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Objective:

By RADM A.

{ worldwide shipping and the
arine environment are of vita|

t_iall. Recent marine disasters high-

ity that we still have much to do to

ty of life at sea.

me to critically examine our role and
way we do business. Working with :

.classification societies, other gov-

d the marine industry as a team, the
Js continually striving to find better
te a safe, clean marine environment.
ihe years, the scope and range of the
inspection program has changed.

¢ basic objectives have stayed the
imize deaths, injuries, property loss
on vessels engaged in commercial
sobjective is pursued through the
on of federal statutes, the develop-
forcement of Coast Guard regula- *
ndards, and the implementation of
lagreements.

ispection program is administered -
iant Vessel Inspection and Docu-
ivision, Office of Marine Safety,
.Environmental Protection.

lement

it tragic disasters, such as the Exxon

in Alaska’s Prince William Sound in

s Mega Borg fire in the Gulf of Mexi-

mphasize the need to refocus on the

ent embodied in sound management
tices. We mustpropenly shifl
1sibility for safety back to the

band operating company. To be effec-

tart at the corporate level as s
-esponsibility. The policy of
be firmly established and

with adequate resources for it to work.

lifesaving
equipment.

Photo by PA2
Don R. Wagner

The United States supports the develop-
ment of an international safety code on quality
management for ship operations. Vessel safety
can be increased and marine pollution decreased
by using better operating practices. Operating
efficiency and profitability can be increased if
the company provides effective supervision and
plans a safety strategy which anticipates prob-
lems and prepares ship crews to respond to
operational needs. Foresight on safety by ship
operators produces better results than govern-
ment attempts to regulate them.

Era of dramatic change

The maritime industry is experiencing an
era of dramatic change. If we have grown
complacent, our complacent period is over. De-
mands are being voiced throughout the world for
a renewed commitment to safeguard our ocean
environment. The Coast Guard is broadening
efforts to examine the human element embodied
in sound ship management principles and to re-
generate the oversight of seafaring proficiency.
The Coast Guard is increasing its guidance to,
and heightening its expectations of classifica-
tion societies, and doubling efforts to achieve a
more uniform application of International
Maritime Organization (IMO) requirements.

The United States Coast Guard will not
ignore the casualties and mistakes of the past.
Together, we will search for solutions. And to-
gether, we will solve the problems of the future.

RADM A. E. "Gene” Henn is the chief of
the Office of Marine Safety, Security and
Environmental Protection.

Telephone: (202) 267-2200.
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on

marine inspection

By Mr. Glenn Moore

On April 27, 1865, the worst maritime
St AR e R e
paddlewheel steamer Sultana embarked from
%‘ﬁlffiég,rﬁ'l%éﬁfsswpl’ up the Mississippi River

The Suliana had probably been driven

d during the Ciyil W d its boil
T A A S A P A A
Mississippi steamboat was legally certified to

carryonly 376 pgssengers, including crew, the
armrg" officer m%?nargeg of transportu?g [f nion

- soldiers home from Confedera

nearly k00, itionsi e g

vessel caught fire. Theentires

ﬁgulf di es and burne,
re than 2,200 people perished

! drowned.

li the disast
made Iﬁzgﬁ?zlnle%g ﬁewgpésgf ¢
surrender, Lincoln’s assassi

pursuit of Booth, had little spa
accident in the west.

Lithograph of Suitamm disaster, courtesy of the Steamship Historical Society, Universily
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as this prompted Congress to enact marine safety and vessel inspection laws.

fion

71, Congress repealed previous

ty laws and enacted a new compre-
rof navigation and vessel inspection
This marked the beginning of the

ction system.

utes ensuring the safety of United
, their crews and passengers, and

§ legislation is designed to correct

ngs in the scope of existing laws and
ractices in order to protect lives. This
1in the Marine Inspection Program,
alates many safety aspects of commer-

s and, more recently, facilities operat- -

outer continental shelf.

1 program objectives include marine
bental protection, port safety and
‘defense.
ost commercial vessels are required to
sted by the Coast Guard. Items under
ir scrutiny include lifesaving and fire

ind electricity systems, and compliance

5
are held to the same operational standards,
international material requirements, and do-
mestic pollution prevention and port safety regu-
lations as comparable United States vessels.

The Marine Inspection Program is also
responsible for the administration of United
States vessel documentation and tonnage ad
measurement laws, which require the issuance
of vessel registration forms and official numbers
to specified vessels. These documents, kept on
record for legal purposes, are used to provide
proof of vessel citizenship and designate what
trades in which a vessel may be engaged.

Vessel inspection and
documentation

Organized into five specific branches, the
Merchant Vessel Inspection and Documentation
Division is responsible for planning, administra-
tion and management of vessel inspection and
documentation. Regulatory and policy decisions
are made through cooperative efforts between
the branches.

Considerable advice and cooperation is
solicited from industry and the public in forming
inspection and documentation regulations and
policies. When practical, recognized industry
standards are incorporated into the regulations
and policies. The division staff generates strong
links between the public and the administration
concerning regulatory and enforcement issues.

Continued on page 4
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Shipyard
inspectors
ensure tha!

R eE Shes

Continued from page 3
Com;f\liance and enforcement

he Compliance and Enforcement Branch

develops procedures and provides policy guid-
ance to 64 field marine safety units. Thi
addresses the inspection of commercial i
recreational vessels, as required by law.

The branch oversees the application of
monitors compliance with dothestic laws and
regulations, as well as international treaty
requirements, on United States vessels and
foreign vessels operating in United States
waters. It represents the Marine Inspection
Program on matters relating to the dew:
and maintenance of applicable training
requirements for personnel and units.

Dealing daily with a wide variety of

regarding such subjects. Staff participates in

Marine Safety Information System.

prepares policies and writes
effect the Marine Inspection

Currently, many efforts

information on Coast Guard

certification program.
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cessary requirements.

re o board a vessel.

ssel and offshore safety
s the Offshore Activities Branch is

g Vessel and Offshore Safety
fall of 1991, the branch was en-
ssigned additional responsibilities of
g new fishing vessel safety initia-
e October-November 1991 special
1 safety issue of Proceedings.)
1ing vessel safety section of the
inates efforts dealing with new
for safety equipment on commercial
els, and other fishing industry

ore safety section develops, coordi-
inisters policy for the Coast
ter Continental Shelf Safety Pro-
ion also works closely with other
eld units overseeing the applica-

tion of inspection regulations on mobile
offshore drilling units (MODUs) and offshore
suppl¥ vessels in international service.

he btanch is responsible for safety com-
pliance, enforcement and standards develop-
ment relating to specialized offshore industries,
such as oil patch and commercial fisheries.
Staff participates in national and international
conferences concerning fishing vessel and/or
offshore safety. They also maintain liaison
with classification societies and industry
organizations to encourage their participation
in regulation development and to promote
Coast Guard involvement in setting overall
industry stdndards.

The branch administers two safety advisory
committees of representatives from each indus-
try to provide the Coast Guard with expertise in
developing programs for commercial fisheries,
and offshore mineral and energy organizations.
The Coast Guard welcomes their participation in
preparing regulatory packages and in discussing
potential solutions to safety problems.

Documentation and tonnage survey

Authorized by the first Congress, tonnage
and vessel documentation activities date back to
1789. Tonnage determinations affect taxation,
manning levels and safety requirements. Docu-
mentation is proof of nationality and conclusive
evidence of entitlement, which vessels must have
to engage in certain trades.

Continued on page 6
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Inspectors

examine
preparations
for a shell
plate insert
in the hull of
a vessel in
drydock.
Continued from page 5
The Vessel Documentation and Tonnage of this vast marine trans
Survey Branch deals with technical and legal tively working to
issues concerning documentation and measure- The ongoing
ment, maintains records and develops a vessel Inspection and D
documentation system. as cooperative ef
and other federal
Conclusion intentions of Con
The catastrophic steam ship accidents levels of success.
which took place in the early and middle 1880s
brought about enormous losses of life and prop-
erty. Today, the United States marine transpor- Mr. Glenn Moore
tation interests include a wide variety of water- the Merchant Vessel 1
borne craft. The Marine Inspection Program tion Division.
helps provide a measure of protection to the users Telephone: (202) 26
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For want of a nail .

ised to have a commanding general who
¢ best man in the world ain’t worth a
sisn't where you need him when you need

jis phrase keeps coming to mind as the
its to come to grips with the problem
itation and enforcement of maritime
hile maritime casualties and marine
have been in a steady rate of decline
last 15 years, continued examples of a
of standards embodied in
e evident.
takes many forms: ships in
icondition that show up in United States
th new certificates issued by or on behalf
fates, or ships that have casualties and

bse casualties are investigated, you find *

y did not comply with the basic condi-
fhe international conventions. 1t is axi-
i say that without appropriate measures

. al enforcement of standards, those stan-

ight just as well not exist.

By Mr. Daniel F. Sheehan

Enforcement

The enforcement of standards has tradi-
tionally been a shared responsibility between the
flag state, the vessel owner and the classification
societies used by the owner. Over the last 20
years, there has been a shift in the burden shar-
ing to the port state. This has occurred, in my
opinion, because a minority of the members of
the enforcement mechanism became lax in their
efforts. This laxity manifested itself in maritime
casualties, loss of life and pollution of the oceans.

In many instances, it was apparent that
standards were eith,ér not enforced or they were
not consistent with widely held interpretations
of the international ¢onventions. The port state,
seeking to protect its citizenry and its economic
well-being, became g more active participant in
the process. The proliferation of regional agree-
ments between port states for the enforcement of
maritime treaties is testament to the growing
concern about this issue.

Continued on page 8

of RMS Titanic on April 12,1912, with the loss of more than 1,500 lives, had a great impact upon safety at sea.
mal international standards for passenger ship navigation, construction, radiotelegraphy, fire protection and

>



Coast Guard inspectors
examine the hull of the

S8 Independence

in drydock in San Francisco.
The ship is one of two United
States passenger vessels.

Photo by
LCDR Stephen Ciccalone.

Continued from page 7

The implementation of maritime treaties
and their subsequent enforcement presents a
classic dilemma for flag states. In the aftermath
of casualties, it is, in my observation, necessary
to seek and identify a culprit and craft a solu-
tion. The real culprit, in most instances, is a
combination of events, conditions and factors,
many of which are not capable of being easily
quantified. The role that human factors plays,
the interaction between the flag state, the shore-
side company that owns and operates the ship,
and the ship’s crew are difficult to measure, yet
in many casualties this interaction plays arole.

Similarly, the responsibility-for continual
maintenance of high standards aboard ship is
often diffuse and ill defined. The tendency for
administrations is to seek a more quantifiable
and less complicated solution for the prevention
of future casualties -- a solution whieli is tangi- -
ble, touchable and understandable -- a new or
changed component, piece of equipni_ent or sys-
tem which will alleviate such future occurrences.

Consequently, IMO and national adminis-
trations are faced with a seemingly unending
task of implementing and incorporating new
standards. The initiatives for these new solu-
tions are generated by flag states, and most are
in response to significant marine casualties.

