P d . U.S. Department
of Transportatio
rocec lngs United States

Coast Guard

of the Marine Safety Council

Vol. 39, No. 3 March 1982

““.. Be tf enacled thal the froovdsions 0/ an acl

lo amend seclion Mﬁm handired and
myﬁ@ and /m,é/' /@w& handiedand wgﬂ@
nine 0/ lthe Revised Hlaloulos 0/ lhe WUniled

Hales apfiroved March the second cighleen
bundied and eighly nine, be and the same
ave heovedy refroalod insofar as they relale lo
the prrovisions of chapler one hundied and
lwo, seclion siwly five of the ot of February
the lwenly-eighth cighleen hundied and
sevenly four...”’



Proceedings

of the Marine Safety Council

Contents

Published monthly by the Commandant, USCG, in
the interest of safety at sea under the auspices of
the Marine Safety Council, Special permission for
republication, either in whole or in part, with the
exception of copyrighted articles or artwork, is not
required provided credit is given to the Proceedings

of the Marine Sefety Council. The views expressed fea'turw
are those of the authors and do not represent

official Coast Guard policy. All inquiries and re-
quests for subscriptions should be addressed to Com-

mandant (G-CMC), U.S. Coast Guard, Washington, -
DC 20593; (202) 426-1477. Please include mailing The Open Conference:
label when sending in a change of address. The Grounds for Agreement
Office of the Secretary of Transportation has deter- .
mined that the publication of this periodical is by CDR Roger Plke, USCGR . ... .. . . 66
necessary in the transaction of the public business 3
required by law of this agency. Use of funds for Mar}ne sa'fety PosterContest. . . . . . . . . 68
printing this publication has been approved by the Marine Safety Photography Contest . . . . . . 69
Director of the Office of Management and Budget The Fati Factor:
through May 31, 1984, e ra l_gl'_le actor: .
the Insidious Enemy of the Mariner
Admiral J. B. Hayes, USCG by Captain Duke Diggs . . . . e |
Commandant Shore Duty That Keeps You “Underway
The Marine Safety Counel of the by Daniel L. Dewell . . . . . . e 4 . . . 6
United States Coast Guard: The Maze Revisited: An Updateon
Rear Admiral Edwin H. Daniels, USCG the ReV]Slon Of the ShlPng Iﬂws ¢t e 85
Chief Counsel, Chairman Merchant Marine Registry and Seaman
Rear Admiral Wayne E. Caldwell, USCG Certification Statisties. . . . . . . . . . . 88

Chief, Office of Marine Environment and
Systems, Member

Rear Admiral H. W. Parker, USCG
Chief, Office of Boating, Public, and Consumer

. departments

Rear Admiral Clyde T. Lusk, Jr., USCG
Chief, Office of Merchant Marine Safety, Member

Rear Admiral Donald C. Thompson, USCG : Maritime Sidelights . . . . . . . . . . . . . 63
Chief, Office of Operations, Member Keynotes Y Y
Rear Admiral R. S. Lucas, USCG Marine Safety Council Membership . . . . . . 90
Chief, Office of Engineering, Member Chemical of the Month 91
Rear Admiral Richard A, Bauman, USCG Lessons from Casualties . . . . . . . . . . . 92

Chief, Office of Navigation, Member . N
Nautical Queries . . . . . . . . . .+ . « . . 94
Rear Admiral K. G. Wiman, USCG
Chief, Office of Research and Development,
Member

Cor#mander A. D. Utara Cover
Executive Secretary

Julie Strickler

Editor . . . .
The quotation on the cover is typical of the anti-
BISTac(gglz“)Nfgnﬂgmuv<1) quated language that appears throughout Title 46 of
B: n((530)) 3(21)6) e(5(),)f(4), :ghies;edywmﬁ: the U.S. Code. For an account of what the Coast
i(3); 5 bkig(1l in . . . .
- this issue, please Guard is doing to modernize this outdated body of law,
D: adgkim(1) pass it on. see the article beginning on page 85.

E: mn(l)
F: abedehjklogst(1)
List TCG-06




Maritime Sidelights

Plastic Butane Bottle
Hazard

A Navy ship operating in the
Mediterranean reported the
explosion of a plastic butane
lighter refill bottle.

The bottle exploded when
it fell from a desk top. These
bottles were acquired in
Naples, Italy, from both au-
thorized vendors on board ship
and from street merchants.
The tapered bottom of the
bottles, with four plastie dots
for feet, makes them unstable
when more than half full—also
contributing to the hazard.

The red plastic insert tops
stick in the open position after
use, creating a fire hazard. It
was also reported that when
these bottles are thrown over-
board, a similar explosion will
occur on impact with the
water.

Tentative Interim Amendment
to NFPA 306 Issued

Recently, the Board of Diree-
tors of the National Fire Pro-
tection Association (NFPA)
upheld the decision of the
NFPA Standards Council to
amend NFPA-306-80, Control
of Gas Hazards on Vessels,
relating to the duties of a
Marine Chemist.

The change, in the form of
a Tentative Interim Amend-
ment (TIA), effective Decem-
ber 9, 1981, reads as follows:

2-1. The Marine Chemists
Shall Personally De-
termine Conditions.

A Marine Chemist may issue
a certificate setting forth in
writing that the preseribed
work to a vessel can be
undertaken with safety.

The Marine Chemist shall
physically inspect the condi-
tions and carry out tests
within each compartment or
space ensuring compliance
with the minimum appli-
cable requirements to his
satisfaction prior to issuing
a Certificate providing for
SAFE FOR WORKERS or
SAFE FOR HOT WORK.

For further details contact
Charles Keller, National Fire
Protection Association, Bat-
terymarch Park, Quincy, MA
02269; (617) 328-9290.

INMARSAT
Now Operational

On February 1, 1982, INMAR-
SAT (the International Mari-
time Satellite Organization)
began operation of its world-
wide satellite communication
system. INMARSAT has
leased three satellites from
MARISAT for operation in the
Atlantie, Pacifie, and Indian
Ocean areas.

INMARSAT is expanding
the satellite-based communi-
cation system currently oper-
ated by MARISAT, a group of
U.S. common carriers. That
system provides voice, telex,
faesimile, and data communi-
cations to commercial mari-
ners. INMARSAT is commit-
ted to maintaining the level of
service while extending the
service worldwide. INMAR-
SAT will further expand ser-
vice by leasing five additional
satellites from the European
Space Agency and the Inter-
national Satellite Organization
(INTELSAT) in 1982 - 1983.

INMARSAT is developing
procedures to ensure the rapid
and efficient handling of dis-
tress calls and the relaying of
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these calls to the appropriate
rescue authorities. Specifica-
tions are also being developed
for a satellite system for dis-
tributing  navigational and
meteorological data. Also on
the agenda are plans to partic-
ipate in the testing of satellite
EPIRBs (Emergency Position
Indicating Radio Beacons) to
be conducted by six countries
under an international coordi-
nated trials program.

IMCO, the Inter-Govern-
mental Maritime Consultative
Organization, is developing
requirements for a future dis-
tress system to be based on
satellite ecommunications and
satellite distress alerting by
an automatie float-free
EPIRB. INMARSAT will pro-
vide the satellite ecommunica-
tions for that system.

Lloyds Publishes New
Edition of Maritime Atlas

Lloyds of London Press Ltd.
recently announced publica-
tion of the 13th edition of the
Lloyd's Maritime Atlas. Some
10,000 ports and shipping cen-
ters are listed in the volume,
which is divided into three
sections. The first has 28
pages of worldwide maps; the
second lists the ports in geo-
graphical order and shows lati-
tude and longitude; and the
third is an alphabetical index,
suitably cross-referenced.
Over 600 changes have been
made since the last edition
was published. The new edi-
tion also incorporates many
new maps and shows the North
Sea gas and oil fields.

Copies of the atlas can be
ordered for $32.00 from
Lloyd's of London Press Ltd.,
205 E. 42nd Street, New
York, NY 10017, i
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Keynotes

The following items of
general interest were pub-
lished between December 17,
1981, and January 21, 1982:

Final rules: CGD 81-061
Drawbridge Operation Regula-
tions; Amite River, Louisiana,

December 17, 1981. CGD 5-
81-06R  Anchorage Regula-
tions; Norfolk, Virginia,
December 17, 1981. CGD 81-
055 Drawbridge Operation
Regulations; Saint  Joseph
River, Michigan, December

17, 1981. CGD 2-81-01 Safety
Zone: Uper Mississippi River,
Mile 633.7 to 636.7, December
28, 1981 (removal). CGD 14-
81-01 Drawbridge Operation
Regulations; Honolulu Harbor,
Hawaii, January 11, 1982,
CGD 8-81-01 Safety Zones:
Vieinity of Old River Control

Structure, Mississippi River,
January 11, 1982,
Rule termination: CGD

77-233 Navigation Lights for
Small Vessels, January 7,
1982.

Notices: CGD 81-102 New
York Vessel Traffie Service,
Advisory Committee Meeting,
December 28, 1981. CGD 81-
105 Qualification of Schlum-
berger as Citizen, January 7,
1982. CGD 81-106 Port
Access Route Study, Notice of
Study Results (the areas of
Maine, Massachusetts, New
Hampshire, and Rhode Island),
January 7, 1982. CGD 81-062
Proposed Change to Operating
Regulations for Multnomah
County Drawbridge across the
Willamette River at Portland,
Oregon, Notice of Publie
Hearing, January 21, 1982.

Questions concerning regu-
latory dockets should be di-
rected to the Marine Safety
Council (G-CMC), U.S. Coast
Guard, Washington, DC 20593;
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(202) 426-1477.

Optional Method of
Admeasurement Proposed for
Vessels under 79 Feet

Tonnage, known as "ad-
measurement,"” is actually a
reflection of the volume of a
vessel rather than its weight
or cargo capacity. Tonnage
measurement is used to deter-
mine the applicability of
domestic laws and regulations.
It is also used as a basis for
computing limits of liability,
as well as tonnage duties, port
and pilotage fees, and similar
charges. Current law requires
on-scene measurement of all
spaces within a vessel. The
intricate  process involved
(known as "formal admeasure-
ment") must be carried out in
accordance with ecomplex stat-

"utory and regulatory require-

ments and ecalls for compli-

cated measurements and cal-

culations requiring a knowl-
edge of integral calculus.
Admeasurement is therefore a
relatively expensive and time-
consuming process.

The Tonnage Admeasure-
ment Simplification Act (P.L.
96-594), signed into law on
December 24, 1980, gave
smaller vessels—vessels under
24 meters (79 feet)—the op-
tion of wusing a simplified
method. On January 18, 1982,
the Coast Guard published a
notice of proposed rulemaking
on the subject. The proposed
regulations would specify what
vessels would be covered by
the simplified admeasurement

system and set forth what
dimensions would be measured
and how calculations would be
done. They would also provide
for assignment of the same
tonnages to vessels in the
same class. For further infor-
mation, contact James V.
Higgins, U.S. Coast Guard (G-
MMT-6), Washington, DC
20593.

Specifications for
Pilot Hoists and Ladders
Finalized
(CGD 74-140)

When a vessel is away from
dock, pilots or other personnel
are transferred aboard ship by
means of a pilot hoist or lad-
der. In times of emergency,
chain ladders can be used for
boarding lifeboats and life
rafts.

On December 28, 1981, the
Coast Guard published a final
rule containing new specifica-
tions for pilot hoists and re-
vised specifications for pilot
ladders and chain ladders. The
new specifications remove
many unnecessary detail re-
quirements to allow for inno-
vative design. Requirements
for pilot ladders are based on
Chapter V, Regulation 17 of
the Safety of Life at Sea Con-
vention (SOLAS) 1974. The
pilot hoist specifications in-
corporate standards adoptedl
by the Inter-Governmental.
Maritime Consultative Organi-
zation (IMCO) in 1973. The:
regulations govern the mate—
rials, construction, perform-
ance, and approval of the:
equipment and are aimed at
ensuring greater safety for
those using the equipment to
board or leave a ship.
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Anyone wishing to com-
ment on these rules may do so
by contacting the Marine
Safety Council at the address
given above before March 28,
1982.

Annexes to Inland
Navigation Rules Published
(CGD 81-008, 81-006, 81-009)

To coincide with the entry
into force of the Inland Navi-
gation Rules, the Coast Guard
published Annexes I, II, and III
to the Rules in December
1981. These annexes contain
the technical information nec-
essary for compliance with the
new rules, along with addi-
tional signal requirements for
fishing vessels.

Annex I concerns the posi-
tioning and technical details
of lights and shapes. Inecluded
in the annex are information
regarding horizontal and verti-
cal positioning and spacing of

lights, color and intensity
specifications for lights,
maneuvering lights require-

ments, and regulations regard-
ing screens for lights and
shapes.

Annex II deals with the
additional signals for fishing
vessels fishing in close prox-
imity. It includes technical
details, as well as require-
ments for trawlers and purse
seiners.

Annex III provides tech-
nical details for sound signal
devices. Included in these
regulations are requirements
for the frequency, range of
audibility, and intensity of
sound signals, plus directional
and positioning characteris-
ties. Also included in this
annex are requirements for
bells and gongs, as well as
regulations for combined
whistle systems and towing
vessel whistle systems.

A public hearing was held

on January 6, 1982, to discuss
Annex IV of the Inland Naviga-
tion Rules, which deals with
visual distress signals. This
annex will be published as a
final rule in the future.

