at full speed after
putting a 1line on the berges, this boat wae able to
hold the barges until a tug arrived. HNo doubt con-
siderable damage would have resulted to the bridge
and barges had it not been for the prompt action of
the boatewain!'s mate in charge of the picket boat,

An umisual type of salvage operztion was undertaken
on and for a few days after 13 March, 1545, in San
Francisco Bay. On that day a Navy barge loaded with
2 cargo of 1,738 oil drums filled with oil capsized,
The drums went adrift. The C0-65301 assisted Navy
and commercial craft in recovering the drums most of
which were drifting in the area north of the San Mateo
Bridge. By 31 March, 1,647 of the drums hed been re-
covered. On 23 July, 1943, 2 sudden squall hit Fern-
endina, Florida, in the Sixth District, and assistence
was rendered toc the shrimp boat ANNIE JANET which had
spread its seams, Two patrol boats applied portable
gasoline engine pumps to the sinking vessel and then
towed it to Fernandina. On the same date assistance




PATROL BASE OF THE CAPTAIN OF THE PORT
PORTLAND, OREGON

THHEE 38-FOOT PICKET BOATS ROAR OUT ON 4 SPECIAL MISSION
THESE BOATS PROVED THE MOST SATISFACTORY FOR ALL-AROUND PATROL
AND WATERSITE SECURTTY DUTY
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was rendered the SEA MULLET which had extreme diffi-
culty due to the anchor line in the propeller, and
this craft was also towed to Fernandina. Another
patrol boat towed a third disabled boat to the same
port. ©On 27 July, a patrol vessel was first to reach
the scene of a naval aircraft crash near Plum Orcbard
in the Intra-coastal waterway at Cumberland Island,
Georgia. This vessel, operating under Captain of the
Port, Jacksonville, located the wreckage and bodies
of three Naval Air Corps men, assisting Naval Salvage
vessels in the operation.

PATROL BOAT The great majority of patrol
COMLUNICATIONS boats operating under Cap-

tains of the Port were

equipped with two-way radio-
telephones in order that they might keep in touch with
their base or be reached easily through the Captain
of the Port Communications System. In some areas,
contimous stand by radio watches were maintained,
but for the most part, patrol boats could not keep
vatteries charged sufficiently to maintain a 2L-hour
watch. Instead, 8 system of half-hourly five-minute
radio watches made contact with patrol boats possibls
in emergencies. Blinker communication with patrol
boats was also used where practicable, but trained
signal personnel for patrol boats were scerce. Use
of blinker at Boston was quite successful, since
patiols were manned almost wholly by Temporary Reser-
vists many of whom -were specially trained and the
Captain of the Port Signal Station at the Boston Base
was mamed Wwholly by Temporary Reserve rated sigral-
men or others training for that rating.

Captains of the Port set
B up in the waters undsr

their jurisdiction patrol

areas with specific limits,
and assigned vessels to cover those areas, with parti-
cular emphasis on patrol of vital portions. These
areas generally inscluded all piers of importance,
pavy yards, war industries on the waterfront, power
plants on tidewater, coal end Inzber yards, bridge
areas, anchorages both regular and for explosives,
and important channels. It was customary to direct
that patrol boats would not leave their assigned
areas during their period of patrol except under spe-
cific orders of the Captain of the Port. In case of
emergency, patrols usually contacted their operations
of ficer at the base by radio-telephone and recelved
speciel instructions.

PATROL

CURTATIMENT IN As has been mentioned, pat-
PATROL ACTIVITY rols grew rapidly in number

during 1942, as Coast Guard
regulars becawe available,
and as Auxiliarists were obtained for the work. The
Temporary Reserve largely took over this work be-
in the Fall of 1942 and early 1943, and in-

creased further the coverage of harbor, river and
inlet patrels through 1943 and into 194h. A5 the
situation off our coasts improved, and the cubmarins
menace came under better control, the nscessity for
some of the inlet and river patrols declined and
where possible, these were discontimed. Some of
the smaller ports where water patrols had been cer-
ried cut became less important, and Captains of the
Port at many were discontimsed, beginning early in
194k, Patrols at such places ceased. With further
progress of the war, a great many of the leés import-
and COTPs and ACOTPs were abolished, especially late
in 15kh. In the winter of 19hk-19L5, water patrols
were being carried cut only in the more important

where, however, no curtailment or relaxation
had been permitted. At such ports, full-scale pat~—
rol was contimed until June, 1945, after VE-Day,
when practically all harbor patrolling ceasede
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SFECTION VIII
SECURITY OF VESSELS IN PORTS - GUARD DETAILS

RESPONSIBILITY FOR

It has been shown that, as
ONT_SECU

a result of Executive Order
No. 9074 of 25 February,
1942, the Coast Guard was
charged with safeguarding vessels, harbors, ports,
and waterfront facilities except such facilities as
might be operated by the Army and Navy. The tem
*waterfront facilities® was construed to include all
plers, wharves, floating structures, and similar in-
stallations to which ships might be moored, or ser-
viced, and atructures physically connscted with such
installations. It did not include shipyards, dry
docks other than floating docks, power. plants, face
tories, bridges or similar structwres in ports or
harbors except such portions thereof as extended into
the water. Originally, waterside protection for such
facilities was; afforded, as well as protection for
all floating vessels. ' Later, "waterfront facilities®
was defined to mean not only the land with buildings
fronting or abutting on a body of water, and the ves-
sels, wharves, peirs, and docks used in the shipment
or transshipment of goods, btut also the warehouses,
elevators, railroad terminals, and other storage,
terminals or transfer facilities adjacent to or operat-
ed in connection with such wharves, piers, and docks.
(Definition used in Sixth District). At Rew York,
thebulkhead line® was not always establishsd. Allow-
ing for certain variations in interpretation at dif-
ferent ports, it is obvious that there was scme con-
timing confusion as to Just where Coast Guard res-
ponsibility for guarding facilities began and erded.

EARLY PERSONNEL

Ths two most vulnersble
parts of our Nation's war
effart were its ports and
ite supply line of ships.
An injury which would impair the efficisncy of the
ports or the vessels while in port, would have re~
sulted in holding up vital war materials from places
where they were greatly meeded. Thus, protection

was essential even in the earliest days when the Coast
Guard was given responsibility. However, though pere
sonnel. were growing rapidly in nmumbers, men had to be
trainad, and there were not encugh available at first,
to make it possible to afford preper guard protection.
Pending sufficient persomnnel, State and mnicipal
agencies were reminded that thoir forces were pri-
marily responsible for affording protection to life
and property within their jurisdictions, using police,
state guards, private guards, and such. Eventually,
Coast Guard guards were provided and, when the Tem~-
porary Reserve Volunteer Port Security Farces became
organized and men were trained and aveilable for duty,
these forces took over the greater part of the guard-
ing of piers, wharves, docke, and other facilities.

GUARD DUTIES
SUBRRIZED

In the foregoing pages, de-
tails have been given on the
general operations of the
regular, regular Reserve and
Temporary Reserve men whose responsibility it was to
serve on "the line" in protecting the waterfrount pro-
perties under Coast Cuard jurisdiction. Those opera-
tions were concerned with the identification of all
persons in guarded areas, precautions against amd
control of fires, enforcement of regulations, in-
spections, and general patrol of the areas. It was
vitally important that these men know precisely what
%o do in emergencies, and that was largely a matter
of training and native judgement, Examples of emore
gencies and actions taken are presented in Part IX
under various District sub-heads. There was, however
one responsibility to the men engaged in guard duty
which has not been covered in detail, and that was
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an extremely iwportant activity. One of the heaviest
respossibilities of the Captain of the Port was the
security of vessels in port, and the work of the
guards was in great measure concerned with that res-
ponsibility. Obviously, guard activity thus far mene
tioned was directly and indirectly identified with
the security of wvessels.

REGULATIONS FOR SECURITY Regulations for the securi-

OF VESGELS 1f PORT ty of vessels in port were

S —— approved by the President

on 31 December, 1942, and
signed by the Commandant of the Coast Guard on 1
January, 1943. They were promulgzted to provide the
necossary security for vessels in port, to promote
cooperation botween all groups respoansible for vessel
security, and to insure the basis for uniform adminis-
tration in the interest of greater port security.
These regulations, eddressed to omners and officers of
merchant vessels, owners of waterfront facilities,
and all other interested persons, began with this
statezent: "In time of war merchant vessels became
vital auxiliaries to the armed forces. ,The safety
of a merchant vessel in port in wartime depends on
the effort and the cooperation of those groups re-
sponsible for safety and they are: the officers and
crews guards; the terminal organization; those handl-
ing cargo; the terminal owners; the local municipal
authorities; and the Coast Guard." It was pointed

+ out that while greater ship security might be provid-
ed by regula ions which required additional facilities,
inspections, and drill, full security against acci-
dents, carelessness and the saboteur would never pre-
vail unless there were also present that devotion to
duty which was characterized by constant vigilance
and thoroughness,

GENERAL The purpose of the regula=
PROVISIONS tions was to insure the
safety of all vessels in
port while anchored or
while moored to docks, piers, wharves, or other water-
front facilities. 1In case of special circumstances,
Coptains of the Port were authorized to issue special
orders not inconsistent with the regulations, if they
were necessitvated by special circumstances for the
proper oefeguarding of vessels or facilities, Nothing
in the regulations was to be construed as relieving
masters, owners or operators and agents of the veasel
from their primery responsibility for the security of
their vessels, The regulations pertained to all ves-
sels in a disabled status were to be reported to the
Captain of the Port, who would thon issued special in-
structions to safegusrd them, waiving any regulations
which might be inconsistent with the situation. The
Captein of the Port was empowered to waive any provie
sions if facilities, conditions or services for pro=
tection were unavailable. In the case of an emor=
gensy in which the safety of a vessel was t hreatensd,
the senlor Bhints officer on board such vessel
might depart from the regulations and pursue the most
effective action in his judgment for the safety of
his vessel. It was provided that any evidence of sa=-
botage or subveraive aotivity involving any vessel
or faoility must be reported immsdiately to the FBI
and the Captain of the Port, or to their respective
represontatives, Naturally, the master, owner, and
operator of a vesssl were expected to take all necese
sary precautions to protect the ship, cargo, and pere
sonnel from sabotage. Notes in the pamphlet for
generel distritution elaborated upon this, pointing
out that thare were certein forms of sabotege cun-
ningly conceived, which could not be deteoted by
ordinary inspection or by those unfamiliar with the
shipte machinery and equipment. Detailed suggestions
were made for checking into and caring for the followe
ing sitvationss

(a) Contemiration of ship's lubricating oil

(b) Contemfhation »f fuel

(c¢) Contzmination < fresh water

(d) Contamiration of feod

(e) Introduction of foreign substances into bearings
(f) Incendisries and explosives

(g) Protection of critical spaces

THE MANKING OF VESSELS Vessels "out of service®
were defined; the Captain
of the Port could require
men in addition to those of the regular manning sche-
dule in an emergency. He could, bhowever, waive the
schedule, if, in his judgment, it could be done with
safety to the vessel. It was specified that vessels
out of service, when anchored or moored to a dock,
pier, wharf, or other facility, should have no fewer
than the specified mumber of officers and men subject
to duty as required by the master. The mumbers re-
quired were stated in the regulations, as well as the
requirement that a state of alertness should prevail

at all times.
%Eﬂgmmrms FOR
LS
Guards," and "Fire Guards.”
These were in addition to
the crew requirements for manning. Requirements for
self-propelled vessels were as follows for ship guardsg

1. Such vessels of from 2,000 to 5,000 gross toms,
when moored to a dock, pier, wharf or other facility,
shall maintain a guard contimiously on duty at each

gangway.

2. Such vessels of over 5,000 gross tons shall, when
moored as above, maintain a guard contimously on
duty at each gangway and, in addition thereto, a
guard contimiously on roving duty.

Vessels were required to
have "Ship Querds," "Cargo

3+ Such passenger vessels of over 5,000 gross tons
shall, when moored as sbove maintein the above guards
and, in addition thereto, sufficient roving guards to
patrol all parts of the wessel ible to p

gers and trew, at intervals of not over 20 mimtes,

It was provided that in all vessels, regardlees of
tonnage or whether self-propelled or not, carge guards
shall be maintained continuocusly on duty in each carge
opace when working ecargo consisting of explesives or
other dangerous articles except inflarmable or com-
bustible liquid cargo in bulk. The Captain of the
Port may require cargo guards for any vessel when,in
his discretion, such are nscessary for security of the
veasel or the port. On self-propelled vessels of cver
1,000 gross tons or over when under repair, a fire
guard shall be maintained in each ccmpartzent or plage
in which thore is in use porteble apparatus such as
welding, burning, or riveting, or in which sparks or
suffiolent hoat to causs cambustion z=sy be transmitted
if such spacs or sdjacent spaces contain combustible
materials likely to beccme ignited, from the time such
work is started until after it 4s completed. All
guards were to be provided by the master, cwner, cpe-
rator or agoent, except where guards were providsd by
military suthority.

It was specified in the

PERSONS WHO MIGHT
BE GUARDS - regulaticne that guards
be dreawn from the following

catogorieny

(a) Members of military or Naval forces of the
United States when approved by proper suthority;

(b) Members of militarised plant guard forces)




(c) Members of the crew when approved by the master
or senior deck officer on board;

(d) Male civilian United Stetes citizens qualifying
physically and as to character when approved by the
Captain of the. Port;

(e) Memters of the crew of United Nations vessels of
foreign registry or citizens of any tnited Nation, if
approved by the Captain of the Port and by the master,

It was provided that the Coast Guard identification

cards of all civilian guards should be endorsed "GUARD.?

On any vessel with more than one guard, one was to be
the chief guard to whom the others were responsible.
Such guards were subject to the orders of the master
or senior deck officer on watch, However, when the
vessel was loading explosives, all guards were to be
subject to the orders of the senior member of the
Coast Guard Explosives-loading detail.

