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A PROGRESS REPORT 

by Lieutenant Commander J ohn E. Lindak and Lieutenant Thomas J . Haas 

Cargo and Hazardous Materials Di vision, Office of Merchant Marine Safety 

Our last two articles dealt 
with the issues surrounding the 
development of Coast Guard ben
zene regulations . "New Develop
ments in Benzene Regulations" 
(August 1977) described the 
physical properties, acute 
hazards and chronic hazards 
associated with benzene and 
discussed both the Occupational 
safety and Health Administration 
(OSHA) and Coast Guard efforts 
in regulating personnel e xposure 
to the vapors of this hazardous 
chemical . "Benzene Regulations 
- An Update" (February 1978) 
discussed the status of both 
OSHA ' s a nd the Coast Guard 's 
benzene regulations and provided 
useful basic information on 
monitoring and respiratory pro
tection equipment which is com
mercially avai lable. 

This article continues the up
date on OSHA's and Coast Guard 's 
development of benzene regula
tions and also describes other 
projects recently initiated which 
are corollaries to overall health 
questions raised during the ben
zene regulatory effort . 

OSHA: Update 

OSHA• s permanent benzene stand
ard was published in its final 
form in the Federa l Register on 
February 10, 1978. The standard 
was to become e ffective on 
March 13, 1978. However, American 
Petroleum Institute (API), Manu
facturing Chemists Association 
(MCA) a nd American I ron and Steel 
Institute (AISI) petitioned and 
were granted a 
by the Fifth 

"temporary" stay 
Circuit Judge, 

Lewis R. Morgan, in New Orleans 
pending a hearing to permanently 
stay the standard which i n turn 
was dependent upon a complete 
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judicial r eview (a hearing on the 
merits). The hearing to deci de 
whether the standard should be 
permanently stayed was held on 
April 18 before a three- judge 
panel in Atlanta . 

API, MCA and AISI, jointed by 
Rubber Manufacturers Association , 
National Pa int and Coatings 
Association and the DuPont Com
pany, raised the points of exces
sive costs and infeasibility of 
compliance in a sking f or a perma
nent stay . The excessive costs 
could not be recouped if upon 
judicial review in mid-June the 
standard was found to be i nvalid. 
These costs would then have to be 
passed on to the consumer as use
less and unnecessary price in
creases . 

Included in the standard was an 
amendment providing an exemption 
from labeling requirements for 
liquid mixtures containing 0 . 1 
percent or less of benzene by 
volume. Many industries such as 
paint and rubber manuf acturers , 
oil COnt>anies, etc. stated that 
the o. 1 percent limit would place 
an unnecessary burden on them and 
a reasonable limit would be be
tween one and two percent. The 
court decision was to "permanent
ly" continue the stay. 

On June 22 a complete judicial 
review of the benzene standard was 
begun in New Orleans. Due to the 
problems associated with benzene 
mixtures , and other points raised 
by API et al. (inability to meet 
deadlines , infeasibility of com
pliance for labeling, medical 
monitoring, engineering controls, 
etc . ), the judges decided to con
sider the proposed level of per
missible benzene vapor e xposure 
limits separately from the matter 
of exemption for benzene- contain
ing mi xtures . The ultimate result 
of this decision to divide the 

OSHA benzene standard into two 
separate areas of review was that 
the full stay of the standard 
remained in ef fect. 

OSHA' s standard for employee 
exposure to benzene of one part 
benzene per million parts of air 
was struck down October 5 by 
the U.S. Court of Appeals for the 
Fifth Circuit . The court also set 
aside the dermal contact prohi
bition . 

The court held that "OSHA is un
able to justify a finding that the 
benefits to be realized from the 
standard bear a reasoQable rela
tionship to its one- half billion 
dollar price tag." In throwing out 
the provision prohibiting dermal 
contact with liquid benzene, the 
court noted OSHA' s reliance on 
"old and inconclusive evidence 
that there is a possibility of 
absorption of benzene through the 
ski n which might cause cancer." 

The reduction of permissible 
exposure limit and the prohibition 
of dermal contact are the provi
sions of the benzene standard to 
which all the standard's other 
requirements are tied. Noting 
that it woul d uphold neither of 
these provisions, the court 
stated that the standard as a whole 
must be set aside. 

Two additional federal agencies 
are attempting to regulate ben
zene . The Consumer Product Safety 
Commission (CPSC) has announced 
(43 FR98, May 19, 1978) a proposal 
to ban benzene from all consumer 
products, except gasoline or lab
oratory reagents in which benzene 
is an unintentional additive at a 
level of 0. 1 percent or greater by 
volume, or in which benzene is 
an inte ntional additive at any 
concentration. The CPSC is eval
uating the comments r eceived, but 
has not decided if or when to pub
lish a final rule . 

111 



The Environmental Protection 
Agency (EPA) is preparing regula
tions to control the emission of 
benzene from gasoline- distribu
t ion systems and maleic anhydri de 
p l ants. The Coast Guard is c l osely 
monitoring this regulatory effort 
since barges and tankships carry
ing gasoline may need alteration 
to comply with these regulations 
when they are effective (i.e . 
vapor recovery, return vapors to 
shor e, closed gauging). In addi
tion, other facilities for ethyl
benzene, styrene , nitrobenzene, 
chlorobenzene, and ethylene may 
be r egulated by EPA to control the 
fugitive vapor emissions of ben
zene during manufacturing proc
esses. EPA is basi ng their efforts 
on an assessment that benzene i s 
a hazardous a ir polluting sub
stance and that control of its 
emission from certain sources 
would decrease its overall con
centration in the ambient atmos
phere. Present EPA plans are for 
publication of an Environmental 
Impact Statement in 1979 and sub
sequent ru l emaking through 1980. 

Coast Guard: Update 

In our l ast arti cle (February 
1978) we discussed the regulatory 
approach which the Coast Guard was 
taking toward the "benzene prob
lem." We stated that: 

" A notice of proposed rulernak
ing for benzene carriage re
quirements may be released early 
in 1978. This proposed rule 
woul d apply the current OSHA 
benzene exposure level and call 
for a 10 ppm, 8 - hour time
weighted average. • • • 

The rationale was to track with 
the current, l egally effective 
OSHA standard of 1 O parts per 
million (ppm), moni tor the efforts 
of OSHA in its development of the 
1 ppm standard, and evaluate its 
applicability to the maritime i n
dustry. (This notice was cleared 
through the Marine Safety Council 
and signed by the Vice Commandant 
in March 1978. It was held from 
publication pending the jud icial 
review of the OSHA 1 ppm standard 
and, finally, after an i nformal 
request by OSHA ' s administrators, 
withdrawn) . 
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Subsequently, it was decided to 
modify this regulation, original
ly prepared at the 10 ppm level, 
to reflect a 1 ppm level as an 
e xposure standard in order to be 
consistent with the proposed per
manent standard published by OSHA. 
A pol icy decision had been made 
to parallel OSHA' s recommenda
tions on exposure limits . 