For further information
concerning these annexes,
contact Chris Llana, U.S.
Coast Guard (G-NSR-3),
Washington, DC 20593; (202)
245-0108.

Regulations Regarding Barge
Carriage of Certain Dangerous
Bulk oes Revised
(CGD 80-001)

When a carrier proposes ship-
ment of a chemical in bulk by
water, the Coast Guard re-
views the chemical and any
hazards which may be asso-
ciated with it.. Should a cer-
tain cargo be considered dan-
gerous, the Coast Guard regu-
lates the material to ensure
its safe carriage. These regu-
lations are contained in Title
46, Part 151 of the Code of
Federal Regulations. Since
the original regulations were
written, many new cargoes
have been accepted for ship-
ment and modifications and
changes have been made to
existing regulations. In a final
rule published December 28,
1981, the Coast Guard incor-
porated all changes in an up-
dated version of Part 151.
The additions and deletions
inelude:

1. Benzene-hydrocarbon
mixtures having 109% ben-
zene or more (addition)

2. Methyl-tertiary-butyl
ether (deletion)

3. Benzene, toluene, xy-
lene mixtures having 10%
benzene or more (addition).

In addition to these and many
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other additions and deletions,
errors which appeared in the
previous Part 151 have been
corrected.

For further information
about this final rule, contact
Joseph J. Jakabein, U.S.
Coast Guard (G-MHM-3),

Washington, DC 20593; (202)
426-6260.

Puget Sound
Navigation Rules Changed
(CGD 81-087)

Up until December 24, 1981,
vessels navigating from the
high seas or Canadian waters
into Western Washington
passed from an area governed
by the 72 COLREGS to one
governed by the inland navi-
gation rules. In order to make
passage through this area
safer and easier, regulations
were changed so that the 72
COLREGS now apply in the
Strait of Juan de Fueca, Haro
Strait, and the Strait of
Georgia and Puget Sound and
all adjacent waters. This
interim final rule, published
December 17, 1981, went into
effect on December 24, 1981,
to coincide with the change-
over of inland navigation rules
that also took place that day.
Any comments concerning
this interim final rule should
be mailed to CDR Roger Pike,

Chief, Port Safety Branch,
Thirteenth Coast Guard
Distriet, 915 Second Ave.,

Seattle, Washington 98174.

An account of the actions
taken by the Marine Safety
Council at its January meeting
was not ready at the time this
issue went to press and will

appear in the next issue
instead. A
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The Open Conference:

Grounds for Agreeme'nt

by CDR Roger Pike, USCCR
Chief, Pori S8afety Branch
Thirteenth Coast Cuard Distriet

The foilowing muccess sory, related Lo the
KEeynole an Puget Smmd on Lhe praceding page,
reflects an important trend foward incrensing
eonyumer porticipation @ rulemaking aof on
garly stoge, particularly when an agency thns
not yel decided on o specific reguictory solu-
tion to @ problem. We thought @t would be af
imterest to our readers, both those within the
Coast Guard and the members of [he public
affected by Coast Guard regulations.

Fublic participation ig a distinetive and
Important element in the L.5. system of devel-
oping government regulations.  Inpat from the
general publie, snd  especislly (ram  publie-
interest and speeipl-interest  organizations,
helps to ensura that regulations are meaningful,
effeative, and enforceable. No governmend
areney cogld hope to have suffieient resident
pxpertise to igsue regulations withoul the bene-
fit of such input.

The prineipal means of public participation
in the rulemakile procoss have generslly becn
gutrmission af wrilten comments and altendance
al public hearings. Both spproaches allow the
private citizen or interest group to toke a
position—either pro or con—on the proposed
regulations or provide alternative proposals.
The general suceess of these means of gaining
publie input is evidenced by a national bhody of
regulations which is widely aeecpted, fairly
enforrad, and generally offective,

Thers acrc situstions, however, In which the
traditional approaches to providing for public
participation do not gain the hoped-for results,
This is esperially true when the subject maller
i5 highly eontroversial or when the governmant
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ageney does not have a deaft repulation or
position it 5 attempling 1o air but is merely
soeking general input or proposals for a diree-
tion 10 pursue. In such cases, the resull may be
hardened or polarized positions or no clear
consensus at gll,

The Open Conference provides an alter-
native which is beecoming inereasingly popular.
Because of the wide variety of forms the Open
Conference can take, it can be tailored to meet
the speeilie nerds of the parliculer rulemsiing
affort, [t con previde a forum in which people
with widaly differing interests oand perhaps
widely divergenl positions are brought together
to develop & consensus on the dircetion the
sponsoring sgency should take in the regulntory
process. Such was the ease ot an Open Confer-
ence condusted BY Lhe Cosst Guard in Seatlle
last Oeoiober,

The subjoet was vessel traffie congestion
and user confliets on Puget Sound and adjacent
wators.  While Pugre! Sound clesrly does not
have the kind of major vessel eongestion char=
aoteristic of the Houston Ship Channcl ar the
restricted waters of many East Coast ports, it
does experiencc many conflicts between mari-
ners engarred fn multiple and of ten eonflieting
uses of waterways. Typleal of these eonfliets
are deep-draft vessals navigating in channels
where lurge numbers of commercial lishermen
have set their nets and tugs with barges at-
templing o find & safe vourse through henvy
aconcentrations of sailboats. All users have wn
equal right to he on the water, and many do not
fully appreciate the special oroblems posed by
their activities [or Lheir fellow mariners.

In april 1OR1 the Coast Guard published a
notiee in the FEDERAL REGISTER indiesting
that it would conduct & public hearing in
Seattle to solicit publie eomment coneerning
ways in whieh the potential for eonflicls could
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he reduced. The advance notice of proposod
rulemaking did not propose any specifie regula-
tory approsch, althongh it did briefly address &
mimhar of possible actions. It also indicated
that if the results of the public hearing weare
nol conelysive, sn Open {(Zonference might he
held.

Although the publie hearing which was hald
in June was well altended; the input the Coasl
Guard received did not point toward s suitahle
regulatory remedy to Lhe prablem. The vam-
menta reflected econsiderable polarization of
opinion and tended to put the interests of onc
group over those of others. The speskers
testifying at this hearing were asked whether
they would be willing to participate in a subsa-
quent Open Conf erence; most said they would.

The COpan Conlerencs, which was seheduled
[or Oetotrer 13 and 14, was publicized through
maillings to intecested Individuals, orponiza-
tiong, amd firms apd through extensive press
roverage. A publie conference center was
salectod g the meeting site, thus avoiding any
Pturf" problems.  Finally, every e=ffort was
made to ensure that a wide variety of possible
positions and viewpointz was represenled so the
eonference would be truly reprezentative of the
muny users of Puget Sound.

The turnout for the conference was gralily-
ing. Among those attending were representa-
tives of doep-draft vessel interests, towboat
upetators, pilots, commereial Mishermen, reera=-
ational bosters, and representilives from Sev-
eral State and Federal ageneics.  Prom the
opening 5ession on, the point was made and
emphasized that the purpose of the conference
wis fot (o "sell” 4 Cosst Guard posilion but to
golicit recommended eourses of asction which
the conferance as & whole eould apree to. It
was zlso emphasized that while new or revised
regulalions could be one possible approach, the
conference should not overlook wny non-
regulatory solutions, FTor exampls, it might be
posmible to address most of the user conflicts
through "industry agreements" or other means.

After a briel opening session at which the
problems to be locked at were outlined and Lhe
conference sgemdn was discussed, the eonfer-
enoe  was divided into four working groups.
Cach working group was made up of mombers
representing a variety of interests and was
given one aspect af the user econflict problem to
address. Although a senior Coast Guard affieer
was assigned to each group to serve ms Facili-
lutor, esch group seleeted its own lesder, who
moderated the groupr and later served as ifs
spok esman,

Proceedings of the Marire Safety Counetl

At the end of the first day, a second plenary
session was held at which each of the [lour
working groups presented its recommendations
to the full eonforence. Comments were token
from the floar 1o be used later by the working
groups to further refine their recommendations.

On the seeond ay, the working groups re-
convenad for an additicnal two bours to rework
their recommendations. At the flnal plenary
session, these revised recommendations were
presented to the full eonfercnce for adoplion.
In addition, eomments and "minorily positions”
were taken from the floor. Only thiz fipal
plenary session was recorded verbatim, and this
verbatim transeript became the official confer-
ence report.

One of the messures receiving the support
af the plenury session was o recommendation to
disestablish the COLREGE Line of Demarcsation
Fetlween Internationsl and inland waters in the
Fuget Sound area. This, it was hopad, weaoolkd
eliminnte possible eonfusion arising Trom the
use of lwo different sets of navigation rules,
{(S3ce the Keynotes section [or detsils on the
Coust Guard's interim final role on thiz sub-
jeatl,

By almost any measure, this doy-and-a—half
Open Conference was s suceess, [t provided
the Cosst Guard with &8 oumber of exeellent
recommendztions whieh had the support of &
wide spectrum of the maritime community.
Perhaps more important, it provided an oppor-
tunity for members of conflicting interest
groups 1o sit down together and work on mutual
problems. In fael, one of Lhe recammendations
to eame oul of the conferenee was frequent
meetings of the associstions and organizations
with primary inlerest in lhe multiple uses of
Puget Sound.

The Open Conference s a8 flexible tool
whieh ean be used to gather input for o variety
of rulemaking efforts. Its format een be adapt-
ed to both the subjeet matter and the composi-
tion of the interested publie. [t provides broad
opportunities (or publie psrticipation, is truly
demeoeratic, and encourages agreements rather
than polarization. Although the Open (Confer-
ence deseribed here = only one of many ap-
proaches which might be taken, il could cer-
tajnly serve as a model for any ageney consid-
ering use of this highly effective [arum.

As the is5ues which must be addressed in the
rulemaking process become more complex and
as publie interest inereases in those regulations
desling with heslth and safety, the Open Con-
ference may prove to be un iden whose time has
COMmea, ¢
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Seventh Annual
Marine Safety Poster Contest

15l Prize OOLDEN SAFETY POSTER AWARTE - to be presented ot the 1987 Nutional Sof ety Counced

Congress in Chiengo, Lileals,

2nd Prige SILVER BAFETY POSTER AWARD - to be awsrded o employer's reprezentative attending

the rbove Congresa for eventual presentation to the Znd Prize winner.

Spomisrts Awand SPECIAL GOLTDVEN SAFETY AWART - to employver of 1st Prize winner toj be awarded to

corporate representative nttending the ebove Congress as a thank you to the eompany [or
itd pooperation and interest in farthering safety in the industey.

RULES

1. The eontest B open to eny and all employecs in the meritime industey who like to draw. Al posteocs inust
be on B Marine S8afety subject, Any maritime operation or Aituation aflost or ashore meay be uaed.

2. Drawing must be confined to 747 x 10" on standaed §1% 2 11" white paper and should be done in black or red
ink ondy. Drawings should bae designed For verlicsl disploy, Uald letters and strong arl counl ss snell ss
subjecl matler. Only one ides should be emphusized.

4, The work must oo slgned. Submizsion sutometlically gives sopyrights te the Executive Committee of the
Murine Suction of the Wational S8afety Council, and the entrant coleases all Pights thereta,

4. The employers neme and pddress, &5 well ps the entrant’s name, pddress, and position, must be PRINTED
apd submitted with edch entry,

5. All entries must be postmarked by or before midnight, June 3¢, 1982, As meny entries may be submitted as
feaired.

B. Winners will be nolilied vig their employers as soon as possible after the elaslng date.

7. Eniries shoul:] be mailed ie:

Chairman, Auydin/Yisual Aids and Posters Committec
/o Bhilps' Operationsl Safety, Ino.

2E4 Main Slresl

Port Weshington Harbor, NY 11050

OFFICIAL JUMGES

Bl

Elizubeth ¥, Stephens, Chairman John Faulk, Yieg Chairman
Vice President Salety Directwr

Ships" Operational Salely, Ine. Strechen Shipping Co.
Captain Ronert E, Hart ), Bradfore Mitehell
President Maritime Consuiiant

Murine Tndax Buresu, Tno.
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Fourth Annual Marine
Safety Photography Contest

Golden Safcty Pholography Award will be awarded to the parson who submits the winning 33mm coler slide,
The award will be presented at the 1982 Mational Safety Councl Congress in Chicaga, flinaia.

Sponsor's Colden Safety Award  will be presented to the employer of the winner In the color category in
sppreciation for its cooperation and interest [n furthering marlne salety.

Silver Salcty Photegrephy Awsrd  will be awsrded to the person who submils the winning black-and-white
pholograph. The awerd will be presented at the sbove Congress.

Bponsor's Silver Balety Award will be presented to r renresentative of the employer of the person submitting
the winning blask-and-white entry i sppreciation for 113 coopecatlon and interest in [urifering marine zofety
trelning.

RULES

1. The sontest iz openl to any and all employess in the maritime industry whe are shatogcaphy bufls, elther
amateur or professional., All entries must be on & Morine Safety sublecl. Any maritime operation or
gituulion sfloat or mshore may be used. A safety topic should be depicted positively or negetively. The
entrant should give hia picture s safaty title or slogen or briefiy state the safety topie.