DUTIES OF THE GUARDS The following duties of the
guards under the regulations
for the security of vessels
in port are not to be confused with the duties of mem=
bers of the explosives loading detsils, which in many
respects were similar. The duties of the guards were
specified as follows:

(a) Standing orders for all guards:

1. To teke charge of your post or beat and the se-
curity of life and property which it covers, informing
yourself of the location and use of rearest fire,
safoty, and alarm apparatus.

2, To cover your post in an efficient manner keeping
always on the alert and observing everything that takes
place within sight of hearing.

3. To report to your superior all violations of orders
you are instructed to enforce and to subtmit written
reports on occurrences or violations of conssquence,

Lke To receive and transmit, as required, all messages
of calls relating to the ehip's security.

5. To quit your post only when properly relieved,

6. To receive, oboy and pass on to your relief all
orders from those to whom you report.

7. To maintain & courtecus and dignified bearing,
refraining frem conversstion with others except as
required by your duties,

8. To give the alamm in cese of fire or disorder.

9. To notify immedlately those to whom you report in
cases not covered by your instructions.

10, 7o be especially watchful at night and during
periods of alarm and blackout and to challenge and

hold for the Coast Guard, shore guard, or othsr authori-
ties, all of those whose appearance and actions you
suspect and to deny entrance and to put ashore in safe
hands, any who attempt to board without proper identi-
fication and pass.

(b) Duties of Gangway Guard

1. To stay on duty on the ship in the close vicinity
and view of the gangway.

2, To deny entrance to the ship to all those not
having in their possession valid passes, credentials
or Coast Guard identification cards as required (under
tho following paragraph on Identification and passes).

A———
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3., To examine all personal baggage and packages
brought aboard by, or for, shipts officers or men.,
To hold for examination by the senior deck officer
present or those he may designate, the personal bag-
gage and packages of persons other than the crew who
have been or are to be transported, provided: that
such baggage and packages have not been examined by
competent authority on the dock.

L. To bar members of the crew when under the in-
fluence of liquor from boarding the vessel when ex-
plosives as cargo is being worked. At other times
to hold those members of the crew boarding under the
influence of liquor until safe escort to their quare
ters can be secured for them.

Se To receive from the foreman stevedore a list of
his longshoremen and together with him check them on
board when starting and ashore when concluding the
dayts worke

(¢) Duties of Roving Guard

1. To patrol contimously from one end of the ship.
to the other or, within the cenfines of the area pre=
scribed by the chief guard, and to observe on these
rounds the security of accessible spaces for the de-
tection of fire, disorder, violation of security re-
gulations, and the presence of unauthorised persons,
To require that those suspected of being abosrd with-
ocut authority properly identify themselves and show,
in addition, a pass or its equivalent and give the
reascn for their presence.

24 To warn away vessels not having permission to
come alongside. .

3. To maintain contact from time to time with per—
sonnel on barges, lighters, and tugs lying alongside.

L. To patrol the psssagos of spaces in which the
orew is berthad,

5. To inspect spaces in which worikmen are engaged
or from which they have recently departed,

(d) Duties of Cargo Guard

1. To establish the identity of all men working in
cargo spaces and all who may, from time to time,
come in.

2. To sesc that fire hose, with sufficient slack to
reach the bottan of hold is run ocut and that there
is available nearby a 24-gellon foam fire extinguish-
er, a lS-pount carbon dioxide fire extinguisher, two
l-quart carbon tetrachloride, or othsr equivelent
approved fire extinguishors,

3. To see that portable fire-fighting apparatus is
in accordance with safety requirements and is pro-
perly placed.

L. To maintain close watch for leading, broken, or
damaged cargo containers and to see t hat they are re-
moved for cooperage in accordance with regulations,

S. To maintain close watch for any evidence of fire
or gas fumes.

6. To enforce amoldng and other security regulations,

7e To prohibit the carrisge of clothing, lunch boxes,
or other packages into cargo espaces and to prevent °
the eating of meals there and the visiting of men
between such spaces. To maintain special vigilance
of cargo spaces during meal times,
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8. To assist the ship's officers in inspecting the
cargo spaces prior tn loading and after discharging
the cargo and to be present at the final closing of
the hatch or cargo space.

(e)  Duties of Fire Guard

1, To have removed portable combustibles from the
work area and to have protection provided for com-
bustible materials which cannot be moved, giving
particular attention to the passage of heat through
bulkheads and decks and the protection of hatches,
ducts, ports and other openings through which flame,
sparks and hot metal may pass,

2¢ To see that fire hose with sufficient slack to
reach all parts of tho campartment is mun cut and
that there is available rearby suitable approved fire
extinguishsrs as required.

3. To make a thorough fire inspection before, during,
and after the working period and not to conclude this
inspection until it is certain that no hszard from
fire exists,

Welding and burning con-
stituted the most cemon
cause of fires on ships
undergoing construction,
repair or conversion, and
the need for constant vigilance could not be over-
enphasized. It was particularly impressed upon the
fire guards that the under side of a deck or the
oppoaite side of a bulkhead frem that being worked
on mst be inspected. Stripping of combustible in-
sulation might be warranted. Hollow concealed spaces
woere a potential source of trouble frem {ires which
might smoulder and break out some hours later, The
fact that a room or space was locked and therefore
not easily accessible for inspection was not to be
accepted as a valid reason for not inspecting it; it
was up to the fire guard to secure the keys to enter
any and all rcoms concerned. The wetting down of
cambustible debris was a precautionary measure which
was always in order. -The welding of deck fittings
to which the deck load was lashed was a procedure to
be watched carefully since ordinarily cargo holds ware
full at that time and the under deck space .not ac~
ceapible for inspection. Such measures as ths situa=
tion dictated were to be adopted in such instences.
It was especially important that fire guards should
be thoroughly familiar with the location of fire
alarm boxes, and telephones, and with the procedure
to be followed in sending in alarms of fire. It was
essential that they be instructed that, in case of
doubt, an alarm must be sounded immediately before a
man working aloné attemp extinguish a fire,.

FEIDING AND BURNING A
CONCZRN OF THE
FIRE Guaros

JIIENTIFICATION Porsons boarding vessels
wore required to have ace
ceptable means of identifi-
cation, preferably a Goast
Guard Identification Card, an acceptable pass, and a
legitimate reason for boarding, Ensmy aliens were
excluded from vessels unless especially permitted by
the Captain of the Port, ae woll as any persons exe=
cluded by the master of the vessel or the Captain of
the Port.

ADDITIONAL REGULATIONS Among the regulations laid
FOR THE SECURITY OF down was the requirement
/07— that vessels maintein their
engines in readiness, Ves=
sols at anchor, or moored
to plers or other facilities were required to have
sufficient steam pressure in at least one main boiler
to operate tho engines and essential auxiliary en-
gines to move unless safety or necessary repairs

LY

required othermise. Where power to operate the ves-—
sel's fire pumps or electric system was lacking in
the vessel, connection by hose or elsctric line with
shore power was required where avajilable. Self-pro-
pelled vessels of 1,000 gross tons or over when an-
chored, or moored to such facilities, were not per—
mitted to be without means of propulsion for more
than 2l hours (except when loading inflammable cargo)
without permission of the Captain of the Port. The
maintenance of boiler fires in tank vessels when load=
ing or unloading liquid inflammable cargo of grades
4, B, or C in bulk, was a matter left to the discre-
tion of the master or terminal superintendent depende
ing upon all extemuating circumstances. There were
many variables to consider. There was a discussien
of the rolative merits of manila and wire mooring
lines in case of fire. Moored vessels were required
to have emergency towing hawsers extendirg outboard,
ready for quick towing. The use of anchors at deck
was not fevored without good r Tank 18,
when loading grade A. B. or C cargo in bulk, were
prohibited from having fires or open flame on deck or
in any.compartment loceted on, facing, open, and adja-
cent to that part of the deck on which cargo hose was
connected, The trimming and securing (dogging) of
ventilators and ports while at dock were covered in
the regulations for tankers and all other carft both
for vessel safety and to prevent means of entrance
to the ship when unguarded. Specific regulations were
given for lighting the ships in port, the dock, the
ship's main deck, the offshors side, stern, (over the
stern), for barges alongside, cargo hatches, and shipts
5. Permission for any vesssl to coms along-
aide and remain alongside after cempleting ite businses
wag required from the senior deck officer on duty, A
reascnable latitude was allowed lighters. and barges
not completing work until well into the night.

CARGO HANDLING

Cargo spaces were not to
be opensd until the cargo
was ready to be worked, or
to perform necessary work in such spaces. When the
work was comploted, the cargo spaces were to be closed
and secured. To prevent unlawful access to the ship,
save-glls, cargo nets, stagings and side ladders,
other than gangways, were to be removed or triced up,
meal time excepted, as socn as the working of the
cargo was concluded, Because of the importance of
petroleun and its producte to the war effort, spacial
notes wore included covering care of hose and terminal
loading end diascharge procedures. It should be noted
that, of all the freight and supplies moving during
most of the war for the Army, including guns, azmuni-
tion, food stores, raw material, etc., over 50% was
oll.

Masters, omsers, agents
and operators were charged
with the responsibility of
acquainting the crews with
the regulations, and to see that they were not violate
ed, Violations were to be called to the attention of
the Captain of the Port. In emergenoy, officers and
men ashore were to return to tho ehip with all possible
speed if circumstances allowed, The ship's business
was not to be discussed within hearing of those not
officially involved. Binoculars and telescopes on
vessels were to be in possesoion of the master, offi-
cers, and lookouts only., Seiling time and future
movemont of the ship was to be held strictly sseret,

MATTERS PERTAINING
TOPERSONREL

‘Masters were to designate places ard times for smoke

ing; there would be no smoking on weather decks when
woored to a dock, pier, wharf, or other facility, or
when loading or dPscharging explosives, or in carge
spaces, and thore were apecial provisions for smoking
in vessels when gas-freeing shipts tanks or loading
inflammable liquida.




A 2L4-HOUR PATROL OF ALL PIERS WAS AN ESSENTIAL FACTCR
IN THE SECURITY OF VESSELS IN PORT
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THE SECURITY OF VESSELS IN PORT
REQUIRED FREQUENT CHECK-UPS BY THE JEEP PATROL
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INSPECTION It was specified in the
INSTRUCTION regulations that, upon
AND DRILLS arrival at the dock the

master was to designate
officers to inspect its
facilities for furnishing fire-fighting assistance,
fresh water, steam, electricity and floodlighting,
availability of fire apparatus, guard, and pass ser-
vice, and the location of fire alamm boxes and tele-
phones. The chief engimeer or assistant was respon-
sible for connecting the shore fire hydrant to the
shipts fire line, and for checking water pressure.
Frequent general inspections of the engine and deck
departments were stipulated for the daytime as well as
ndghttime, and sundown inspections were required of
the deck officer covering moorings and the offshore
side of the vessel including security of barges and
lighters alongside. Prior to the loading of gensral
cargo, the mate or deck officer on watch was required
to make a thorough inspection of the cargo spaces in-
volved, assuring himself that they had been properly
cleaned, that no unnecessary inflermsble or combustible
materials remained, and that the l:l.ggi}x‘:ag nd.'l? safely

ed., He was to inspect also t ng gear
::a:g be present when :%: longshoremen started
work. There was to be, in addition, a final inspec-
tion when the cargo space was to be closed and
secured, as well as a general final inspection before
departure. To top off these security measures, it
was provided that thefe should be instruction by the
master or a designated officer in ship security,
together with special drills, blackout drills at
night, and air raid drilis.

The Commandant of the
Coast Guard, in a direc-'
tive to all District
Coast Guard Officers,
dated 7 December, 1$43;-stated that an agreemsnt had
been entered into between the Royal Canadian Navy, the
Canadian Shipping Board, and the British Security Co-
Ordination, whereby the latter organization would ex-
tend its inspection to Canadian vessels in United
States ports. Accordingly, the inspection of Canadian
vessels made by British Consular Security Officers
would be accepted by the Captains of tho Port in the
at of u 1 cir tances, This contimed with-
out change until May, 194h. Following a conference in
Vancouver, which was attended by the Consular Security
Officer, Seattle, and the representatives in that port
of the Canadian Shipping Board, and Canadian owners
and agents, the following rules for Canadian ships at
West Coast ports were agreed upons

SECURITY OF

1. Vossels 2,000 tons gross and under (which will
include tugs and barges); no guards will be required
provided the vessel is protected by crew members actu-
ally on watch at gangways, on decks and in engine

rooms whilst in United States ports, the responsibility
resting on owners, agents and masters to see that such
watches are carried out in accordance with the provi-
sions of Section 6,322 of *J, S. Regulations for the
Socurity of Vessels in Port.”

2. It is desired that the above protection be effi-
ciently maintained in all cases, as repeated failure
will undoubtedly result in the U. S. Captains of Ports
requiring employment of Shore Guards at Omner's expense.

3. In this and in all other respects, it is requested
that your Puget Sound representatives cooperate as
closely as possible with the British Consular Security
Officer at Seattlo.

Jio Vessels 2,000 to 5,000 gross tons are required to
have 1 Shore Guard by day and 2 by night,

5. Vessels 5,000 gross tons and upwards to have 2
Shore Guards by day and 3 by night,

6. Cargo guards equipped with fire extinguishers to
be stationsd on all working hatches on vessels of
5,000 tons gross and over, irrespective of nature of
cargo.