There is no question that IMO has been
singularly successful in developing standards for
the safety of life at sea and the protection of the
marine environment. Having been deeply in-
volved in this standard-making prockss for more
than 20 years at both the national and interna-
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Monarch of the Seas is observed by a
:Coast Guard inspector while underway.

Photos by CDR Robin E. Crusse

und ship management principles is
goal of the Coast Guard Marine

r “model company” efforts, has been

ine safety system can be viewed

ve “safety nets” surrounding a
ssel’s operation to protect a ship,

tly charged with the awesome
for the vessel’s safe operation.

The second net consists of the owner,
operator and, specifically, the management

are carried out, balancing business concerns

with preventing the loss of ships and cargo.
The third net is the classification

struction of the ship for its route and service.
The society coordinates with the insurance

place, the government is responsible for ensuring
the level of safety expected by the public. The
flag administration, the fourth net, registers
vessels and certifies their compliance with safety

standards, such as the International Convention
for the Safety of Life at Sea (SOLAS).

The fifth net is the port state, in whose
waters a vessel trades. The port state boards the
vessel to verify compliance with applicable stan-
dards for ship safety and pollution prevention.

Continued on page 10
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Continued from page 9

Together these successive safety layers
endeavor to protect life and property at sea, and
the marine environment. :

Coast Guard role

Whether the Coast Guard is in the role of
flag administration or port state, the Marine
Inspection Program is applied in the same man-
ner to all vessels within specific categories of ser-
vice, depending on their routes and sizes. Regu-
lations are developed through the public rule-
making process and published in the Federal
Register as the Code of Federal Regulations
(CFR). The Coast Guard s objective is to enforce
these regulations fairly and evenly.

Clearly, some companies are managed
better than others, and are easily recognized by
their histories of safe, responsible operations.
When safety management principles are carried
out, the Coast Guard could recognize responsible
companies by reducing its activities on board
their vessels. The Coast Guard could then target
resources to identify and discourage “bad actors”
and encourage improved safety performance.
Wider acceptance of safety management princi-
ples provides the Coast Guard with the flexibili-
ty to direct resources where they are needed the
most at any given time.

As high as the Coast Guard'’s interest is in
a safe management enforcement program, it will
not proceed without careful study and consulta-
tion with industry representatives. What is en-
visioned is an inspection and certification pro-
cess which would be simplified for companies
which promote and actively administer safety
management principles. Conversely, inspections
of vessels operated by companies not subscribing
to safe ship management principles would be
longer and more exacting in detail.

This fairly new concept needs further
development, but it is a worthwhile goal
considering today’s limitations on public
resources and the general movement in the
industry toward quality management.

IMO initiatives

Recently, the IMO has focused attention
on the role of the human element in maritime
safety, and the establishment of guidelines for
universal shipboard safety management. IMO
Resolution A.647(16), revised by Resolution
A.680(17), entitled “IMO Guidelines on Manage-
ment for the Safe Operation of Ships and for

Pollution Prevention,” addressed these s
The resolution was endorsed by the Coas

and published in NVIC No. 1-90, dated
August 17, 1990.

At the IMO Maritime Safety Com
60th session in April 1992, a joint worl
met to develop a draft international co
safe management and operation of shi
way, taking the role of “lead country” i
ing the code, presented a rough draft v
the group for discussion and comment.
Coast Guard, the United States repres
participated in the discussions and suk
comments.

The new IMO code would provide
lines for the development of a “safety n
ment system” on each vessel to which i
The system would be carried out appro
and documented. It would define theo
company’s safety and environmental pi
scribe the organizational structure, cle
tify levels of authority and responsibili
those individuals who work in safety 2%
pollution prevention areas, and deline:
procedures for internal audits and
reviews. It would also contain proced
reporting system breakdowns and ac

The final time frame for adopti
depends upon further deliberations af
session of the Marine Safety Committ
uled for December 1992. Here decisig
made as to which ships it will apply, ¥
will be mandatory or voluntary, and v
will be made part of the present SOLZ
vention or become a separate convent;

Conclusion
The Coast Guard activel

initiative. A clear recognition of th
responsibilities of management ani
tion societies in the safe operation
nance of merchant vessels is a vital
the development of any such safety
program. By incorporating the use
management principles into its ins
gram, the Coast Guard will more a
focus public resources in the areas:
industry that require the most atte

CDR Marvin Pontiff is chiej
ance and Enforcement Branch of ti

Vessel Inspection and Documentat
Telephone: (202) 267-1464.
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nt improves

ierve ship inspections:

Mr. Harlan T. Hallerand RADM A. E. “Gene” Hénn

L sign memorandum of understanding.

v
Feresa O. Preston
fovements in the inspection of ships in
Reserve Force (RRF), a component of
al Defense Reserve Fleet, were recent-
ition by an important interagency
. OnMarch 25,1992, RADM A E.
an, chief of the Coast Guard’s Office of
ety, Security and Environmental Pro-
| Mr. Harlan T. Haller, associate ad-
rfor MARAD’s Office of Shipbuilding
perations, signed a memorandum of
ling for Coast Guard RRF inspection.
memorandum between two Depart-
insportation agencies constitutes a .-
iion of their previous agreement
189, before the experiences of Opera-!
Shield and Desert Storm. The new
incorporates improvements suggested
_ 1ard and MARAD studies of RRF ship
finspections during that conflict.

round
arted in 1976, the RRF was designed to
yrapid deployment of United States

_forces. It is programmed for quick re-

ryond that which is possible for commer-
jor older. less nreserved vessels of the
Defense Reserve Fleet.

Soon after the RRF was established, the

need for an understanding between the Coast
Guard and MARAD regarding vessel inspections
became apparent. The unique practice of keep-
ing ships in a deactivated ¢ondition while main-
taining a rapid response capability required that
different inspection criteria than that earmarked
for commercial ships should apply.

Commercial ship inspections and their
timetables are geared toward active trading

vessels, where all ship systems are operational
and scheduling of inspections can be arranged
well in advance. Since RRF ships are deacti-
vated during normal inspection intervals, and
require rapid response when activated, such
inspection timetables need to be altered.

In response to the unique RRF inspection
needs, the first memorandum of understanding
was signed in 1977. This document allowed for
deactivated ship inspections and delayed testing
operational systems, usually until a vessel’s acti-
vation. Since that time, the make up of the RRF
and Coast Guard inspection requirements have
changed, requiring revisions of the memoran-
dum of understanding on several occasions.

Beginning in August 1990, 79 of the 96
ships in the RRF were called up to carry national
defense cargo for Operation Desert Shield/Desert

Continued on page 12
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5.5.Green Mountain State,
an auxiliary crane ship,

i8 the latest addition to the
Ready Reserve Force.

Continued from page 11

Storm. This was the first large-scale activat
of the RRF since its inception, and it tested b
MARAD and Coast Guard procedures.

New memorandum
The new memorandum incorporates pro-

— cedures to streamline safety inspections of de-

activated RRF vessels and establishesclearer —
lines of communication between the Coast Guar
and MARAD. One major innovation is a require
ment to operationally test all RRF ships every
two to three years to retain valid Certificates of
Inspection. Other significant changes are in the
areas of command, control and communication,
and the correction of material deficiencies while
vessels are in a deactivated state.

Command - control - communication

Procedures were added to improve coor-
dination and communication between various
levels of the Coast Guard and MARAD, and ship
managers. The new procedures directly address
lessons learned from inspections of the RRF
ing the Persian Gulf operations.

Early and frequent contact between all
involved parties is absolutely essential. There
are many parties involved in the complex process
of acquiring, deactivating, maintaining and act:
vating an RRF ship. Ship operators, shipyards,
Coast Guard inspectors, marine surveyors, port
engineers, ships officers and crew, and others
help maintain RRF-ship readiness for the
mission of transporting national defense cargoes.

The new memorandum provides a refer-
ence guide, defining roles and responsibilities of
the two agencies in RRF ship inspections. Also,

~ “theagreementencouragesemployeesof both- —

agencies to meet regularly to discuss problems.

mize confusion during RRF shipa

Operational testing

inspect and correct material

Conclusion

_Now that the new m
standing is signed, a worki

a presentation for both MA
Guard field personnel to br

volved in maintenance and
from both agencies to openly

and to work out any

continue to look for

will be needed to make this
new agreement is a visible

ment and represents anothe
effort within the Department
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s machinery guards on fish reel and the
buoy.  Pheto by PAS Den R. Wagner.

tup and stick to a regular
maintenance program

s is the best way to get ready for a

the failure was due to a lack of or
improper maintenance, and/or

the equipment was pushed past the
manufacturers’ recommended

st important or most
fail when you can
our maintenance
rthing -- all machin-
and fire-fighting equipment, elec-
ctrical equipment, necessary pub-

¢ ideal maintenance program starts

e design stages of

How to

prepare for
Inspection...

By LCDR Scott E. Hartley

depend on the size of your vessel, how many
passengers or what cargo you carry, route
restrictions and other criteria.

Study the regs

When you sit down to plow through the
regs, keep your vessel’s Certificate of Inspection
handy for quick reference. The regs are divided
into subchapters corresponding to different
vessel classes. The subchapters are relatively
easy to follow with indexes for quick reference.

Subchapter C -- uninspected vessels

The Coast Guard does not conduct annual
inspections on these vessels, which include in-

land tugs, fishing boats and push boats. How-
ever, if your vessel is involved in an accident or
pollution spill, the Coast Guard may inspect your
vessel while conducting an investigation.

Subchapter D -- tank vessels

Subchapter H -- passenger vessels of 100
or more gross tons

Subchapter I -- cargo vessels
offshore supply vessels
liftboats

Subchapter IA- mobile offshore drilling
units

Subchapter T -- passenger vessels under
100 gross(,tM)elued on page 14
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Continued from page 13
Each subchapter is divided into general

topics called “parts.” There are three parts
with which you need to be familiar.

Inspection and certification

This part tells you when and what type
inspectic -equired,
Guard lc tandwal

Vessel control, and miscellaneous systems
and equipment

.__Here you learr}‘whagomiscellaneous
equipment you must have to operate, 1.¢.,

radar, a compass, ete.

Ingpector examines
hydrostatic release
attached between
inflatable liferaft
and vessel.

Photo by
PA2 Don R. Wagner.

Operations

What you need to do in the normal day-to-
day runni your vest
dents and irs; when

and inspections need to be accomplished; what
log entries to make; what markings are required

A fEeARd S MeTge By, GAPIRIDENt, ARD WHRS the

subjects in this part.
Other subchapter topics or parts feature

infatmptign pndability, lifesaving and fire-

‘ther

nspec
idea of what you gged to do to pass inspection.

Prepare up to the last minute

Once you have done your homework .
inspection day is around the corner, be sur¢

that whatever is on vour vessel works. If v
have inoverable eauinment on board that

required, take it off. The Coast Guard on.