1. Color category: only 35mm slides will he aceeptanle, Entries will be judged for eantent, sompoRition,
originality, safety spplicability, and pestinence,

1. Black-and-white oategory: glossy or matt printa 8" x 10" or larger will oe acceptable. Entries will be
judged for gontrast, content, saompeaition, ariginality, safety spplizability, and pertinence,

4, Entries must be sipned. Pholographs and zlides will not bo returned. Submission sutomatioglly gives
copytights to the Exesutive Committee of the Merine Beclion of the Nalionsl Safetv Couneil, and the
entranl and sponsor relesse ril rights therateq.

5. The emplovers name wod address, % well s the snfrant's name, address, and position, must be PRINTED
and submilied with esch entry.

B. All entries must by pestmarked by or before midnight, June 30, 1982, Ar meny entriea in efther the ealer
or Black-and-while category may ne submitied ar desired,

7. Winners wfl be nntified via their employers ax goon as possible after cleaing date. The winners’ nameas sn:d
the names of their companies will be published in the NEC, Maring Section Mewsletter.

8. Entries should be mailed 1o

Chrirman, Awdio/Visual Aids and Peslers Commitice
oo Ships® Operational Safety, [ne.

284 Maln Sireet

Port Washington llarbor, MY 11050

OFFICIAL JUDGES

Flizabeth ¥, Stephens, Chaltman sohr Faulk, Vies Chaleman
¥iee President Safety Director
Bhips' Operationa] Sefetv, Inc. Strachan Shipping Co.
Allan Litty Bobx Ahrens
President President
Fying Camers, Ine. Bob Abrens Produetions, Ine,
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Non-compliance with Strait of Hormuz
Traffic Separation Scheme Reported

The Coast Guard's Offica af Merchant Marine
Safely has received numerous reports of in-
stances of non-compliance with the Strait of
Hormuz Traffic Separation SBcheme (TSS)L Such
non-¢amplianes iz in eontravention to Rule 10
of 1he International Regulations for Preventing
Colligions at Sea, 1972 (72 COLREGS), which
gets forth navigation requirements for vessels
transiting traffic separation schemes. During
investizations of these ineidents the most often
cited reason given for non-compliance with the
Strait of Hormuz TS8S has been an unawareness
of its existence. Apparently, many vessels are
transiting the arca with sutdated eharts that da

not depict the TSS,

Mariners are advised that eharts are avail-
able which show the Strait of Hormue TSS. Ono
such chart is Defepse Mapping Agsney char
62392 (4th edition, July 23, 19&1). This chart is
avallable from echart and nauticel equipment
suppliers throughout the United States and in
many [arcign eountries. If this chart cannot be
obtained from loesl sourees, it may be ordercd

[rom the Defense Mapping Agency at the fal-
lowing address:

DM A Offiee of Distribution Services

Attn: DDCE

Washington, DC 20315

Ks's Shawyhh bhims"od

O Ulgmen nd Fayyirim
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The Fatigue Factor:

the Insidious Enemy
of the Mariner

bw Captain Duke Diggs

My mate, Walt, arrived on the bridge of our
tug just prior to midnight. As | iwegan, some-
what groggily, to brief him on the weather,
treffie, and our position, his eyes widened
intredulously. "You'd better bring her left,
Bxipper," ha said.

"Left," I thought. "Why, thiz whipper-
snapper hus just stepped inlo the wheelhouse to
asggume the midnight to 0600 wateh, and he i
telling me what to da before he even relieves
me at fhe helm™ Instinetively 1 glunge gt the
compass and eonfirm oar heoding, 0407, Good,

But Walt, now yelling, shouts "left, Duke,
bring her left. Yoo're heading streight for the
bar!"  (Onee more I start to defend mysell, but
the sineerity in Walts voiee suddenly sets off
an alarm familiar to me as & result of my years
of experience navigating coastal waters. [ step
back and relinguish the econ 1o the younger man
and wuleh 85 he hastily puts the MY SHAHA-
LIN's wheel hard kelt.

As our lug and the 300-fool-long oil barge
we are pushing hegin to respond to the helm and
laglly start their swing to port, | finally see my
error, [ wasﬂuctuaﬂy on a heading of 140
inetend of 040! What happened? Ive navigsi-
ad 5t. Andrew Sound ot night before. [ know
the eourse necessary 10 felch Lhe entrance
buoy, even when its flash is obseured v Lhe
hrze. I Koow apout The "horsashoe™ fum necos-

Proceedings of the Marine Safety Council

sary 1o bring our tow safely around the easlern
tip of the large sund bar which separstes Jokyl
and Cumberlsnd Islands on Georgia's easiern
eonsl. 5o how did it heppen? How eould I hava
made &n error that put our tow in sueh jeop-
rrcly ? '

The ineident above hoppened several veers
ego.  But the questions it raised in my mind
haunted me, and my subseguent saarch for their
angwers led me to the faseinating subject of
fotigue. Because of 8 schedule change, I had
nelther slept nor eaten properly on the duy
prior to the nesr accident I've just deseribed,
and 1 way now determined 1o find cut all | eould
about the effect of these physinlogics! factors
oh the mariner.

Little Was Known

My inquiry revealed that at that time very
little had been done in the marine industey in
the way of research inte the human factor of
fatigue. 1! then turned to another industry in
which I had experience, en industry which 1
eondider to be the mariner's "next of kin™:
aviation. MNavigatlon in the two (ields s osen-
tially the same, from the rudimentary compass
to the highly sophisticated Locan C, And those
using our nation's skyways must deal with the
same elements—winds, wenther, drift sorree-
tion, and so on,—as those plying the waters off
our cgasts. The two fields have one other
eommon meeling gronnd:  eomnand decisions.
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The Captain
rasponsibilily.

Initially, then, it was from the Federal
Aviation Adminisiration and oviotion trade pub-
lieations that [ gathered my Information,
Later, however, [ was gble Lo obtain a report
spoeifienlly addressing fatigue in the marine
environment, "Watchkeeping and Safetv,” =
very infermative paper preparcd by W. P.
Colgquhoun of the Medieal Research Cowumeil
Perceptive and Cognitive Performance Unit at
the University of Sussex in Hrighton, England,
offered valuable data far my project.

! compiled the data available from many
diverse aources, ineluding areas not olosely
allied to the maritime industry bul with com-
maon [eatures. Manufacturing, for instance, has
hod experience with rotating shifts. This gave
me the raw materiol that wasz later to provide
meaningful insight into the effects of Tatipue
on the human body. [ had already learned, in
my own close @&l that June night aboard the
SHARALIN =0 long aga, that thesc offects
could e of wresl consequence.  What T didn't
know was that fatigue was nlso a factor—
though unreciynized until very recently—in too
many of the aceident reparts filed each year.

hes Lotal authority—and total

That "Tired” Fecling Mey Be More
Than & Lyck of Sleep

My studies indieatad that sdequate rest was
essential for personnel standing watch aboard
ship. Mo&t medieal authorities statc that, =1-
thaugh individuals vary in their personal sleep
needs, the average need is eight hours and the
sleep should be unbroken if st all possible,
{More on sleep later,)] As my investigotion
procesded, | found that sleep was only one
factor in the well-baing of & mariner. I found
that fatigue i= of ten caused, or compounded, by
modical fastors,

Marine personnel who suffer [rom diebetes,
hyper- or hypotension (high or low blood pres-
sure), petil mal {a mild form of epilepsyl,
migraine headaches, asthma, or any of the
many other eommon organie idlnesses, are apt
to be very much aware of their own limitations
and prepared to cope with them.

This is not true, however, of the "healthy™
mariner who is suffering from the equally com-
maon, but less well-known, hypoglyecmia. Hypo-
glyeemin v just one of a2 number of uncon
sciously self-indueed maladies that ean inter-
fere with the mariners level of alertness while
he is on duty, These insidious eenditions can
cause almost any problem, from errcneous

T2

radat plotting to passing out cold at Lthe helm.

Wwhat & hypoglycemia? Literally translated,
it means "low blood sugar. But what exactly
dpes this meon to vou as a professional mear-
iner?

Let me illustrate, with a hypothetical casc,
what cen eause hypoglveemia in the typical
mariner, how it relates to fetigue, and what
effects it has an you., [ will also discuss how
vou can prevent it from interfering with your
work.

Let's take "Harry," [or example. Tlarry's
typical wateh might begin samething like this.
He arises at 0700, showers, shaves, dresses, and
heads for the galley, Harry never fesls too
mueh like eating a decent breakfast. He does
need that coffee, though, and he i Tond of
Danwh pastries. He has several cups of steam-
ing coffea with a couple of temspnons of sugar
in each, and, as he chata with his shipmates, he
has a large piece of pastry with ieing and s
sweet filling. Harry fecls rmuch better now, and
he elimbs the stairs and bounees into the bridge
wheelhouse with vigor. He fosls well amnd s
ready o wo on waleh and assume responsibility
for the ship I'l‘l‘l'&m 0aod to 12060 houes.

Hut what 12 going on inside Harey's Dody? A
lot. Ilurry's pancreas is now working overtime.
All of that sugar he ingested this merning has
suddenly been absorbed into his " opodstream,
redehed his brain, and zent & signal from his
hvpothalamus o his sanerens that bhe s now
hypergtyvoemic (his bloeod augar level B rtoo
high). "Plapse pglve me some nsulin right
gway,” says Harrys bodv. And old Harry's
pancroas does just that. 11 begins to pour
insulin inte his system to compensate for the
extremely high Glood supar lavel,

What happens? The insulin dees its job, all
right. K you think back to Harry's hreakfsst,
however, you'lll remember that it censisted of
collee and a Danish pasiry. Harry's body laeks
the proleins and [ats needed to accompany the
high earbohydrate intake i the sugar & o be
unilormly absarbed into his  bloodstream and
his body 18 to get a steady supply of fuel. So,
when his blepd sugar level falls in reponse to
the insulin, he may begin to feel a little "light-
headed." Tepending on his general condition,
our friend Harry, the mate who has the con and
is responsible for the safe navigation of his
ship, just might pass out eold!

While passing out 8 an cxtreme remction, it
can happen, Al the very least, an individual
working with the food base just deseribed is not
going to be as alert as he might be otherwise,
with some ham and eggs or other protein in his
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NTSB Deems Faligue Contributing Factor in Tug/Barge Accident

While Captnin Diges was ultimately able
to avoid an accident in the Ineident deseribed
gt the beginning of his article, the ocrew of
the tug CAROLYN was not so lucky. The
CAROLYN and its tow, the barge WEEKS
N, 254, were proceeding north in the Atlan-
tie Oessn on Septomber 20, 1972, when,
because of heavy weather, they headed south
to seek refuge in Lhe Chesapeake Bay. The
weather continued to Jdeteriorate. The Coast
Guard Cutter MADRONA and 8 commersial
tug, the WARRENGAS, stood by, ready to
asslal the tug and harge.

After the CAROLYN and its tow passed
over the (Chesapeske Bay Bridge ond Tunnel
(CBHTY, the CARODLYN began to list exces-
sively 1o port. In order 1o Taeilitate the
transfer of fuel from the port to the star-
board tanks, the crew Headed the CAHODLY N
inte the wind. During thiE maneuver, a
portion of the towing heawser coiled on deck
washed overbosrd froem the tug and fouled
first the paorl, then Lhe starboard, propeller.
The fouling of the propellers eaused a total
loss of propulsion. At 0140 on September 21,
after the crew of the CARCLYN had been
evacuated by the MADRONA and after the
MADRONA had made several unsuccessful
attempts to take the WEEKS No. 254 in tow,
the tug and barge siruck & trestle on the
western side of the CBOT. Afler the initial
impact, the tug and barge drifted south and
struck the CFERT in various loestions. The
CAROLY N then passed under the bridge, and
the towing hawser parted. The CARCLY N
drifted south and grounded on Chesapeske
Heach; the WEEKS No. 254, buffeted by
heavy winda, remained on the west side of
the CBBT and poundod the strecture for
several hours. Thin poonding  extensively
damaged bridee pilings, bridre spans, and A
partion of the roadway. No Jdeaths or injuries
ocourred,

The Nalional Transportation Safety Board
(NTEE) detormined that the probable canse of
the easuslty was: 1) tha faflure of the
master of the CAROLYN to inform the
MADRONA or the WARRENGAS of the ex-
istenee of a quick-relerse anchor on the

Lurgs and 2) the ineorrect deelsion made by
the commanding officer of the MADRONA
not to thke the CAROLY N in low as & last
resort. Contributing to the failure was the
fatigusd state of the master of the
CAROLYN; contributing to the incorreet
decision waz 4 stetement by the master of
the CAROLY W to the commanding nfficer of
tha MADRONA that the tup was sinking.

The master of the CAROLYN was an
cxperienced operator, but he obviously had
not planned sufficiently for the contingencics
that might oecur along his route. While his
decision to seek sheller frum the high winds
and rough sens was nppropriate, for example,
there were no charts of the Chesapeake Bay
on borrd. Entry into the bay had to be made
in the dark without the use of charls or the
radar, which had falled. That stress, plus his
lack of familinrity with the CAROLYN's
limitations in heavy weather, resulted in his
being unable to respond adequately to the
changing situation. The effect of the stress
was heightened by the fast that the master
had had no cest sinee Sefore 0800 on Septom-
her %0, These conditions may have led the
master to ta%e cerlain astions not campat-
ible with thope which he mipght have resson—
ahily been expected to take. The master's
throe major inappropriate actions were:

1. HNot securing the hawser when he pre-
pared [or bad weather,

2.  Incorrectly assessing the depree of
hazard aszscciated with the additionsl list
caused by exceessive fuel in the port tanks,
and

3. Forgetting to deploy the barge anchor
of 1o alert the Cosst Guard of i1s exiztence.

While it §& impossible to determine how
great a role fatipue played in this casualty, i
iz pasy to see that, in his pogilinn, the master
necded to be in maximwn eontrol of his
Tacllies.