It was pointed ocut that, with reference to vessels of
2,000 gross tons and under, it would not be nocessary
for the Consular Security Officer to make as frequent
inspections as would be the case with ordinary cargo
vessels. Every effort would be made, however, to

nake sure one way or another that the regulations as
agreed were being carried out. Somewhat later, Head-
quarters was informed by the Canadian Shipping Board
in Ottawa that the above arrangements were to be
applied to Canadian vessels visiting all United States
% This wet with the approval 6f Ccast Guard Head-
qu r8, and Admiral Chalker, Acting Cosmandant, so
wrote to Commander W. L. Bates, RNVR, British Security
Co-Ordination, at New York on 25 May, 1S4k,

VOLUNTEER FOR British transports often
S DUTY were at Boston for repair
£ 0 and overhaul., There was

special need to stand watches

in these vessels to detect,
provent, or control fire, to stand fire watches when
wolding or cutting were being done, and gensrally to
look after the security of the vessel in order that
there might be no "Rormandie® irncident at Boston.
These watches were undertaken by Temporary Reservists
as extra duty. In one typical 10-day emergency in
the Fall of 1543, TRs furnished 2,795 men of whom
1,600 were guard detail men and the rest boatmen.
Many fires were discovered in these vessels, but none
reached more than very minor proportions. It was only
in the First District that TRs were so utilized, and
the resnlts were gratifying. In writing of this acti-
vity, the District Coast Guard Officer, First Naval
District wrotes "When the Temporary Reservists be=
came available for duty, officers of the regular ser-
vice adopted a policy of ud ng them interchangeably
with regulars on duties for which they were qualified.
Thus, a guard detail on the QUEEN MARY might consist
of varyling proportions of regulars and temporaries =
and how the terporaries did turn out when we called
on them for extra duty.®

THE PROBLEM OF One of the most seriocus
OIL POLLUTION hazards to the security of
vessels in port, as well as
to plers and other waterfront
facilities was oll pollntion. Ths most seriocus pollu-
tion, so far as Port Security was concernsd, was gaso-
line, usvally from spills. But it was very difficult
to determine whether water ballast contained pollution,
There were three categories for ballast water; (a)
thet carried in clean tanks which had been cleaned at
sea (could be run into harbor and logged); (b) that
from uncleansd tanks - must run water down to within
2 foet of bottom of the tank, collected in other tanks
and disposed of either to dock facilities, or barges;
and (¢) that polluted by oil which must be run direct-
1y into barbors - this might cause emergency condie
tions, VWhen concentrations of oil occurred, the great-
ost hazard was from nearby ships or downstream bridges
from which cigarettes might be dropped. The most im-
portant things which could be done by the Port Security
Officers with regard to port hazards created by oil,
was to maintain close contact with the leading oil
people in ths various ports. The greatest talent and
8kill insafety and fire-fighting was to be found at
the refineries, and not the storage areas. ;t was
suggested that refinery managers put Port Security
Officers in touch with their fire chiefs; if action




was taken in advance of trouble, it would be the best
possible assurance that when trouble did come, they
would be prepared for it.

EXPERIENCE WITH Most spills that occurred
OIL SPILLS on the water{ronts were
caused by breakage of
cargo hoses when tank
vessels were unloading or pmping. lhe prompt smt-
down of pumping operations and closure of control
valves usually limited the spills of this type to
small amounts. However, these spills could cause
fires which might involve other situations. It was
noticed that the spill of oil on the water from a
tank ship that had been torpedoed usually caused a
fire which seldom extended very far from the ship,
and practically nsver in excess of the ship's lemgth.
Tho theory was that oil spread fast and thin, and was
burned up before it had a chance to go very far. How=
ever, oil concentrations could be carried far before
being ignited in our ports, and where ignition occurred
1% would almost surely be in a spot where vessels or
facilities would be endangered. Pier guards and crews
of patrol craft kept a keen lockout for oil in danger-
ous quantities, and reported it promptly. The usual
remedy was to send a fireboat to the concentration,
and play etreams of water into the oll to disperse it;
this was especially effective where the concentrations
had collscted under piers and in slips. In oms or two
cases where oil was burning in an open area, picket
boats ran at full spsed through the burning oil, and
the wash and wake extinguished the {lames,

Russian merchant vessels
used most United States
ports of importance, but
Seattle had a greater
traffic in Russian vessels than other ports. Many
Temporary Reservists took special coursss in Russian
to help them in guard duty in these vessels, and re-
gular Coast Guardsmen with a lmowledge of Russian were
used to advantage. Russian vessels frequently violat-
ed the 01l Pollution Act arnd other Federal regulations
at will even after having had the matter called to
their attention in tbe best Russian that Coast Guards-
men would muster.

DIFFICULTY WITH
SSIAN

Prevention of oil pollu=
tion on the Great lakes
wae more a matter of co-
operation than regulation.
In March, 1945, the Assistant District Coast Guard
Officer, Ninth Cleveland District, issued a memoran-
dum stating that the 0il Pollution Act had not been
extended to include the Great lakes, and that no re-
gulations had been issued under the Espionage Act
specifically prohibiting oil pollution in those waters.
There had been some attempt to apply the Refuse Act to
the matter of oil pollution, but the War Department
regarded that act as inapplicable. lutual safety re-
quired observance of normal precautions and this was
done generally, but there could be no compulsion or
legal remedye

SITUATION ON
GREAT LAKES

0IL POLLUTION RECORD
SRt o

4 total of 75 oil pollu=-
tion cases was reported
in the Thirteenth Naval
District for the year
194k, Of this, 25 occurred during the first 6 months.
Bunkering operations accounted for L% of the pollution
cases in the first half of the year, 30% in the last
half. In transferring oil to and from vessels, pollu-
tions increased frem 8% in the first perioed to lﬁﬂ in
the second. This increase was accounted for almost
entirely by Navy spills at the Time 01l Company dock,
Pollutions resulting from bilge pumping and other
discharges from vessels decreased from 16% in the
first period to 10% in the second. The improvement
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was the direct result of an educationzl program car-
ried on by the Assistant Captain of the Port at
Seattls, and follow-up by regular ard comprehensive
inspection, Of the above 75 cases, 17 were recommend-
ed for further action., In the firat 7 days of 19L5,
10 cases were reported, mostly involving Navy oil
barges.

INSPECTIONS OF Pollutions frequently
{TATERFRONT O1L occurred at oil docks and
PROFERIES terninals where vessels
were moored, or taking on
or discharging oil. It was
especially necessary to be vigilant at such docks,
oil terminals and oil farms not only for the protec-
tion of the vessels but also the shore facilities
themselves. At the outbreak of war, the oll industry
had probably progressed further along the linss of
security and protection than any othar major business.
It has beon said that the expectency of fire in the
usual type of waterfromt oil terminal or marketing
property was cne fire per plant every 5,860 years,
The Army decided that o1l farms were a Coast Guard
responsibility, and so the latter set up systems of
ction. However, varicus agencies assumed some
responsibility, with the result that, in the earlier
days and through much of 1943, st least, many oil
plants were “inspected to death" by the different
agencies. This created a great deal of confusion.
For instance, at Boston, oil terminals and farms were
a Coast Guard responsidility. The Captain of the Port
inspectors checked these proporties daily. But then
Army inspectors arrived and wondered what the Coast
Guard was doing on the properties. The solution seem=
ed to be in joint inspections, which were arranged
and carried out, to avoid bothering the oil people
too often. Then a third group of inspectors arrived,
fram the Department of the Interior, and triple in-
spections were arranged when the third group wished
to inspect. Inspections by all these authorities
seemed foolish to the authorities themselves, the
overlapping of "jurisdiction" appeared inexcusable
and confusing to the property ommers and agents. The
result was such annoyence at being inspected every
fow days by these people that the owners would have
thrown them all out if they could have done so.

BRITISH

Same British regulastions were
FEGULATIONS

more stringent than ocurs, and
the Captains of the Port and
the British Security Officers
cooperated well, Though the British regulations were
really recommendations which probebly could not have
been enforced, Captoins of the Port helped the Bri-
tishers by exerting influence to have the recommenda-
tions acted upon. They carried out their inspectioms
as soon as possible after the British ships entered

port.

MARINE INSPECTION AND There were probably mo two
FHE SECURITY  divisions of the Coast Guard
OF VESSELS whose functions and problems

so closely paralleled each
other in many respects as did Port Security and Mar-
ine Inspection activities. After all, the primary
purpose of Marine Inspection was the security of the
ship, its equipment and persomnel, but from the stand-
point of itself, its equipment and persomnel, rather
than from outside agents, saboteurs, etc. The’Port
Security Division existed because it wes recognised
that the merchant ship was especially vulnerable to
damege from accident, carelessness, and sabotage
while in port, and the very nature of its wartime
cargo in most cases increased the port hazard, In
the field of shipping, the regulations for the securi-
ty of vessels in port represented a major contribution
to the war effort. There was close correlation be-
tween work of the Marine Inspection Division and the
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Port Security forces in the security of ships, es-
pecially tankers. The tanker regulations had many
provisions pertaining to the construction of the ship
1iself, to its personnel, and to its operation that
were promulgated solely for the safety of tke port.
The technical considerations remained largely in the
Marine Inspection Division as well as some enforce-
ment, but assurance that many of the regulations were
observed properly was certainly a part of the respon=
8ibility of the Port Security inspectors, Port Securi-
ty guards, and other personnel. It was desirable that
the two divisions avoid duplication, and while there
was same, this was largely eliminated as operaticns
progressed,

THEE GUARD DETAILS The principal medium of

the Captains of the Port

for the checking of factors
relating to the security of vessels in port was the
inspection progrem; for the enforcement of the regula-
tions, it was the guard detail. As already stated,
these guard details at first were regular Coast Guards—
men, but as time progressed and the Temporary Reser-
vists became an effective factor, they took over the
major portion of guard work in most of the ports. It
was found that those with linguistic abilities were
doubly useful. Por instance, at Boston, thers were
guardsmen who could speak in all 19 different lan-
guages, and where possible those were placed in ves=
sols of nationslitios where they could speak the
salloris language. This worked woll, and it was

found that it was much easier to make the regulations
known where this was done. The organisation of these
details, and how they functionsd have been covered

in Part IV. Some instances of guard detail experience,
however, will be of intereat.

A COLORED COAMPANY There was ons colored com-
AT PoRT OP BOSTON pany at Boston, with colored

officers in charge, Colored

- boys in scme Districts pre-
sented a problem. It seemed they wore not especially
_welcome on board ship. If a colored seaman or boat~
swain's mate were transforred to a ship, he came right
back, The Captain of the Port at Boston said to the
District Coast Guard Officer, "Give them to me.” The
COTP had been bothered as almost all were, by the con-
stant transfer of trainsd men from his District. He
folt if nobody wanted the colored boys, his chance of
keeping them was good. He organized a company of thenm,
and 4t tarned out to be tho beat company hs had among
the regulara, BEe had fewer disciplinary cases than
with the white boys. There was lsss trouble cn the
waterfront where thoy stood their watches. In a pe=
culiar position of telling white men what to do, the
COTP told them it was how they told them that counted.
Re had not one complaint on the attitude of theso
ocolored boys, and ths plan worksd finely,

PIOTURES AND SKETCHES On 25 November, 1543, a man
_ was arrested by the Coast

Ouard security guard on duty
on board the PP23 tied to the river bank at Memphis,
Tennsssea, The man was making 8 sketch of the vessel
from the bank, A ssarch of the suspect resulted in
finding military ship movement remarks in a notebook.
The man was turned over to the FBI. On 27 November,
1943, an alion and native of Argentina was intercepte
ed at Alton Lock and Dam #26 by the sesurity patrol
at Alton, Illinois, while taking a photogreph of the
lock and Dam, He was taken to 8t. Louis, and alse
tarned over to the PBI,

BIEROENCY SECURITY GUARD The Commandant of the Eighth
Naval Distriot, having been
notified on 22 December,

‘1943, of a strike at the Houma Boat Works at Houma,

loudsiana, heedod & roquest for guardseat that Navy

wore danied

responsibility. Because of a atrike of workmen and
plant guards at the works, he gent, through the Assis-
tant Captain of the Port, an adequate security guard
which remained on duty until 30 December, 1543, when
the plant resumed cperations. No difficulty developed.

On 9 April, 194k, Customs
guards stationed at the
Shell 011 dock at Sewarn,
New Jersay, requested
assistance from the Perth Amboy Patrol Base of the
Coast Quard to prevent crew members of the French
armed tanker BOURGOGNE from leaving the vessel in
violation of restrictions, .A amall Coast Guard de-
tail was thereupon assigned to the area, but was une
successful in holding the crew on board., Reinforce-
ments, however, arriving shortly afterward, succeeded
in reestablishing control of the situation., The riot,
according to the master, was precipitated when crew
pembers who had not been ashore for several months
pernission to leave the veassl after have
ing completed all necessary work. Their resentment
at the restrictions was intensified when crew mexbers
of a British ship tied up nsarby were permitted to
leave thoir ship almost immediately after docking,

ADMIRAL CHALKER STRESSES The importance of security
THPORTANCE OF SECURITY ~ of vessels in port and of
waterfront facilities was
astressed by Admiral Chalker
in Pobruary, 1945, when he gave scms interesting
figures., He saids "I am sure that all of you are
keenly awars of how tremsndously important it 4s to
prevent catastrophies in American ports which would
impade the steady flow of men and supplies abroad

= 80 essontial to the war offort, Some concoption
of ths magnitude of ocur task may be gained by

ing the fact that to launch the invasion against the
tiny island of Iwo there passed through our ports
enough fusl oil to make & 238-mile long train of tank
cars of 20,000 gallons each, encugh gasoline to run
30,730 automobiles for a full year; enough lubricaticg
oil for ons cemplete oil change for 466,000 automobiles;
enough food to feed a city the sise of Columbus, Ohlo,
for 30 days; and encugh ammunition, bombs, shells,
rockets, torpedoes, and eartridges to f£i11 480 cars.”
These figures, imposing as they are, were for only one
operation, and some comception of the total amount of
traffic for the entire war effort can be had, with
this as a basis. One of the most important duties of
the Captain of the Port was safety of the vessels
which transported these trswendous amounts of material,
and the record of this asctivity throughout or porte is
mte testimony of the efficiency with which this was
oarried ocut,

RIOT UPON RESTRICTION
OF FRENCH TANKER OREW
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SECTION IX

PLANT GUARDS
A SPECIAL ARTSES The Navy rocognised a spe-
cial nsed for military con~
trol of plant guards suploy-
ed at shipyards and othor facilities having Navy and
Ooast Quard centraots, There was great danger of
sabotage and the sotivity of subversive agents in
virtually evory shipyard and othsr facility in water-
froat areas dovoted to such contreots. Under the ore
dinary cysten it would have been relatively simple
for ensmy agents to effect dsatruction of such plants
which wore vital to the war offort, Olossr military
control and suthority for the plant guards st thess
faclilities boczme urgent, At first, it was plannsd
to have plant guards mede Federel Dsputy Marshals,
but thio was turned down by the Attorney GCensrel,
The Arzy counterpart of these guards was
Military Police, It wao decidsd to tis these msn in
with the Coast Ouard, but possibly it is accurete to




say that, of all Coast Guardsmen, these plant guards
who became known as Coast Guard Folice, were the
least closely identified with tne Coast Guard of any
Coast Guard personnel, To obtain control, the Kavy
utilized the provisions of the Auxiliary Act as
amended by Congress June, 1942, permitting temporary
enrollment in the Coast Guard eserve on a full or ‘
part time basis without military pay. At first, the
Attorney General's office refused to consider Coast
Guard Police as members of the Coast Guard and afford-
ed them no legal backing. This was later remedied.