Perform the same tests the day beff
that you will have to conduct for the Coa
Guard. If there are any problems, you
either torrect them or inform the inspe
what you have done and will do to fix the

You are the expert on your v
have a distinct advantage over the

paperwork laid out in one location;
hooked end to end for testing, lifeja

{Bsatipp. RAIBANGINS A SR
valves gnd ankthing else youean 4

care of little problems that the i
out. Being well organized and a

ment and it can’t t;ﬂxed quickl

1
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pection item. Come back when it is fixed.
reissued a deficiency (form CG-835), it is
-nd of the world.
‘you need more time to correct a problem,
rrite the appropriate Marine Safety
he dpue ate.

word about inspectors, they come from
ferent backgrounds, but they all made it
a formidable training program and

tion process, concluding with a board of
passing muster on their experience,
tand knowledge. The inspector uses all
ndeciding what is and what is not

le, and always errs on the side of safety.

WS BESK SIMSEBEREY, 88~ itude in
are deficiencies in lifesaving and fire-fighting
equipment. Ifany of these items are missing,
beyond annual servicing or don’t function pro-
perly, for whatever reason, they will have to be
replaced or repaired before a new Certificate of
Inspection can be issued.

Since lifesaving and fire-fighting equip-
ment is not used in the normal operation of a ves-
sel, the Coast Guard stresses the need to prop-
erly service and test it at least annually so that it
will be ready in an emergency. Such equipment

should be the best maintained gear on your
Continued on page 16

Coast Guard inspector
checks electrical generator
control boardona
commercial vessel.
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Corni tinued from page 15
vessel. You should inspect it periodically and
have annual servicing done before an inspection.

If your emergency gear is on the weather
deck, check it for damage. The sun quickly
deteriorates polypropylene line. One good pull
could snap line on rafts, floats, liferings, ete.

The manufacturer’s label should always
be attached to emergency equipment. If not, find
an approved repair facility, send the item back to
the manufacturer, or replace it.

If you paint fire extinguishers, do not re-
move the underwriters laboratory label. The
inspector will have no way of determining if it is
adequate, and you will have to replace it.

If you have an emergency position indicat-
ing radio beacon (EPIRB), test it and replace the
battery before it expires. This ithportant piece of
equipment should have your vessel’'s name sten-
ciled on it, and it should be located where jt will
float free and not be tied to the vessel. Havinga
properly operating EPIRB can save the Coast
Guard hours or days of searchmg for you. It °
could save your life.

If you see a problem, correct it

Spanner wrenches and nozzles disappear
from fire stations. Every time you walk by, get
in the habit of looking at these items. When you
see a problem, correct it right away. Not only
will this make preparing for an inspection easier,
it will ensure that necessary equipment is in its
proper location, ready to use in case of an emer-

gency - - ol
and thatis whaé the
whole Coast Guard inspection
program is all about.

Check these tips

Here are some inspector fa
like to open navigation lights to loo.
bulbs. If a bulb has screw-type thre
dead giveaway that the light has be
Bulbs are matched with specific len
the proper illumination at a require
you are involved in a collision at nij
reduced visibility, the other guy’s l¢

disconnected.

Now that you know th
shouldn’t have any problems
tion. However, if you have a
the regs, equipment or inspe:
local inspector. That's what

LCDR Scoit E. Hartley
section chief of the Fishing Ve
Safeiy Branch.

Telephone: (202) 267-2
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obert L. Markle

PR DR B, o fve detaste!

ti(?rYa?l(?og\lr](}r?&}:g for the
of the Y(tstgrhéba)n‘ﬁ?ﬁo%avﬁlgg\?grs
tional commercial shipping, except
els. The 1981 and 1983 amendments
ed fire protection and life-
measures.
ehnical requirements for lifesaving

t were specified for the first tie,

ng manypc?ﬁjfgrences Eet;ween lf}lmted
tpproved equipment and that of other
is, manufacturers prodyce single
?ralllw&x%eir customers thg'oug%out the
Fhese items have sometimes been called
Japproved,” but there is no such thing.

1ent

Different shipping administrations, such
as the Coast Guard in the United States are
1ent according
ermining

e b e e
under United
a manufac-
al.”

. Thel is ing :

T S s e AT e DA A
was introduced by the Coast Guard. When and if
this system is establjshed, lifesaving equipment
meeti);lg?ts stan arﬂs wou éf be a‘gfclegto%e 8se on

ships of virtually all nations, eliminating the
Peed for manufaff-hu‘rers to duplicate test items
or numerous authorities.

National marine safety authorities, such
as the Coast Guard, would not hgve to dliplic te
review and approval work already completed by
other authorities. It would be easier for ship

owners to fin ipment they need anywhere in
the worlbg. A§§81Rglapprovgl,’§or sonyxet ?ng
like it, would be a reality.

Continued on page 18

Totally enclosed,
fire-protected,
aluminum life-
boat is stowed on
an inclined ramp
in a ready-to-
launch position.
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Free-fall lifeboat hits the water.

Continued from page 17

One oiF tgg mos lslp!elc{acu?ar mnovations in

equipment design being introduced today is new
ship-abandonment apparatus, called free-fall
lifeboats.

Conventional lifeboats are launched by
wires from davits down the side of a ship. This
can be difficult and downright dangerous in
heavy seas.

The free-fall lifeboat slides off a ramp
mounted over the stern of a ship, dives into the
water and surfaces while moving away from the
vessel. The passengers are seated in padded
seats, held in place by four-point seat belts while
facing away from the dxrectidn of launch. These
lifeboats work well under any, condltlons includ-
ing heavy seas. '

The concept of launchmg a hfeboat from
an inclined ramp through the air was explored
by many inventors and visionaries since 1897,
In 1961, a Dutch manufacturer built a fishing
vesse! lifeboat that could be launched from up to
six meters (20 feet) above the water. Newer
systems can be launched at nearly 130 feet.

Lifeboat water-
Spray systemis
tested for navi-
gation through
fireon the water.



le lifejackets have been used suc-
any years by the military and on
have the potential for excellent

e SOLAS treaty amendments, which
force in 1986, set performance require-
inflatable lifejackets. In 1989, the

ard published its approval regulations
evices intended for use on ‘commercial

finflatable lifejackets on vessels is
ensure their reliability. Despite

Coast Guard is investigating the

An HH-3 heli-
copter nearsa
Coast Guard-
approved
inflatable life-
raft to deter-
mine its
stabibity in
high winds.

the Coast Guard will decide whether to approve
inflatables for recreational boats. The study is
also expected to provide useful data on the use of
inflatable lifejackets on commercial vessels.

About ten years ago, a study was conduct-
ed with the Coast Guard Auxiliary on inflat-
ables for recreational boats. It concluded that
there would be some increase in the wearing of
flotation devices if they were approved, but this
would not make up for the low reliability of in-
flatables observed in the study. Now the Boat/
U.S. Foundation study is reevaluating the
inflatables.

Inflatable liferafts

The first inflatable liferafts known to be
used in the United States were developed in Italy
and England around 1919. They were intended
for airships, and their use for about 30 years
remained almost entirely limited to aircraft.
After World War II, the British Royal Navy
became interested in their use as lightweight,
compact survival craft for ships. Shortly there-
after, inflatable liferafts were adapted for fishing
hoats, and then were used on large ships to pro-
vide spare survival craft that could automati-
cally float free of a sinking ship, inflate and be
available in case the lifeboats could not be used.

In the 1960 SOLAS revision, the use of
liferafts became mandatory on passenger and
cargo ships as spare survival craft.

Continued on page 20
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Continued from page 19

The SOLAS amendments, which came
into force in 1986, allow davit-launched
inflatable liferafts to be substituted for some
lifeboats on passenger ships, and require cargo
ships to have liferafts in addition to lifeboats
for every person on board.

Inflatable liferafts also have a major role
to play on smaller ships, where it is difficult to
find space for lifeboats. Cargo ships of less than
85 meters (279 feet) long and passenger ships of
less than 500 gross tons with less than 200 pas-
sengers may carry enough liferafts in place of
lifeboats on each side of the ship to accommo-
date all persons on board. Ifitis more than4.5
meters (15 feet) from the water to the deck
where the rafts are boarded, they must be
launched by davits so persons abandoning ship
do not have to jump from excessive heights.

The inflatable liferaft is also improved un-
der the new SOLAS requirements. One of the
main functions of these liferafts is to float-free,
allowing people in the water to board. Many
casualty cases have demonstrated that it can be
very difficult to board the raft from the water,
especially if the survivors are cold and weak.
Rope or web ladders are placed at the entrance of
the rafts, but their flexibility makes them diffi-
cult touse. A way to improve access is to provide
a water-level platform outside the raft at an
entrance. One can easily roll onto the platform
from the water, and then clitib into the raft.

SOLAS also requires that liferafts be
“stable in a seaway.” High winds can pick upa
lightly-loaded raft and blow it away beforé any-
one is able to get on board. In heavy breaking
seas, they can capsize, trapping occupants inside
underwater. One way to lessen the chance of this
occurring is to fit the rafts with large water
ballast chambers, which is being worked on.

The next revision of SOLAS lifesaving
requirements may well address stability stan-
dards for inflatable liferafts. The Coast Guard
currently is involved in a regulatory project that
will address this stability. Many liferaft manu-
facturers have expressed interest in this subject,
each suggesting a different way of improving
stability or making the liferafts self-righting.

Radio lifesaving equipment
A new radio commurfications system

known as the global maritime distress and safety
system will be introduced in the 1990s. Thisis

Sauellite EPIRB is shown beside float-free §E
1

an international marine radio com
sybtem based on satellite commund
digital data transfer and other new
Under a new regulation pulx
Federal Communications Commigs
commercial vessels operating on

begin carrying satellite emergenés

class A EPIRBS now on most o
well as the hand crank-powere
radios on ships on internation;

The new satellite EPIR]
carried by some United States:
commercial fishing vessels for
The devices have been credite]
lives, and have dramatically &
search and rescue units to find

radar transponders, one moy
the ship, ready to be taken ta

Information

be obtAHOATRHABR PRl
at1(800) 323-SAFE, or th
Hotline at 1 (800) 368-564
dering instructions for th¢

Mr. Robert L. Mark
Survival Systems Bran
Inspection and Docume
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The Patriot, Conoco’s first
double-hulled tanker, is
shown offshore Korea at the
start of its maiden voyage.

Photo courtesy of Conoco.

tipued ﬁ'a ge 21
ajord ferences
The major differences between regulation
13F and OPA 90 are:

13F applies to oil tankers of 600 dead-
weight (DWT) tons and above. OPA 90
applies to all tankers regardless of ton-
nage.
B) 13 applies to oil tankers contracted for
on or after July 6, 1993, or delivered on
or after July 6, 1996. OPA 90 applies to
tankers contracted for on or after June
30,1990, or delivered on or after January
1,1994.

C) 13F allows mid-decks, splitting cargo .
tanks into upper and lower sections, in
lieu of double bottoms. OPA 90 requires
double sides and bottoms, permitting no
alternatives.