The Marine Casualty Report on this acei-
dent, Report Ko, UBCG/NTSB-MAR-74-2, is
availoble to Lhe public from the National
Technieal Information Bervice, Springfield,
Virginia 22161,
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gtomach, for instance.
Ent Well, Sleep Well, Peel Well . . .

A Food diet 5 therefore just a3 necczsary as
sufficient sleep if we are 1o avoid fatigue, Let
me llusirate with an organ that is both famil-
lar—and esusenligl—to the deck officer:  the
eye. The human eve is one of the [irst organs
to feel amd! show the effects of fatigue.
Whether we are suffering from too little sleep
ar averly long hotlrs—perhaps we have been
asked to "double-through™ on a ecouple of
watehes—, our eyes are one of the first organs
to be affected. Our field of wvision narrows,
peripheral vision deleriorates, and we could,
just eould, miss a erucial blip on the radar or Aan
important course change. An adeguate blood
sugar level i absolulely necessary if our eyes
are to funetion properly. Acdd low blood sugar
to 8 shortage of sleep, and we ean see lhe
potential Tor disaster,

Sleep

We mentioned sgriier that medical authori-
ties pgenerally agrec that rest periods shouwld
not he interrupted. This is due in parl Lo the
discovery that nur sleep = divided into two very
distinet phases. These consisl of, namely, REM
{which stands for rapid eye movement) and non-
REM szleep. In the non-BREM phusa, the eves, if
the lids are lifted, are found to be rolled back
in their sockets, and the body is almost com-
pletely relaxed. In the REM phase, i the lids
are lifted, the eves will be seen (o e moving
very rapidly. [t is during the REM phase that
dreams oecur, Although the exacl nature of
sleep iz not known, it is believed that sufficient
armmounls of both REM and non-REM sleep are
neeessary for the praper funetioning of the
body.

Here i lhe kicker, We also know that an
individual salternates between REM and non-
REM sleep phases. It is possible, with some
types of shill work, to upsel this pattern,
Fxperiments have shown that waking a person
and depriving him of one or the ather sleep
modes produces undezirable side effects, suah
as nervousness, lreitability, and difficulte con-
eentraling, I we are to have tho vitality
needed Tor the demending jobs on tadays ships,
we must therefore plan our rest perinds to
peovide for an adequste number of cyeles
through esch sieep mode.

We have now sean that "fatizue” is a syn-
drome with a4 mmurh broader base than & simple

74

lack of sleep.  The importance of unbreken
sleep perieds und & balanced diet i8 clenr.
‘Ihere is another physiclogical factor that eon-
iributes to 5 mariner's atate of alertness, how-
ever, a factor that goes virtually imrecognized
by both eompany management and the individ-
ual mariner. T am talking about “eireadian
ehy Ll ™

The Internal Clock

The suecession of REM and non=REM sleep
phases is not the only eyele that influences a
mariner’s well=being. The body's biological
rhythm=—its ecircadian rhythm—also has a pro-
found effeet on his performance.

As before, 1he sviation industry was the
first to recognize and study cireadian thythm
(tha so-called jet-lapg concept Secame popular
in the press a few years ago). Briefly put,
eireadian rhythm 5 # term applied to the series
of temperature ¢hanges the body undergoes in
the course of a day., These changes are indica-
tive of one adaptation to a certain &l esp-wake
cycsle. Some folks are “day opoople,” doing their
best work during the day and sleeping at night.
Others may be "night people,” Le., ndividusls
whe through adeptation for cone reason or
another sleep well during the dav and feel
eomfortable and alert working Ihrough the
night hours.

Any interruption or ehange in the sleep-
Wake pattern of an individuzl scheduled 1o
stand an essential watoh will result in a com-
promise in the operationsl zafety of his vessel.
Approximataly ten full days are required [or
the recovery of the mariner who has had his
"internal clock” desynehronized.  This deswn
ehranigation ean be caused by either & rapod
crossing of lime wones or an shrupt change in
the sleep=-wake evele of a partieular mariner.
Thus, it ean readily be seen thal the mariner
who works the typical rapidly rotating shif t (the
"swing" shift) eommeon for so many ieland boat-
men is never working at his peak eificiency.
The importance of ciredadian thythm should not
be overlooked by either the prudent mariner or
the managament of any muarine company, i Tor
na other resson than that corporate profits aro
tied directly toa the safety and effliciency of »
company's ships and the personnel who man
them.

A Challenge to the "Time-honored"” Four-on,
Eight=off and Six-and-Six Traditions

Sinee company profits are directly related
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te safety and efficiency, & change lo 2 steady,
fixed watch system could mean money in the
bank., 3ome of the benelits, for instance, that
have soprued to companies experimenting with
fixed watehcs inelude better employee morale
und fewar geeidents. Both of these benelits, in
turn, translate inte such indirest savings os
lower insurance rates and less vessel down-
Lime,

Studies made both ashore ond aboard ship
have repeatedly shown that optimum perform-
ance of personnecl occurs during fixed eight-
hour shifts.  An example of this arrangemeant
might be three suceessive shifts running from
DA to 1600, 1600 to 2400, and 2400 to 0200,
The mosl elficient system would allow un un-
broken rest peoriod of 16 hours for each sailor
following each eight-hour wateh,

Provision can then alae be mode for person-
nel who are by pature “nighl penple” to allaw
them to volunteer for the night duty.

On wvessels presenlly employing 0 three-
watch system (four hours on, eight hours off), =
ehanpe: to’ three eight-hour shifts wouold not
result in any wdditional personnel costs. How-
evar, many tugs and other vessels in the mer-
ohant marine fleet, sueh os fishing and churter
vessals, [ollow a two-waich, six hours on, six
hewrs off, sehedule. For them, implemeantation
of the improved fived-shift svstem would mean
eilher the addition of an extra crew or o change
te two twelve-hour shifts. Twelve hours is a
lomg trick, even when stood sbourd vessels
equipped  with good automatic pilots  and
madern, antomatie novigation eguipment, and 1
do not advoeate this solution. I have met crew
members, hewever, who say 1hat the better rest
during the resulting eontinuous twelve-hour rest
period compensates for the long wateh, This is
especially truce at sea, when an AR is allowed to
tuke the con and let the wateh rest his eyes for
a short time. Hot meals during this type of
wateh are & musl.

Two six-hour rests, on the other hand, usual-
Ly resull in emly four or 50 haurs of actual sleep
At & time. Naturally, cating, bathing, shaving,
and an adequate "wind-dawn" period aller com-
ing off watch must be subtracted from a given
rast perion.

While the altérmmative to the long twelve—
hour watch—namely, the addition of an extra
erow—may seem, at first, blush, to be anpalat-
able becsuse of the cost involved, individusl
companies might wish to investigate the savings
to be achieved from some of the side benefits 1
have mentioned. The cost of an additional crew
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would seem small compared 1o the bad publicity
and elean-up costs resulting from an oil spill
following a fatipue-induced aceident.

While no clear-cut solution presents jtsell
[or the disruption eaused by time zone changes,
mariners and manapement should be alerted to
potentidl problems. Adequate diet and rost ere
particuwlarly important if the watehstanders are
1o meintain their ability to eoncentrate.

Enow Thysell ...

Sinew individusls vary grestly in both their
need for sleep and their dietary reguirements,
we cannot draw generalizations. I s impor-
tant, therefore, that each mariner ¥now his own
partieudar needs, Tune in 1o vour hody. Lesrn
Your everage sleep time when you are not
working. Get free Yiiersture from vour local
health deportment on notrition. Try to eat
well-halaneed meals, Don't do this jusl to keep
from beeoming 4 "Harey," cither. Eat properly,
and you will took better, [eel better, and do a
bietter and safer job for your company.

Adequate Hest and Diet are
Important to All Coneerncd

In summary, adeguate erew rest and a
proper diet are paramount to marine safety.
They are important o everyone, from the crew
membars who do not want to risk "life or ima?,"”
Lt the deck officer wha wizshes to remain aecei-
dent-free 1o prolect his reputalion &nd license,
to the marine superintendent of a towing con-
cern who would like to improve his company’s
profils, to the Coast Guapd, where safety is the
name of the game. i

About the Author |

Captain Duke Diggs 8 a praclicing |
consultant for the maritime and aviation
industries. [lis area of soecimlization i
munarement and safety, and he has dene
resedreh on Catigue and biomedical factors |
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Captain Nigrs has extensive expeoricnee fn
the marine field and in the past has served
Ad & master, reliel captain, docking plot,
and tug skipper, as well as operations
manager of a marine towing eompany. He
ean bhe reached at P.O. Box 145, Surry,
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UNITED STATES GOVERMMEMNT UEFARTMEMT OF TRAGMSPUR-ATIOR
UNITED GTATES COAN | GUARD

i‘*{ﬁmﬂ?‘{lﬂdum

SATE 4 Jgnuary 1982
o Article on the Coast Guard Strike Teams, request far

R Duniel L. Dewell, Puhlie Information Assistanee Team, Pollution Response Branch

TO

Editor, Proceedings of the Marine Safely Council

1. I received your request for an arficle aboul the strike teams of the Nationsl
Strike Foree (NSF) some time ago. When you asked for the piecs, you said vou
didn't want the usual rundown on the Leams, but something that explained whal the
duty is like, who ihe people arc, and how they operate. It's not & bad idea, but
after a couple of shots sl it, | reslizved thal this projeet wasn't going | he easy.
Even though I've worked with the tcams on a lot of eases and cxercises, there is
mare to their duly Lhan that.

2. There are 85 or 30 Coast Guardsmen assigned to the NSF. I pet if you
agked them all what duly is like on & strike team, you'd wind up with 85 or 20
different answers. To be sure, it is unusieal duty. NSP members [ind themselves
teaveling more than most of us, and, because groundings, collisons, oil-well
blowouls, and the like eause some of the spills they work on, they have lots of good
seg storiez to tell. Hut if vou write an article cbout spoetacular cazes, that really
isn't a balaneed view of what the teams do. Thay have their share of boring jobs
thut would be hard enough to wrile sbout, et Alone expect someone else to read!

3. Iz pretly hard to pin down the essenee of life on & strike team. | suppose if
vou had to compare the job to something that everyone could relate to, you could
use a fire station. Yeah, that's nol psd, They have their own equipment, trucks,
irailers, pumps, skimmers, ete., all designed for pollution response. They are on
standby 24 hours a day, every day, and all it takes to get them underway is a phone
eall, Of eourse, not just anyone can ecall them. It has to be & Faderol On-Scene
Coordinator, either from the Coust Guard ar the Environmental Protection Ageney.
Just like o fire station, coch team has its neighborhood &5 o primary response arca
{about a third of the country in the onse of g strike team), Of course, members
oross over lines whenever necessary to give eash other a hand.

4, Anothor problem might be the "SWAT team" syndrome. Sinec the names
"National Strike Forea" and “sirike teams" have a certain ring to them, people
often cxpeet the NSF to eome swooping in, leaping out of planes with booms and
skimmers held in their teelh, recon the area. and wipe ont any pollution that dares
to show itself. It doesn work that way. Sure, they have tralning, good equipment,
amd A great deal of experience and are prepared lo respond quickle, but there is &
limit to what can be done in pollution responsc. They do put in their share of
strenuous work, but what few people ever hear sbout are the innumerable hours
spent monitoring a spiller's oleanup o the tedious documentation work that NSF
members do, What sounds like glamorous, oxeiting work on the surface can, et
times, be frustrating or routine and is often out in the middle of nowhere. The
weather never seams to help, either. T've heard strike team members swear that
spills never happen in niee weather—it 5 either blisteringly hot or freezing.

Enough said. Here |5 the article | came up withe

TieT. OF TRANSF., LOCG, SH-4B14 05-711



Shore Duty

That Keeps You

“Underway’’

"On the road agaein,

Coin' ploces that Pve never baen,

Seein' things that I may never xee again,

I ean't wail to get on the rowd ogain, . ." "

A jukebox in g truck stop cafe allernates
between  country-wastern and rock-ord-rodl
muraie,  The lorcation: the Wyandotte exit off
terstate 84 in ssuthern ndiana. The time:
§:30 ga.m. A group of Coast Guordsmen decu-
plea twa tables in one corner of the restaurant,
and large breakfasts wre the order of the day.
The servicemen inake up about twe thirds of
the cofe's clientele at this houwr. Thev have
stopped at the cafe on thelr way brck to the
site of o goscline barge fire on Lhe Ohio River
near the tiny burg of Alton, Indiona, after o

*Copyright 1979, Willie Nelson Musie, Ine,
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well-gnrned rast af o melel in Corydon.  Hot
showers, clean sheety. ..

The men just deseribed are members of the
Coast Guard's Mational Strike Faree [(NEF)—a
foree dedicated to responding to pollirtion cases
an the nation's walerways., A chanee 1o sil and
enjoy 4 hearty broakfest was a huoy Eor them,
sinee there was no way of knowing when the
next opportunity for g hot meal would he.