It should be understood that
these Coast Guard Police did
not operate under the Captain
of the Port, nor were they
part of the regular Port Security forces. Their work
was distinct, yet because of their primary duty of
protecting certain properties in our ports, and
sometimes inland, Port Security can hardly be ade-
quately covered without including mention of this
unusual branch of the Coast Guard.

NO PART OF
PORT SECURLTY FORCES

On August L, 1942, only two
or three weeks after enroll-
ment for the Temporary Re=-
serve began, the Commandant,
with approval of the Secretary of the Navy, authorized
enrollment of Coast GCuard Police into the Temporary
Reserve. This authorized enrollment of the civilian
protective forces at shipyards and other manufacturing
plants with Navy and Coast Guard contracts to the ex-
tent considered necessary to provide adequate mili-

ENROLIMENT OF
CORST GUARD FOLICE

tary protection. These men were mot required to take

the usual physical examination, btut were required to
be physically fit and qualified for their dutiea,
They were enrolled for the duration, or for such
lesser periode as might be agreed upon. Thsy were
enrolled as Chief Boatswain's Mates (COP), except
for supervisory officers who sometimes were enroclled
as Boatswains and Chief Boatswains, to give them
proper supervisory authority. They were not subject
to transfer, and were disenrolled upon changing the
place of their employment. They continued to perform
the duties for which they were employed by the yard
or plant, and continued to receive compensation as
usual from their firms, but no pay or allowance from
the Coast Guard other than uniforms,.

The administration of Coast
Guard Folice was entirely
under the Navy. This wae
logical, for this cooperaw
tive relationship was at
plante primarily having Navy contracts, and the guards
were chiofly concernsd in guarding Navy property or
property vitally needed by the Navy. Thus, the Coast
Ouard acted sirply as the onrolling agenoy, all actual
control and jurisdiction being vested in the Naval
District Security Officer. The Navy assumed investi-
gative Jurisdiction for guards engaged in plant
sscurity work.

TRAINING OF GUARDS

ADUINISTRATION OF
COAST GUARD FOLIC

The enrolled plant guards
took & short but intensive
training course, usually
running for about 9 weeks. Training was done by the
Navy except in the Thirteonth District where it was
dene by the Coast Ouard until 20 November, 1943, when
the Navy took it over, Subjects inoluded Americanism,
safety, duty and conduct of guards and watchmen, and
nilitary etiquette.

PROGRESS F

than in others.
LY

Enrollzent of plant guards
got under way in August,
1942, btut it progressed
faster in some Districte
For instance, there was no apparent
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move ‘to utilize this force at New Orleans until 25
May, ¥9Lh; Guards shifted their places and type of
enployment frequently, requiring a considerable turr-
over of men in all Districts, since disenroliment was
required upon a guard bveing separated from his origi-
nal place of employment. After guards reached a cer-
tain number, this turnover, with disenrollment and
enrollment, kept the total enrollment about static.
In all Districts, the nunter of Temporary Reserve
plent guards reached the peak about 30 June, 1543,
when there were the following:

Conmissioned Officers 80
Chief Warrant and Warrant Officers 82
Enlisted Men 23!9]41

24,863

As plants completed their contracts, and werc dropped
from the Navy Kesponsibility Lists, the plant guards
were disenrolled, and most of this was accomplished
by mid-154k.

DISENROLIMENT OF ALL

DISENROLLMENT OF ALL The number of plants com-
COAST GUARD POLICE

pleting Navy and Coast Guard
contracts accelsrated rapid-
1y in the early part of 1Shl.
In March, 194k, the Chief of Naval Operations directed
the abandonment of the Coast Guard Police Temporary
Reserve program, and as each plant was examined and
found satisfactory, the District Coast Guard Officer
was requested to disenroll the guards at the respec-
tive plants. In most Districts, this was followed

by mass disenrollments. By 30 June, 1Lk, the number
of Coast Guard Police hed been reduced to 2,736. It
vas found that, in most cases, the plant managements
were reluctant to dispense with a system which had
functioned so admirably.




SECTION X
COAST GUARD PILOTS

FIRST DIRECTIVE OM

oOn 18 August, 1942, the
GONTRCL OF FIIOTS

Secretary of the Navy wrote
the Commandant of the Cosst
Guard as follows on the con-
trol of coastal and State Pilots, and pilotage feos:

"1, The Navy Department is now primarily responsible
for the safety of merchant shipping and in consequence
thereof requires vessels, foreign and domestic, to use
interior waters to a greater extent than is the prac~
tice in peacetime. Such action requires the vessels
involved to avail themselves of the services of coas-
tal and State pilots, with consequent increased pilote-
age fees, a greater need for additional pilots, in-
creased responsibility and greater efficiency on the
part of pilots, and more strict federal control of
pilots and piloting.

"2, Complaints have been filed with the Navy Depart-
ment involving incressed pilotage fees, delsys in

- t of v 1s, and other matterg which embrace
the general subject of pilots and pilotage in relation
to the war effort. Recently, the Cape Cod Canal and
the Chesapeake and Delaware Canal were blocked by ves-
sels sunk while in charge of pilots, thus seriously
interforing with the safe and expeditions movement of
ships and cargoes,

"3, There apparently is no uniform plan or procedurs
for attempting the solution of these problema in the
varicus ports, harbors, and connscting waters along
the coasts of the United States. It is therefore
directed, in the interest of obtaining the maximum
war offort, that the Commendent of the Coast Guard
urdertake a study of such problems, determips proper
procedures, and take appropriate action to control,
direct and supervise the piloting of vessels, the fixe
ing of rates where desirable, and the handling of all
other matters nscessary for a uniform and efficient
procedure in tho piloting of vessels along the coasts
of continental United States and the interior waters
thereof, In conducting such study, the Commandant of
the Ooast Guard is authorized to confer with appro=
priate federal and non-federal agencies,

ol If legislation or an Exscutive Order is nscessary
to obtain these ends, the Cocmandent of the Coast
Ouard shall initiate action to secure the same.®

The Commandant initlated a careful and comprehsnsive
study on which a report was prepared, presenting a
sumary of the principal features of pilotage in the
territorisl waters of the United States and indicating
measures necessary to bring about a uniform and effi-
ciﬁ;ﬂ. control of pilotage. This was dated November,
92,

SIX DISTINCT
[¢) 1OTS

Tho report Brcusm out that
tﬁre wox-; six distinet
classes pilots rating
in the United stat:::

(a) Pilots operating under State laws,
(Eexbers of 32 pilot groups forming the Ameri-
can Pilots Association; State-licensed pilots
not members of the association who operated
at small ports. Most of the above held Federal
as well as State licenses).

osv——
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(b) Federally licensed pilots not members of vessels
crews operating in coastal waters.

(¢) Federally licensed pilots who were members of
vessels! crews - Coastwise.

(d) FPederally licensed pilots who were members of
vessels' crews - Great Lakes, Bays, Sounds and
Rivers.

(Usually part of vessels's complement).

(e) Docking pilots
(More ship-handling than piloting; usually
master of one of the tugs, but acted as an
employee of the piloted vessel rather than of
the towboat company),

(f) Accredited Pilots
(As a' war measure it was nocessary for the
Coast Guard to insist that in certain important
areas vessels move only under the direction of
an Maccredited pilot." Cape Cod Canal was an
exanple. The accrediting of a pilot by the
Coast Guard went a step beyond the issuance of
a pilot's license and indicated that the holde
er was not only professionally capable, but
also that his background had been investigated
and that he was physically qualified and with=
in certoin age limits).

The agencies of the Federal Govermment concerned
directly or indirectly with pilotage, through employ-
ment of or furnishing of pilots, were;

Navy Department
Convoy and Routing Section
Naval Transportation Service
Naval veszels
Coast Guard vessels
Department of Justice
Departmont of the Interior
War Department
Army Transportation Service
Gorps of Enginsers, Panama Canal
¥ar Shipping Administration
Maritims Comuission
0ffice of Defense Transportation
Inland Waterways Corporation

STATE PILOT ASSOCIATIONS After sumnariaing Federal
and state legislation on
pllotage, the report went

on to describe the State pilot associations. It was

pointed out that 90% of state pilots belonged to
pilot assoclations. Each of these associations maine
tained a central office which was in constant touch
with the pilot boat and arranged for the rotation of
pilots. An agent was usually employed to care for
office routine. With a limited membership, the
associations enjoyed what might be called monopoly
rights in return for service to the Stato, which was
usually maintained at a high standard, The property
of the associations such as pilot vessels, tenders,
supplies, etc., was omed jointly by the members each
of whom subscribed his share of stock, New msmbers
wers genorally recruited through the apprentice 8y8=
tem, except on the West Coast, Ths American Pilots

Association was founded in 188} as a governing body

to conduct negotiations between groups, to effect

uniformity and for mutual protection. Nearly all

state pilot associations were members. In 1942,

there were 32 mesmbor associations, with a total of

548 pilots and 33 apprentices. The State pilot system

had stood the test of time, but it was found that the

rotation system was a weakness in wartime.

FEDERALLY

The Federally licensed
LICENSED PIloTs

pilots also operated in




AR

groups, and in 1942 the total mumber of such pilots
was 942. While the States controlled pilotage of
American and foreign vessels under registry, every
coastwise seagoing vessel (with few exceptions such
as fishing vessels) on inland waters and every com-
percial vessel above 15 gross tons on the Great Lakes,
Bays, Sounds, and Rivers were required to be under
control of a Federally 1i d pilot 1i d for
the waters in which his vessel ran. Requirements
physically and professionally were strict. Most
coastwise and intercoastal steamship lines required
thoir masters and mates to hold pilotage endorsements
on thoir licenses, and during the war emergency, many
wont ashore and joined pilot groups of Federally
licensed pilois. This system was also time tested
and satisfactory.

Admiral E., S. Land of the
War Shipping Aduinistration
was conferred with on the
matter of pilotage, and in
a letter dated 30 October, 1942, he made these re-—
commendationss

ADMIRAL LAND'S
FECONKENDATIONS

1, That all pilots, except ships' officers actually
serving aboard a vessel, who may from such service be
assumed to be accredited, be accredifed by the Coast
Guard.

2. Existing rates (except as noted in letter) be
accepted for the present.

3, Rates of 50% of commercial rate to be established
for pilotage of all vessels entering port for shelter
(chiefly from enemy action).

L. Periodical report of earnings of each assoclation
to be submitted to the Coast Guard and pilotage feos
to be reviewsd periodically.

5. That rates for pilotage by independent Federally-
J4censed pilots who are not serving as officers of
vessels, be subject to review by an appropriate Govern-
ment agency or representative, with the idea of keep-
ing these rates at a reasonable levels

6. A pool of pilota for Alaskan service to be esta-
blished and means for relief, if practicable, provided
at Cape Spencer so as to elininate through or complate
round trips by pilots.

7. BEvery effort to be made to preserve existing
pilotage associations to the oend that they may resume
after the war their oporations as at present, and that
so far as practicable in any control exercised by the
Navy and the Coast Guard, the services of various
qualified oficers and meabers of the pilots! organi-
zation be utilized.

8. Should it be decided to enrcll pllots as members
of the Navy or Coast Quard, that it be made clear
that such members in rendering pilot service do not
suporsede the authority of the lMaster who remains
always in command of and responsible for the vessel.

