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escorts U.S. Naval Ship Algol out of Savannah loaded with equipment for the Persian Gulf.

peration io dout

gnd Security Division Staff Members

rof military might in the Per-
wut through the extraordinary
government and civilian

obstacles in the rush to deliver
equipment and supplies to our
laudi Arabia were formidable.
1of munitions and equipment
seas immediately. Since most of
ransported by ship, many
sere rapidly inundated with

3
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The Coast Guard played a critical role in

wssur oy et nsenerivepyesedssimour
ports, and in superuvising the ing of crucial

mny probtems for the Coast Guard

Challenges included the first large-scale
activation of the ready reserve fleet, the adaption
of port facilities to meet the needs of the Depart-
ment of Defense (DoD), and the provision of
adequate safety and security in port areas.

The success of Desert Shield/Desert Storm
depended upon the rapid sealift of essential
materials. As a matler of fact, 95 percent of all
dry cargo and 99 percent of all petroleum pro-
ducts delivered for the operation came by sea.

Continued on page &

h P



Continued from page 1

Marine safety offices

Coast Guard personnel attached to marine
s £

safety offices (MSOs) throughout our coasta
ports were involved in loadout activities. Such
activities included pre-stow vessel inspections

and plan review, hazardous materials and cargo-

loading inspections, enforcement of safety and
security zones, vessel escorts and assistance to
numerous DoD commands.

At the height of the operations, approxi-
mately 650 Coast Guard men and women were
assigned to support loadout activities at MSOs
throughout the country. They monitored the
loading of nearly 1.7 million short tons of dry

fuel were shipped by allied forces in support of

Desert Shield. Although United States ships
carried more than 80 percent of this cargo, 38
different countries and more than 400 ships
participated in the effort.

A total of 334 ships outloaded from our

protection responsibilities at the same time.

Port security L
Port security, a critical link in the na-

tional defense chain of events, is a vital concern

of any mobilization and deployment mission.
Heightened global tensions can generate an

increase in subversive and illegal activities,

With the advent of Desert Shield, United
States ports were more vulnerable to internal

threats of sabotage and theft, particularly with

the staging of billions of dollars worth of equip-
ment and ammunition. There were threats o

our rapid sealift capabilities.

mington, North Carolina; Charleston, So

involved in loadout activities with local

and DoD counter-intelligence authorit

Coast Guard district offices and

responded to increased security threat
ways. One was Lo ensure that Military

Command-chartered foreign flag vesse

strictly to all vessel entry and crew ma
restrictions placed upon vessels and cr

countries not friendly to the United Sta



Port safety :
ard worked with federal, COTP personhel were soon diverted from
security issues to.inéreased safety concerns. As
DoD units conducted more and more physical
or terrorism. The Captains security activities, the Coast Guard was able to
helped protect vessels and concentrate more efforts toward port safety.
The primary port safety function was to
monitor military and commercial cargoes for
7 compliance with safety rules and regulations to
conducted foot and vehi- ensure their safe transit overseas. Shipments of
munitions and hazardous materials, in particu-
lar, were inspected to ensure safe and proper
stowage, segregation, hazard communication
and adherence to specific vessel requirements.
of the Army Terminal DoD’s desire to deliver combat-ready
vehicles'and equipment often posed problems for
planners and loading personnel, port officials
and Coast Guard safety inspectors. Vehicles and
combat equipment were delivered to port loading
maintained broad = areas fully loaded with fuel and munitions,
which violates explosive loading and hazardous
material regulations.
| . Continued on page 4

Marine Safety Office
Loadout operations

ACTIVEDUTY RESERVES CUTTERS BOATS

s are approximate.) |
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Coast Guard team patrols
port securily zone during
Operation Loadout.

Continued from page 3

For example, once when the Military
Sealift Command planned to load a shipment of
63-ton tanks, it was discovered that they
weighed 72 tons. Military commanders, fearing
delays and shortages ahead, had filled the tanks
with ammunition as a precautibn.

The majority of such discrepancies were
detected at staging areas and were corrected on
the spot. G

Restrictions waived -

Due to national emergency interests,
many restrictive provisions of 49 CFR con-
cerning the application of hazardous materials
regulations to loading operations were waived.
Specifically, Department of Transportation
exemption 3498, which applies only to military
movements during a national emergency,
allowed COTPs to waive certain impractical
loading requirements.