While most people in the Coast CGuard {and
many outside the service) have an idea of what
the sirike teams are and what their mission is,
many people have either no ides, or & miseon-
eeption of, what duty with the teams is really
like.

Members of the WSF are skilled in pollution
remdval and containment methods, salvage, and
damage control. They a&lso provide communiea-
tiona AR well &3 other forms of egquipment
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aupport, nlong with diving serviees [or vessel
inspectiong wnl other underwater netivities re-
guired in pellution response.

Celling in the Strike Team

A look at the Gulf Strike Team's response to
d case on the Ohio Biver, not far from Louis-
ville, Kentueky, in early December 1981 will
pive a clearer pieture of Lthis somewhat wunigue
group within the Coest Ouard. Two tugs with
barges in tow eollided, and several barges car-
rying petroleum products were damaged and
caught fire, A great number of dtate amd local
ageneies responded to the fire plong with looeal
Coast Cogrd onits and other vessels an the
river.

Neither the Coast (ward in genersl nor the
NBF takes the lesd role in ship or barge fire-
fighting. Because of its familiarity with vessel
safety and its involvement in marine dizasters
(seareh and rescue, pollution response, ete),
however, the Coast Guard is of ten brought in on
fires in support and ecoordinating roles. In this
caze, there was an gelusl relesse of of into the
water and the potentinl for anolher, major,
relemse.

The Tederal On-Scene Coordinmtor (OSC)
for pollution response in the area, the Com-
manding (Mficer of the Coast Cusrd Marine
Safety Offiee (V30)) in Loulsville, decided that
eertain persannel and equipment of the N2F
would e needed to assist in the case.

LCDOR Jim Tanncr, Commanding Officer of
the Gulf Btrike Team (GS8T), remembered the
initial eall from MS0 Louisville. "The O&
watited three things in particular.  First, he

wanted the command post,” Tanner said, refer-

The mobile commeand post i3 shipped as a self-
contained unit, complete with office work
spaces ond comminicat lons equipment.
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The Helionsl Strike Foree was formed in
1973 when the Const Guard was given new
responsibilities for environmental protection
under the TFederal Water Pollution Conteol
Aot It consiats of three strike leams:

The Pacifie Strike Team, based in San
Franciseo,

The Gulf Strike Team, based in Bay St
Louis, Mississippi, and

The Aflantic Strike Team, based in Eliza-
beth Cily, North Carolina.

There is alsn & dive team, which is
attached to the Atlantie Unit. Members of
the dive team respond to ealls throughout
the nation.

ring to a mobile-home-type vehiele oulfitted
with office work spaces and eommunications
equipment. "Second. he wanted an AT APTS™
Tunner continued, using the acronym [(or the
Ajr Deliverable Anti-Pollution Transfer Syz-
tem—a high-eapeeity pump for offloading [uel
and licuid cargo [from damaged vessels. "And
thied, he wanted a comms package,” said Tan-
ner, employing serviee lingo for "eommunica-
tions package"—several poriahle radios for use
at the many monitor stations Lhal would be
eztablished during the case.

Onee the call enme in, shortly after the
eollision occourecd, members of the GST began
putting together the proper eguipmant. This
didn't take long, since the command post is a
aalfl ~gontained unit and all other pollution-
reponse equipment maintained by the strike
teams I8 pre-packed on pallets {or culek loading
cnto trucks or eargo plencs. In this case, o
Couasl Cuard C=130 pireraft was available to fly
the enmmand post and several members of the
team lo an airfield near the scene. A GET
tractor trailer was lopded with ADAPTS and
ather support equipment to be driven to the site
on the [ringes of Alton,

Betting Dp

By the time the GST equipment arriwved the
{ollowing day, the fires on the tugboats and all
but one of Lhe burges had been extimguishwed.
The command post arived at the end of a dirt
rogd beside the riverbank near & local picnic
gpot turned staging ares. The GST members'
initial duty was to get the command pest set up
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Strike team members (left]l move an equipment pailet off of a traclor trailer and (right} et Lhair
equipment n place for the offloading of a barge.

and then |oin the OS5 and his staff to nssist in
uny way possible,

Logisties and communicotions dare very
important  in any  pollutlon  rosponsc  case.
Yeoman First Cless Russ Bespneon, A GST
mambar, notad how smoathly the establishmenl
of the command post went. Tt was great," he
said. "The telephone man was practically wait-
ing for the command post when it got there.
Kight alter thal, we had the power hooked up,
and the command post was all set.” Tn wsddition
to arranging for utility services, Besaneon and
others o the strike teums often become in-
volved in n kKind of community-relations duty,
arpecidlly when a case ocours nenr small, out-
lying towns.  "Lueckily, there was & little
general store just up the road fram the staging
ares, They huad just about evervthing you aoiuld
ask for up there. We did a lot of business there,
buying things like glaves and supplics.  They
even opencd up just far us 3 couple of limes.
Brervone in the town wes really friendly and
helpful," ©One local backhoe operator went &80
for oz to turn down work with other customers
to help out at the fire.

After the eommand post was act up and the
traetor trailer arrived, the OBC and his stafl
met with firelighters and the vessel's owner to
diseuss plans for dealing with the potential
pollution problem and the [irefighting efforts.
The barge awner was footing the bill for all
firefichting activity, but the 0% and Coast
Guard Tore=s were on hand to coprdingte pollu-
tion prevention and response aond to provide
logiaties  and  communiestions  support  as
needed.
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The Strike Taam Coes fo Work

Cne of the barges thot had been afire (the
flames had now been  extinguished) was
damaged und s51ill loaded with diesel fuel. T
was decided thot the fuel shauld be transferred
to 4 safer vessel. The ADAPTS would be used
to transfer the product.

LCDR Tanner recallad the operation. "It
was & little harder than a normal pump job,?
Tanner said, comperlng the task to other,
rontine” transfer ocperations. "We wanted to
keep the barge level so as ot to spil cargo out
or cause gny strain on the vessel. The trouble
was that we had to keep moving the pump from
ohe tank to another to bring her up even—the
reguler lines and valyes on the barge wars
fdamaged, 3¢ we couldn't just take suetion on
ane tank and pumg the eargo out through the
borge's cxisting incs. My puys started that johb
Baturday allernoon und worked straight through
into Bunday. They got TRDANMN mailons off the
damazed barge. That pump weighs several
huatdred pounds, aml they kepl having lo move
it back and forth. Those puys did onc hell of a
Job," said Tenner, remembering just how difli-
cull the eircumstances were.

Southern Indiane has heen known ta b eald
in enrly Decamber, ond this was no exeeption.
Temperatures ranged from 57 mhove zera to
just phove freezing most of the time. When the
temperatire did rise above stinging oold, the
relief from the eald was oountered by the
transformation of the frozen dirt road and the
riverbank into muddy quagmires.

Onee the team had completed the transfep
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of dirsel from the damaeged barge, the prineipal
problem remaining was A burning gasoline
barge, With a long slit down the side of tanks 4
and 5 of its port side, lhe barpe had been
pushed ashore about 200 yards downstream
from the staging area. Thick crange flames
rofled out of Lthe side of the barge Az A heavy
black ecolumn of smoke rose from the scenc.
Muny new arrivals on the soene said they had
nzad the smoke to find their way to the remote
site.

Because the barge owner aceepted responsl-
bility for firefighting, Coast Guard personnel
woere now invelved in poflution resoonse standby
and [irefighting supporl roles:  fire-station
monitors, eommunications stations, logistices,
ard documentution.

It took severol attempts by both the loeal
firefighters end later by commercial fire-
fighters from Houston, Texas, to extinguish the
blaze. Members of the strike team, like others
at the site, lound themselves going from one
jobr to another os supplies, equipment, and per-
sonnel eame and went from the seene.

Masters of Many Trades

Strike team members handle transitions
[rem one job to another smaoothly., They are
eroas-lrained in all jobs they may be called on
to peform. [ wn'l ynusual to see veomen and
bostswain's mates, officers, and enlisted men,

trading off duties such as procurement, operat-
ing heavy equipment, monitoring, and documen-
tation or simply lupping around supplice or
eqillpmant.

"You never really know what you might be
doing next,” sald Damage Controlmuan Third
Class Dennks Baxler, & GST member. Half
sitlting, half leaning across a formicn desk top
in the back of the eommand opost, Baxtar was
taking advantage of a lull in the activity at the
staging ared. Having spenl the morning hauling
frozen fire hoses and barrels of fosm eoneen-
trate to and from fivefighting barges, Baxter
appreciated the warmih of the command post,
"Opne mimite youll be handling ecommuniaations
or Kecping the logs, next thing you know you're
off te set up some eguipment or maybe making
a run for parts."

The frustrating fire, cramped quarters, cold

wenlher, and separation from home notwith=-
standing, GST members assigned to lhs cass
demonsirated an ability to maintain their sense
of humor. A fireman opened the eommand post
doar, triaces of the previous nights snow eling-
ing to his mud-caked boots. ITe vame in and
started to pour & cup o coffee. "Well, when do
you think this will all be over with? he asked
of anyone in the vehirle who cared to answer.,
Baxter, off ering & humorous, sensonal response,
sang out, "It's beginning to look o lat like
Christmas . , ." A few of those on hand
laughed; cthers seemed to be cheeking 8 mental

USCG Fast Surface Delivery System (FSDS)
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The Fast Surface Delivery System (FSDE), or™sled,” was desizgned by the Corst Guard as 8 methaod
of delivering pollution response equipment to a spill site, The sled iz & shallow=draft, planing hull
that must be towed by another vessel. The design of the sled gives smaller Coast Quard boats the
capability of transporling heavy equipment that previously could be handled only by buay tenders or
other large ships. The steen seetion of the slad can be submerged to allow the leading and unloading
of heavy eargo, such as the Coast Guards cpen-waler skimmer and skimming barrier. The FSDS sled
is 45 foet long, has a 5-foot beam, and is capable of transporting 20,000 pounds of careo.
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cAalendar 1o see just how elose the holiday
actually was. Theore wasn't much time to think
about it, however, since news came in that
another load of foam had arrived—almost.
About one mile away, two tractor lrallers
wera parked with S5—rallon drums and 5-gallon
containers of fosm, In belween the trocks and
the staging arca was a small bridge, too small

routs with & sironger bridge would have laken
too lomg, so all available personnel and any
amall trueks on hand were sent to bring the
foam arross in small loads, The transfer of
foam conteincrs went quickly and smoothly as
GET and loeca] Coast Guardsmen formed "hucket
brigade” lines to the long trailers, passing the
containers and rolling the drums onto waitines

for the trucks to cross.  Cireling around to a lrucks.

Boom Types
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0il containment boom or barrier 5 one of the most common pleces of oollution control
equipment. Boom comes In a wide wvarlety of siges deslpned lor different weather and sea
conditions. Lengths of boom are wsed like a floating fenee to corral or deflest oil so that it ¢an be
removed from the water.
Dilferent styles and sizes of boam sre all designed around the sume basic coneept. An upper
barrier keeps oil, floating on the surface of the water, from spreading. Naturally, there must be
some type of floatation for the boom. On smaller types, flootation sometimes serves as the upper
barrier portion of the baorm. A skirt hanging below the flnetation provides for added containment
] capabilities. This skirt must he construcied so that it s strong enough to hold back oil vet [lexible

cnough to give with the motion of waves. Lastly, a ballazt, usually made of lead and located at the
| bottom of the skirt, & ineluded to keen the boom upripht in the water and keep the skirt snd upper
bareior vertieal,

Like all other equipment, boom has limitations as 1o what it ean do. The primary problam in this
| tvpe of operation & entrainment—eil being washed or pulled under the boom by the surrenl. No
| matter how deep the skirt extends, woter will flow upnderneath it, and eurrents over about one knot
{ will causce enteginment. One way to combal thiz is to ongle the boom and deflect oil rRther than
' gltempat to stop its moverncnt. In some situations, the ofl ean be diverted to a eolleclion point or &n

ares with g slower suprent.
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Paperwork

Like any other job, NSF duty invelves paper-
work. Keeping track af communications, log-
ging all calls on the radio and phones, forward-
ing requests for equinpment and information, amd
documenting lhe operation are all funetions of
the GST members assigned to the command
post. These duties can be extremely important
for case studies and lepal proceedings that can
arise after an incident is aver.

The Finol Stoges
The barge fire was eventuslly put out,

After several hotirs of checking and rechecking
for any possible reflash, most of the fire-

informed LOCIDH Tanmer thot most of the 08T
porsonnel and equipment would soon be able to
return ta the base at Bay 5t. Louis, Mississippi,
but a final decision would be made once the
barge owner began suocessfully off loading the
burned barges gasoline into 4 sound vessel.
G8T members began  strapping  down  the
ADAPTE and other equipment far the trip back.

That ewvening, with the sz=ze all but owver,
"Miller Time"” waz declared by unanimous deci-
gsion. Firemen, tughoat and barge crewmen,
Cousl Guardsmen, and other: mvolved in the
cnda found their way to the lounge at the motel
where most of the response personnel had
stoyed when not on seene during the wesk-long
ease,  Immediately oceccupying over half the
available seats [n the room, the diverse

fighters were released from duty. The QS members of the crew began recounting the case

Principles of Common Skimmer Operalion I'
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There are many types and sizes of devices generally referred to as skimmers, which ore used to
pick up spilled oil and chemienls from the surface of water. They operale on various prineiples.
2ome skimmers employ a4 veeuum or suction, while others rely on physical contaet or mechanieal
meang (or recovery of spilled products.