OTHER UATTERS LEADING
TO [€3)

e ———————————

These serious considerations
of the pilotage problem were
influenced by several oc-
currences which emphasized
the necessity for gearing pilotage to the machinery
of war., On 1 May, 1942, a large, heavily laden motor
vessel collided with the Pennsylvenia Rallroad bridge
on the Chesapeake and Delaware Canal and had to be
grounded, This canal probably offered more hasards

to ths navigation of seagoing vessels than any other
in tho United States. The interaction between ves-
sels and bank suction was erratic in effect, there
was a series of bridges with bridge piers close to the
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.channel.

channel, and all bridges but one were at bends in the
The vessel which collided had failed to
respond to the helm in time to avoid trouble. Traffic
in the canal was delayed for several hours. There
followed, on 28 June, 1942, anothsr sericus accident.
The large collier STEPHEN JONES grounded in the Cape
Cod Canal, blocking the passageway for large vessels
for a mumber of days. The vessel split and sank, and
the wreckage was finally dynamited to clear the chan-
nel. The final event came on 28 July, 1942, when a
large steam vessel in the Chesapeake and Delaware
Canal collided with the Chesapeake City bridge doing
$230,000 damage to the vessel and the $k69,000 bridge
was completely destroyed. The blocking of the canal
this time caused immediate steps to be taken to pro=-
vide safer and better facilities for ship movements
in the canale The Coast Guard, under the Navy, had
authority to control movemonts of vessels in terri-
torial waters, and this authority was involked in
waters of the Cape Cod Canal. It was then .mandatory
that all United States vessels of over 100 tons and
all foreign vessels carry accredited pilots while in
these waters. This was a definite step toward milie
tary control of pilots. By 1 October, 1542, there
were about 150 Federally licemsed accredited pilots
for the Cape Cod Canal. Most wore on regular canal
runs, but about 30 were ashore for use 88 noeded.
PILOTAE IN WARTTME Pilots ere charged with
responsibility for safe
navigation of vessals re-
quiring pilotage from the time of leaving the open
waters off a port until the vessel has returned to
those open waters. Most associations owned one or
more pilot boats, generally schooners, which lay off.
the entrances with pilots available for those who
might need them. During wartime, pilot assignments
are something of a cross between duties of their
peacetime profession and those imposed upon them by
the stresses and necds of war. In earlier wars there
were fewer involvemsnts with foreign powers, less com-
plicated logistics, and considerably more freedom of
action than developed in World War II. In the recent
emergency, the mechanics of war became more technical
and created a situation far more complicated than ever
before, Practically all lines of action, and parti-
cularly piloting, had to adhere more strictly to mili-
tary procedures.

COMMANDANT!s DIRECTIVE
2,

It has been shown that the
Secretary of the Navy, on

18 August, 1942, suthorised
the Coast Guard to assume
complete military control of the State pilots of Ameri-
ca. The original report on pilotage was approved by
the Secretary of the Navy on 27 November, 1942, and
had been previcusly approved by those government
agencies concerned with pilotage and accepted by 2ll
the State pilot associations. The first directive
was dated L December, 1942, signed by the Commandant
of the Coast Guard, and directed to all District Coast
Guard Officers. It read in parts; "It is intended
that each association of state-licensed pilote operete
as a group of temporary members of ths Coast Quard
Reserve with the present president of the group acting
for the duration as ths Senior Coast Guard Officer
attached, and who will be directly responsible to tise
pistrict Coast Guard Officer for the efficient opera=
tion of that pilot group." In some cases geographlcal
location mads it desirable for the Senior Coast Guard
Officer of the pilot group to work directly under the
Captain of the Port. It was not expscted that any
radical changes in the piloting procedu would be
indicated in most cases, It was decided that the ro-
tary syotem of assigmment would not be rigidly adhored
to, and that the Senior Pilot should assign to the
most competent officers the most difficult tasks. This
plan provided a means of operational control, keeping




the units intact for the duration, and giving them
military authority. It provided assurance that the
pilots would arrive without delay on board the vessel
to be piloted, and that he was militarily responsible
for the vital war information daily entrusted to him,

PILOTS ENRCLLED IN As a result of the above
TFIPORARY HESERVE directive, pilots were

sworn into the Temporary

Reserve at Boston on 11
December, 1942, at New York on 15 December, and en-
rollments in other ports where State pilots operated
were made about simnltanecusly. Thev were commission-
ed lieutenant commanders, lieutenants, and lieutenants
Junior grade, for the most part. The president of
each Pilots Association was enrolled one day earlier
than the others in his group to resolve any question
of seniority. The president of the American Pilots
Association, upon enrollment in the Temporary Reserve,
was assigned to Headquarters to head the entire
piloting activity.

THE FIRST NAVAL In a directive issued 23

D 1IVE December, 1542, and izmedi~
ately published through
Notice to Wariners, by the
District Coast Guard Qfficer, First Naval District,
the following was stated:

WFCRTS OF PORTLAND,BOSTON, AND CAPE COD CANAL PILOTAGE

"State pilots for the ports of Portland, Mains, Boston
and Cape Cod Canal, Massachusetts, respectively, are
now mexmbers of the Coast Guard Reserve without pay
from the United States., This step is in the interest
of port secuirty, the safeguarding of vital war ipe
formation, and the coordination of. the existing state
pilot system in accordance with wartims requiremsnts,

"Pilotage will contime as before. While actually
piloting the vessel, the pilot is still acting as &
state pllot, rather than as a Coast Guard officer.
The state pilot's relationship to the master or com-
manding officer, the vessel and the owner remains as
established in maritime law, There is no substitu=
tion of command by reason of the membership of the
pilot in the Coast Guard Reserve. Masters and com-
manding officers are still responsible for the navi-
gation of thoir vessels and may relieve or superseds
the pilot whenever in their judgment it is nacessary,
as heretofore. The United States is atill not respon-
8ible for any negligence of the pilot.

"The pilot is still entitled to his. fees as prescribed
by the State and these fees will be collected in the
usual manney,®

The same applied to all Districts, so that pilots
vere uniformly operating in ths United States terri-~
torial waters. :

Because of the pilotd' lmowe
ledge of their harbor areas
and their special skills in
handling vessels in such
vaters, mich responsibility for the safety of vessels
and ths security of the ports was placed in their
hands., Due to statutory and wartime regulations, se-
curity measures were, in the main, entrusted to three
coordinated offices, (a) the Captain of the Port, (v)
the Port Director (Navy), and (c¢) the Pilot Command.
The Pilot Command worked in close ‘coordination with
the other offices and maintained special liaison with
the Port Director's office, obtained convoy lists,
ard sat in at convoy conferences.

COORDINATION WITH
CTHER OFFICES

L))

The story of the pilots in
one port might be the stor:
of all, except insofar as
local conditions and prob-
lems altered the deteils

of their operations. At some East Coast and Gulf
ports, vessels entering or leaving were exposed to
submarine atteck while lying to to take aboard or
drop a pilot. Coast Guard picket boats were placed
on duty at certain of those points to put on board

or take of{ pilots, and the transfer was accemplished
while the vessel was making full speed, tims decreas-
ing the danger of attack. Most piloting in ocur war-
time shipping ports was "run-of the mill" business
for these officers, and there were very few outstand-
ing incidents in which they were involved. Possibly
the greatest problems were at New York and Boston,
the first and second wartime shipping ports of the
United States, respectively, in volume of such shipp-
ing. Piloting at Cape Cod Canal, where scmetimes ss
many as & lundred ships transited the waters in a day,
also presented special problems. A brief resund of
pilot activities at those places will serve to indi-
cate general pilot experience, which was similar but
on a sealler scale in other ports of the United States.

THE GENERAL SCOPE In general, it may be said .
OF PLIOT OPERATIONS that the activities of ¢he

pilots included the follow=
ing, or slight varilations
a0 local conditions demanded.

GEIERAL OPERATIONS
BY THE F1IOTS

(a) Oenoral pilot service for vessels entering and
leaving port,

(b) PFros pilot service to public vessels of certain
classifications. .

(¢) Transparteds (1) personnsl betwesn oxamination
veassls, (2) coastwise pilots from anchorage to deck,
(3) coastwise pilots requiring removal and transporta-
tion, and (4) cempass adjusters.

(d) Handled vessels for compass adjusters, and for
degaussing range tests of new or overhauled merchant
ships.

(e) Piloted ships seoking shelter on Navy cr Coast
Guard orders due to enemy action or other causes off-
shore,

(f) Informed plsasure and fishing craft of rules,
regulations and procedures on leaving or entering
por‘t-

(g) Kept informed of Army and Navy underwater ine
stallations, and protected them by keeping to owept
channels,

(h) Carried convoy instructions from Port Director's
office to designuted ships due to sall, and to scme
vessels in transit. Carried degaussing sheets for
testing degaussing system of each vessel entering or
leaving port, and delivered sheets as necessary to
the degaussing range. Picked up crew lists for the
Captain of the Port when vessels sailed unexpectedly,
as well as papers relating tc changes in crew.

The pilot boats, enrolled in the Coast Guard Reserve,
were zanned by the Coast Guard, and transpertation

to and from vessels was provided. As an example of
piloting activity, 4 regulsr pilots at Portland,
Maine, handled 1,L07 piloting assignments during their
period of enrollment; 24 pilots at Boston (aided by a
fem others for a short pericd) complsted an estimated
15,000 assignments, representing about 231,000,000
tons of shipping involving about 7,000 convoy vesselss
16 pilots at Cape Cod Canal often piloted 100 vessels



RESTRICTED
A COAST GUARD PILCT
BOARDS A VESSEL FROM AN ICE COVERED DECK
TO TAKE THE SHIP INTO NEW YORK
THE PILOT GUIDES HIS VESSEL SAFELY TO HER ANCHORAGE
IN UPPER NEW YORK HARBOR
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a day through the waterway; and 1l Hell Gate rilots
at New York (increased for a part of the time to 20)
from Jamary, 1942 to Kay, 1yhS, took 1L,539 vessels
through the treachercus Hell Gate,

TWENTY-FOUR PIICTS
FOR FCRTY VESSELS

In the Port of Boston, the
pllot complement was 24 in
peacetime. Despite the
fact that Boston became the
second port of the United States in volumo of wartime
shipping, this number operated for the duration except
for a very short period when 7 additional pilots were
"borrowed.” One of the outstanding achievements of
these pilots was the efficient handling. of convoys
leaving the harbor, While at times, more than 2l
pilots would have been convenient, a surplus at other
times would have been undesirable. Except for the
brief period mentioned, the rumber remained 2L, and
they carried any extra 1oad that was required. These
officers at timeswere faced with the necessity of
piloting 4O vessels making up in convoy. The problem
was solved in the following manner. Twenty-four ves-
sels moving first each had a pilot. When the first
vessel had been taken to a point where a pilot was no
longer necessary, a Coast Quard picket boet removed
him, picked up the second and third pilots, and took
them back to the 25th, 26th and 27th ships which had
not, at that time, been called upon to move. This
process was followed until all vessels had been pro-
vided with pilots. Veasels at Boston were moved under
all kinds of tide, current, and wind conditions, which
was rot true in many major ports.

PIIOTAGE AT Use of the B=mile Cape Cod
CAPE COD GANAL Canal at the base of Cape

Cod avoided steaming an

additional 75 miles around
the cape in waters which presented many dangers. Cur-
rents through the Canal usually average at strength
3% to L knots and the local knowledge of pilots is
essential in transiting this waterway. During the
period of active wartime shipping, it was not umsual
for a convoy of 100 vessels to pass through the Canal,
There were 16 Coast Guard pilots at the Canal, whose
duties differed somewhat fram those at regular ports
in that their sole duty was piloting vessels through
the Canal, They had no other responsibilities.

TVO_PIIOT GROUPS New York, the leading war-
AT NEW YCRK time shipping port, provid-

ed great activity for the

Coast Guard pilots. Two
pilot groups (a) the New York pilots mumbering 108
and (b) the Hell Gate pilots totaling 1l (later 205,
bandled pilotage in the New York area. ¥Work of the
Hell Gate pilots was specialized and is specially men-
tioned.

‘The New York Pilot Command
office was set up at State
Street, New York, with a
subsidiary office under the
Navy Port Director as an aid to the main office. The
subsidiary office acted as liaison between the Port
Dirsctor and the central office of the Command on one
hand, and the District Coast Guard Officer on the other.
This aided efficient handling of inbound and outgoing
convoys and. independent ships, Duties included com-
piling and forwarding information on shir movements

to other interested military agencies in the area. It
also handled matters pertaining to identification of
inbound craft including setting up of secret signals
and harbor entrance hoists for all vessels. The New
York (Sandy Hook) pilots rotated assigmments generally,
through pilots with special skills in handling vessels
laden with high explosives or troops were given those
asgignments. Pilots were allotted to the pilot station
at least 12 hours in advance of expected convoy arrivals

THE KEW YORK
PILOT CCMMAND

and departures. These pilots owned and operated 3
large pilot boats and 5 launches, all CGRK vessels,
One pilot boat was always stationed a few miles off
Sandy Hook where it could command a clear view of all
vessels approaching New York Lower Bay. The station
was in exposed water, and boarding and removal of
pilots was often s ccomplished under the most adverse
conditions of weather and sea.

COOPFRATION WITH OTHER _
(9 AND ACTI

In order to promote the
smooth movement of all ves—
sels in snd out of convoy,
and prevent as far as pos-
sible waste time and motion, the Pilot Cormand co-
operated fully with other agencies. Such cooperation
is indicated briefly:

(a) The Pilot Command maintained a secret schedule

of estimated time of convoy arrivals and departures

for the ensuing 4 days. The Plotting Room kept close
check on convoy positions. Conflicts in movements were
cleared and corrected with the office of Coswmander
Eastern Sea Frontier.

(b) The Merchant Marine Hearing Unit received a simi-
lar listing to enable boarding well in advance of con—
voy sallings.

(¢) The DCGO was notified of expected arrivals of
Coast Guard transports and escorts operating for the
Navy Transportation Service, and Coast Guard personnel
arriving from overseas as passengers for hospitaligation
or redistribution.

(d) Navy Operationms, Overseas Transportation, the
pilot coordinator at Ankrose, and Army Port of Embarka-
tion wers contacted when troop transports were to are
rive, to facilitate safe and rapid berthing.

(e) Army and Navy officers in transports were given
debarkation orders for casualties, troops, and pries~-
ers of war through pilots at Ambrose.

(f) Information on independent vessels arriving or
leaving on short notice was given the Harbor Entrance
Control Post for prompt and safe clearance.

(g) Coast Guard Comminications was given reference
calls and line mumbers for all Coast Guard vessels
arriving or leaving, thms enabling the Code Board to
inform Operations of ship movements where operations
were under Navy.

(hY The Port Director Petroleum Coordinator and the
Ships Arrival offices were advised of permitted move-
monts of tankers on basis of tidal conditions, draft,
and availability of special pilots and tugs. Port
Director Convoy and Routing was assisted in planning
instruction of arriving vessels to turn back to sea
without entering, thus saving time in port awaiting
another convoy. Some masters traveling overland for
instructions were placed in pilot boats where they
could meet their vessels and go immediately to sea.