Thi s Coast Guard notice of pro
posed rulernaking, publi shed in 
the August 21, 1978 Federal Reg
ister, Vol. 43, No. 162, p, 37149, 
is entitled, "Be nzene carriage 
Requirements." It proposes to 
amend Parts 151 and 153 of 46 CFR: 

"to provide protection to mari
time personnel from hazardous 
exposure to benzene vapor. The 
probable danger to tankermen, 
ships • personnel and towboat 
personnel necessitates propos
ing benzene exposure l imits 
(and this action l should pro
tect maritime personnel from 
the hazards of chronic exposure 
to benzene . " 

The notice of proposed rulemaking 
states: 

" (a) No person is exposed to an 
airborne concentration of 
benzene in excess of: 

( 1 l one part per million 
( 1 ppm) as an 8 - hour 
time-weighted aver
a ge; and 

(2) five ( Sppm) as a 
time-weighted aver
age over a ny 15- min
ute period; 

(bl No person is exposed to 
skin or eye contact with 
liquid benzene; 

( c) Personnel don and use res
pirators meeting 29 CFR 
1910.134 if the benzene 
exposure limits under 
paragraph (a) •• are 
likely to be exceeded; and 

(d) The words "CANCER HAZARD 
IN THIS AREA - PROTECTIVE 
EQUUMENT MAY BE REQUIRED 
- AUTHORIZED PERSONNEL 
ONLY" are on the warning 
signs • ••• 

The comment period for the No
tice continued to October 5, 1978. 
A final rule is now being pre
pared, taking into account the 
comments received and the court 's 
decision to strike down t he OSHA 
standard. This rule will once 
again track with the current, 
l egally ef fec tive OSHA standard. 
The Coast Guard will continue to 
monitor OSHA ' s future actions in 
response to the court ' s decision. 

The Coast Guard understands 
that respiratory protection de
scribed in this regul a tion is not 
the long-term answer in order to 
a l leviate the health hazards posed 
by benzene related operation on 
tank vessels . Engi neering con
trols are the most desirable 
means. These controls wer e de
scribed in the Coast Guard's 
Advance Notice o f Proposed Rule 
making (41 FR 248, December 23, 
1976) as: 

" ( 1) Requiring cargo tank seg
regation from the sea. 

(2) Changing present gauging 
requirements from open to 
closed. 

( 3) Requiring B/3 vent 
heights, or 6 meters (20 
feet), whichever i s 
greater for tankships . 

( 4) Requiring 3. 6 meter ( 12 
foot) vent heights for 
tank barges . 

( 5) Requiring the use of vapor 
return lines during the 
transfer of benzene . 

(6) Purging cargo lines with 
water or an inert gas 
prior to disconnecting. " 

The comments and technical 
feasibility of these "engineering 
controls" are still being eval
uated and rules regarding their 
use will be prepared. It is im
possible to give a completion date 
f or thi s project; however, active 
work is continuing. 

Coast Guard: Other Occupational 
Health Pro j ects 

Due to the widespread interest 
and awareness generated by the 
benzene health standard regula-
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tory package, other relatedproj
ects have been initiate d since the 
fall of 1977 which are directe d 
a t protecting mari ne safety per
sonnel and maritime workers. The 
projects include: 

A. Me dical monitoring. 
B. Personnel protection equip

ment. 
C • Enclosed space entry and up

grading of the marine chem
ist qualifications. 

o. Nati onal Academy of Sci
ences-- Toxic Interactions 
Panel. 

E. Health Standards Task Group 
- -OSHA/CG. 

F. Chronic Toxic Agents . 

Each of these projects will be de
scribed briefly below: 

1. The marine safety and envi
ronmental protection efforts of 
the Coast Guard are continuously 
and rapidly broadening to include 
consideration o f ma ny aspects of 
occupational health . These ef
forts encompass both Coast Guard 
personnel performing inspection, 
enforcement , and response duties 
and also regulated industry per
sonnel. Until recent years, the 
chronic toxicity hazard associ
ated with chemicals was barely 
appreciated. Science today is 
closely studying the long- range 
effect of exposure to relatively 
low concentrations of chemica l 
vapors. Therefore, we can no 
longer be concerned only with the 
acute or immediate effect of a 
chemical or mixture of chemicals 
on the individual. Today it is 
known that some chemicals will 
cause live r, kidney , or lung 
diseases many years after the 
initial e xposure and that cancer 
may be the end result of routine 
exposure to relatively low con
centrations of chemica l vapors 
earlier in one's life . The 
latency periods for these chronic 
disorders can range from 20 - 30 
years after exposur e. 

Therefore, a specific health 
monitoring plan for Coast Guard 
Mari ne Safety personnel is being 
established. Health standards and 
monitoring procedures for Coast 
Guard personnel assigned to field 
marine safety duties a re presently 
being defined. Additionally, 
health safety traini ng and educa-
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tional information packages a re 
being developed. 

The Department of Health, Edu
cation and Welfare Public Healt h 
Service is examining changes it 
plans to make in the delivery of 
health care services to American 
seame n . A small working confer
ence to share ideas and establish 
a framework for the development 
of a Seamen ' s Health Improvement 
Program (SHIP) me t on August 28, 
1978. Medical directors and 
health and welfare program man
agers from shipping companies, 
seamen ' s unions and r elated or
ganizations, as well as Federal 
agency representati ves ( i . e . u.s 
Coast Guard) were represented. 
Program objectives proposed in
cluded: 

-improvement of the health sta
tus of American seamen; 

-improvement of the health and 
medical care , and safety aboard 
ship; 

- an i ncrease of the number of 
seamen served by t he Public 
Health Service by facilitating 
access to health care services': 

-and documenta tion of the long
r a nge health problems of the 
American seamen. 

Another meeting wi ll be held in 
January 1979 after the smaller 
working groups assigned ~o these 
program objectives meet and report 
back to the larger conuni ttee • 

2. Coastguardsmen exposed to 
pote ntially hazardous environ
ments require specific protective 
equipment to safeguard their 
safety and health. Engineering 
controls (i . e . work space enclo
sure, ventilation, etc . ) s hould 
b e t he primary means of eliminat
ing the hazards. It is hoped that, 
in time, transportation and 
handling of products with hazard
ous properties (i.e. toxic va
pors) will be controlled such 
that special personnel protective 
equipment is necessary to prevent 
unacceptable exposure only ifl 
emergency situations . In the 
past , an eval:uation of the work 
conditions and recommendat i ons 
for protective equipment was 
rarely considered for certain 
duties . Work practices followed 
25 years ago are not adequate to-

day. With new awareness of the 
potential a nd realized chronic 
toxicity hazards of certain chem
icals comes a new respon~ibility 
to provide adequate protection 
for today' s marine safe ty inspec
tor. 