As is the case with most tvpes of equipment, the effectiveness of skimming devices depends on
many [setors, ineluding weather conditions, the tvpe of product, and the locstion of the spill.
Conscquently, it s important to mateh the type of skimmer to the type of cleanup operation.
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owvear cool drinks that somehow fasted better
than usunl. Finally, they had a chance to relax
and swap a lew ses stories,

But the job wasn't over yet, and the "eele-
bration" didn't 1ast Iong, Most of the response
feree members opled for & good night's sleep in
preparation for wrapping things up.

The Wrap—up

The following morning the barge owner
moored An empty barge alongside the burned
one and rigged for off loading a5 Coast Guards-
men meonitored the operation. By mid-morning,
pumping had been started. By the end of the
duy, the OSC released the ADAPTS and most of
the GST members, The command post and &
few GST personnel would remain on seene until
the offloading was complete and the barge
stabla,

LODOR Tanner tald hia men fo meel Tor a
planning session at the truck stop cafe on their
way back 1o the motel. Everyohe was tired,
regidy to go home. The case was just over o
week old.  With Russ Besanron laking notes,

Use of Open Water Oil Containment and

they worked out the detgils of getting everyane
home. There was no cargo plane available, so
the commeand posl, when it was released, would
have to be driven back.

Call the airlines, check srhedules, asrrange
for drivers for the truek and drivers for the
command post, have the phone and power
turned off . . .

Vory carly the nexl morning the GST tractor
trailer sel off on its way home while a group of
GET members hesded for the airport to fly
home. The commeand post was relessed later
that same day and started out on the 153-hour
drive. The two wvehicles am! their deivers did
encounter an iee storm on the trip back, but
there were no accidents,

Back sl Lhe Base . ..

Upon return from the case in Allon it was
time for reports to be written, travel vouchers
filed, and "normal” operations resumed. Nor-
mal operations for the WSF consist of aequip-
ment maintenance, administrative duties, and
in-heuse and outside {raining for everything

Recovery System (OWOCRS)
(USCG Skimming Barrier)

|:i..—Tﬂ- amipird
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The Open Water Oil Containment and Reecovery System (OWOCRS) is g floating, feneelike barrier
desipned to contoin and skim ofl in moderate ses econditions. This barrier, or boom, extends about 2
fect above and helow the surface. I was designed to esntain ofl in 5-Toot seas snd winds to 17 knots
but may work in more severe wealher in certain eircumstances, The OWOCHS is generally deployed
in & U-shaped eonfiguration—either moored or positioned by bonts. A seetion in the center of the
B21-foot OWINIRS i fitted with 6 vacuum hoses attached to a pumping system that allows for
transfer of oil from the water to a barge of other containment vessel, The OWOCRS is considered
the besl boom or barrier system available at this time (or containment and recovery opcrations in
the open-sca environment.
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from truck driving and engine repair to pollu-
tion response equipment deplovment and ehem-
ical response lechniques.

Although chemicals were not involved in the
Allom barge ofse, response 1o hazardons mate-
rigls is an area of concern to the NSF. Training
Ffor ehemical response = intensive, and strike
team membors practice regularly with self-
eontained breathing gear and prolective suits.
Because Lhe level of training for this duty is so
high and the consequenees of & mistake sa
great, there 8 even a specially designated
"ehemical response team"” within eanch strike
ten m.

Annther specialized group within the NSF is
the dive lesm. Looated at the Atlantie Strike
Team faecilities, the dive team assists O8Cs by
eonducting underwater inspections of sunken or
damaged vessals, The dive team and the three
Hirike leams, hove & wide knowledpe of marine
mishaps and & great deal of experience in
difficult siteations, Recause of this experience,
they mre available to assist in non-poliution-
related cases sush #s Search-and-rescus  And
pther Coast Guard missions. The N3F is also on
eAll to respond to inland spills at the ceguest of
Environmental Protestion Agencoy OSCa,

Life on the Strike Team

When asked what duly on & strlke team i
like, WS members provide a wide range of
answers. Fach man and woman on lhe various
teams has his or her own bHkes and dislikes,
poals, and speciolties and interests. There are,
howevur, many things about strike team duty
that are constanta.

Duty with the NSF involves g gresl deal of
travel, The travel is usually on short notiee and
for an unknown durglion, Traevel sssociated
with training, while it iz scheduled, can alao he
extensive,

A great number of pollution neidents result

in what are ealled "spiller oleanups.” In & case
such A% this, the spiller conducta his own clean-
up., often by hiring commeraigl cleanup con-
trus:tors, The Federal government, somelimes
represented oy the sirike teams, simply moni-
tors to ensure that the job is done promptiy,
wafelv, and in & proper manner,

The situations faced by strike team mem-
bers are almost slways upususl i not danger-
aus, Individasl members are given a great desl
of responsibility and may wind up warking inde-
pendently. Even routine monitoring and docu-
mentution work scmetimes invalves many thou-
aands of dollars' worth of equipment and man-
power that must be accounted [or.

The strike teams are almost always "out-
siders,” usually heing ealled in fo assist on a
larpe or complex ease. Oceasionally, local
(Coast Guardsmen and other response personnel
have viewed this as a reflegtion on their ability
to handle & sitouation. That is not the case. The
teams are simply extra Forces available to help
out any fellow Cosst Quardsmen who reguest
assistanee. They are not sent on cases bt
ruther asked to come by DSCs.

There are still miseonceplions about whaot
the strike teams are and what they do. LOCDR
Tanner mentioned one way to help any Cost
Guardamen who might be considering asking for
o lransfer {0 nne of the teams. "It would help
if people would just call up and ask 1o talk to
someone on the team. They can 1alk sbourt the
diff erent jobs, what it's like to travel =0 much,
and whatever alse thayre concerned abougl,
That way they would get a feel for what it's
really like to be an the team,” Tanner said.

Wwhat @t'z really like to be on the team.

"On the road again,

Coin' places that Fve mever hawn,

Seein' things that I may never see again,

{ can't wall lo get on the rood agrin . . " 1

REPORT
OIL OR GHEMICAL SPILLS

e 800- 424-8802
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Title 46,
United States Code

The Maze Revisited:

An Update

on the Revision of the Shipping Laws

Editor's note: The June (98] (ssue of the
Procecdings femured an artiecle entitled "Con-
quering Lhe Moze: A Proposal for Reorganizo-
tion of tha L5 Shipping Laws'. Requests [or
copies of this erlicle exceeded available stooks,
but reprints have been maode and con now be
ablaingd by writing to the editor, The follow-
ing articie descridbes the steps which the Coast
Guard hog token to further its efforts to pro-
duce o comprehensive reenactment of those

Proceedings of the Maorine Safety Council

portions of Titie 46, United States Code, which
i adminisfers,

ln the: June 1381 issue of the Proceedings of
the Marine Zafety Council, it was noted
that the Juastices of the United States Supreme
Court onee had ovoasion to refer to the marine
sulely luws of this country as a "maze of
regulation™. T was glso noted that the Coast
Guard hed undertaken the task of reorganizing
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and rewording the hundreds of statutory provi-
zions which ¢same under its administration in &
manner  which would, to 8 great degree,
straighten out the "maze.”

Without & doubt, no ares of Pederal law &
more confusing thar that administered by the
Zoast (ibard in its commercial vessel regulation
programs. One conseqgplanes of the eomplexity
of the law s the difficulty of enforcing it and,
perhaos, the difficulty of obeving it. Coast
Guard officers new to the sommereia! shipping
regulation speelalty reguire extensive training.
Ruestions fregquently arise which reguire the
special expertise of & very small number of
ageney personnel who, alter thirty or Corty
years' axperience, have come to "Enow"” Title
4. A kind of common-sense undaerstonding
supported by eustom and tradition aceepted by
the industry has served to avert utter chaos in
the administration of these lsws, but T cannot
he predicted how much longer the slrain can be
=Uiwvived.

Beeause of its complexity, Title 48 bhas
praved 1o be emong the most difficult fop
Congress to ensct as "positive law” {in other
words, Congress has had difficulty reenscting
the previously enécted stalutes into a consoli-
dated, orpanized title of the United &tstes
nde). The [irsl sltempt to "eodifv" Federul
shipping law ecame in 1929, shortly after the
grioplion of the United States Code. That
cifort failed for reasons which bave now be-
eome obscure. A similar effort in the late
1940z also failed. In the early 1960s, the Cam-
mandant of the Coast Guard, partially in re-
sponse to the urgings of the Senate Commeres
Commitles, asmembled u special team of three
attorneys to draft in positive law form, without
maxing any "substantive change of a controver-
ginl nature,” o restatement of Title 46. This
proup worked dlllgently (or slmost three years
and, in 1967, presented to the Commeree Com-
mittes a drafl of "A Bill to Consolidate and
Reenact Certain of the Marine Safety and
Seamen's Wellare Taws of the United States.”
The draft received widespresd approval and
would have placad all of the commercial vessel
safety 1aw in & single, easily usable format for
the Tirat time in almost one hundred yesrs.
Howevet, in the administralive uphesaval result-
ing from Lhe greation of the new Department of
Transportation, the bill was sorapbed.

Things remained unchanged [rom 1967 uoti
1871, when yvet another restatement was at-
tempted and eventuelly shelved. The praject
was not resumed until the spring of 1880, when

B6

the present Commandant designuted the re-
drafting ard simplifiention of the shipping laws
one of his "milestone projects." A deaft dropos-
al, basod Llargely on the 1967 bill, has now haen
preparad amd i@ wunder seratiny throughout the
maritime eom munity.

Two elements in the intended format sre
warth noting.  One {5 the reorganization of
related materigl into units. An example 5 the
treatment of the Federal Boat Zafety Act,
which cuts aeross Lhe areas of safsety aquipment
for recreationsl vessels, manning of certain
commereigl pasenger-oarrying vessels, identi-
fieation of undocumented self-propelled ves-
aels, and negligent operation of all vessels, The
intent to reorganize theze matters with cthers
af related or supplementary application is re-
Mected in the proposal.

The other element i3 lhe tailoring of lan-
gusge to facilitate both temporary inclusion in
the 1.5, Code wnd ultimate assimilation into &

The Coast Guard sought
the opinions, cooperation, and
asistance of those who
would be most effected by the

legislative proposal.

s

tmily "eodified” title. The substitutions made
necessary by non-statutory recorganization plans
and other transfers of autlhorily, aspecially
since 1948, have frequently caused econfusion in
the =hipping industry., Terms used in this draft
restatement, as well as the internal oross refer-
ences, have been designed to present the Code
editors with the least need for editing and to
minimizme potentiglly confusing terminolopry.

TIE purnpose of the eurrent legislative pro-
posal is to make the law eazier for the
Coasl Guard lo sdminister, eisler lor the
maritime community to apply, and easier for
evoryone to understand.,  The drafting of the
legislative proposal begen in carnest in May
1980 at the direclion of the Commandant of the
Coast Guard and under the guidonoe of the
Chial Counsel amd the Chief, Office of
Merehant Marine Safety. ising as its
foundation & 1967 Commeree Commillee print
of "A Bill to Consolidete and Reenact Certain
of the Marine Safety and Seamen's Wellare
Laws of the United Sistes,” the drafters

Mareh 1832
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proceaded with their task, again under the
gencral guideline  that  they make no
"tubstantive change of a controversial nature.”
After eighteen months, o draft proposal was
complete. The product divided exiatimr marine
safety and seamen's welfare laws into ten
clearly defined chapters. It filled three
hundred pagas of text.

At 1his pnint, those eclose to the project
eame to understand that they were faced with
tha awoseme task of testing what they had
produced againat the actual text of the existing
shipping laws, knowing that anv attempt to
bring 108 wears of piecemeal Comgression
activily inlg 4 single, suceinet doecument would
invariobly result in inadvertent omissions, oon-
flicts, and elitorigl inaceuracies. The Coast
Guard sought the opinions, eocoperation, and
assistence of those who would be most aflTaetad
v the lopiElative proposal,

First, lthe drafters of the legislation went to
the Coast Guard itsell. A special panel of
three senior and highly qualified officers whose
careers hed been concentrated in flelds related
to the regulation of commercial shipping was
appointed by Rear Admiral Clyde T. Lusk, Jr.,
Zhicf, Offies of Merchant Marine Safetv, to
axdamine 1he draft proposal for consistency with
longstanding Coast Guard praetices and inter-
pretations. For severnl weeks the pans! wenl
painstukingly through the 300-page documcnt,
line bw line. Onee their comments had been
gvaluated snd incorporated into the proposal, a
gecond edition of the draft was produeed and
distrinuted to Coest Guard Marine 3afety and
legal personnel in some of the nation's busiesl
port ecities. Meetings were then held between
these persons and the draftamen to determine

The next step was to abtain

the views of those people whose
commercial and recreational interests
were regulated by the federal
shipping code

whether the proposal wes in conlormity with
the marnner in whish the law iz now heing
gpplied by Coast Guard field onits. Onee the
views of Cosszt Guard field and ocperationsl
personnel had been oblained, the druft was
again updated. At this point the Chief Counsel
of the Coast Guard was confident that he had

Proceadings of the Marine Safaty Couneil

produced s dralt proposal which accurately
refllaeled the manner in which the Coast Guard
econsirued and applied the existing provisions of
the several humdred sections In Title 46 which
come gnder its administration. Howewer, work
was just berining.