(1) 'The Pilot Gommand cooperated with the Advance
Base Training School, allowing officers to accompany
pilots and observe coavoy conditions and operation.

GENERAL PROCEDURE
NEW# YORK

Three or four days before
arrival of an inbound con-
voy, the Pilot Command list-
ed all vessels and escorts
from code dispatches from overseas, and assigned iden-
tification signals. The master of each vessel was the
only other person with this information, having re.
ceived it at his foreign port of departure. A "48<hour
sheet® with this information, made out in triplicate,
was cut into slips which were placed in three envelopes
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for each vessel to be carried by each of the three

launches transporting pilots. Thus, each pilot was
sure to have camplete information for every vessel

in convoy, which expedited identification, boarding,
and berthing or anchoring. Instructions from the
Ships Arrival Office for berthing and anchoring were
handled the same way. When the Pilot Command received
information on convoy arrivals, pilots were notified,
given the necessary information, and trensported to
the Pilot Station to await arrivals. To meet unex-
pected needs, an excess of 10 pilots was always main-
tained. Armed with all required information, the
pilots were taken by launch to their vessels which
they boarded and directed up the chanrel to quarantine,
and eventually to berth or anchorage. Inforsation on
coastal arrivals was assembled daily, and handled in
the same manner. The Command recelved information

on outgoing convoys the day before departure. The
time schedule informed the pilois where each ship was
located, its time to got under way, and the time for
passing through the gate and variocus points in the
channel. A Pilot Command representative attended the
Convoy Conference. Two hours before sailing tims

the pilot arrived, checked identification signals and
hoist, and saw that all was ready., The ship got under-
way strictly on time, and the pilot directed the ves-
sol and regulated speed to conform with time schedules,
reaching convoy stations about 2 hours after leaving.
KELL GATE The second group of pllots
at New York, who remained
an entity because of their
highly specialized work, consisted of those malking

a specialty of piloting through Hell Gate, East River.
The 1é-mile-long East River is really a tidal channel.
This treacherous passage, and Hell Gate which is its
most dangerous part, have long been recognized as the
biggest water traffic problem in New York waters. It
is complicated by a series of several abrupt turns
which, added together, result in scme of the worst
tidal currents navigators and pilots have to face any-
where. Currents at places reach 4.6 to 5.2 knots,
there are two turns of about 900 each in less than a
mile, Hell Gate at its narrowest is but S00 feet from
bank to bark, and there are boilers, and blind spots
due to limited visibility. At ebb tide, currents
from the Harlem River join those from Long Island
Sound to form whirlpools and suction points that can
spin a good-sized veasel out of control and carry her
onto jagged rocks that abound in the area. Yet, in
the intereat of saving ships and lives, the Navy
decided that the river was a must as a connecting
1ink along the inland waterways to the east. The
maneuvering of a heavy ship through these waters de-
manded exacting skill and steel-steady nerves. The
tremendous volume of waterbornme traffic to come was
to tax the abilities of these Hell Gate Pilots to the
utmost as they made their 22 changes of course in the
16-mils run,

The burden of responsibility
for this gigantic task was
assumed by the 1 Hell Gate
pilots who had spent their
lives studying and mastering the waters of the East
River and Hell Gate. However, eventually, the great
amount of shipping required the addition, for the
duration of the war, of 6 other men who held East
River pilot licenses. Infrequently, some Sandy Hook
pilots were borrowed at times of umsually heavy traf-
fic. The pilots operated from the City Island Coast
Guard Base, working day and night to expedite the
movement of ships and materials of war to the fight-
ing fronts. This smooth functioning, efficient organi-
gation with two pilot boats maintained an administra-
tive force for logistical support with other Coast
Guard activities, the Naty Port Director, and other
associated organizations.

SSIRIEERR,

THE HELL GATE
FITOT CORHAND
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THE HELL GATE

The swirling currents and
WARNING SYSTEM

restricted visibility to-
gether with heavy traffic
created a serious hazard at Hell Gate. To facilitate
safe pilotage through these waters a traffic warning
system was established. The principal components

were a lookout on Triborough Bridge and a light con-
trol towsr on the Hell Gate Bridge with flashing warne
ing lights visible from both the east and west ap-
proaches to Hell Gate. There was also a Joud-speaker
systen, and patrol boats of the Harbor Patrol Fleet
were radio-equipped for communication with the con-
tral tower. The flashing lights in the control tower,
operatad by Coast Guard personnel, provided approach-
ing vessels with an initial warning in the event of
heavy traffic ahead barred from vision by abrupt turns.
The loud-speaker system enabled pilots to kmow the
exact type, speed and position of unseen approaching
vessels, and they relied upon this information for -
formulating and executing a course without endanger—
ing their ships. Supplewmenting this were two patrol
boats about two miles each side of the gate. In case
of accident or traffic tie-up, these boats warned
approaching craft and harbor shipping authorities via
radio through the Captain of the Port, thus preventing
large vessels fromw contimuing into the narrow, dan-
gorous waters and finding tho passage blocked, with
consequent danger of collision.

OTHER MATTERS Pilots boarded inmumerable
CONCERNING OPERATION vessels in which they had

never before set foot, with

no previous knowledge of
their particular crankiness of helm, or sluggishness
in response to engine signals, and often language
barriers preventingconversation. Many vessels of over
20,000 tons displacement transited Hell Gate. Had
those grounded or sunk, the passage would have been
effectively blocked, forcing vessels to use the ocut-
side submarine-infested waters. At one time, during
a peak of traffic, 37 ships passed through Hell Gate
in 30 minutes. With slack water lasting four to
eight minutes, the first ship through experienced
a hesd tide while the last ship had a fair tide.
The average mumber of ships moving through the Gate
on any given tide was about 20, Between 1 Jamuary,
1942 and 31 May, 1945, the Hell Gate pilots took
14,539 vessels through these waters without loss of
a single ship, only a very few minor accidents, and
no serious accident. A large mumber of vessels car-
ried sufficient ammnition to completely destroy the
metropolis and its millions of peopls. The success=
ful accomplishment of ths wartime assigmments of these
temporary members of the Coast Guard Reserve is a high-
light in Coast Guard wartime annals, and these offi-
cers deserve the highest credit for their contribution
toward wiming the war,

Pilot activity in most other
Naval Districts followed,
in gemeral, the organization
: and operation already out-
lined, and a detailed account of the specific activi-
ties would accomplish little. However, the Ninth Dis-
irict experience varied scmewhat. Pilots were enrolled
in the Temporary Reserve in the Great Lakes area earlier
than in other Districts. This was due to ths gemsral
practice, begun in the swmer of 1942, of enrolling
of ficers of Great lakes vessels, including pilots,
By November, 1942, letters of commendation had been
sent to 10 Great Lakes pilots who had piloted many
special Navy boats from Chicago to the Straits of
Mackinac. Their campetent work prevented accidents,
loss of tims, and expedited the transfer of these ves-
gsels, Ths wartime work of the Lakes pilots was vital
but, as in most areas, unspectacular. Their success
lay in the lack of incidents, which was true of most
activities related to Port Security. The most import-
ant duty of the District Coast Guard Officer at

PILCTING IN
OTHER DISTRICTS




St. Louis was the safe and.expediticus delivery of
2,388 Navy and Army vessels to tide water. These were
built on the varicus navigable rivers of the District,
and upon the Great:Lakes. Total tonnagoe of these vos-
sels was 2,053,752, The distance transited on the
District's rivers was 3,359,216 vessol-miles. Pllot-
age was highly important, and L9 licensed river pilots
were commissionsd and 43 assistant river pillots en-
1isted in the Codst Guard Temporary Réserye. Scme of
these craft traveled 2,600 miles from their tuilders!
yards to salt water, indicating the magnitude of the
task of these officers. Pilots operated §s members
of the Temporary Reserve in all principal West Coast
ports. No special data are on record, nor accounts
of umusual incidents or problems. In the Thirteenth
Naval District there was some difficulty in Decezber,
1542, when the Coast Guard enrolled the pilots, over
contracts botweon the pilots and the Army Transport
Service, and delays resulted.

As of 30 June, 1945, there

wore 657 State pilots en-
rolled in the Temporary
Reserve, and 60 pilot boats were serving as CGR ves-
sels. These pilots, in the fiscal year ended on that
date, handled approximately IZ0,000 ing assign~
ments in the 39 ports and pilot routes along the
Atlantic, Gulf and Pacific coasts, without an acci-
dent of serious proportions, and with only a negli-
gible mmber of minor 5, notwithstanding the
large volume of shipping involved. Pilots contimed
on duty throughout the Fall of 1945, but disenrollw
ments began on 1 November, and on 30 November all
Pillots were or.had been disenrolled, and resumed
their piloting on & civilian basis, Disenrollment

was accampanied by & mustering ocut ceremony,

with presentation.of lstters of appreciation and cer-
tificates. Tms ended active duty for a colorful

. division of the wartime Coast Guard which had perform-
ed its duties with marked efficiency and loyalty.

TERMINATION

Shortly after disemrcllment

of the pilots, the Chief
.Personnel Officer of the
. Coast Guard sent on 19
December, 1945, a letter 'of appreciation to Captain
John .Suyder-Delano, USOGR(T), Special Assistant on
Pilot’ Cont¥ol, and 4n.charge of the entire pilot acti-
vity 4% United Stdtes ports. Not only-was it a tritute
to Captain Delaho; but.also an indirect tribute to
the pilots and their-entire wartime activity. It read,
in parts WUpon the ¢onclusion of your tour of duty
with the United States Coast Guard, I would like to
- express to you my personal appreciation for the cut-
standing manner in which you discharged the duties
associated with the mltifaricus tasks assigned you.
The whole=hearted cooperation which you inspired on
the parts of the pilots in all the ports of this
country stands as a testiménial to your ability as an
organizer -and leader smong men. Your krowledge of

the problems of the pilots as well as your understand-
ing of the military necessities imposed by a state of
war enabled you to perform a unique function in your
assigrment as Spocial Assistant on Pilot Control. The
cutstanding record of the pilots and their great con-
tribution to the victory of the Allies in World War

IT is in keeping with tho highest traditions of loyal~
ty and duty upheld by the United States Coast Guard.®
For this part in the Coast Guard!s war effort, Captain
Delano was awarded the Legion of Merit, the only tem-
porary member of the Coast Guard Reserve to be so
honored.

APPRECIATION BY TEE
CHIEF PERSONNEL OFFICER

SECTION XI

BOARDING
THE BOARDING ON Vessels other than Naval
INCOUING VESSELS ~vessels entering our major
e
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FISHING VESSELS

porte were identifled, boarded, and examined by
Coast Gudrd Boarding Officers or boarding parties
in order to be satisfied of the innocent character
of all inbound vessels. These boarding officers
were alert for any and all violations, regardless of
the specific purposes for which the vessel was board-
ed, Boarding of vessels for the enforcement of the
Navigation, Steamboat Imspection and Motorboat Laws
and the enforcement of Customs Laws is a regular
peacetime function of .the Coast Guard. In wartims,
there were additional duties concerning the security
of the port and vessels therein, and the necessity
of close examination of ships, cargo, crew and equip-
ment,
WHAT THE BOARDING Because violations of traf-
fic and navigation laws, or
other regulations directed
by the Captain of the Port
or the Navy Department,tended to jeopardise the safe~
ty of the port and the shipping therein,it was neces-
sary for the Boarding Officer to call the masterts
attention to such situations, and to report serious
violations and cases of non-ccmpliance. The Boarding
Officer paid particular attention to observing any-
thing of a suspicious nature, especially in incoming
vessels, such as the appearance of the ship being
more heavily loaded than the alleged cargo would seem
to call for, an umsually large crew, suspicious ace
tions of officers and crew, or men of mationality

ntly different frem that oalled for by the - )
ship's papers. Any suspicions were immediately report-
ed. Obviously, these Boarding Officers and accompany-
ing men wore required to be dignified, courteous, self-
restrained, observant and tactful, All vessels were
carefully identified by their four-flag international
call, monthly three-flag lhoist, or special mmsral -
hoist, or by blinker or voice. Recorded also, were
the nationality of the vessel, the rig, name or otber
identifying information. Upon boarding, the
officer checked the vessells documents and informed
the master of traffic regulations, gate signal, and
other special orders. Boarding Officers were usually
accompanied by a detail for radio sealing, since all
retiio trensmitters hed to be properly sealed while
in port, and for armament inspection. Excepted from
regular examination were incoming vessels of a coast-
wige mature on a regular coastwise run,.or local ves-
sels with which the Boarding Officers wece familiar.
However, boarding was done if the Boarding Officer
new of any reason to make that advisable. Unboarded
::ssels, bhowever, had special imstructions communicat-

to them.

Fishing vessels habitually
using the port were recog--
nized and, except in the
event of something suspicicus, Boarding Officers were
not required to board them in cuter waters, btut all
fishing vessels incoming and outgoing were boarded
inside by a detail under direction of the Boarding
officer. The vessel was inspected thorcughly as to
cargo, fuel and crew.as well as for radio sealing.
The detail was required to examine identification
cards of the master and crew, and to prepare a list
of the crew to be signed by the master. The amount
of food and fuel on board the vessel was also deter-
mined and recorded, and compared with similar records.
made at the time the vessel departed fram port to
discover whether any fishing' vessels were allegedly
using excessive quantities of such items. This check
was made to prevent, or to detect the possibility of,
transfer of such fuel and food to enemy ships. Reports
on all boardings were prepared daily and submitted to
the Captain of the Port. In ocutlying harbors and
small ports, fishing 1s were checked by harbor
patrol craft, since maintenance of boarding officers
at such places was impracticable.
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BOARDING STATIONS Boarding Officers were on
duty at all times at the
principal ports. In most
cases, they used Examination Vessels as headquarters,
since such vessels were moored off the outer entrances
to the ports, and in a convenient locetion for inter-
cepting all incoming ships. In some ports, an inner
station was used in addition. For instance, at Boston,
boarding operations were conducted from the Outer
Examination Vessel (lightship 106) moored offshore,
and also from the Boston Lifeboat Station (floating)
moored inside the gate. Persomnel of the latter sta-
tion boarded such outgoing vessels as directed by the
Captuin of the Port and the Harbor Entrance Control
Post, and also such incoming vessels as, for one
reason or another, were not boarded from the first
position. Transportation to vessels to be boarded
was provided by picket or patrol boats attached to
the Boarding Stations.