Ent ry into enclosed spaces , 
transfer monitoring/boarding and 
hazardous material spill response 
are functions performed by coast
guar dsmen i n order to insure the 
safety of vessel/crew/general 
environment . 

Each of these duties has been 
e xamined, and the use of certain 
protective equipment may be nec
essary (i . e . respirators , pro
tective clothing and monitoring 
equipment) to ensure personnel 
safety. The Offices of Merchant 
Marine Safety and Ma r i ne Envi 
rorunent a nd Systems have devel
oped certain interim guidelines 
and recommendations to Coast 
Guard field units and more 
extensi ve instructions and 
recommendations are being i n i 
tiated regarding the use of 
personal protective equipment. 
The Office of Mercha nt Marine 
Sa fety of the Coast Guard is 
also charged with e valuating 
and recommending personal pro
tection equipment for merchant 
vessels . Consistency of equip
ment recommendations between 
industr y a nd "in-house" will be 
maintained since similar work 
environments are encountered by 
both Coast Guard and industry 
personne l . 

3 . The overall problem of en
closed space entry has been 
e xamined and extends far beyond 
merely specifying the use of 
equipment. In previous articles 
over the past 1 O years the 
marine chemist program has been 
described (October 1978, April 
1976 and July 1967 issues of the 
Proceedings) . This program is 
currently being upgraded and 
will result i n a r evised, more 
stringent National .Fire Protec
tion Association (NFPA) stand
a rd No. 306, Control of Gas 
Hazards on Vessels to be Re
paired. An update of this 
program will be described in 
more detail in an upcoming 
article. 

4. The National Academy of 
Sciences has undertaken a panel 
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dealing with "toxic interac
tion" under the Committee on 
Maritime Hazardous Materials . 
This committee has been estab
l i sh ed through t he auspices of 
the Cargo and Hazardous Mate
rials Division . The Coas t Guard 
marine safety inspect or a nd 

marine indust ry seaman are cer-
tain cla sses of individuals who 
encounter vapors of different 
chemica ls in the performance of 
their jobs . This panel i s evaluat
i ng e xposures t o multiple sub
s t ances at low concentrations 
and wi l l decide if this exposure 
is a chronic hazard to health. 
It has been documented that cer
tain chemicals interact together 
and give a greater than a dditive 
effective of two or more sub
stances (synergism) . 

s. A progra m to r esolve poten
t i al int eragency regulat o r y con
flicts between OSHA and Coast 
Guard began on January 31, 1978 . 
The reason for this program is 
to "maximize the level of occu
pationa l safety and health pro
tection, and t o increase the 
effectiveness of allocated Fed-

Task groups e r al r esources ." 
were e stablished 
j.nvestigations , 
ing, training, 
standa rds a nd 
standards . The 

to deal with 
commercial div
vessel safety 
vessel health 
last task group 

reviews both agencies ' maritime 
regulations to determine what 
r e gulations need to be promul gated 
by each a gency to fil l existing 
gaps i n each agency ' s vessel 
health regulations. 

A Memorandum of Agreement (MOA) 
was drafted by this task group 
and submitted on May 30, 1978 to 
OSHA for comment . On September 6 
OSHA r eturned the draft wi th cer
tain cha nges which the Coast Guard 
is presently e valuating. The 
complet ed MOA will be published 
later this y ear . 

The purpose of this MOA is to 
acquaint the public with t he joint 
efforts of the two agencies to 
eliminate possible in teragency 
confl i c t s and duplication of ef
f ort . Because both USCG and OSHA 
have s t atutory authori t y relati ng 
to various occupational health 
aspects within the maritime in
dustry, cooperation between the 
t wo agencies is essential in the 
area of health standards develop
ment . The two agencies wil l, a t 
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a later date , then develop a 
Memora ndum of Understanding (MOU) 
which will address mor e specifi
cally t he procedures f or this 
cooper ation. The MOU would, hope
f u l ly, be complet ed one year after 
t he publication of t he MOA. 

6 . Final ly, a long-t e rm proj
ect has been s tarted which ad
dresses the engineering controls 
to be used for chronic toxic 
agents. This project i s in its 
embryonic stages . Initially , the 
criteria for chronic toxic agents 
will be def i ned and then cert ain 
t ank ve ssel desi gns will be 
developed to r e duce the hazards 
assoc iat ed with chronic toxicity . 

The benzene standard controver
s y has generat ed a new awareness 
in the ove rlying problem o f mari 
time worker safety when exposed 
to a wide variety of concentra
t i ons and types of chronic t oxic 
agents • Several new occupational 
health projects have originated 
as a result oC this new awareness 
and the resultant moral and legal 
obliga tion to reduce or eliminate 
the p roblem. Progres s, a lthough 
slow, is discernable . 

The Coast Guard has prepared an 
easy- to- read, illustrated guide 
for the safe handling and carri
age of benzene . Copies are avail
able free of charge through: 

Commandant (G-M HM/ 3) 
u. s. Coast Guard 
Washington, DC 20590 
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LORAN- C DISPLAY SYSTEM TESTED 

The u. s. Coast Guard began test
ing a LORAN-C Display System 
(LOS) on June 19, 1978 at Vessel 
Traffic Service (VTS) San Fran
cisco to study the feasibility of 
using LORAN-C as a sensor in the 
VTS system. The technical objec
tives of the test are : To look 
at a LORAN- C s urveilla nce sensor 
system for VTS; to l ook a t the 
data communication link requlred 
for such a syst em; and t o a ssess 
both the positional accuracy of 
the display system and its suit
ability f or maintaining vessel 
separation . The LOS is designed 
to track any vessel that transmits 
its position , i n terms of time 
differences of two specified 
LORAN-C pa irs , over a VHF- FM com
munication link. The system is 
unique in that it stores position
al data f o r playback in either a 
static or dynamic mode. Other 
LOS featur es include measuring 
range and bearing between two 
objects , continuous zoom in/out 
of a stored , digitized map dis
play and the capabilit y to make 
hard copy of anything shown on the 
display . The initial test was 
carried out at the Research and 
Development Sensor Tracking Test 
System located at VTS San Fran
cisco. The design, impleme nta 
tion , a nd test of the system is 
a combined effort of the Coast 
Guard and the Transportation 
System Center. Analysis of the 
test is still in progress . 

The above note , taken from the 
Commandant ' s Bulletin, Issue 42-
78, 16 October 78 , is not intended 
as a comprehensive u . s . Coast 
Guard Policy statement, and is 
non- r e cord material . 
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"ABANDON RIC!" 