The next step was to obtain the views of
those people whose commercial and recrea-
tional interests were regulated by the federal
shipping code, A mumber of industris]l Froups,
lahor organizations, shipping companies, trade
assoainlions, and law firms were contacted snd
asked whethor they would be interested in par-

By the time this artiele is
published, a draft of what is

likely the largest single legslative
initiative in the Coasl Guard's
history will have begrun its voyage
to Capitol Hill,

tielpating in the early stages of drafting o way
out of the maze, The response wias overwheim -
ing, In Lthe weeks that followed, copies of the
legislative propessal and supporting documents
were delivered to dozens of individuals snd
groups. A3 these organizations began their
analvses of the proposal, the Coast Guard con-
tacted the prestigious Maritime [aw Associo-
tion of the United States (MLAY und asked [or
its pasiatance, The MLA, an organization which
has on acute interest in osteblishing unil orm
laws, axpressed immediate support for the goals
of the projeet through its President, Jobn W,
5ims, Esq., of New Orleans.

In November 1981 the Chicf Maritime Inter-
national Law Division at TLE, Coast Guard
Headgquarters was invited to address the MiILA's
Committee on Coast Cuard and Mevigation at
its annual meeting in New Yok, As a resull of
that meeling and other discussions, dozens of
members of the WMaritime Law Assocation
examined portions of the dralt proposal and
provided the Coast Guerd with their eritiesl
comments, On January 20, 1982, 2 mesting was
held at Coast Guard Headouariers in Washing-
ton at which interested representives from all
ereps of the maritime communily were invited
to eomment on the propesal. The substance of
cgomments feseived up to that poiot was made
known &t the meeting. A geoeral dezoription of
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the intent and purpose of the legklative
proposal was offered, and objections and olher
comments were heard, At the conelusion of the
meeting, the Coast OGusrd begen 1o move
capidly to finalize its legislative proposal.

B[\r the time this article is published, a draflt
of what s likely the larpgest single legis-
lative iniliative in the Coasl Cuards history
will have begun its voyage to Capitol Hill. With
the Coast Cusrd's drafting effort drawing to a
close, it is approprinte that notice be |luken of
some of the dozens of individuals and organiza-
tions who contributed in a most significant way
ta the produstion of s proposal which may in
part simplify the "maze of regulation.” They
are James F. Moseley, Esq., of Jeacksonville,
Mark (). Hasanin, Esg., of San Franoison,
Antonie J. Redrigues, Fsg.,, of New Orleans,
Austin P. Onley, Esq., of Washington, THZ, Mar-
tan H. Clark, Esq., of Norfolk, George R.
Daily, Fsq., of New York, H, V. (réenwood,
Esg., of Ilouston; John H. Ilanninen, Esq., of
Cleveland, Robert B. Preston, Hsg., alse of
Cleveland, Joseph KNewton, Fsdq., of Houston,

Raymond T. Letull, Esq., of Philadelphia, Cap-
tain T. E. Lohrey. Jr.,, USK, Fores Judge
Advorate, United Stales Pacific Fleet, Charles
A. Bedell, Esq., of Ilauston, George W. Ilealy
I, Esg., of New Orlesns, Mr. Bryan Chiasson of
the American Waterwoy Operators, Mr. Ben
webzster of the Joint Maritime Congress, Mr.
Julian Singman, Esqg., of the Maritime Institute
for Research and Industrial Development, Hear
Admirnl W. M. Benkert, USC: {Reotired), of the
American Institute of Merchant Shipping, Mr.
Edward H. Middleton of the Maritime Mnstitute
for Rescuree and Industrial Development, Mr.
Frank Pecguex of the Seafwrers Intcrnotional
Union, Arthor Abarbanel, Esqg., and Tonald L.
Sapir, Esg., of New York, Mr. James L. Henry
of the Transgportation Institute, Mr. Elwood
Hampton of the National Maritime Union, Mas.
Barbara Bristilo of the AFL-CIO Maritime
Committer, and M™Ms. Mel Hall-Crawford of
Crowley Maritime Corporation., A special note
of thanks to OGordon W. Paulsen, Esg., and
Kenneth H. Yolk, Esg., of Mew York for their
efforts to make the comments of the member-
ship of the Maritime Law Association availuble
{0 the Coast Guard, 1

Merchant Marine Registry

and Seaman Certification Statistics
Fiscal Year 1981

Original Merchant Mariners Documents Issued

ATLANTIC PACIFIC GUuLF GREAT LAKFES

QUARTER COAST COAST COAST REGION TOTAL

1st—Oetabor = Decembor 287 S8R 1,973 A446 4,005

?hd—January - March 1,083 T48 1,294 472 4,147

Frd—Aprll - June 1,658 1,245 1,913 503 3,314

dlth—July - Septe mber 048 1,122 1,738 483 4,269

TOTAL 4,634 3,802 7,520 TR4 17,740
BE March 1982



Original Certificates of Registry
as Staff Officers Issued

ATLANTIC PaCITIC CGULF GREAT LAKES

CiAST COAST COAST REGION TOTAL
Chief Purser B g 1 | 14
Purser o L5 L 0 L2
Heninr Assistant Purser 2 3 ] 1 5
Junicr Assistant Purger i 48 0 1 od
Surgenn 1 15 1] 0 17
Professional Kurse 4 2 i} 0 i
Marine Physician 1 0 0 0 |
Radio COfficer 3 i 2 2 7
Ohars i 1] ] ] 1
TOTAL it &0 4 2 L15

Original and Additional Endorsements Issued

ATLANTI( PACIFIC GULF UOREAT LAKES
COART COAST COART REGIOMN TOTAL
AB—any walers, unlimited pr b 181 27h 126 BEZ
AR—any waters, L2 months 253 117 a1 B2 R35
AR—Great Lakes, 18 months 183 a9 122 i1 ars
AB—ather 53 a4 107 g 253
Lif ehoatman Til 115 143 ) 1,215
Electrician ™ g1 33 18 209
Diler 3149 188 77 fid GaT
Fireman,Watar tender {1} 146 47 it nas
Other . M.E.T, ratings THg hTd 124 112 1,714
Tankerman 3ka 181 290 TH5 1,924
Entry Ratings and
Bteward's Department f,397 4,864 6,365 1,194 18,824
TOTAL 9,779 f, 394 B,2563 2,521 27,457
Proceadings of the Marine Sefety Council 2



Marine Safety Council Membership

Rear Admiral Clyde Thomas Tawk, Jdr.
Chicf, Office of Merchant Marine Safety

Clyde Thomas Losk, Jr., was born on Deeembae
20, 1932, in Medfard, Mossachusctts. Ilis
family later moved to Milf ord, New Hampshire,
where he attended and grodusted from Mikford
Migh Selipol, He then entered the United States
Coast Guard Aeademy in New London, Con-
nectical, und grgduated in 1954 with 8 Bachelor
of Beicnee Degree and & commission as Ensign.

His earliest assignments were as Firat Lien-
tenant on the United Stptes Coast Guwred Culter
DUANE {1954 = 1956) and Operations Officer on
the United Steles Cogst Cuard Culter EVER-
tiREEM (1356 - 1957

ITis first shore AzRignment was As Clommand-
ing Qfficer of Lorwn Stlution Spruce Cape in
Kodigh, Aluska. Inm 1959 he was transferred to
the Marine Inspection Office In Lonp Doach,
California. He was subsequently transierred to
Const Cuard [Ieadiuarters in Washington, ThC,
whare he served on the staff of the Offime of
Merehant Marine Safety.

In 19685 he was mssigned to marine industey
training with the American Waterways Opera-
terz, Ine,  Upon eompletion of {raining be was
transferred to the Marine Safety Officc in St
Tiwiia, Missouri, where he served as Execulive
Officer and later as Cammanding Officer.  His
next transfer brought him back to Washington,
where he served frst as g member of the
Planning Stoff of the Office of Merchant
Marina Safety, then as Assisiant Chief of the
Merchant Yessel nsgpection Division, and then
a5 Dirceter of Transportation Energy Policy onb
the staff of the Secretary of Transportation. In
1974 wnd 1875 he attended ihe Induslrial Col-
lege of the Armed Porecs in Woshington, LW
Upem compleling hiz studies, he was 1ransferred
o Mew Crleans, Longiana, where he served as
Commanding Officer of the Marine Inspection
Cffice and, subsequently, Chief of Operations
afl 1he Eighth Const Guard Distriet. He re-
turncd to Headguerterd in 1380 to serve as
Nepuly Chief of the Office of Merchant Marine
Safety.

Followrlnp 15 & resume of his appointments in
ranks:
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- Ensign, May 1954

- Licutenant {junior gradel, Thecember 1955
- Lirutenant, Septamber 1958

= lieutenant Commander, March 1965

- Commander, Mareh 1870

= Coptain, Moy 1974

- Resr Admiral, July 1981

Fesr Admiral Tuskzs medala and awards
include:; the Coast Cueed Marilorioos Servieea
Medul (awurded twice), the Secretury's Awarc
for SRerviec—3ilver Medal, the Coast Guard
Commerdation  Medsl, the Cossl Cuesrd
Achievement Medal, a Letter of Commendation
from the Commendant, the Coast Guard Unit
Commendation Medal, the Dxpert Rifle and
Pislol Medals, and the Nationol Defense Viedal.

Mrs. Lusk &8 the former Beverly J. Tasko of
Wethersfield, Connecticut, o rraduate of Con-
neatlicut College for Women. The Lusks have
gix ohildren: Joan Elaine, Gaile Marie, Lois
Eligabeth, Mark Thomas, Lori Ann, and John
Edward. Admiral and Mea, Task Hwve in Arline-
lon, Virginisa. L

Mgreh 1942
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Chemical of the Month
Vinylidene Chloride: CH,CCl,

SYOONY TS L, 1-TMehloro-
gthylens

Yoo

VLIE

Plivsics] Properties

boilling point:

1.6°0 (5.0

freezing point: -122.5°¢C
(-188,5°T)

vHpQr presgure at

20°C {6AF): 455 monHy
Threshold Limit values (TLY)
time weighted average

(TWA: L) pom
short term eXxposure

limit (STEL): 20 ppm

Flammahility Limits in Air
lower flammability [1mit: T4
upper flammability 1imit: 15%

Combustion Properties
flash paint Lopen cup):
autaignilion lemperaturea:

—15';{: (57K i
e’ (1058°T)

Densitica

lquid (water = 1.0): 1.21
vapar {air = 1,02 2.4
|dentifiers

O.H. Mumler: 1303
CHRIS Code: VI

Mention of vinylidema shlaride (VD) first ap-
peated In sedientifie literature in 18348, By the
late 10203 and esrly 15930s, scientists were
serionsly experimenting with the ehemical and
it was na lonper considersd s strance new
fluid," What made it 3o interesting to seientists
was its ability to "polymerize” thatl s, farm
larger meoledes through the joining of the
individugl molecules, or "mengmers”, YD oan
pymerize with iiself and also with monomers
of differenl types, wvielding copolymers. The

*Rerisiered trademark, Dow Chemicsl Company

Proceedings of the Marine Safety Couwncil

commercially important copolymers of VM
have heen given the frade name "Saran™.® Their
impermeability to 3 wide wariely of pases and
liguids mokes them an ideal material for latex-
cs, fibers, films {"Saran Wrap", and resins,
Rewins, beeause of their chemical resistonoe
and resistance te wear, play an impartant mole
in the plastics industry, where they are used in
molding operalions, Laoguers matle [pom VI
resins are uscd as caetings for board and paper
produeds, espeeinlly in the food indusiry, where
their resistanee to fats, oils, and woter vepor
angd their nontoxicily, to mention 4 few fen-
tures, make them highly desirable [or poackag-
ing.

For all its wselulness, YD bus many serisus
hazards which require that the persons handling
it Le tharsughly educated. VIMD is thermally
unstablie; in other words, [ it gets too Lot 11
will start to polymerize uncontrollobly. The
Cioast Guard and the 7.5, Depurtment of Teans
portation eequire that YEC be inhibited fore
shipment, i.e., that a chemiesl be added to
inhtbit uncontrolled solymerization. When ear-
riegd opboard vessels in bulk, VDO must be
eovered oy oan inert gas gadding. That type of
padding iz penerally used when YOHC i85 shippoed
in phackrges, A% wall. Thiz prevents sontart
with mir and the resulting formation of perox-
ides, which wre shook-sensitive and could ex-
plode. When proteeted from contoet with eir
(more speeilicslly, the oxyzen in airl, water,
and light, the VDO |2 stabde wnd ean ba aaslly
and safely transported or stored.