D) 13F allows oil tankers of less than 5,000
DWT to have double bottoms and small
cargo tanks in lieu of double hulls. OPA
90 requires all tank vessels, regardless of
size, to have double hulls. Vessels under
5,000 gross tons may have equivalent
double containment systems. However,
the law does not provide the specifics of
such systems.

13G and OPA 90 are: -l

A) 13G applies to crude oil tankers
DWT and above, and product ca
30,000 DWT and above. OPA 9
to all tank vessels, regardless of

B) 13G requires the phasing outo
single-hull oil tankers 30 y
delivery. OPA 90 requires
based on a detailed schedulera
from 20 to 45 years after delive
Larger and newer tank vessels

required to have double hulls s
under OPA 90, but smaller a

tank vessels must have doub

sooner under 13G. There are
United States oil tankers tha
required to have double hulls
under 13G than under OPA 90,

United States position
RADM A. E. “Gene” Henn, ch
Coast Guard’s Office of Marine Safe
and Environmental Protection, was
United States delegation to MEPC
that the United States fully suppor
ples embodied in regulations 13 F an
they reflect the same principles

ever, since there are differences
13G, and OPA 90 requirements, tl

States reserved its position (absta
further review) on adopting these
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Under the provisions of Article 16 of
73/78, regulations 13F and 13G will
force onJuly 6, 1993, unless more than

e MARPOL convention object to

an alternative to a double hull is one

defining equivalency (to a double hull) for the
development and evaluation of other alternative
designs. The Coast Guard was an active partici-
pant on the IMO Steering Committee to ensure
that the study be impartial and that the selection
of research facilities to carry it out be equitable.
The United States Navy’s David Taylor Research
Center was one of the facilities selected.

The IMO Steering Committee concluded
that the mid-deck design is equivalent to the
double-hull, with respect to total oil outflow
based on various casualty cases. The United
States reserved its position on this conclusion.

The Coast Guard is preparing a report on
the effectiveness of alternative tank vessel
designs. Mandated by OPA 90, this report is
expected to be sub;hitted to Congress during late
summer of 1992, .

CDR Peter A. Popko is chief of and Mr.
Stephen M. Shapiro is an engineer with the
Standards Development Branch of the Merchant
Vessel Inspection and Development Division.

Telephone: (202) 267-1181.

at the Samsung Shipyard in Koje Island, Republic of Korea. Photo courtesy of Conoco.



What happens durin

recreational boat builder visits
By Mr. John Hannon and Mr. Alston Colihan

Introduction

There are approximately 4,000 manufac-
turers in the United States who produce an esti-
mated 500,000 recreational boats every year.
About 2,250 companies build boats which are
subject to Coast Guard safety standards.

The Factory Visit Program is a major part
of recreational boating standards compliance
monitoring in the field. Under this program, the
Coast Guard visits manufacturers and importers
of recreational boats for educational and enforce-
ment purposes.

The Recreational Boating Product Assur-
ance Branch of the Auxiliary, Boating and
Consumer Affairs Division, Office of Navigation

~Safety and Waterway Services; is ihe primary

program manager for the administration of boat-

ing standards. Local Marine Safety and Marine
Inspection Offices throughout the country conduct
factory visits under the supervision of the Compli-
ance and Enforcement Branch of the Merchant
Vessel Inspection and Documeniation Division.

Background .

In August 1971, Congress passed the
Federal Boat Safety Act. Among other things,
this act authorized the Coast Guard to establish
national construction and performance stan-
dards for manufacturers of recreational boats,
and to develop enforcement, mechanisms.

The birthof a boat . . .

The first safety standards beca
in November 1972. These included
capacity information, safe loading,
and flotation standards, which apply
turers of monohull boats of less t
length, except sailboats, canoes,
flatables. Between 1977 and 1980, thi
Guard published additional standard;
electrical systems, fuel systems and v
applicable to all boats with permanen
stalled gasoline engines for electrical
mechanical power or propulsion.

From the early 1970s to the mfi
B e & faclery
Coast Guard districts: Boston, Mas
St. Louis, Missouri; New York City —
Norfolk, Virginia; Miami, Florida;.
Louisiana; Cleveland, Ohio; Long1
San Francisco, California; Seattle,
Anchorage, Alaska and Honolulu, I

In 1986, the Coast Guard prg
establishment of three regional bod
dards units as part of a general reai
designed to improve operations w

- alfunding. The principal gains

gionalization were closer headqu
vision and a slight increase in the
per year, per person,
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Continued from page 25
current boat production. During an examination
of current production, the inspector looks for:

(a) noncompliance with federal regula-
tions involving safety standards
applicable to the boat manufacturer,

(b) incorrect installation of equipment,

such as navigation lights, according to
federal regulations, and

(c) construction practices which differ.
from recognized voluntary industry
safety standards.

Once the inspection is completed, viola-
tions or potential violations of federal regula-
tions are identified. Potential noncompliance
items that cannot be confirmed by inspection,
such as safe loading figures that appear too large
or amounts of flotation material that seem insuf-
ficient, are discussed, and management’s
calculations and test procedures reviewed.

When possible, a list of dealers selling the
company’s boats is obtained. This is helpful
when a test lab contracted by the Coast Guard
buys boats on the open market to physically test
them for compliance with certain'standards.

Violations of federal regulations are
pointed out to the manufacturer, and voluntary
compliance is encouraged to increase boating *
safety, as well as to help create good customer
relations. Practices related to votuntary indus-
try standards are also discussed. The manufac-
turer will receive a written report of all noted
violations.

Training

Formal training in recreational boating
standards of inspectors from all 46 Coast Guard
Marine Safety Inspection Offices started in
October 1990 at the Reserve Training Center,
Yorktown, Virginia.

Candidates are trained in Coast Guard
policy and procedures for factory visits, including
‘recreational boating standard inspection; budget
and administrative functions; laws and regula-
tions for the construction of recreational boats;
manufacturer responsibilities; application of

regulations to different boat types and
manufacturer calculations for ventilai
tion and horsepower; and elements of1
al boating standards violations. After
tion of training, final certification for
tion as a recreational boating standar¢
is made in writing by the appropriate (
date, 80 individuals have completed tr

Achievements

Between 1989 and 1991, Coast
Marine Safety/Inspection Offices con¢
than 4,300 factory visits at recreation
manufacturing plants all over the cou
of these visits focussed on manufactug
which are subject to federal safety sta
Manufacturers of boats not subject taj
safety standards, e.g., sailboats, can
and inflatables, were visited less freg

Conclusion

i The Coast Guard perform
of functions designed to enhance

maritime community, the port an
ment. Traditionally, the Marine |
gram focus has been on the comm
community.

With the added responsibil
recreational boat manufacturers;
greatly increased the numbers of:
and passengers who benefit from
spection program. From outboar¢
super tankers, the Marine Inspe’ei
focuses its efforts and dedication
safety of both the commercial ang
user of America’s waterways. i

togr
coui o ‘Mr.
[F0 @t preliability at Hatteras ¥
High Point, North Carolina.

Mr.John Hannon isa:
Compliance and Enforcemeni
Merchant Vessel Inspectiona
Division.

Telephone: (202) 267-.1

Mr. Alston Colihan ts%
the Recreational BoatingP, -
Branch of the Office of Navq
Waterway Services.

Telephone: (202) 267
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ection plans

help solve |

'R Stan Deno

he structural integrity of tankers en-

rthe Trans-Alaskan Pipeline Service

is a matter of concern for the owners, the
Bureau of Shipping (ABS) and the

bard.

leports on a comprehensive TAPS tanker

_Hailure study were published in June

#in May 1991.  Both reports address rea-

¥ the tankers experience a disproportion-

gh number of structural failures com-

}i’:he original TAPS study determined

Bl eracks were usually caused by:

# imperfect design of structural details,
poor workmanship and quality

i control,

B the use of high tensile steel in

- combination with the above two,

D alack of maintenance of corrosion

' control systems, and

B harsh environment in the Gulf of

- Alaska.

& follow-up report confirmed the above

iinations and discussed in detail the

tnces of the Atigun Pass and American

isses, which had undergone the greatest

r of structural failures.

for TAPS

Recommendations

One of the most important recommenda-
tions contained in the studies was that all TAPS
vessels should have critical areas inspection
plans (CAIPs). These plans are management
tools that track the historical performance of a
vessel, identify’problem areas and provide great-
er focus for periodic structural examinations.
CAIPs are applications of the philosophy con-
tained in IMO résolution A.847(16), “IMO Guide-
Hag¢s.onManagement fon.the.Safe-Operation of

TAPS tanker
hull is carefully
inspected for cracks.

The primary responsibility for preparing
CAIPs lies with the vessel owner or operator.
The CAIP requirement is the cornerstone of the
TAPS monitoring program to maintain vessel
safety and to protect the environment. The
most essential element in furthering those
ends, however, is the quality of management

exercishl by e eai] QBSTLORERAN to have
CAIPs are TAPS trade tankers. Since this re-
quirement was put in place, the need for
specific policy guidance for the implementation
of CAIPs on the tankers has surfaced in
meetings of operators, ABS and Coast Guard
representatives.

Continued on page 28
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TAPS tanker Arcodnchorege
bunrkers in Port Angeles, Washington,

before voyaging north to Alaskan waters.

Continued from page 27

Specific guidance for CAIPs’ implementa-
tion is containe%liln Navigation and Vessel
Inspection Circular (NVIC) No. 15-81 and in

Commandant G-MVI Policy Letter No. 17-91.

NVIC 15-91

NVIC 15-91 provides guidance for the
development, use and implementation of CAIPs.

A performance standard is provided, which
outlines the essential elements for CAIPs.

Any vessel service or class can be required
by the Coast Guard to have CAIPs inspection
plans. The decision to require a CAIP on a speci-
fic vessel or on an entire class may be based on its
history, service or the climate and conditions of
the trade route. Such a requirement is in keep-
ing with the intent of Title 46 U.S:C. 3703 and
3714, and Title 46 CFR, which give the Coast
Guard authority to require the inspections and
documents necessary to ensure vessel and :
environmental safety. <

Policy letter 17-91

Policy letter 17-91 provides guidance for
the institution of CAIPs as a management tool
and for its implementation on TAPS tankers.
The letter is not intended to dilute the authority
of the Officer in Charge, Marine Inspection
(OCMI), but to establish a framework for the
OCMI and the vessel operator to complete con-

sistent, acceptable repairs. The letter is intended

to amplify guidance found in NVIC 15-91.

TAPS vessels ,
“TAPS vessel operators wete notified in
late 1990 of the requirement for GCAIPs. They
must submit the CAIPs for review by their

ready on the vessels were accep
30, 1992. The Merchant Vessel
Documentation Division maint:
date status list of CAIPs, includ

distriets, traveling inspectors
Coast Guard headquarters offi
maintain an adequate monitor
TAPS fleet.

Conclusion

LCDR Stan De
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Continued from page29

¢ the November-December cial
Ing vessel safety issue of Proc “the
Marine Safety Council for a co indc

the regulations.)