On April 15, 1976, the self- ele
vating mobile drilling unit OCEAN 
EXPRESS capsized and sank while it 
was being towed by three tugs from 
one drilling site to another in 
the Gulf of Mexico. The crew, ex
cept for the barge mover , aban
doned the rig in two survival 
capsules. The barge mover was 
evacuated by a Coast Guard heli
copter just seconds before the 
OCEAN EXPRESS capsized. All of 
the crew members in one of the 
capsules safely transferred to an 
attending vessel. The other cap
sule capsized in the vicinity of 
one of the tugs due to wave action 
and shifting weight. Seven men 
escaped from the overturned cap
sule and safely boarded the tugs; 
thirteen other persons were 
trapped inside and drowned . 

the loss of the Ocean Express 

The OCEAN EXPRESS, a self-ele
vating mobile drilling unit con
structed of welded steel, was 
owned by Odeco Drill ing, Inc. of 
New Orleans, Louisiana. The 
platform hull measured 166 feet 
in length, 109 feet wide and 16 
feet deep, and consisted of two 
separate levels . The upper level 
of the platform contained a 147-
foot- high derrick and an 83- by 
83-foot helicopter pad. The lower 
level contained the machinery 
spaces, mud room, storage rooms, 
and living quarters . There was a 
total of 24 watertight doors 
within the lower level separating 
the 20 compartments . 

'I'he bottom mat on the OCEAN 
EXPRESS was equipped with a 2-foot 
scour skirt designed to rest on 
the marine bottom. The mat was 
composed of 14 tanks , 6 of which 
were permanently flooded, 6 per
manently buoyant , and 2 were keel
cooling tanks . The bottom mat was 
connected to a barge- like platform 
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by three cylindrical legs , 12 feet 
in diameter and 312 feet in 
height. These legs were perma
nently attached to the mat. The 
distance between the mat and the 
barge was controlled by raising 
or lowering the legs by means of 
a jacking mechanism, located at 
each of the three podhouses 
through which the legs extend . 
The legs were constructed of 1 and 
1/4- to 3- inch-thick structural 
steel . One leg was located at 
the bow, one the centerline o! the 
barge , and one at the port and 
starboard stern corners . 

Preparation to Move 

On Monday, April 11, 1976 at 
0900 the barge mover made prep-
arations to move the OCEAN 
EXPRESS . His responsibilities 
included obtaining and directing 
the operations of towing vessels 
necessary for the move, insuring 
that the rig was secure for sea, 

obtaining weather f orecasts to 
insure that weather conditions 
were favorable for the move and 
making certain calculations as to 
the amounts and locations of 
various equipment and supplies 
aboard the vessel so that pre
scribed conditions of draft, trim 
and stability were maintained. 

By 0700 on April 14, the barge 
mover had completed t he prepara
tions and the OCEAN EXPRESS began 
jacking down . The location of the 
rig at this time was in Block 803, 
Mustang rsland a rea , off the Texas 
coast . The water depth at this 
location was 124 feet . 'l'he OCEAN 
EXPRESS was to be relocated to 
Block A- 57, which was about 33 
miles east-northeast (062'T l of 
Block 803 . 

On April 13, three tugs which 
had been ordered by the barge 
mover to assist the move arrived. 
The tugs were made up with the 
GULF EXPLORER on the starboard 
bow, the GULF VIKING on the port 
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bow, and the GULF KNIGHT on the 
starboard stern. The GULF 
EXPLORER was designated the "lead 
tug," which meant that it would 
set the course and speed for all 
tugs during the move. The towing 
configuration was based on the 
experience of the barge mover. It 
was his opinion that one 3,600 
hor sepower (HP) tug could keep t he 
rig headed into the seas . 

On the morning of April 14 the 
seas were 4 to 6 fee t and the winds 
about 1 0 knots, both out of the 
southeast. The National Weather 
Service was forecasting similar 
conditions i n that area of the 
Gulf of Mexico for the next 24 
hours . 

The barge platform was in the 
water at 0830 as a result of the 
jacking down operation. The mat , 
however , was still on the bottom 
and it t ook approximately 1 1/2 
hours to break loose the mat suc
tion. After the suction was 
broken , the trim and stability 
were checked and evaluated as 
satisfactory by the barge mover 
before the mat was rai sed to a 
depth of 80 feet. The platform 
draft and freeboard were calcu
lated by the barge mover as being 
8 feet 9 i nches and 7 feet 3 
inches, respectively. 

OCEAN EXPRESS in Transit 

The OCEAN EXPRESS departed 
Block 803 at 1100 on April 14. 
The course of the OCEAN EXPRESS 
was 062 ' true and the estimated 
speed over the ground was about 
3. 0 knots for the 33-mile voyage. 
The tug GULF KNIGHT was relocated 
to the port bow alongside the GULF 
VIKING, while t he other two tugs 
remained as previously described. 
At this time the seas were gen
erally from the northeast at S 
to 7 feet. The winds were from 
t he same direct ion , estimated at 
about 1S knots with some higher 
gusts . There was little change 
in this weather from t he old loca
tion until arriving at Block A- S7. 

When the ~ig was approximately 
one mile from the new location, 
the barge mover commenced jacking 
down the mat from the 80- foot 
draft. The tugs were repositioned 
with the GULF KNIGHT on t he port 
stern and the GULF EXPLORER on the 
starboard stern . The GULF VIKING 
remained secured to the port bow . 
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Its tow l i nes were shortened to 
facilitate managing the rig. On 
this configuration, the rig was 
swung around toward the location, 
keyway f irst, with the bow headed 
into the seas . At approximately 
0 100 April 1S, it was noted that 
the winds were i ncreasing and the 
seas had exceeded t he recommended 
height for j acking operations• 
The barge mover then closed t he 
jacking operation at 148 feet of 
draft and ordered the single tug 
on the bow, GULF VIKING, to pull 
into the seas to hold the rig on 
location. Ne ither of the other 
tugs was repositioned at that 
time. 

Events on Location 

There was a gradual increase 
in wind and seas throughout the 
rest of the night. At 0600 the 
seas were estimated at 8 to 10 
feet in height, although some rig 
personnel believed the seas were 
actually closer to 10 to 12 feet 
in height . While the morning area 
forecast indicated southeasterly 
winds 1 S to 2S knots and S- to 8 -
foot seas, the OCEAN EXPRESS was 
experiencing elements that ex
ceeded those conditions. As the 
morning progressed, the on-scene 
weather continued to worsen and 
the OCEAN EXPRESS was receiving 
National Weather Service fore
casts which did not match the 
projected predictions. At 0900, 
the dri l ling foreman contacted 
his employer, Marathon Oil Com
pany, located in Rockport, Texas, 
who advised him t hat Uni versal, 
a private weather service, had 
forecasted southeasterly winds 
from 40 to 4S miles per hour, with 
12- to 1 S- foot waves for the area 
around the OCEAN EXPRESS. The 
drilling foreman ii:tdicated that 
he passed the forecast to t he 
barge mover; however , the barge 
mover and toolpusher denied 
knowledge of this information . 