If VDG, which iz axlremely Mumemable, i
invodved in a fire, proper respiratory protection
must be worn by those fighting the fire. A
positiveoressure self —contained breathing ap-
pursatus epproved by the Mationsl Institute for
Ceeupational Safely and Health and the Mining
Sufety and Health Administration (formerly the
Mining Enfareement and Safety administration}
ig recommended. The praductz of combustion
in V¥ fires include hydregen ehloride, a highly
toxie and eorcosive gua. VDO vapor iz jtself
toxie and hichly weolatile: beoeause of its "aweet
arnell,” hewever, nanple often overloak the dan-
ger, Exposure to high eopeentrations of the
vapor ean produee irrational behavior, "drunk-
cnness,” uneonsciouzness, and even deoth. Vie-
lims of exposure should Se removed o [resh
air. U breathing has stopped, artificial respics-
Tion should be given immediately. Mediesl help
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should e sought withoul delny. Speedy and
complete recovery from the anesthetic effeets
of the vapor depends on quiek response.
[nhitrited VD, which itsedfl is [reftating to
skin and evey, can present an edditional health
hazard It it is ollowed to evaporate after spill-
img or splashing ontoe the skin or into the eyes.
The evaporalion of the VIMT leaves hehind the
inhibitor, eontact with which can cause loesl
feritation ar aven burns. IF inhibited VDO spills
or splnshes onto the skin, the affected areas
should be washed with plenty of sosp and waler,
If the eyes are affected, they should be flushed
with copious amounts of water. Mediesl help
should be sought immediately. Anyone who
might be exposed to inhibjled VDO should wear
protective elothing (impervious gloves, an
apron, shoes, and goggles or safely glasses with

side shieldsl. K the proteclive clothing is
contaminated, it should be removed at once and
nol used again until tharoughly cleancd. Shoes
should be cleaned and allowed to Mair"™ before
they arc uaed apgain.  There 15 evidenes that
fong-term low-level expogure to VDO ean pro-
dure kidney and liver damage.

I & spill or leak of YDC takes place, all
sources of ignition should be immediately se-
curad, The people handling the =pill or leak
should wear sclf-contained or air-supplicd
breathing apparatus, protective clothing, and
spark—proof shoes and should use spark-proof
toals.

Hazerd Evaluation Bramch
Cargo and Hazardous Materials Division

Imﬁmngmraltiﬁ

The Coast Guard B developing o Notice of
Propused Rulemaking covering the design, in-
spaction, testing, and operation of oranes used
in the offshore ol industry. Among ofher
things, lhe proposed rules will reguire either an
audible alerm or & device to prevant Dwo-
blocking (the striking of the travelling bloek
Agains! the boom erown bleck) on all cranes
used in the offshore industry. 10 will also
supest minimum  operator qualifiealions for
the personnel who are o operate these cranes.
The two proposed requirements stem in parl
[ponn oecurrences like the following ineident:

A eorene operator recently two-hlocked &
praite while he was lifting three men in a
personnel besket., Two of the men died as a
result of the ineident. What should have heen o
routine 1lift suddenly bearame g tragedy. The
operator, an individual with little more than &
vear's experiensa in oporating eranes, was mak-
ing & lift using & tvpe of cpane he had operated
only three times previously. The erene was a
Grove HT-58 sacured on a desk barge. The
individual was not being supervised. The Grove
erane has g lelescoping boom, & feature un-
familiar tn the operator. His lack of knowledze

Y2

The orane operator was wunfomiligr with the
type of boom used in Lhe Grove RT-58 crane,
the telescaped seotion af which {3 barely visthle
gt the tap of Lhis pholograph.
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about the consequences of teleseoping the boom
resulted in his twoblocking the erane, parting
the wire rope and dropping & manned personnel
basket into the water,

The basket in whieh the thres men were
riding was an expanded steel cargo basket shout
twao feet deep, Four feat wide, and six fect long.
Chains fram each rorper of the Baskel led to s
single wire sling. The basket was to be hoizted
out over a fauity blowout preventer (BOFL One
man was 13 steady the hasket, another was to
steqchy the wire rope sling, amnd the third was ta
eohncet the travelling bloek of a Link-Belt
erane from a nearby derrick barge ta the BOP.
The crane boom was al s 20 _angle from the
horizontal and at about a 45 angle off the
barges ecntar ling, Another workar aboard the
barge watched as the crane operator began
teleseaping the boom outward., Thix individual,
who had had experience with telescoping
booms, obeerved that there were only sbout ten
inches separating the travelling block and the
boom crown Mock, A mueh shorter distanes
than is generally considered sale.  He turned
back to his work, but his attention was soon
drawn by a loud popping noise. The ecrana
operator, hix allention on the men in the
bisket, had continued to extend the beom, The
trevelling blork hed struck the hoom erown
black, and the loud popping noise was muade by
the parting of the cable.

The Swackat Mell 35 Meet mto the water. One
of the men surfaced immediately and was not
imjured. The second surfaced thirty secaonds
later and was pulled sbosrd the barge alive but

The retaining bar of the boom crown block way
bent oul of shape by the impact of the travel-
lirg hinck.,

Proceedings of the Marine Safety Counetl

bregthing with extreme difficully and suffering
from what turned out to be a eompound frac
ture of hiz right femur, He stoppsd breathing
three to five minutes after being pulled from
the watler, and efforts st eardiopulmenary re-
suscitation were unsuceessful. The body of the
third Individual was found in the baskel, which
was discovered resting upside dewn in the silt
on the battam. .

While the primary cause of this tragedy was
poor arane handling by an operator unfamiliar
with the equipment, there were additional [ae-
turs that might have averted or at least less-
ened the eonsequences of the ineident, Wone nf
the men in the basket was wearing a work vest
or PFD of any kind; had thevy been wearing
PI'lis, the worker who surfaced after 30 see-
onds might have surfaced sooner and lived.
Ameriean Petraleum Institute (APD Recom-
mended Practice T-1 slates that personnel
should wear o Coast Guard-opproved work vest
Tduring all over waler transfers ... and when
worlk g nedr or over the water where there are
f hondrodls."

Head 8 two-block prevention device or audi-
ble alarm been installed, the casualty might
never have aceurted. 1

Clar il bea ticn

The photograph which appeared in the
Lessons from Casualties section of Lhe
December 1481 issue of the Proceedings was
not of the vessel actuslly involved in ihe
ensualty deseribod. Tha photograph, which
was of a mueh larger supply vessel, was usad
gimply to illustrate the phenomenon of a
vessel sinking by the stern.  We apologize
[ any confusion this may have cansad,

In deseribing the incident as "typical of
an all-too-ecommon occurrcnese in the Guif
af Mexico," the author in no way Intended 1o
eritivize the offshore serviees industry. He
was merely attempting to  highlight the
problem of overloading so that additional
lives might not be lost ns a result of similar
circumslenees, The affshore services indus-
tey, in faet, worked with Lhe Cosst Guard in
developing Lhe regulations mentioned in the
postseript paragraph, which sre designed to
reduce the likelihood of future crsualties.
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Coast Guard Urges Fishing Vessels and Other
Uninspected Vessels to Use EPIRBs

The Coast Guard urges commercigl fishing ves-
5¢15 and other uninspected vessels operating
meore than 20 miles offshore to use Class A or
Class B Emergency Position Indieating Radio
Beacons (EPIRBz).

The Coast (usrd can eitc o number of
instances when extensive searches for overdue
fishing wvessels and other uninspected vessels
were unsuceessful, In many other cases, crall
were found with minimum search effort
because they were carrying EPIRBs,

EPIRRAs are effective lifesaving deviees,
Class A and Class B EPIHDs see designed To
transmit on 121.5 MHz and 243.0 MIIz, both
ayiation emergenty [requencles. Class A
EPIRBe are designed to float free and aectivate
aulomatically when they became wWaterdorne,
whereas Class B EPIRBs must be manually
arctivalad; atherwise they have assentially iden-
tieal chapacteriatics, The EPIRB frequencies
dre guarded by many aireralt in fight. Al-
though this coverage is not complete, use of
gych EPIR Bs has resulted in many saves. Some
S A M et

December 1, 1978 - F/V FUGITIVE . . . Pocil-
ic Ocean ... Vicinity of San Clemente Is-
land . .. Vessel reported self sinking on
VHF/FM . .. Extensive search by MNavy and
Coast Guard units . .. 2 houers later EPIHB
gignal detected by Coast Guard helivopter
and 3 perscns on board rescuad from raft.

February 1, 1878 - B/V OYRIK ... ¥ miles

southwest of Bermnds . .. Hit by large wave
and capzsized , , . Activaled EPIRB which was
detected by passing Mavy mireraflt ... Pana-
manian M/V GERDT OLDENDORF diverted,
rescued the two persons on board.

June 4, 1979 - 8/¥ SOLACE... Atlantie
Dcean ., . 290 miles porth of Bermuda ., .
Dismaszted . . . anerglaod EFIRE .. .5ignal
detected , ., Lorated in ruin und darkness by
Coast Guard C-130 ... 0.8, rescarch vezsel
OCEANUE diverted to zcene, recovered the
vessel and € persons on board and took Lhem
to Bermuda.

July 4, 1980 - F/¥ MANTA ... Pacifie
Oeean, 50 miles north of Kauai. .. Engine
out . . . Activated EPIRB ... Signel heard by
passing MAC aireraft ... Disabled vessel lo-
cated by Coast Guard C-130 which obtained
surface assistance from wespons recovery
hoat . . . Towed F/V MANTA to Port Allen,
Kaual.

April 16, 1981 - 8/V CANADIAN GOO3E. ..
Caribbean . . . 150 miles northwest of &Ean
Juan . .. vessel broken up and 5 people eling-
ing to dehris in the water .. . EPIRDE reported
by passing eommeraeial aireraft, and a Coast
Guard HHA loented survivers and hoisled all 3
from the water and transportad them to
Puerte Rieo in good copdition. Survivors
ware in the water for 19 hours belore being
lorated, a5

Naumcal Queries

The following items are
axymoles of guestions included
in the Third Mate through

Magtoer examinetions gnd the A, blaek snd white horizon-

fie Separation Schemes sl the
entrances to ports?

2. The fore and aft row of
deck plating which strengthens
the econnection between 1he

Third  Assistant  Engineer tally banded heams and the frames and
through Chisf Engineer exami- B. black and white vertieslly  keeps the beams square 1o Lthe
nations. sir fped shell is ealled the
C. white and international
arange, either wvertieally A, sheer strake
DECK or horizontally banded B.  starhoard stenke.

D. red and black horizontally C

banded
I. Which of the [ollowing

buoys are used in Vessel Trafl-
04

REFERENCE: Bowditeh

. limber atrake.
I stringer strake.

REFERENCE: MMOH 14-5,
March 1082
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3. An inert gas system in-
stalled on a tanker is designed
Lo

A. aid in the stripping and
cleaning of cargo tanks.

B. inerease the rate of dis-
charge of eargo.

. foree toxie and explosive
fumes from a eargo tank
to wvent to the outside
atmosphere,

D. lower the oxvgen levels
inside corgo tanks, mak-
ing explosion nearly im-
passible,

REFERENCE: Marton

4. The use of pulse groups
urd extremely procise timing
at each Loran-C stalion makes
possible the use of

A, high-frequeney pulses.

B. 8 combination of high-
und low=frequency pulses.

. the same frequency for
4ll stations in the system.

. wvaried long and short
pulses,
REFEREN{E: Duttons

a. Every vessel should gt all
times procesd at a "safe
speed.”  "Bafle speed" B de-
fined as that speed where

AL you can stop within veur
visibilily range.

B.  you ean take proper and
effactive aotion to aovoid
eollision.

C. wou are travelling at o
slower spoed than  sur-
rounding vesseals,

D. no wake comes [rom vour
vessel,

REFERFN{TE: Rules of tha
Rosardd

Proceedings of the Marine Safety Couneil

ENGINEER

1. Compensated flow control
valves are used in a hydraolis
syalam 1o

A, compansala  Tor
leaks in the syaten.

O. maintain proper hydraulice
fIuid viscosily.

O oullow Tor Drassure
changes in the system.

I, masure gonstanl hydrautlie
fluid temperature.

T e

REFEREMCE:
drauiic Wanual

Yickers Hw-

2. Which preventive measure
ix the most practies] way of
amuring proper operation of A
pressure-reducing valve in a
hvdraulic system?

A. The valve stem should be
thoroughly lubricated
with graphite and ail.

E. Senls and paskets should
be spaked in o solvent at
frequent intervals.

. The hydraulie fluid should
be kept as clean as pos-
sihle.

0. Personnel should avoid
weatting new seals with
hvdraulie {luld when they
are replacing them.

BEEFERENCE:
draulie Manusal

Viekers Hy-

3. I misalignment between
a pump and its driving source
exeeeds that speecified by the
pump manufacturer, the shaft

4, [lexible coupling will ab-
gorb amll such miselign-
rent.

B. totel end float trovel will
be aXeassive.

C. lateral [loat will be
greatly inerensed.

D. bearinga will be over-

5.8, CORERNMTET BTTHTTHN STFICE |

logded and will fail.

REFERENCE: RKarassik

4. In a MNash-iype evapora-
tor, heated water under pros-
sure I3 converted to vapaor by g
sudden

A, ineredae in
ture.

4. decroase ln its velocity.

. ingrease in its pressure,

L,  decrease in its pressiee.

its tempera-

REFERENCE: Harrington

5. The funectionfs) of the
pranomizer usad with muldti-
stagped, centrifl ugal, refrigers-
tion eomprossors s to

A, pool the discharge wvapor
from the first-stage im-
prellar.

B. ool the liguids fn the
seanomizer chomber.

. permit some liquld to
flash to gas as it passes
through  the  high-side
Float.

D. aoll of the above,

REFERENCE: NAVPERS ENG
a atid #

ANEWERS

TRV Ll B lrilte
HId NIOMA

gret o b-urE 0 itgt
HodHd

Correction

The wanswer shown for
questioms 5 of the YENtil- |
NEER" MNautical Queries in

i the November 1981 issue
was jneorrect,  The sorrect
onswear 1z D,

LS
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