The advisory committee of 17 fishing in-
dustry representatives played an important role

in the development of the regulations. A distinec-
tive blend of commercial fishermen, vessel own-
ers and industry representatives, the committee
contributed their unique experience in making
valuable recommendations to the Coast Guard.
It will eontinue to act in an advisery capacity oR

fishing vessel safety issues.

i 1

Regulations
Effective September 15, 1991; the regula-

tions include carriage requirements for items
such as lifesaving and fire protection equipment,
immersion suits, distress signals and EPIRBs.

Recognizing the diverse safety needs of
the industry, the Coast Guard designed the new
rules in a stratified fashion. Vessel and crew
size, operational areas, documentation and
construction data are all major factors in deter-
mining the type and amount of safety equipment
needed. For example, distinctions are acknowl-
edged between a 300-foot fish processor operat-
ing 80 miles offshore and a 35-foot shrimp boat
operating inside the boundary line. Clearly, the
larger vessel with more crew members would
have a greater need for certain typés of safety
equipment, such as survival craft.

Coast Guard personnel participated in#

Informational pamj -
speeial fishing vessel safety issue of
were widely distributed. Articles we:

The program philosophy consi
reach and e%u(ig;lrtion%hroug v)(')lunta"

examinations. .

Dockside examinati

The voluntary no-fau
tion program was establishet
1991, to assist members of th
ing community to understani
the new regulations. Severa)
have participated

The progra
Guard visit toa fi
equipment to see if it complig
tions. If so, a special decal ig
operator to display in the pilf
the vessel does not comply wi
the deficiencies will be poin
plained to the operator, bus
violation issued. When:!
corrected, the fisherman
side examiner to return i
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ions or fines resulting

fcommercial fishing

rators are encouraged to

their district fishing vessel safety coor-
ckside examination.
learning what equip-
cessfully completing an
ion may not only avoid penalties, it

he following fishing vessel safety initia-
ve been completed or are in development:

Implementation instruction
(COMDTINST 16711.13) \
This instruction outlines the goals of the
fishing vessel safety program for Coast
Guard personnel. It also summarizes the
responsibilities of Coast Guard personnel
in coordination, boarding and examina-
tion roles.

Navigation and Vessel Inspection
Circular (NVIC) No. 12-91 -- Guidance
for the termination of unsafe opera-
tions aboard commercial fishing
vessels

Dockside éxamination
Coast Guard irspectors observe
the installatiori'of an EPIRB ona
commercial fishing vessel.

This NVIC provides guidance to the
industry on the gravity of conditions
which might warrant termination of
voyages by Coast Guard enforcement
personnel.

NVIC 13-91 -- Guidance on fishing
vessel third party examination and
procedures for designation of
“accepted organizations” and
“similarly qualified organizations”
This NVIC informs members of the
marine surveying industry on how to
become an “accepted organization” to
conduct voluntary examinations of
fishing industry vessels and the required
examinations of fish processing vessels.

Pamphlet
A pamphlet, “Federal Requirements for
Commercial Fishing Industry,” explains
the regulations applicable to fishing
vessels in plain English. It is intended to
serve as an education tool for both
fishing industry members and Coast
Guard field enforcement officers. About
250,000 copies of this pamphlet have
been distributed throughout the country.
Continued on page 32
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Continued from page 31

r G-4100F

* 8
Fﬁlsnlligung vessel boarding report

supplemental form summarizes the
requirements for fishing industry vessels
and lists their applicable citations.

Decals

Fishing vessels which undergo dockside
examinations and demonstrate
compliance with the part 28 regulations
are issued commercial fishing industry
vessel decals. Fifteen thousand decals
have been distributed to district fishing
vessel safety coordinators. (A decal does
not guarantee that a fishing vessel will
not be boarded.)

Computer program

A computer program lists applicable
requirements and regulation citations
for uncomplicated vessel queries. The
program will work on both IBM
compatible personal computers and
Coast Guard standard work stations.

Curriculum development

A fishing vessel safety curriculum will be
introduced into the Coast Guard formal
training program at York{own, Virginia,
in FY 1993. It will be targeted for all
personnel who will be involved in board-
ing and examining commercial fishing .
vessels. In addition, district fishing
vessel safety coordinators have set up .
training programs for their personnel.

Supplemental notice of proposed
rulemaking

A supplemental notice of proposed rule-
making has been drafted for publication
in the Federal Register. It addresses sta-
bility requirements for fishing vessels
less than 79 feet, exemptions, survival
craft requirements for fishing vessels
with less than four persons on board and
within 12 miles from shore, stability for
load line assignments, the Aleutian
Trade Act, termination guidelines and
criteria for safety instructor certification
and course curricula.

Headquarters directive
Distributed throughout th

vessel regulations during af
ings. This guidance was dev
concert with the Operationa
forcement Division of the Of
Enforcement and Defense O

the Office of Naviga
Waterway Services.

Federal Register.

commercial fishing industry vess
operating on seasonally cold coas
waters.

Personnel

for district fishing vess
tors in FY 1991. These
headquarters and the d

established in FY 1992.

Training

cating the fishing community.

fisherman's everyday routine.
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With the Coast Guard's help, a standard,
minimum training curriculum is being
developed that will be used nationally by
all maritime training institutions and
will serve as the groundwork for all fish-
ing vessel safety training. This ihstruc-
tion will ensure that individuals conduct-
ing the required drills and instruction
are qualified, and that a consistent body
of knowledge will be passed along to each
member of the crew.

Available from your Coast Guard district
vessel safety coordinator.

y

e Coast Guard is committed to improv-
ty in the commercial fishing industry,”

said Commandant Admiral J, William Kime.
“These regulations are a major step in reducing
the unacceptably high accident rate in the fish-
ing industry.”

With this premise, the Fishing Vessel and
Offshore Safety Branch will steam ahead, work-
ing continually with members of the fishing in-
dustry to improve fishing vessel safety, and to
save property and lives,

Mr. Tim Farley is a licensed master mari-
ner in the Merchant Marine, and is currently
serving as a project officer in the Fishing Vessel
and Offshore Safety Branch of the Merchant
Vessel Inspection and Documentation Division.

Telephone: (202) 267-2307.
Continued on page 34
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fishing vessel safety coordinators

Commander

First Coast Guard District
408 Atlantic Avenue
Boston, MA 02210-2209
Telephone: (617) 223-8444

Commander

Fifth Coast Guard District
431 Crawford Street
Portsmouth, VA 23704-5004
Telephone: (804) 398-6414

Commander

Eighth Coast Guard District
501 Magazine Street
New Orleans, LA 70130-3396
Telephone: (504) 589-6271

Commander

Eleventh Coast Guard District

400 Oceangate
L.ong Beach, CA 90822-5399
Telephone: (213) 499-5330

Commander

Fourteenth Coast Guard District

300 Ala Moana Boulevard
Honolulu, HI 96850-4982
Telephone: (808) 541-2114

Proceedings of the Marine Safety Council - July-August 1992

Commander

Second Coast Guard District
1222 Spruce Street

St. Louis, MO 63103-2832
Telephone: (314) 539-2655

Commander

Seventh Coast Guard District
909 S.E. 1st Avenue

Miami, F1.33131-3050
Telephone: (305) 536-5651

Commander

Ninth Coast Guard District
1240 East 9th Street
Cleveland, OH 44199-2060
Telephone: (216) 522-3994

Commander

Thirteenth Coast Guard Dis
915 Second Avenue
Seattle, WA 98174-1067
Telephone: (206) 553-1711

Commander

Seventeenth Coast Guard Di
P.O. Box 25517

Juneau, AK 99802-5517
Telephone: (907) 463-2212



~ Coast Guard keeps up with
spill response technoloav

L

‘, Oil spill response vessel is ready for action.

hey may be
essel which
ort services -- or
ilt for the sole pur-
. These are known
vessels (OSRVs).

d OSRVs

that
mmodity pose prob-
it. The designers of

ith a real chal-

Photo courtesy of National Strike Force.

lenge in producing a vessel that can safely oper-
ate in an environment filled with the volatile
substance.

immediate 1y E55iA SIFRELRR A5 eped o respond
arrive at a spill when there are volatile vapors
still present. Although they will eventually
weather out of the spilled oil, these vapors pre-
sent a real hazard to the OSRVs.

Most dedicated OSRVs are designed to
recover and retain spilled oil. However, bringing

oil with explosive vapors on board poses real

problems as to their safe handling and storage.

The vessels should be designed in a way to per-
mit the crew gat% refuge agg evacuatio% mg:-

sures in the evernt of an oil fire on board.
Continued on page 36
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Fishing vessel XTMily debriiditn 1987 tanker oil

spill in Cook Inlet, Alaska. Photo by PAC Ed Moreth.
fNonuetéareseda vessels

Ordinary, non-dedicated oil spill response
vessels have traditionally been used for critical
support functions during the responses. They
may be inspected or uninspected vessels that can
carry supplies, personnel, fuel, tow boom and can
provide berthing and recover debris.

Most of these vessels are not designed to
operate in volatile atmospheres, and should not
be used for response efforts until all explosive
vapor concentrations are at acceptable limits.

Inspe tion oli E_ Oil skimmer cleans up spill.,
P 6rigmaﬂy gt .. W ik

cated OSRVs that re- SNtk
tained oil on board were
inspected as tank vessels.
To promote the building
and conversion of these
vessels, a 1991 policy re-
laxed the Coast Guard’s
position of inspecting
dedicated OSRVs under
500 gross tons as tank
vessels.

A careful compari-
son of the 1991 policy to
previous safety issues re- .
sulted in inspection stan-
dards tailored to the de-
sign and operational I

épaces from ,re(;ov;red oil systems and
There also are structural fire protective
ments for vessels with overnight accony

In addition, the new inspectio
provides a clarification of vessel are
volatile vapors may be expected to b
and a requirement for the eliminatio
sources in these locations. 0

The new policy can be found ix
Letter 03-92, dated March 19, 1992.

hich is available from the author of
and at local MSOs throughout the coi
tains a draft change to chapter 10.P,.
the Marine Safety Manual.)

The policy provides guidance

Guard field inspectors and plan revig

with vessel designers, owners and 6§
sets forth a reasonable set of inspec
dards for vessels operating in a ha
vironment, which will promote s
responses,

LCDR Jeff Brager is a proje
Compliance and Enforcement Braf
Vessel Inspection and Documenta‘}if;]

Telephone: (202)

_Photo courtesy o Natio
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e iCent loss of three jack-up drilling

under conventional tow in severe
hasized the urgent need for guide-
socean tow of these units.

ember 15, 1988 -- Rowan Gorilla I

y 500
Scotia.
Jack-up was being towed from
ada to the United Kingdom when it
up with severe winter storms in the
th Atlantic.

ember 1989-- nterocean Il capsized
‘sank under tow in the United
gdom’s section of the North Sea.

cap-
n the
wegian section of the North Sea.