At approximately 1000 hours, as 
the winds and seas continued to 
mount, the barge mover ordered 
the t wo tugs a t the stern of the 
rig t o swing around toward the 
bow to help hold the rig on loca
tion. All three towlines were 
lengthened at this time. 

Heavy spray and an occasional 
sea crossed t he barge deck a s the 
rig rocked in the seaway during 

the forenoon. During the early 
afternoon, the sea and swel ls con
t inued to build with heavy spray 

and water routinely passing over 
the main deck. The crew had to 
resecure some drill collars and 
tighten chains located on the port 
side of the rig. Some water had 
been entering the vent system to 
the quarters during the entire day 
and the crew was constantly mop
ping up water in the living quar
ters . By mid- afternoon water had 
accumulated in the vent system and 
was leaking from the overhead, 
through the eight fixture open
i ngs . 

At about 1S10 on April 1S, t he 
GULF KNIGHT experienced a mate
rial failure that rendered one 
engine inoperative . This failure 
later was found to be the result 
of a bolt from a cracked housing 
of the clutch gears falling into 
the gears . Repairs could not be 
made, so the tug' s home office in 
Harvey, Louisiana was advised and 
arrangements were made for a 
relief tug to arrive on scene at 
0700 on April 16. The barge mover 
asked the tug operator of the GULF 
KNIGHT if he wanted to take their 
towline off and return to shore. 
The ope rator responded that he 
would remain until the relief boat 
came and do the best he could 
with one engine . H~wever, after 
a time I the GULF KNIGHT could not 
hold its heading into t he heavy 
seas and dropped back into a 
trailing position . 

At about 1930 on April 1S the 
towing line on the GULF VIKING 
broke. The GULF VIKING had been 
made up to the port bow of the 
OCEAN EXPRESS and had been holding 
the 20- to 2S- foot seas and So
to SS- knot winds at that time. 
When the towline parted, person
nel aboard the OCEAN EXPRESS were 
dispatched to the port bow tri
angular deck to retrieve the 
parted towline and stand by to 
receive another line. This at
tempt was not successful due to 
heavy boarding seas. Another 
attempt to retrieve the towline 
was made from the heliport area 
without success . 

The OCEAN EXPRESS was equipped 
with one 10,000-pound anchor and 
about 1, 000 feet of 2 1/8- inch 
cable on a winch. Sometime after 
t he GULF VIKING towline broke, the 
barge mover asked t he toolpusher 
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to drop the anchor. The tool 
pusher thought the anchor would 
fall on the mat . Two men were sent 
to check on the anchor but no re
ports were received by the barge 
mover or toolpusher concerning 
this. No further attempt was made 
to drop t he anchor. 

At 1930, shortly after the GULF 
VIKING towline parted, some of the 
pipe in the racks on deck shifted· 
When the number one driller 
learned of this situation he 
immediately sounded the general 
alarm , indicating abandon rig, 
without consulting anyone . The 
number one driller stated he 
sounded the alarm to get everyone 
up and about and to attract their 
attention. The toolpusher in
dicated that when he heard the 
alarm, he was just preparing to 
sound it. The barge mover ques
tioned t he soundin g of the alarm, 
f eeling that the OCEAN EXPRESS was 
not in danger of sinking. There 
were a ttempts made to tighten the 
securing devices holding the 
shifted pipe , but this was aban
doned as being too dangerous . At 
this time most personnel aboard 
the OCEAN EXPRESS were standing on 
the weather deck with lifcjackets 
on waiting f o r further orders. 

At 2000 the drill foreman con
tacted his shoreside supervisor 
and requested Coast Guard assist
ance . The Coast Guard Air Station 
at Corpus Christi , Te xas received 
a r eport at 2010 from a Marathon 
Oil representative that an oil rig 
was sinking. By 2018 the first 
Coast Guard helicopter was under
way to the scene. The barge 
mover was not aware that t he Coast 
Gua.rd had been called. When com
munications were established be
tween the OCEAN EXPRESS and the 
Coast Guard aircraft at 2035, the 
barge mover reported that the rig 
was not sinking but that some pipe 
shifted when they took a large 
wave, and that the tugs were hold
ing the rig into the seas. He did 
indicate he wanted the helicopter 
to take most of the personnel off 
the OCEAN EXPRESS. 

At 2115 on April 15 , the derrick 
on the OCEAN EXPRESS shifted to 
the starboard and the rig imme
diately took an increased star 
board list. The toolpusher 
overheard t he Marathon Oil repre
sentative say: "Well, l et ' s all 
get i n the capsul es ." The tool
pusher, without consulting the 
barge mover , then gave the order 
to the crew to.abandon the OCEAN 

Survival Capsule #2, inverted. 
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EXPRESS. Everyone on board , 
except the barge mover, ent ered 
the two capsules on the starboard 
side. The toolpusher made an 
attempt to tal k the barge mover 
into leaving in one of the cap
sules but the barge mover de
clined, indicating that he 
thought he could save the rig. 
However, about 15 minutes later 
the barge mover was rescued from 
the OCEAN EXPRESS by a Coast Guard 
helicopter just seconds before t he 
rig capsized and sank . 

Shortly before he left the rig, 
the barge mover had ordered the 
GULF KNIGHT a nd GULF EXPLORER to 
let go their towlines . Both 
captains put this time at 2130 
and both described the rig as 
capsizing to starboard while sink
ing by the starboard quarter . The 
OCEAN EXPRESS turned her port side 
broadside into the seas just be
fore capsizing, with the port leg 
the last part of the rig visible 
before sinking out of sight at 
about 2 135. The depth of water 
was estimated to be about 155 
feet . At 2130 the GULF' KNIGHT took 
a LORAN fix whi ch showed the 
position of the OCEAN EXPRESS at 
27 degrees 52 ' N; 96 degrees 16. 5' 
W i n Block A-9. 

Rescue 

At about 2130 the H- 52 heli
copter CG-1444 arrived on scene. 
The pilot described the rig at 
that time as generally headed into 
the wind and seas. The seas were 
br eaking over the port bow and the 
rig listing by the starboard quar
ter at 20 to 25 degrees . The pilot 
could see t wo survival capsules 
in the water along the sta rboa rd, 
lee side of the rig. The barge 
mover requested to be taken off 
and he proceeded to the forward 
port corner of the helipad. 
The pilot found it difficult to 
maintain a hover with the aircraft 
and also noticed that the rig was 
now listing 25 or 30 degrees to the 
starboard quart er . On the second 
approach to pick up the barge 
mover, which was also unsuccess
ful, the pilot noticed an even 
gr•'ater list, estimated at 45 
de\;rees, with spray actually 
coming into the helicopter . On the 
third approach the barge mover was 
able to climb into the lowered 
personnel basket . At this time the 
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pilot first thought the helicop
ter was rapidly losing altitude , 
but l ater reali zed the rig was 
capsizing and t he helipad was 
coming up toward him. Seconds 
af t er the barge move r was rescued, 
the rig capsized. 