SKIIL, IN HANDLING Boarding duty was at times
THE BOARDING interesting, usuvally mono-
- tonous, and very often ha-
gardeus. Fishing vessels,
while being boarded, usually lay to, and in calm
waters boarding presented virtually no problem. In
high winds and choppy seas, with pitching, rolling,
spray, and often icy decks,it required good seaman-
ship, agile men and great care, In boarding larger
vessels, an added specialigzed knowledge of boat
handling was necessary. These larger vessels were
boarded while under way, usually at five knots, but
often at higher speeds. To come up in a patrol or
picket boat, place the bow against or just under the
Jacobts ladder, hold it there while the Boarding 0ffi-
cor and others in the detail got on board the steamer
without mishapj to keep the boat under full contwl
and handle her so that damage s avoided; and repeat
when the Boarding party left, required a high degree
of expert knowledge and ability. Accidents did occur
occesionally. As-an example, on 24 Jamary, 1943, at
050, the Captain of the Port at Cape Cod Canal re=-
ceived an SOS from a boarding boat C0-70003, which hed
been struck by the steamer MIEBRE while on
daty. At 0640, the 06-38525 was dispatched to render
apsistance if necessary. At 0730 she returned with
the crew of the C0-70003 which had sunk in 10 to 12
mimtes after being struck amidship. The crew had
put cut in a dory until picked up by the $8-38525,
Fortunately, there were no casualties.
FPROBLEM AT GLOUCESTER There was much shipping
activity at Gloucester,
Massachusetts, mostly small
craft and fishing vessels of all types. The crews of
the patrol boats, all Temporary Reservists, conscien-
tiously checked all these vessels for papers, and the
usual list of items. They had a peculiar problem
which, however, was also experienced at some other
similar ports. Many of the Temporary Reservists had
known all their lives the skippers whom they had to
check and question, and therefore, felt somewhat "on
the spot.? But eventually the suthority of the Coast
Guard was very generally respected, despite this fact.
Boarding duty was complicated by the poor English of
many fishermen of Italian and Portuguese birth since
none of the TRs was familiar with those languagese.

The actual duties of the
Boarding Officers were
several. The following ia
a resume’ of these duties
as they concerned incoming merchant vessels and newly
constructed ships in the Twelfth Naval District. In
detail, they varied very little from duties in all
Districts at the principal ports.

RESUKME! OF
ORI PARTIES

Yy

.

(a) Obtain ship data required by the Vessel Control
Section of the Captain of the Port;

1. Natiomality
2. Name of Vessel

Type

Lo Time of arrival
5. last port

6. Omers of vessel
7. By whom chartered
8. Agents

9. Operators

10. Number in crew
11, Place of docidng
12, Radio call

(b) Deliver violation of radio security regulations
directive

(c) Deliver radio directives to radie operator

(d) Deliver anti-aircraft directives to ambed guard
officer

(e) Deliver Port Security directives to master
(£) Deliver radio directives to master

{(g) Deliver Port Director's publication to master
(h) Check all radio equipment

(1) Supervise testing of redio equipment and keep
operator from violating silent period regulations#

(3) Check equipment for restricted types*

(k) Seal transmitters of any foreign ships when in
doubt of security of radio rooms, or any other ship
that camnot comply with provisions of directive
3001020, para. 32.%

(1) Obtain data for Fomm "A® froa master of vessel.

#Done by radio sealing umit in ports where
such units were maintained.

TEMPORARY RESERVE Virtually all Boarding
BOARDING OFFICERS Officers everywhore were
AT CHARIBSTON regulars or regular Reser-
vists. However, as has been
mentionsd, a unique unit
existed at Charleston, South Carolina. A shortage
of Coast Guard Boarding Officers at Charleston was
relieved by the Temporary Reserve, Several officers
from the units afloat,and the Volunteer Port Security
Force, forned a group which took over entirely the
duty of boarding merchant ships entering the port.
It was the only port in the United States where volun-
teers assumed the duties of Boarding 0fficers. Seven
officers covered the assignment on a 2h-~hour basis.
They performed boarding duty at any hour of the 24
and in all kinds of wsather, being transported by
picket boat and boarding the ships in ths usual man-
ner already described.

EXAMPIE OF MAGNITUDE OF At Boston, Temporary Resexr-
BOARDING OPERATIONS ~ vists were active in the
boarding operations, al-
though the Boarding Officers
themselves were not TRs. Eowover, the Temporary Reser-
vists, operating fromthe Inner Examination Vessel
(Boston Lifeboat Station, - floating) handled the
boarding craft attached to the station, accompanied
Boarding Officers and transported them, and checked
arpament and sealed radios on the larger vessels.
They did practically all of the boarding of smaller
craft and fishing vessels. Some idea of the magnitude




A COAST GUARDSMAN ON BOARDING DUTY
ASCENDS THE JACOB'S LADDER OF A MERCHANTMAN

A PATROL BOAT COMES ALONGSIDE A FISHERMAN
FOR ROUTINE CHECK OF CARGO,
FUEL, PAPERS, CREW LIST, AND OTHER ITEMS.
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of this work in.the Nation's second wartime shipping
port can be had when 1t is realized that betwsen 1
Jamasy, 1943, and 31 March, 1945, these Temporary
Reservists put Boarding Officers on board some 5,000°
vessels. In-addition, they boarded a total of 21,526
vessels, which included freighters, tankers, colliers,
and a vory large mumber of fishing vessels. Many of
other types were boarded, mostly transports. During
the same period, TR3 from the Boston Lifeboat Station
sealed about 1,000 radios and turned in sems 2,000
armament reports. Boston was only one of many majer
ports, so that the amount of work involved on a
country-wide bagis may be surmised. In most ports,
however, boarding was dons by regulars or regular
Reservists, and not by temporary members of the
Reservo.

SECTIUN XII
CAPTAIN OF THE PORT COMMUNICATIONS

The nature of the work of
the Captains of the Port was
such that it was essential
that COTP headquarters be
enabled to corzmnicate promptly and efficiently with .
any and every unit under Jurisdiction in the event of
emargency or need for special action. Therefore, in
the principal ports, Captains of the Fort established
their own commnications systems, Bmergenties in-
volving possibly the fire division, patrol boats, pler
guards, explosives details and others might occur at
any time, and prompt action was requisite at such
times. It was particularly important to reach radio-
equipped scout and patrol cars and jeeps. The entire
object of Captain of the Port commmications was to
give him positive and speedy control of his unit,

TMPORTANCE OF
COTP_COMMUNICATIONS

THE COMUUNICATIONS

Chapter XV of the Communica-
INSTRICTIONS OF 1943

tions Instructions of 1943
streamlinsd procedure so
that it was similar to that
used by police. It provided for the use of mumbers

to designate unite in lieu of L-letter calls, and pro-
vided for the use of a code in the form of signal
mzmbers. This narprocedure reduced trensmission time
to sbout 208 of the time required for norzal procedure.
Whenever,possible, it was desirable to locate trens-
mitters and receivers in the dispatchsrts or duty offi-
cere station; howsver, in some casas where local inter-
ference and noise level impeded reception, rezote con-
trol receivers were furnishod and « This
‘brought satisfactory results. Security in such a sy-
stem was important to avoid disclosure in ships move-
ments. Such trensmissions could be readily inter-
cepted by enemy submarines lying offshore, Cautioning
of personnel, and adequate training were essential.
Radiotelsphones in small craft were rather gemsrally
operated by men without prior training, but it was
npocessary that these men receive imstruction. This
was provided in & comprehonsive mamual entitled
Communications Instructions, mentioned above.

RADIO EQUIPMERT For jeeps, trucks and cars,
- single~-frequency transmitter-
receivers were providesd.
Patrol and other boats were generally equipped with
five or ten-watt transmitter-receivers capable of
communication on a maximum of four frequencies. It
was necessary for the Captain of the Port to have com-
mindcation with the examination vessels at the larger
ports. This was had by radiotelephone, but in some
- cases, "lapdlines” were tried and used to some extent
However, there were complications such as were ex-
perienced by the examination vessela at the entrance

to Chosapeske Bay. The telephone line was found im- ’
practicable because of difficulty in maintaining the
cable.

PYIOT BOAT

Pilot .vessels were Reserye
CORMNICHTIONS

boats, as has been men- *
tionsd, but the Coast

) Guard determined not to
pay for services normally carried out by the Pilot .
Associations. Tims, most pilot boats wee equipped
with comercial radio transmitter-receiver sets, .amd
commnications contimied to-be handled through com=
mercial harbor rediotelephone stations. However,
those pilot boats desiring to commnicate direct with
the Captain of the Port were furnished an additional
set, At ports where pilots uperated under exclusive
control of the Captain of the Port, the Coast Guard
mdinatan.ed its equipment and coumercial sets were re-

on 7 Janvary, 1942,
Secretary 'of the Navy Dis-
patch 061605 to all Naval
Distriet Commandants stat-
ed in part that ©all vessels of the United States Code,
Domestic or Foreign except public. vessels of elther,
shall, while in the harbors, ports, rosdsteads or
waters subject to the jurisdiction of the United
States, be sealed by Naval authority and -such seals
shall not be broken within the jJurisdiction of the
United States except when authorized by local Naval.
authority."” The Commander, Inshore Patrol, U.S.N.,

DIRECTIVE ON THE
OF S

also on the same date issued a dispatch for action of

the Captain of the Port, Boston, and certain Assistant
Captains of the Port, quoting the above and investing
in the Captain of the Port ths authority to seal
'‘radios. Also on the same day, the Commandsr,.North
Atlantic Naval Coastal Frontier, issued a pamphlst
entitled "Redio Regulation” which dtated in parts

nA1l vessels arriving from sea of 1,000 tons or larger,
will be sealed by the Captain of the Port after enter-
ing inland waters..... In case of vessels less than
1,000 tons,the sealing of the & tus is at the dise
cretion of the Captain of the Port.® While the above
orders as given related finally to Boston, similar
orders were genoral and the rulings applied in vir-
tually all ports. :

RADIO SEALING demerally, the redio seal-
- ing activity of the Cap-

tain of the Port was under
the jurisdiction of the COTP C : Division.
Especially in 1943, thore was an acute shortage of
radiomen in the Oogst Guard, and it had not been pos-
sible to aseign regular radiomen to COTP radio statiens.
Most of such men had been allocated for radio sealinge
Yet, men for that activity were inadequate in many
places. At Boston, the problem was solved through the
establisiment of a radio sealing unit of Temporery
Reservists. The field was combed for capable radio
"hams," and a unit of 26 men was organiged which did
a1l the radio sealing at Boston betwsen June 1943 and
Juno 1945. In genoral, duties of the radio sealing
units were tos

1, Maintain a 2hi=hour watch.

2, Supervise testing of all radio equipment on all
merchant vessels, domestic and foreign:

(a) Familiarize nsw operators with equipment

(b) Give information pertaining to BAUS schedule

(c) Test all transnittors and lifebost sets

(d) Inform operator regarding checking all "B
batteries before departing Tt

(e) Report all insperative equipment to service

companies
(£) Pass judgment on proficiency of redio cpera=
tor and report same to commmnications office
(g) Test fishdoats, see that all proper crystals
are installed, and seal transmitter. .
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THE RADIO While procedure varied

SEALING OPERATION somewhat in the different

ports, the following sum-

marized the usual experi-
ence. Before going out, each sealer reported per-
sonally to th® COTP office, got his assignment and
sealing kit, and reported back on completion of the
work., A certificate of inspection was prepared for
each ship boarded, a copy posted in the redio room,
and the original filed with the Captain of the Port.
Inspection and sealing work fell into several main
categories. Radio apparatus was inspected and seal-
ed on vessels just entering the harbor and on ves-
sels where service wark had been done on radio equip-
ment under Coast Guard authority to break the seal
for repairs. Many jobs texed the sealers! ingemuity
at sealing, in foolproof manner,equipments of various
nationalities. When tests of apparatus were re-
quired, the sealers boarded the vessel, broke the
seal, and either made the tests or stood by while the
operator did the testing. This type of work came
thick and fast when convoys were maldng up and cpere-
tors wished to assure themselves of the efficiency
of their equipment. This was usually a last-mimite
jeb, for security reasons, and required mach rushing
from ship to ship. On a mumber of occasions, ships
were under way before the ssalers could leave,

In order to facilitate
commnication between the
Captain of the Port units
ashore and afloat and between shore units and merchant
or othor vessels, several signal stations were esta-
blished by Captains of the Port. At New York there
were several strategically located, covering most of
the harbor waters in ths upper bay, and at Boston a
station was established at the Coast Guard Base,
covering, by no more than single relay, all of the
harbor waters. These were usually connected with the
Captain of the Port headquarters<by telephone or com-
mand phone. The stations usually were equipped also
with 12-inch signal searchlights, battery hand sets,
apd yardarm blinkers, The station at Boston was

100% mannsd for its two-year existence by Temporary
Reservists especially trained for this duty.

SIGNAL STATIONS

AMERICAN DISTRICT In addition to the usual
FETEGRAPH SYSIEM commnications system
AT NEW ORIEARS between the Captain of the

Port and the fire and
police departments of the
City of New Orleans, fire alamms from the American
District Telegraph office were transmitied directly
to the Captain of the Port. Municipal authorities
installed police short-wave radios at the fireboat
stations, and both of these methods were different
from those used In most ports. American District
Telegraph, and minicipal irstallations may have been
used at other perts, but records do not make this
clear.