~~y Committee established a
of representatives of United
»and marine industries and the
Offshore Activities Branch of the

¥ The Rowan Gorilla 1V is shown under conventional tow.

The sa, me guidelines were submitted to
the IMO Sub¢ommittee on Stability and Load-
lines, and on Fishing Vessel Safety in early 1992.
This subcommittee recommended that member
governments circulate the guidelines to marine
industry members; drilling contractors, owners
and operators; and classification societies.

It is interesting to note that both Norway
and the United Kingdom are working on guide-
lines for ocean towing of jack-up drilling units.

Loading plans

A significant contributing factor in the
sinking of the jack-up drill units was the massive
influx of green water through main deck open-
ings. These openings were caused by temporary
equipment and cargo breaking free like a loose
cannonon the deck of an old warship.

Typical cargo could be a mud testing labo-
ratory or a downhole testing unit -- as large as 20
by 10 feet by eight feet high. When broken loose,
this gear can “wipe out” large vent trunks and
hatches protruding above the deck. A jack-up’s
hull can fill up with water very quickly with only
a few of these vents open.

Up until now, there have been no regula-
tions to require advance planning for placing
large containers on deck. Nor have there been
any requirements for calculations on the dyna-
mic stresses on deck fasteners and tie-downs
holding temporary equipment and cargo.

Continued on page 38
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Continued from page 37

NVIC 11-91 recommends the development
of a loading plan, showing the location of all
temporary equipment and cargo, and calcula:
tions showing that all sea-fastenings of this gear
and cargo can withstand likely vessel motions
and outside forces. The loading plan and calcu-
lations should be reviewed, stamped and signed
by a registered engineer and strictly adhered to
during loading. '

“Piggy-back” tows

The newest method of transporting jack-
up and semi-submersible drilling units is by
“piggy-back” tow on a large “heavy-lift,” self-
propelled vessel. This vessel can ballast down
and partly submerge so that the drilling unit can
float over it. It then deballasts to lift up the unit
onto its deck. This is similar to a fleating dry-
dock ballasting down to allow a ship to float over
it and then deballasting to lift the ship up out of
the water. :

The piggy-back tow method, deveR
about ten years ago, has become quite cox
although it is more expensive than the us
tow. The piggy-back tow, however is abo
as fast, and reduces the dynamic motions
forces for jack-ups. The motions of the he
vessel are much less than that of a jack-u
in the same seaway.

Therefore, while the guidelines of
11-91 apply to both towing methods,
important that they be followed whe
tow method is used.

Conclusion

NVIC 11-91 provides valuable gu
for offshore industries the world over. 1
safe towing guidelines are followed, the
jack-up drilling units should be greatly

Mr.James M. Magill is a naval
the Offshore Activities Branch of the Me
Vessel Inspection and Documentation D

Telephone: (202) 267-2307.
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safe

-VEnsig rbara Rose

Coas publications provide guid-
to marl ersonnel on all aspects of the
ine Inspection Program. Available to the

lic, the publications present up to the minute
gon Coast G ) T

t policiefsy
dures
The Mar
comput
sualtie
‘ollowin ef description of avail-
lici and computer information.
United States Coast Guard
Marine Safety Center
400 Tth Street, S.W.

Washington, D.C. 20590-0001
Attn: Ms. Janice MeKenzie

FF Equipment list
E: Commandant Instruction M16714.3D -
ipment List is an index of equipment that has
pproved or certified by the Coast Guard for
vessels. It can be obtained
r 050-012-00-306-8 for $12.00
rnment Printing Office.

publications

IMO
The IMO’s Publications Section provides
the maritime community with numerous texts,
including The 1974 International Convention for
the Safety of Life at Sea (SOLAS), as amended,
and the Regulations for the Prevention of Pollu-
tion by Oil. IMO publications may be purchased
at cost based on the current exchange rate for
Ryitisheaireasey. Acalalogolall Fitlesisavall;
able from:

International Maritime Organization

Publications Section

4 Albert Embankment

London SE1 7SR

MSIS
. The Marine Safety Information (comput-

er) System (MSIS) connects all facets of Coast
Guard activity concerning the promotion of life,
property and énvironment in the marine domain.
MSIS records safety information ofi Sértificates

of inspection and compliance, and SOLAS docu-

ments. It also maintains records of vessel casual-

ties, pollution incidents, boardings, inspections,

and histories of violations of federal regulations

on safety and environmental protection.

A tape of the MSIS data file can be pur-
chased for $453.00 (including handling) by
ordering as follows:

Merchant Vessels of the United States
PB91-506907

National Technical Information Service
5285 Port Royal Road

Springfield, Virginia 22161

Telephone: (703) 487-4650

To order Coast Guard publications from
the United States Government Printing Office,
give the name, stock number and price. Send to:

Superintendent of Documents
U.S. Government Printing Office
Washington, D.C. 20402
Telephone: (202) 783-3238

Ensign Barbara Rose is a project officer in
the Compliance and Enforcement Branch of the

Merchant Vessel Inspection and Documentation
Division.
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Exxon Valde®®Rers drydock after 19898, Photo by Kim Lee/National Steel and Shipbuild

Marine Safety Manuals

Publication Name Price Stock Ni
MSM Vol i Administration & management  $76.00  950-037-
MSM Vol Il Materieléinspection. 92.00 950-038-(
MSMVollll  Marine i;dustry personnel 57.00  950-039-{
MSMVollV  Technical 73.00  950-0404
MSM Vol vV Investigations 50.00  950-041~
MSM Vol VI Ports & waterways activities 76.00 950-042:

MSM Vol Vil Port security 74.00 950-06!';-(
MSM Vol X Interagency agreements _

- &acronyms
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| R Eaids Lor Rtkasbippent
Grifalar Bl hinmpni by

: a list of oils, a section on conversion

s Branch of the Marine Technical and

0 edition of the Chemical Data

Superintendent of Documents

U.S. Government Printing Office

Washington, D.C. 20402
Telephone: (202) 783-3238

erations: A Handbook for the -

which has been updated and
ird edition. Used as a text book

July-August 1992

. Tunker QOperations covers detailed
instructions of how to load various cargoes and

how to plan loading, as well as information on

piping;mollution and otber pertipent sublests.

‘In addition, new equipment and
procedures have been introduced in the new
edition, which is ayailable for $35.00 from:

Cornell Maritime Press
P.O. Box 456

Centerville, MD 21617
Telephone: 1-800-638-7641

Crew Size and Maritime Safety, by the
National Research Council

United States ocean vessels have half the
crew size of 30 years ago, due to automation and
mechanization. But are reductions in crew size

increasing the risk of vessel accidents? Crew

minimize risk without hindering technology,
thoroughly analyzing issues , including domestic
versus foreign manning practices and safety
performances; effect of crew size on fatigue, level
of training and ship maintenance; and the Coast
Guard’s approach to crew size regulations.

The volume features a trend analysis of 20

years of maritime safety data, compares United
States and international laws and treaties on

ship manning, and makes recommendations for
improvements. It also includes a model for

Copies of Crew Size and Maritime Safety
are available for $22.95 from:

National Academy Press
2101 Constitution Avenue
Washington, D.C. 20418
Telephone: 1-800-624-6242
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Chemical of the

Almost everyone who has ever victim to fresh air and call
filled a gas tank with unleaded gasoline
is familiar with the name “octane”. The
more expensive, higher grades of gaso-
line are better for an automobile, be-
cause they have more octane in them.
The octane is a gasoline additive which the hazard area. Then try
helps to create a strong, smooth expan- leak, if this can be done wi
sion of gas, causing a smooth push of the
piston a%(‘ihno knocking sounthfrom t{xe
ngin more 0c¢ in asoline,
epging; Themer ocate fnthe gulipe
pistons, which cause an engine to be
more efficient.
The octane rating of gasoline is
based on its “knocking characteristics,”
which are compared to the traits of
gasoline which include “isooctane”
(2,2,4-trimethylpentane) and heptane.
This gasoline 1s said to have an octane
number of 100. Based on this compari-
son, the gasoline is given.an octane
rating between zero and 100. An exam-
ple would be in the gasoline with an oc-
tane rating of 92. This mixture hasa
knocking characteristic of 92 percent
2,2,4-trimethylpentane and eight per-
cent heptane.

Hazards

Because octane is so common in
today’s society, it is important to realize
its hazards. Overexposure to octane
causes skin and eye irritation. Exposure
to undiluted octane for one hour causes a
diffuse burning sensation. Exposure for
five hours causes blisters.

In case of contact with octane,
immediately flush the skin or eyes with
running water for at least 15 minutes.
Remove and isolate contaminated
clothing. If vapors are inhaled, move the

1e Marine Safety Council - July-August 1992



Tw!

liquid with a gasoli odor

258.1°F (125.6°C)
-70.2°F (-56.8°C)

11 mm Hg'@ 20°C (68°F)
- - 300 ppm °
. Short-term exposure limit: 375 ppm
B 1.0% by volume
b,- Upper flammability limit: 6.5% by volume
.
ties:
fiers:
1262
OAN
CAS registry number: 111-65-9
Cargo compatibility group: 31 (Paraffin)
‘Az
Health hazard:
Flammability:
Reactivity:

wack was a third class cadet at the Coast Guard Academy when
iwas written as a special chemistry project for LCDR Thomas Chuba.

e was reviewed by the Hazardous Materials Branch of the Marine Technical and

tMaterials Division of the Coast Guard’s Office of Marine Safety, Security and
ental Protection. Telephone: (202) 267-1577.

Proceedings of the Marine Safety Council - July-August 1992



Nautical queries

The following items are examples of questions
included in the third assistant engineer through
chief engineer examinations and the third mate
through master examinations.

Engineer

1, Which description is typical of an alarm
annunciator on an engine room panel?

A An alarm condition causes a light and
siren to come on and stay on until the
machinery is secured.

A flashing light comes on followed by
an audible alarm. When an alarm
acknowledge button is depressed, the
alarm is silenced but the light stays on.
An alarm condition gives an audible
and visual alarm signal, both of which
are secured when the alarm acknowl-
edge button is depressed.

An alarm condition causes a flashing
light to come on, followed by an audible
alarm. When the alarm acknowledge
button is depressed, the light goes off.

2. When using a wheel dressing tool to true
up a grinding wheel, you should always

wear goggles to protect your eyes
lubricate the dressing tool

operate the grinder at maximum speed
remove the tool rest from the grinder

cOwp

3. If a horizontal centrifugal pump becomes
air bound, you should vent it at the

A. suction line

B. discharge flange

C. top of the casing

D. bottom of the casing

4, Which should be used to wash boiler
tubes?