Capsule # 1 was the forward- most 
capsule on the starboard bow. It 
was suspended from a f ramework 
with a power winch for raisi ng and 
l owering it outboard of the hu ll 
of the OCEAN EXPRESS . At 2 11 5, 
when the deci sion was made to 
abandon the rig, 14 men entered 
capsule # 1. All men were wearing 
l ifejackets. The capsule was 
lowered without incident and the 
engine started without diffi
culty. The l ights of a vessel 
standing off in the distance were 
seen and the capsule was steered 
in that direction. Upon ap
proaching, capsule #1 and survey 
vessel NICOLE MARTIN came together 
heavily. The NICOLE MARTI N then 
made preparations to transfer 
personnel from the capsul e . There 
was no panic or confusion by the 
capsul e personnel before or dur
ing the transfer. All agreed to 
abandon the capsule, and all 
agreed that t he capsule handled 
and rode well for the conditions . 
There were no equipment failures 
with i n the capsule, other than 
what was thought to be an over
heated engi ne . 

The NICOLE MARTIN attempted to 
recover the capsule that night , 
but it slipped its lines and 
accumulated water through open 
doors . It was later r ecovered 
at rest the fol lowi ng day in an 
inverted position. 

Capsul e #2 was l ocated in the 
port bow of the OCEAN EXPRESS just 
aft of the heliport deck. The 
barge mover states that capsule 
#2 was struck by a large wave and 
lost from the rig at approximately 
2015. This capsule was recovered 
after it washed up on a Texas beach 
approxi mate l y five days after th.e 
casualty. 

Capsule #3 was lowered from the 
OCEAN EXPRESS with 20 men on 
board . The capsule experienced 
problems with the releasing gear 
while in the water. One of the 
men opened the top hatch and un
successfully attempted to r elease 
the capsule by manipulating the 
rel easing gear from the outside 
handle . 
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Apparently, ther e was approxi
matel y three turns of c able with 
an eye in it around the hook and 
re l easing mechanism. Attempts 
were made to uncoil the cable from 
the hook. Failing t his , one of the 
men used a hatchet from t he cap
sule equipment supply and beat on 
the releasing mechanism and t he 
hook and final ly attempted to chop 
the l owering cable . At this t i me 
additional slack appeared in the 
cable , per mitting it to be de
tached from the releasing mechan
ism. The motor was then started 
wi thout difficulty and the capsule 
moved away from the rig . 

The capsule continued away from 
the rig for 15 to 20 minutes with 
its stern to the seas. During 
the transit the engine appeared 
to overheat, producing exhaust 
and diesel fumes which caused 
headaches and seasickness among 
several of the crewmembers. At 
approximately 400 yards from the 
rig several men saw the lights of 
the GULF VIKING and warned the 
capsule operator of the impending 
collision. The capsule operator 
applied right rudder and the GULF 
VIKING fol lowed. The GULF VIKING 
had been at the port bow area of 
the heavily listing drill rig. 
The tug took approximately six 
minutes to reach the capsule after 
leaving the port bow area of the 
rig. The tug operator circled the 
capsule, put the stern of the tug 
to the seas, and placed the en
gines in neutral with the capsule 
on the port side. An attempt was 
made to pass a line from the 
capsule to t he tug but it fell 
short in the water. At this time 
a large wave came from t he stern 
of the capsule and slammed it into 
the side of the tug. The capsule 
was about 1 5 feet from the tug 
prior to the col lisi on . More than 
half of the men in the capsule 
had their seat belts off at this 
time and were 
violently. 

thrown about 

After a short period of time, 
tow lines were attached to the 
capsule leading from the tug. The 
lines a l lowed the capsule to move 
a maximum of five feet off the 
tug. A discussion ensued between 
t he tug and capsule crewmembers 
concerning the need for the tug 
to tow the capsule into shallow 
and cal m water . There is some 
controversy as to whether the tug 

crewmembers under stood the intent 
of the capsule crew. At the same 
time , capsule personnel thr ew off 
the line attached to the rel ease 
hook at the top of the capsule. 
When this 1 1/4- inch line was 
thrown off, the capsul e, with the 
sea painter still attached to t he 
releasing hook, immediately 
drifted aft of the tug. The tug 
operator shifted his maneuverin g 
controls on the stern and at
tempted to maneuver the t ug 
closer to the drifting capsule by 
reversing the engines . There was 
a heavy strain on the line and 
it was jerking as it played out 
from the bitt on the rig. The op
erator of the capsule, meanwhi l e, 
was backing the capsule with the 
engine t o get away from the tug. 
One member 0f the capsule crew was 
still partially outside of the 
capsule hatch. A tipping motion 
started and one of the capsule 
crewmembers saw the slack in the 
line between the two vessels being 
taken up. He then felt a j erk and 
the capsule flipped in the direc
tion of the tug while at the crest 
of a breaking wave. 

As the capsule til ted on edge , 
the men who were not strapped in 
fell to the bow side of the cap
sule and on top of the men who were 
seated by the doors. When the 
capsule flipped, it started taking 
on water through t he doors . One 
of t he men yelled: "hold the doors 
t ighter!" In a short t i me the 
capsule filled half full. The men 
were urged to remain calm and to 
remove their boots to facilitate 
swimming. All of the men still 
had on their life jackets. Some 
crewmembers began to e xpress fear, 
which led to praying and crying. 
Someone wanted to open the doors, 
others disagreed. An air pocket 
formed in the top of the inverted 
capsule. It was very hot and the 
odor of diesel oil was prevalent. 
The water seemed to stop once 
reaching t he half- full point. The 
men did not immediately attempt 
to evacuate the capsule, since 
they expected it to be righted by 
the tug very shortly . 

The operator of the GULF VIKING 
maneuvered his vessel astern and 
came alongside the capsized cap
sule. The capsule was approxi
mately 10 feet from the tug when 
the line was retrieved by a tug 
crewmember who made it fast to 
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the stern bit and attempted to 
right the capsule. Three other 
men joined in this effort . They 
pulled on the line by hand and 
the 1/2-inch nylon line parted 
close to where it was still t ied 
off to the releasing hook . The 
line was pulled back aboard, a 
lasso was made and placed around 
the capsul e skirt . The line broke 
again at the point where the bow
line was tied to make the loop 
for t he lasso. 