THIRTERNTH HAVAL DISTRICT In most Districts, Cap-
COTP_COMMU! TONS SY tain of the Port Commni-
j cations was highly develop-
ed. As was true with most
COTP activities, details varied considerably in the
different ports due to local conditions, but basic-
ally it was about the same in most ports and Dis-
tricts. Possibly the Thirteenth Naval District
developed its comunications more than the others,
and so some detail is presented regarding the func—
tions of commnications in that nortimestermmost
area of the United States. As in most Districts,
with the establishment of Captains of the Part, and
the protection of waterfront facilities,an issue of
major importance, fast and reliable communications
along the entire coast of Washington and Oregon had
to be provided in the most efficient manner possible

by the Telephone Communications Section. The achieve-
ment of this goal required the clearing of rights—of=-
wmay through forests of a wild and rugged territory,
and the setting of pols lines under the most adverse
weather conditions and in the most obstinate of ter—
rain. This brought about the most commendable eo-
;peration between the Coast Guard, the Army and the
avye
CCMMUNICATIONS EQ) IPMENT The Captain of the Port
:{ﬁe :;. mprovided

e~ telepho
and two-way radio telephone equipment; the radiolep s
telephone equipment utilized by this organization was
assignod exclusive use of the 3410 kilocycle frequency.
4 constant guard on that frequency and a loud-speaker
watch on 2670 kilocycles was maintained by the harbor
patrol radio stations, the communications control sta-
tions of the more active Captains of the Port. Radio-
telephone equipment was also made available, tuned to
3420 Kilocycles, to patrol boats, fire barges, patrol
cars and trucks. An Ammy tug assigned to the Port of
Exbarkation was also assigned to this frequency since
it was equipped for fire-fighting and could tlms com~
manicate with the Captain of the Port organization at
Portland, Oregon. All alarms on fire barges were
transmitted by telephone and as soon as a barge left
it:imooring it depended entirely upon radio commmumi-
cation.

FROCEDURES USED BY

The area of the Thirteenth
COTP CATT

Raval District was a veri-
table network of telephone
. ard redio communications
facilities, About everything r;:r&od in with every-
thing else. The sccompanying c| shows the scope of
the communications system. The Captain of the Port
at Seattlo received direct all alarms scunded frem any
box in Seattle. Tho commnications watch then checked
to see if it was a waterfront fire, and if so informed
the Officer of the Day. He, in turn, spotted the fire
on the map and from the location determined which
equipment should respond. Orders were dispatched by
radio, telephone, or both. Patrol boats or cars also
responded, and reported to the dispatchers, or both,
Patrol boats or cars also responded, and reported to
the dispatcher on the condition and position of the
fire and if eny additional equipment were needed.
This information was relayed to the Officer of the
Day for decision. The Commnications system of the
Captain of the Port was in the hands of dispatchers.
These were originally all regulars or regular Reser-
vists, but as time progressed and members of the Vol-
unteer Port Security Forces became available, these .
men replaced regulars who went to sea. An over-all
Imowledge of. Captain of the Pert operations and per—
scnnel was found a prime requisite for an efficient
dispatcher. Thus, training trips in patrol boats,
nearby military installations, telephone offices, and
meeting other commnications personnel aided greatly
An giving dispatchers kmowledge wihich helped their
efficiency in actual operations. The dispatchers
served on 8-hour watches which were maintained 2l hours
a day. One standby was always available. The COTP
comrunications were controlled from the Harbor Patrol
Radio Stations. Iandlines were preferred whenever
possible. The boats on waterside patrol called in to
the dispatcher every half hour to check equipment and
be assured that the patrol was on the alert. Converse-
Jy, the dispatcher called the varicus units occasion-
]a);l{ ra;s t: checl;. In sane ports, however, in other
stricts, such check calls were prohibi
to keep the channels clsar, B ted in order

%% Operations of the Port
Security activity have
been summarized in this
Part, and it may be said

1. Page 38.



COMMUNICATIONS EQUIPLENT
AT THE ASSISTANT CAFTAIN OF THE PORT
ANACORTES, VASIIINGTON

COAST GUARDSMAN SEALS A RADIC
ON BOARD AN OUTCOING MERCHANT VESSEL
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chitiasemd
that, for the most part, these operations were con-
ducted with efficiency and with only-the normal
operational problems which would be expected whon
many new fields were entered without a great. fund of
experience, and where developments dspended much upon
trial and error. Thesé were accompanied by certain
porsonnel and other problems which need not be detail
od, although some vaine will be had fram mentioning
a few in Part VII, which follows,

PART VII
GENERAL PERSONNEL MATTRRS

HOUSING AR EARLY AND During the period of great
TROUBIESOME PROBLEM expansion of the Coast
Guard and its Port Security
activity, from late 1941
to mid-1943, large mumbers of recruits were going 2n-
4o training and coming out shortly with assigmments
to Port Security units., Facilities for housing these
mon lagged far behind recruiting and training, and
this posed a vary seriocus problem in practically all,
places where Port Security activities were established
and growing. It meant overcrowding many facilities,
using make~-shift accomodations at awkward distances
from points of duty, sometimes difficulty of control,
and an adverse effect on efficiency and morale. TYet,
Captains of the Port did their best to relieve the
situation,, and finally the problem was overcome.
Bxisting buildings near scenes of activity were sur-
veyed, and as suitable properties were located efforts
were made to lease, rent, acquire or, if necessary,

t0 build if suitable land could be found. Even civi-
lian housing and industrial properties were procured
in many places. When bullding was necessary, porta=
able structured were used as much as possible. This
natter of accommodations was extremely important and
difficult in setting up a unit where there bad been
none before. In mamerous places, hotels wero taken .
over, usually accommodating from 200 to LOO men, and
these were generally satisfactory. Sometimes auditor-
jums were available, but without toilet facilities or
kitchens; sometimes the latter were installed by the
Coast Guard.

COOPERATION FROM
SUPPLY DIVISION

In the matter of supply
and quarters, the Captains
of the Port worked in
close cooperation with and
from the Supply Division. The needs for housing and
office space and bases in order to carry out effi-
ciently the COTP duties was great, and for many months
kept well ahead of facilities which could be made
available. First Naval District experience was about
the same as that in other areas. As the leasing and
rental of space was a peacetime responsibility of the
Supply Section, the start of the war increased tremen-
dously the load in this activity. Captains of the
Port and Assistant Captains of the Port were being
established in coastal towns and cities. Leases were
necessary in 90% of the cases, as privately omwned
property was rented. All of the newly established
units needing bases, barracks, and warehouses wero
supplied as fast as property could be procured, and
adapted to its new uses, and even old vessels useless
for anything else were used temporarily as barrack
ships. Leasing of properties for COIPs alsoc involved
a good deal of legal work by the District Law Officers.
The Captain of the Port of New York, in the Spring

of 1942, found himself about to receive 3,000 Port
Security personnsl with no housing facilities for
thom, His office and the Supply Section made survey
after survey before it was even possible to begin the
actual work of procurement.

PROBIEX OF The unifarm of enlisted
TNIFORNS mon in the Coast Guard was
OGRSy
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the same as that in the Navy, except for the shield
worn on-the right sleeve. Shortly after the begin-
ning of 1943, a now "shore patrol” uniform was adopt-
ed for the use of Temporary Reservists and ether
Coast Guard-personnel who might wish to use it. There
is same question Just how this uniform originated. In
the early days of the Volunteer Port Security Force
at Philadelphia, the men were not uniformed, and it
was the Spring of 1943 before this was done. A uni-
form had to be worked out, for bell-bottom trousers
and jumpers did not particularly suit middle-aged
stomechs and other physical appurtenances. It is
claimed that what became the shore patrol uniform was
developed there, and made available to all Coast Guard
enlisted personnel as well as the Texmporary Reservists.
But at about the same time, the Port Security Officer
of the Fifth Naval District proposed a “shore esta-
blishment” uniform bYecause he felt it was not good
psychology to send a blue-jacket out to do business
with ship masters, terminal operators and the public.
The blue-jacket was a sailor in their eyes, and they
wanted to do business with an officer. The uniform
adopted probably was a combination of the
ideas of these two murces., However, there was a
supply problem, and not only in Philadelphia but in
other Districts, there were dolays in obtain-
ing the uniforms in sufficient quantity. They were
generally worn by TRs, but there was difficulty in
the Fifth Naval District for, after ths uniform be~
came avallable, the rogulars and regular Reservists
ficouldn't be hired to wear them." They were available
for purchase by the men who had also to have their re=
gular blues and whites, These men might be transferr-
ed to sea within ten days and then have to dispose of
the shore uniforms, but there was no arrangement to
buy them back. While Temporary Reservists in most
Districts wore the shore patrol uniform on duty, this
was not uniformly so. In the First District, for
instance, the uniform was worn to and from duty, -but
on duty the regular undress blues were ths prescribed
uniform. Thus, on duty, there was no uniform distinc-
tion betwoen the TRs and regulars, and this contribute
ed to morale and efficiency.

EARLY SHORTAGE
OF PERSONNEL
AT THE GREAT LAKES

In the earlier days of 1942,
there was a serious short-
age of personnel at the
Great Lakes ports., TYet,
the lake vessels were re-
quired to have guards on board, which depleted the
men needed for Port Security duties. This situatien
was relieved considerably by the commissioning of
licensed officers on the lake vessels, thus making

it possible to remove the guards, who had made a
heavy drain on the persomnel ashore.

Probably the most trouble-
some problem relating to
Captain of the Port per-
sonnel was that of transfer.
This protlemexisted in every
District throughout the war, although possibly the
Twelfth District was least bothored. New men iept
pouring into the Coast Guard during 1942 ard 1943 and
part of 194k, A1l had to be trainsd. New mon were
placed at the disposal of Port Security Officers and
Captains of the Port. Usually they kmew little about
the duties they were to perform. Training was essen~
tial, but it took several months to accomplish this
and bring the men to the point of efficiency. Thaese
men would thon be transferred cut of the District to
other types of duty, or sent to sea. One reasor for
the value of Temporary Reserve forces was that, after
training, they were not transferred, and could not
be. Trained enlisted men who were specialists were
taken away for service schools, and then sent to
Alska or to sea, or to beach patrol in a different
District. There were guard classes in specialized

THE ALMOST UNIVERSAL
PROBIEM OF TRANSFER
OF PERS




subjects. For greater efficiency, Captains of the
Port detailed fire personnel to train with local fire
departments and municipal harbor boat patrol units,
This background and training, together with their
service experience made the Port Security organiza-
tion, at its peak, an efficient and smooth working
outfit. But in later months, a mumber of officers

80 trained were sent away to train for sea duty for
which they had no particular background. The young
ensigns sent in from the special training course at
the Academy to take over this work had neither the
‘background, experience or training for the duty, and
‘their efforts met with mediocre success. At the Port
Security Officers' Conference at Vashington, the PSO
of the Fifth Naval District, in commenting upon this
turnover, said: "I have studied a 1ittle bit about
sabotage and how to carry it on, and 1f I warted to
effectively sabotage Port Security efforts, I know of
no better way than to keep transferring trained men
as my people are being transferred now." At the same
Conference, the Port Security Officer of the First
Naval District pointed out that, in a yearts tims, he
had exactly 11 different commanding officers for the
Boston Harbor Patrol Base, and remarked that it did
not make sense,

Late in 19LL, this trend
of transfer of competent
Port Security personmsl had
reached a critical stage in
many Districts. It was pointed cut that, in the
Fourth Naval District, transfer from Captain of the
Port activities had reduced personnsl so that it was
about 200 less than the number deemed sufficient to
perform the necossary functions assigned throughsut
the District and s¢ ‘ncluded in the recommended com=
plement. In most ports, reductions were drastic.
Temporary Reservists took over more and more of the
COTP functions, but as additional men were neseded for
the Volunteer Port Security Forces, it was very diffi-
cult to find personnel able to stand daytime watchas,
Throughout the entire period of the war, this matter
of transfer was trublescme, and there was a growing
conviction on the part of Captains of the Port and Port
Security Officers that the relative importance of Port
Security should be clarified, its trained specialists
not disturbed, and that it should be given necessary
" statutory asuthority, persomnsl, and equipment,

TREND REACHED
CRITICAL POINT

METHODS OF PARTIALLY
ING THE PROB

The problem of transfer of
men seemed far from solu-—
tion, but responsible offi-
cers did what they could to
meet the situation. In the Fifth Naval District,
there was a shortage of men for the fire detail, and
longshoremen were trained in "first aid fire fighting,”
starting with how to turn in a fire alarm, how to
connect hose, and how to operate extinguishing appara-
tus. Good cooperation was received from the unions
and stevedores. The shortage of municipal firemen
was almost universal over the United States. At Nor-
folk, Virginia, two Coast Guardsmen were assigned to
duty at the fire stations of the city for training

and to lend assistance. Men were rotated. This helped
the city, tbe men got to know each other, -and this all
contributed to good cooperation at actual fires. San
Francisco was a congested port, and there were many
operational problems. To meet the turnover problem,
the Captain of the Port froze personnel in three com=
panies and the District Persomnnel Officer could not
"put his hands on them." They could not be transferr-
ed between units without the OK of the units and the
Captain of the Port, and could not be transferred ocut
of the District without the signature of the District
Coast Guard Qfficer. This seemed the answer to the
problem there. Of the 1,800 men assigned, they turnsd
over about 300 & week as a receiving ship function,
and others were assigned to all manner of duty not
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boats, fireboats, emall harbor craft, etc.

connected with Port Security. The COTP did not want
1,800 men, but a moderate-sized compact crew, which
was stabilized.

There was, of course, an-
other side to this story.
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