A. Heated fresh water.

B. Cold fresh water.

C. Heated salt water. '

D. Cold salt water. :

A. pladesand housing of nonferrous
material

B. hladesand housing of corrosion

N resistant steel

ferrous blades and housing with
_ or more designed tip clearance
D. any of the above

the correct level. The compensating
valve should then be gradually

purge trapped air from the ne
closed until engine hunting is

7. The source of power for a general
system must be taken from the

A. service generator

B. emergency generator
C.  Datteries

D. auxiliary generator

8. If the boiler gage glass remains s
heavy seas, this indicates

C. the steam drum is adequate
D. the steam drum water level

9. In a simple hydraulic speed d
nor, oil under pressure is ready

the power piston

the governor sump

the spring-loaded piston a
the pressure pilot valve as

SoxEy
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Deck

;LAND ONLY - A vessel of less than 20
rs at anchor at night in a “special
iorage area”

[

must show one white light
need not show any lights
must show two white lights
must show a light only on the
approach of another vessel

JTHINTERNATIONAL AND INLAND -

of collision is considered to exist if .

four vessels are nearby

a vessel has a steady bearing at a
constant range

there is any doubt that a risk of
collision exists

a special circumstance situation is
apparent

iich of the following is true concerning
oat gripes?

They must be released by freeing a
safety shackle.

They should not be released until the
boat is in lowering position.

They may be adjusted by a
turnbuckle.

They are normally used only with
radial davits.

LAND ONLY - At night a barge moored
llip used primarily for mooring
ioses shall

not be required to be lighted

show a white light at each corner
show a red light at bow and stern
show a flashing yellow light at each
corner

razimuth angle for a body is measured

the

observer’s meridian
Greenwich meridian
body’s meridian
zenith distance

6. What is the purpose of the intake/exhaust
valves in a diesel engine?

They regulate the combustion cycle.
They supply cooling water.

They synchronize the ignition spark.
They supply and regulate the
lubricant flow.

cawp»

7. Which statement is true concerning life
preservers?

A. Buoyant vests may be substituted for
life preservers.

B. Life preservers are designed to turn
an unconscious person’s face clear of
the water.

C. Life preservers-must always be worn
with the same side facing outwards to
float properly. .

D. Stained or faded life preservers will
fail in the water and should not be
used.

8. BOTH INTERNATIONAL AND INLAND -
When action to avoid a close quarters situa-
tion is taken, a course change alone may be
the most effective action provided that ____

A. itis done in a succession of small
course changes
B. itis not done too early
C. itis a large course change
:D. the course change is to starboard

9. INLAND ONLY - Which term is NOT
defined in the Inland Navigation Rules?

A. Seaplane.

B Restricted visibility.

C. Underway.

D Vessel constrained by its draft,

Answers
Engineer
1-B, 2-A, 3-C, 4-A, 5-D, 6-D, 7-C, 8-B, 9-C.
Deck

1-B, 2-C, 3-C, 4-A, 5-A, 6-A, 7-B, 8-C, 9-D.

If you have any questions concerning "Nautical
Queries,” please contact U.S. Coast Guard
(G-MVP-5),2100 Second St., S.W., Washington,
D.C.20593-0001. Telephone: (202) 267-2705.
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Notice and request for comments

CGD 92-022, Structural fire protection for U. S.
passenger vessels (46 CFR parts 70 /72) (April 1).

The Coast Guard is issuing this notice to
solicit public comment on alternatives to exist-
ing requirements for structural fire protection
aboard certain U.S. passenger vessels operating
on restricted routes. In response to design pro-
posals from the maritime industry, the Coast
Guard intends to reevaluate existing require-
ments in 46 CFR part 72, which limit the mean
length of main vertical zones. The intent of this
action is to gather sufficient information to per-
mit a comprehensive analysis of potential equiv-
alent fire safety alternatives.

DATE: Comments must be received by July 30.

ADDRESS: Comments may be mailed to the
Executive Secretary, Marine Safety Council (G-
LRA-2/3406) (CGD 92-022), Coast Guard Head-

quarters, 2100 Second Street, S.W., Washington,

D.C. 20593-0001, or may be delivered to room
3406 at the above address between 8 a.m. and 3
p.m., Monday through Friday, except federal
holidays. Telephone: (202) 267-1477.

The executive secretary maintains the
public docket for this notice. Comments will
become part of this docket and will be available
for inspection or copying at room 3406,

For further information, contact: Ms. Marcia
Kupferman, Office of Marine Safety, Security
and Environmental Protection (G-MTH-4), room
1304. Telephone: (202) 267-2997.

Notice

CGD 92-023, Oil Pollution Act of 1990 (OPA 90)
-- Mailing list for interested parties (April 6).

The Coast Guard is announcing that it is
maintaining mailing lists for those interested in

Coast Guard actions taken to implement the pro-
visions of the Oil Pollution Act of 1990 (OPA-90).

provision of OPA 90 by defining the cot]
under which certain tank vessels may
with unattended machinery spaces i
gable waters. This proposed rulema
promote the safe operations of tank
unattended machinery spaces in U

DATE: Comments must have been
June 8, 1992.

ADDRESS: Comments may be m
Executive Secretary, Marine Safe
LRA-2/3406) (CGD 91-203), Coast
quarters, 2100 Second Street, S.W _ i
D.C. 20593-0001, or may be delivered toroor
3406 at the above address betweern a.m. an
p.m., Monday through Friday, except federal
holidays. Telephone: (202) 267-14%7.

The executive secretary iy
public docket for this notice. Cor
become part of this docket and w;
for inspection or copying at room

For further information, con!
Jewell, project manager, OPA 9
Telephone: (202) 267-6746.

- Netice and request fo

CGD 92-019, Discontinuance o}
of Loran-C and Omega system
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Continued from page 47

receive critical and timely navigation safety
warnings and to communicate with the Coast
Guard while in U.S. waters. This communica-
tions capability is essential to ensure safe navi-
gation in U.S. waters and will help reduce the
number of marine accidents in those waters.

EFFECTIVE DATE: August 19, 1992

For further information, contact: LCDR Paul
Jewell, project manager, OPA 90 staff (G-MS-1).
Telephone: (202) 267-6746.

Notice

CGD 91-010, OPA 90; designating areas for area
committees (April 24).

The Coast Guard is providing notice of
designated areas for which area committees are

required to conduct local oil spill contingency
planning under OPA 90. Other areas will be
designated by the Environmental Protection
Agency in a separate notice. This division of re-
sponsibility reflects the working arrangements
between the two agencies under existing nation-
al and regional oil spill contingency planning.
This notice will permit planning to begin.

For further information, contact: Ms. Pamela
M. Pelcovits, project manager, OPA 90 staff,
Coast Guard headquarters, 2100 Second ST.,
S.W., Washington, D.C. 20593-0001, Telephone:
(202) 267-6403.

Final notice of intent

CGD 92-010, Central Pacific Loran-C Chain
closure(May 4).

On February 28. 1992, the Coast Guard
published a notice and request for comments in
the Federal Register (57 FR 6882) for early clo-
sure of the Central Pacific Loran-C chain, rate
4990. The Coast Guard terminated the Loran-C

radionavigation service provided by
the Hawaiian Islands on June 30, in
tinuing operations until December !
ued operation is not economically ju

For further information, contac
Richard Armstrong, chief, Radio 4
ment Branch (G-NRN-1), Coast Gi
quarters. Telephone: (202) 267-09

Notice of proposed rul

CGD\89-007a, Documentation of v
ing of instruments; fees (46 CFR,

2115-AD29 (May 20).

The Omnibus Budget Rec
of 1990 requires the Coast Guard

user fees for services related to tk
tion of vessels. The Coast Guard,|
poses to establish user fees for cos
documentation activities and to &
user fees for documentation of rét
sels and other services to reflect:{

«

services provided. i

DATE: Comments must be rec
duly 20, 1992.

ADDRESS: Comments mu
may be mailed to the Execu
Matine Safety Council (G-L
007a), Coast Guard Headqu
Street, S.W., Washington, [
may be delivered to room 34
address between 8 a.m. and

through Friday, except fede .
information concerning con

(202) 267-1477. .

The executive secre
public docket for this notice,
become part of this docket:a:
for inspection or copying at1

For further information,
J. Kelley, chief, Plansand * =~
Planning Staff, Office of M.
and Environmental Protee
267-6923.

Normal office hours
and 3:30 p.m., Monday thr
federal holidays.
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Arzew and S/S Southern await reactivation.

Photo by Judi Baldwin, Newport News Shipbuilding Company.

nker reactivation
gins at MSO Hampton Roads

LCDR Kevin S. Cook
7" ""7"7""nT. Fisher

E)EUUI:IUH

e W wawsaa

Yoo Ve, 1nns i v1o:..a Btates ﬂag

ankers were towed

ter a ten-year lay-
sels are S/S Southern (ex El Paso

ElPaso Arzew) and S/S

ward Boyd).
" half, Marine

1 Roads, Virginia,

closely involved with the vessels’ own-
se technical-

s from Arzew, Al-
United States. The

e not expected.to be placed in service

kground
The three LNG tankers are sister ships
tructed at Newport News Shipyai

News, Virginia, for El Paso Marine Company in
the late 1970s. They traded between Arzew and
the East Coast, delivering liquefied natural gas
to Cove Point, Maryland, and Elba Island, Geor-
gia. They were in service less than three years
when the contract between El Paso Marine and
the Algerian government was ended after large

price increases by the Algerians. With no con-
tract opportunities and no demand for “spot”

. market deliveries, the vessels were laid up in

1981,

The ownership of the vessels was eventu-
ally transferred to the Maritime Administration
(MARAD), which oversaw their lay-up in New-
port, Rhode Island. They were maintained in
excellent condition by such measures as dehu-
midifying interior spaces, inerting the boilers
and cargo tanks with nitrogen and an effective
periodic maintenance program for rotating
machinery and valves.

Continued on page 50
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Continued from page 49
In December 1990, MARAD sold the three

tapkerse mhans e EaA Y sTERIRhASE by

service to Cove Point. Cabot LNG Shipping

hepe G arvne ppdRlpRe b die it daliNgEets.

The vessels were purchased in the belief

thitndespite s eRIOREYEEAIRE!y Aflisualnd
mands for the product in the mid-1990s will re-

il RRcicine Abatonih mera hanafistigday's
costly, the purchase price for each vessel was less

thaRderearaake tE R bRy LG

Currently, Argent Marine is proceeding

With Y8 plenss dckively negtiating rith sexeral
package. However, the receiving facility at Cove

g e U OS TR D RSTRRHEY T
expected to be on-line until mid-1994.

bot LN ipping h d th
Gammgato a {Jay esrt pgg%r&ﬁm%magional
Terminals, in Norfolk, Virginia. The vessel’s

reﬁ:eiving fa]cility in Everett is on-line and ready
whenever the vessel is reactivated.

Vessels and eargo
The vessels are nearly 956 feet long

and hold about 792,666 bbls (126,000 cubic
meters) of liquefied natural gas in six cargo
tanks. They are each outfitted with two
“dual fuel” burning top-fired boilers, en-
abling them to burn bunkers or cargo boil-off
gas for steam propulsion. -

What distinguishes liquefied natural
gas tankers from all other ships are sophis-
ticated cryogenic cargo-containment sys-
tems. The Technigaz Mark I system on these
three vessels uses a thin membrane of .048-
inch (1.2-mm) stainless steel as the primary
barrier for containment of the gas in the
tanks. This membrane is “waffled” to allow
for the thermal contraction associated with
carriage of liquefied natural gas at 256°F.