The efforts to right t he capsule 
seemingl y caused the water level 
to rise in the capsul e. The men 
began to panic. The capsule doors 
were held shut by two men. The 
jerking motion of the capsule 
caused disorientation of the cap
s ule personnel. One hard j erk 
caused the men in the capsule t o 
fall on top o f t he two men holding 
the door shut. One of the men 
holding the door shut, along with 
another man, was forced out of 
the capsul e door. These men swam 
to the surface and were rescued 
by t he crew of the GULF VIKING. 
It was estimated that they had 
spent 20 to 25 minute s in the in
verted capsule . Meanwhile, an 
attempt was made to put a line 
around the capsule skirt, which 
resulted in the skirt being pulled 
off. The crew again tried to 
right the capsule by tying a line 
t o t he propeller area of the cap
sule , but it was cut by the 
propeller blades. 

Af ter these two men escaped from 
the capsule, the tug operator got 
on the radio and asked the other 
vessel s to assist with the men in 
the water . In response, t he GULF 
KNIGHT a rr i ved and p i cked up two 
more sur vi vor s . Thr ee other men 
escaped the capsul e. One escaped 
by diving down and out through a 
hatch with his life jacket on. 
Another man dove out of an opening 
while wearing a life jacket. The 
last man found the top hatch of 
the inverted capsule wi th his fee t 
while in the dark . Air was getting 
short and it was very hot in the 
air pocket. He told the others to 
l eave. One man said "no" and so 
he went out feet first through the 
hatch to the surface . 

A total of seven men managed to 
escape the c apsized capsul e . 
Thirteen men drowned. The capsule 
was recovered t he following day 
by the USS LEXINGTON I assisted by 
the M. L . LEVY and the GULF KNIGHT. 
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Capsule #3 is retrieved by t he USS LEXINGTON 

When retrieved, it was intact and 
all 13 bodies were still inside. 

Marine Board of Investigation 

The u.s. Coast Guard Marine 
Board of Investigation met to 
determine the cause of the cas
ualty, thereby hoping to prevent 
recurrence . The Board concluded 
"that the primary cause of the 
capsizing of the OCEAN EXPRESS was 
the loss of directional control 
resulting from the loss of the 
GULF KNIGHT' s engine and the 
breaking of the GULF VIKING I s 
towline at a t i me when the weather 
conditions were worsening." It 
was deci ded t hat the capsizing of 
capsule lt3 was attributable to 

wave action and shift of weights 
when per sons not using seat belts 
fell to the low side. Lack of 
knowledge, training and disci
pline reduced the likelihood of 
a n order ly evacuation of capsule 
#3 . The Board stated that t he 
l ack of a self- righting feature 
in the inverted position contrib
uted to the loss of l ife; however, 
the Whittaker Survival Capsules 
r emain an effective means of 
escape and survival for use on 
offshore drilling uni ts and plat
forms. Also, the Board concluded 
that there is a n apparent need for 
increasing the scope of weather 
services for marine users, and an 
app a rent lack of weather observa
tion stations in the Gulf of 
Mexico. 
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Resulting Board recommendations 
i ncluded expediting proposed reg
ulations which would bring vesse ls 
as the OCEAN EXPRESS under the 
Inspection Laws o f the United 
States, and that these regulations 
contain a list of i t ems required 
to be in the operating booklet for 
self-elevating units. The Board 
recommended that leadership re
sponsibilities should eventually 
be vested in the toolpusher, 
through a long-range program in
volving industry training and 
government licensing. This would 
put the barge mover in a n advisory 
rol e, similar to the pilot/master 
concept . Also, it was suggested 
that the licensing exemption for 
tow boats operating in the off
shore o il and mineral industry be 
deleted ( 46 USC 405b ( 3) ) • The 
Board recommended that the 
National Weather Service and u. S. 
Coast Guard consider jointly ways 
to better disseminate weather in
formation to mar ine indus try 
users, assess the need for im
provements to the overall system 
and consider the merit of estab
lishing a formali ze d network of 
"Mari ne Service Stations" similar 
to the Flight Servi ce Station 
System currently available to the 
aviation community. 

Commandant's Action 

The Commandant concurs with the 
Board on t he primary cause of the 
capsizing of t he OCEAN EXPRESS. 
The need for formal training and 
licensing of persons in charge of 
movi ng mobile drilling uni ts is 
recognized. Also, the need for 
better crew training in the oper
ation of survival capsules is 
evident. 

The Coast Guard published a 
Notice o f Proposed Rulemaking 
( NPRM l for the inspection and 
certification of offshore drill
ing units, includi ng self
elevating units, on May 2, 1977. 
It is anticipated t hat the f inal 
regulations will be published by 
the end of 1978 . This same NPRM 
proposed requir ements for a 
Coast Guard approved operating 
manual and lists some of the i n
f orma ti.on r e quired to be contained 
in it. In addition, i t contains 
proposed requirements that drill
ing units be outfi tted with a 
line- throwing device and e.mer
gency flares. 
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In response to further Board 
recommendations, the Coast Guard 
has contracted the services of an 
independent research firm to con
duct a survey of industrial/mari
time mobile drill unit personnel 
training and qualification re
quirements . This research will 
assist in developing regulations 
to assure that commercial vessel 
personnel have the skill and 
knowledge necessary for safe 
operation of these units. 

The Coast Guard is examining the 
statute relative to the exemp
tion of off shore oil and mineral 
industry tugs. Also, the National 
Weather Service has been con
tacted for consideration o f Boar d 
recommendations concerning im
proved dissemination of weather 
reports for marine industry use. 

One of the reasons the Coast 
Guard conducts casualty investi
gations is to determine if modi
fications to approved equipment 
are necessary in order to prevent 
recurrence of casual ties. There
fore, regulations currently ap
plicable to survival craft, 
including covered craft, are being 
looked into for possible change. 

other Board recommendations 
per taining to t raining mobile 
drill unit crewmembers have been 
concurred in with the Commandant. 
Persons interested in reviewing 
the entire official report may 
order the document from the 
National Techni cal Information 
Service, Springfield, Virginia 
22151. Request u.s. Coast Guard 
Marine Board of Investigation 
Report No. USCG 16732/61865, 
OCEAN EXPRESS (Drilling Unit) . 
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What the hell ts going on zn Yorktown?-'-' 

" What the hell is going on in Yorktown?" 
Commander Sam Cavallaro, chief of the Coast Guard's 
new Marine Safety School, has been addressing that 
question a lot lately . After only one year of 
operation, the new school has surpassed even the 
highest expectations of everyone involved. In that 
short time it has achieved international recog
nition as an idea whose time has come . 

A visit with the Commander and his staff revealed 
that the Marine Safety School (MSS) was not an 
overnight inspiration, but a natural result of 
a reorganization which has affected the Coast Guard 
as a whole . The school, as it is, was formally 
established in October 1977 . It is housed on 
the fi rst floor of a new training building, 
Hamilton Hall , at the Coast Guard Reserve Training 
Center in Yorktown, Virginia. Two existing schools 
were combined to form the MSS--the Merchant Marine 
Safety Sc hool and the Marine Environment and 
Systems School. The latter was itself a composite 
of t wo earlier courses , Port Safety Law Enforcement 
and Mar ine and Environmental Protection. 

Once upon a time ports, vessels and waterways 
were looked upon as separate entities. These three 
fields developed independently , each gaining 
importance in t he public eye as various marine 
incidents occurred which highlighted t he roles they 
played in world commerce and safety . The Coast 
Guard became involved as necessary to protect 
national interests and security . During the First 
World War, u. s . provision of wartime supplies to 
the Allied Forces aroused the threat of sabotage 
to our ports. Theref ore , in 1917 the Coast Guard 
was temporarily assigned the responsibility for 
port safety and security. This became a permanent 
assignment in the 1950 ' s when the world political 
climat e, under the influence of the cold war, 
required that ports and waterways be protected 
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through continuous surveillance. Commercial ves
sel safety began to attract public attention before 
the advent of World War II . The responsibility 
for merchant marine safety was transferred from 
the Department of Commerce t o the Coast Guard in 
1942. By 1946 the Coast Guard was well into marine 
inspection , and was training its officers to in
spect commercial vessels . Concern over marine 
environmental protection began in the late sixties 
when the Torrey canyon incident, the first large 
supertanker accident, focused world- wide attention 
on the hazards of oil spills . Today , pollution 
response is a growing international concern , 
monitored in u.s. waters via the Coast Guard. 

Eventually it became evident that, in reality, 
the safety of ports, vessels, and the marine 
environment is interconnected and should be con
sidered jointly. New legislation reflected this 
realization; existing statutes were combined and 
amended to suit changing ideas and i nterests. 
As laws were affecting the jurisdiction of these 
areas, the Coast Guard began reorganizing by com
bining certain functions to parallel new legis
lative developments and to insure proper, efficient 
enforcement of changing laws. Two major laws 
promoting Lhis reorganization trend were the Ports 
and Waterways Safety Act of 1972 and the Federal 
Water Pollution Control Act. 

To accommodate these conceptual changes, the 
Coast Guard began combining its responsibilities 
for ports, vessels and waterways. The duties of 
Captains of the Port and Marine Inspection Offices 
were brought together in Marine Safety Offi ces 
(MSO' s). The schools at Yorktown underwent a 
corresponding modification in order to train marine 
safety officers and petty officers . On July 1, 
1976 the schools began the necessary transforma
tion by combining the Port Safety Law Enforcement 
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School and the Marine Environmental Protection 
School into the Marine Environment and Systems 
School . One year and three months later this school 
was merged with the Merchant Marine Safety School, 
producing a series of courses for the new Marine 
Safety School (MSS). 

The MSS has a singular goal : to train mari ne 
safety officers and petty officers for t he Coast 
Guard's commercial vessel safety, marine environ
mental protection and port safety and security 
programs . All courses offered by the school are 
related in subject, although the level and 
method of approach differ to suit student needs. 
Two basic entry-level training courses are of
fered, known by staff and students a s MSBIC and 
MESPOC. MSBIC, Marine Safety Basic Indoctrination 
Course, is a 12-week program for junior officers 
entering the marine safety field. Most students 
attend MSBIC af ter three to six months of f amil
iarization at a post where they are involved in 
commercial vessel safety, port safety a nd security, 
or marine environmental protection. Completion of 
the MSBIC is not an end to training but a begin
ning-- the majority of students will return to their 
respective posts i n a "training billet," where 
they will gain experience and further knowledge 
from more experience dpersonne l . The administra
tion of t he school is aware that classroom study 
can only be a foundation, an i ntroduction which 
must be augmented and complemented by that most 
respected teacher, practical experience . 

Students of the MSBIC have varied backgrounds: 
they come from military academies , state and 
private marine academies, officer candidate 
schools, the merchant marine service , etcetera . 
Occasionally foreign officers apply for training, 
especially those from developing nations . The 
students are a serious and dedicated group; they 
realize that, in most cases, the i nformation they 
receive is new and that they will be the "experts." 
Study is intense as information is compacted i nto 
as short a tim~ as possible, usually requiring 
eveni ng assignments after a day of hard work in 
class. The various subjects offered cover areas 
such as: federal regul ati ons and their enforce
ment; ship inspection; vessel construction; life
saving ; f ire - fighting; licensing and certification 
of marine personnel; procedures used in conducting 
marine casualty i nvestigations; procedures for 
suspension and revocation of licenses and docu
ments; properties and testing of hazardous car
goes--and much, much more. 

MESPOC, Marine Environment and Systems Petty 
Officer Course, is a technical 5-week program which 
includes both classroom study and "hands-on" 
training. The course utilizes nearby Wormly Creek 
for a polluti on response drill where students 
practice firefighting, depl oyment o f boom and 
skimmers , small boat operation, tracing spill 
sources, monitoring techniques, and recordkeeping 
used to justify funding. These petty officer 
graduates will perform port safetyman, pollution 
investigator and assistant marine inspector tasks 
when they return to their r espective units . 

Student response to both courses has been very 
favorable, in spite of the strenuous study re-
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quirements . For the most part, the classes are 
reported to be interesting and challenging. 
Likewise, staff instructors represent a wide range 
of experience. They a r e carefully selected for 
personal qualifications and varied geographical 
background. There are trained i nstructors with 
experience on the East Coast, West Coast, Great 
Lakes, and major rive rs; they include experts in 
vessel construction, engineering, pollution re
sponse, regulations, and more. Guest speakers 
are invited wherever the input of industries' 
expertise is appropriate and needed--in ship 
construction, transportation, marine terminal 
operations, environmental protection, and other 
commercial areas. 

Aside from these two primary courses , the school 
now offers 15 other specialized entry- level, mid
level, and advanced courses . Some of t hese require 
previous training through MSBIC or MESPOC. They 
i nclude c l asses i n port safety and security; marine 
environmental protection; legal functions; pollu
tion response and investigation; executive level 
seminars for managers of marine safety programs ; 
hearing officer training in the laws, procedures, 
and case histori es of marine incidents and penalty 
processes; field oil fingerprinting (a functi onal 
laboratory t e chnician course); and advanced haz
ardous materials training ( i ncluding the CHRIS 
presentation). 

The new Marine Safety School appears to be a 
long-sought answer to comprehensive training in 
all aspects of marine safety. The school is 
equipped with the latest audio-visual and multi
media training equipment . Most importantly, how
ever, it has a well- informed, dedicated staff and 
e nthusiastic, interested students. In striving 
to accomplish its goal to train efficient marine 
safety officers and petty officers, the new school 
is offering a breadth of marine safety training 
unprecedent e d in the maritime communities of the 
world. 

Hamilton Hall, home of the Coast Guard's 
new Marine Safety School i n Yorktown, Virginia. 

November 1978 
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