One of six cargo lan;ks in the liquefied
natural gasitanker SIS Arzew.

The primary barrier is supported an

by several layers of balsa wood. Anc
the Mark I containment system, a

secondary barrier of sugar maple p

EeUndsiEha PREMALBRLHET as a bac

Under ambient conditions

Eathenebise Bageys SRS s

600 times as much natural

ed in a given volume in the

In use, small percentages (five to

Regity adithein g forma very e

Because of its physical

pranshortation ol natral gns,

low temperature are obvious.
R P e A AT

Also,’because a small percenta

ixed with air iicom ustible
of the cargo creates a fire hazdr
a LNG tanker would be very

heat wouzd cause the é'%ueﬁe
vaporize (expanding 600 times)

above -256°F. This would fore

valves, potentially adding fud
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late 1970s when it was the ETPaso Howard Bovd.

on
gh the reactivation work will be
#Coast Guard has determined that
¥ot constitute major conversions
8- will retain their status as “exist-

Iy the new systems will have to

‘the reactivation process will be to
jels into compliance with standards
sen implemented without grand-
For example, the 1974 SOLAS
uire upgrades to the vessels™
‘rangements; the 1983 amend-
S require additional lifesavirlg
ind compliance with MARPOL
and V must be addressed. Also,
st Guard regulations for certifica-
gas carriers require modifica-
go relief valve exhaust piping and

nent modifications to
on each vessel into a
nerator room. The

Photo courtesy of Alexander, Starr and Kersey.

auxiliary diesel generator will be able to support
the vessels’ in-port electrical loads. Also, to
reduce the logistical burden of ensuring that
adequate supplies of nitrogen are available for
the purging, inerting and gas detection systems,
trogen separator. When necessary, this will be
supplemented by reserve nitrogen carried on
board in existing liquid nitrogen storage tanks.
Another modification which only applies
to the Gamma is the reduction of stack height by
18 feet to permit passage under the Mystic River
Bridge in Boston, Massachusetts. The mast and
other equipment, such as communication anten-
nas, will also be modified to facilitate temporary
lowering for the transit to the Everett facility.
"Both Cabot and Argent are hoping to in-
corporate a propulsion and auxiliary automation
system to allow for periodically unattended
machinery space operations. This will emulate a
system that has been used successfully by a num-
ber of similarly designed LNG vessels trading in
the Far East. If approved, the system would per-
mit several required watchstanders to be reas-
signed to maintenance duties.
The reactivations are progressing even
though the major shipyard contracts for the work
Continued on page 62
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Trunk deck of 5/S-Gammu.
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Continued from page 51
have not yet been awarded. All three ships have
crews on board who are involved in maintenance
and “ships force” type projects. Inspectors from
MSO Hampton Roads have begun internal in-
spections of the cargo and ballast tanks, and void
spaces of all three liquefied natural gas tankers.
Both owners have been in regular contact
with the Coast Guard Marine Safety Center in
Washington, D.C., and have had plans for sever-
al modifications approved. The owners are also
corresponding with the Marine Technical and
Hazardous Materials Division of the Office of
Marine Safety, Security and Environmental
Protection regarding key technical issues.

In-service issues

One issue under active discussion con-
cerns the frequency required for in-service test-
ing of the secondary barrier for “tightness.” Typ-
ically, for vessels engaged in United States ser-
viee, this has been accomplished at drydocking.
Current Coast Guard policy allows for up to three
years between tests, which is consistent with

both the maximum interval for drydocking
United States flag ships and the maximum
period between renewal and intermediate
surveys under the IMO gas carrier codes.
However, both companies are planning
take advantage of the changes in drydocking
requirements, which will allow a five-year dr
docking interval when an intermediate unde:
water hull survey is conducted. Testing of th
secondary barrier at the intermediate under-
water survey will not be possible unless the
tanks are warmed to ambient temperatures.
This would require that the vessels be out of s
vice, which the owners wish to avoid. The Mg
rine Technical and Hazardous Materials Divi
sion is working with the owners on this issue
Another in-service issue, which will sy
face at MSO Hampton Roads as firm reactiva
dates are established, is the extent of pre-arri
boardings. Typically, all liquefied gas tankei
receive pre-arrival inspections by the Coast |
Guard before the ship is permitted to enter tH
port. To minimize any delays caused by pre-1
arrival inspections, Argent is considering ir
stalling a system to relay data regarding the]
current condition of cargo, containment, mag
ery and auxiliary systems for evaluation by tj
MSO in advance of the arrival of the vessel. §
sideration of such a system, once formally prg
posed, will be coordinated with MSO Baltim§
(in whose zone the Cove Point facility is locaf§
and the Marine Safety Division of the fifth Gg
Guard district. ‘

Conclusion

Until formal shipyard reactivatior
tracts are awarded and, thereafter, if a y:
the Hampton Roads inspection zone is sel
the MSO will continue to conduct all nece
inspections of the LNG tankers. The offic
also maintain communication with the oy
representatives, the Merchant Vessel Ing
and Documentation Division, the Marine
nical and Hazardous Materials Division
Marine Safety Center to ensure the succe
reactivation of the tankers.

LCDR Kevin S. Cook is the assista
and CWO2 Brian T. Fisher is a senior i
for coordination and review for the Insy
Department, MSO Hampton Roads, N¢
Virginia.

Telephoné: (804) 441-3287.
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MSO Puget Sound

faces new challenges
By LTJG Brad F. Smith

E. , )
e vessel documentation department of
1e Safety Office (MSO) Puget Sound in
Vashington, recently took responsibility
nited States documented vessel fleet
e fourteenth Coast Guard district of
Guam, Saipan and other remote areas of
ic. This added the documentation work
.1,700 vessels to a fleet of nearly 11,000
omeported inWashington and Montana.
iis increased work load arrived in Jan-
,with the closing of the vessel docu-
office in Honolulu. A recent study de-
hat the Coast Guard could serve its
more efficiently by combining the
and the staff of the Seattle and Hono-
i’e_‘umentation departments, according to
r'A. Yoast, chief of the Seattle department.

“The amount of correspondence we receive
has greatly increased since fourteenth district
owners and brokers are not yet familiar with
working with Seattle,” reports Yoast. “We are
trying to provide the best service possible to
these new customers.”

Before 1983, when documentation func-
tions were consolidated, there were approximate-
ly 70 Coast Guard documentation offices. There
are now about 1 3djdocumentation specialists
waorking at 14 Coast Guard offices.

Documentation
Federal documentation is a kind of nation-
al registration which establishes a vessel’s na-
tionality and qualifications to work in a specific
trade. The documentation staff issues official
Continued on page 54

_ sates of documentation are required for commercial fishing vessels.



Continued from page 53
numbers and certificates, and maintains active
files on all documented vessels in the zone. The
staff also supervises the recording of bills of sale
and mortgages, and maintains numerous paper
files on each documented vessel in their fleet.
Any vessel of at least five net tons, en-
gaged in the coastwise trade or fisheries must be
documented. Also any vessel under United
States ownership of at least five net tons is eligi-
ble for documentation. Most recreational vessels
must be either federally documented or regis-
tered by their states.
their vernl ey ks ot A esaE et T o
documentation office designated as the home
port, or the office nearest where the vessel is lo-
cated. The office will endorse a vessel’s certifi-
cate of documentation for specific commercial
trades, including fisheries, coastwise (domestic
trade), registry (international trade) or recre-
ational use.

Figshermen’s Terminal, Seattle, Washington.

Proceedings of the Marine Safety Council - July-August 1992 ‘

arises from the Commercia
Vessel Anti-Reflagging act
addresses foreign investme
fishing corporations.

Legislation requires that for
documented, it must be owned by a
citizen.

. About half of Puget So'
fleet consists of recreational -
percentage is on the rise. *Si
have experienced an inéredib
ational vessel transactions, o
and refinancings,” notes Yoa:
now three times what it was ¢

public is of utmest importance.

LTJG Brad F.Smithisa

Way S., Seattle, Washington
Telephone: (206) 286-




How inspectors are traine

JG Brad F. Smith

sroughout the 20th century, advancing

ries have produced a variety of new sea-

sels including mobile offshore drilling
ssenger-carrying submarines, which
subject to Coast Guard inspection.

' tragedies have led to stiffer inspection

ons for passenger, cargo and tank vessels.

s Coast Guard inspection activities have:
d in scope and complexity, marine in-
raining has become more comprehensive
acting in detail -- not like the old days
in was trained by shadowing a
inspector who determined when his stu-
ad learned the ropes. -

ning program
In the early 1980s, a training port
pt was developed to train Coast
1officers with diverse backgrounds
ilified marine inspectors. There are
lve offices designated as training
They are: MIO New York, MSO
iton Roads, MSO New Orleans,
Los Angeles/Long Beach and MSO

raining process at these ports
more uniform and formalized

during the past decdde. Junior officers and
warrant officers are assigned to two-year
training billets in an MSO/MIOQ inspection
department under a full-time training officer.

Before becoming qualified inspectors,
trainees must acquire knowledge and skills in
engineering, ship construction, non-destructive
testing, as well as in locating and interpreting
federal regulations, international accords and
conventions. They must also become versed in
shipboard operations and procedures; commer-
cial vessel documents; maritime industry organi-
zations; federal, state and local government
agency roles and responsibilities; and inspection
policies and procedures.
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Continued from page 55

After reporting to their unit, trainees
attend an eight-week inspection course at the
Coast Guard Reserve Training Center in York-
town, Virginia. When they return to their units,
they receive additional classroom training along
with on-the-job training from qualified inspec-
tors conducting field inspections.

Trainees are required to familiarize them-
selves with commercial shipping vessels common
to their areas. For example, trainees at MSO
Puget Sound are required to ride a TAPS tanker,
observe drydock work on deep-draft vessels and
also spend two weeks at a shipyard. Occasional-
ly, small groups of trainees participate in field
trips, observing weld procedure testing, propel-
ler fabrication, boiler and safety valve repair, or
other vessel inspection activities.

Once a trainee has completed a specific
number of inspections on a particular vessel
type, he or she requests a verification inspec-
tion, during which a qualified inspector wit-
nesses him or her conducting an inspection.
The trainee then is interviewed by a qualifica-
tion board, which determines his or her level of
knowledge and skills. If the trainee is success-
ful before the board, a letter is issued designat-
ing him or her as an inspector for the particular
vessel type.

56

During their training progr
are expected to qualify as inspecto
vesse! types, including barges and
ger vessels, as well as drydock and
chinery inspections.

Upon completion of their t
“new” inspectors are assigned to
billets at other offices, where they
training to use.

LTJG Brad F. Smithisa

" in ballast after dr
s Brunswick, when

® Gale-driven seas li
sonto Nauset Beach

: H-3 helicopter pick

. Photo by William P. Qui
. Orleans, Massachusetts.
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