Even though many loading restrictions
were removed, COTP personnel continued to
conduct pre-stow inspections and reviews prior to
loading operations. They also ¢hecked cargoes en
route from staging areas to ve§sels, and moni-
tored, or supervised loading operations ensuring
proper stowage and segregation of cargoes.

Early accomplishments
It took just 72 hours to break

moving the first military unit, the
Division from Savannah, Georgia,
orders to deploy military prepositi
were given on August 7, 1990. Rer
24th infantry’s weapons and tanks
ported some 8,700 miles from Geo
Persian Guifin only eight days. D
wave of Desert Shield, 110 Mlht.ar
mand ships moved cargo.

WateEgggt‘e uar ?i crews and
various groups and stations we
provide waterside security and
enforcement boardings increas
boaters were arrested for violai _
safety zones and escort requirg-—==

The control of anchor
and security zones* wasam
tion of the boat patrols. The
ing of ammunition shipsat t
and providing escorts to sea,
nuous support of stationary
patrols.
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Coast Guard marine
safety officer observes
loading of munitions
during Operation

' Desert Shield.

ofthe logisticsimvolved canbest ;... Whentha dperakions sopshidetheiea

issues to be addressed for future national emer-

at the same time 21 ships were gencies:

personnel access control at loadout

facilities,

roles and assignments of authorities

responsible for security,

language barriers with foreign flag

vessel crews,

sporadic threat assessments,

adequacy and timeliness of intelligence,

stateside shortfalls of qualified security

personnel, and

more new prepositioned and merchant
-Shield/Desert Storm. Planning, ships for future deployments supporting
opment and communication on combat operations.

Continued on page 6

Security Zone :
A designated area of land or water
established by the COTP or district :
commander for a necessary period o :
time to prevent damage or injury to :
vessels or waterfront facilities. The .
primary purpose is to safeguard
against injury and destruction of
ports and waterfront facilities from
sabotage or other subversive acts,
accidents or similar actions.

Council - January-February 1992 5



(Above left) Munitions cwait
inspection and loeding al
secure staging area pierside
at AlJabayl, Saudi Arabia.

(Right) Break bulk munition
loadsare properly blocked
and braced to prevent

shifting while at sea.

Photos by
GM1 Wayne H. Weeks.

Operation Desert Sortie

Continued from page 5
Desert Sortie

In March 1991, the commander in chief of
the United States T'ransportation Command
finalized plans for ammunition retrograde acti-
vities, dubbed “Operation Desert Sortie.” After
military actions ceased in thé Persian:Gulf, the
arduous task lay ahead of returning munitions
and equipment to the United States. Further-
more, since the national emergency was over, the
provisions of exemption 3498 no longer applied
and all waived requirements-were back in place.

In June and again in September 1991,
Coast Guard assessment teams of individuals
with expertise in explosive loading and hazard-
ous materials were deployed to Saudi Arabia to
evaluate the safety of the retrograde operations
and oversee vessel loading operations at overseas
embarkation ports.

The Coast Guard continues to work closely
with DoD commands to promote the safe return
of munitions and hazardous materials from
Saudi Arabia. The ongoing retrograde operation
involves about 250,000 short tons of munitions
and will require up to 40 more sealifts.

Coast Guard involvement in the P
Gulf is projected to continue well into 1
long as ships with munitions and equip

_from Saudi Arabia offload in United Scai

All photos accompanying this ar
(except on this page) are by PA1 Chuck

The following members of the Pc
and Security Division of the Office of M
Safely, Security and Environmental Pr
contributed to this article:

LCDR Gregory F
Port Operations Branch.
Telephone: (202) 267-0498.

LCDR Janice L. Gray, USCGR,
officer, Reserve Unit.
Telephone: (202) 267-0495.

LCDR Randy C. Helland, assisti
Port Security Branch.
Telephone: (202) 267-0486. .

LT Steven M. Hanewich, Part 0]
Branch.
Telephone: (202) 267-6700.
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Maritime Administration

vital

role
in sealift

Equality State (T-ACS 8)
was one of 78 ready reserve
force vessels which took
part in Operations Desert
Shield/Desert Storm.

obert E. Martinez, Deputy Maritime Administrator

d

und

Wtion Desert Shield/Desert Storm was
st concentrated military lift opera-
torld War II. More was lifted in the
deeks of the Persian Gulf operation
first three months of Korea, which was

Yy emergency.

id more than six million tons of

‘equipment via air makes a strong
atement. In terms of lift capacity, how-
ng can match sealift. The first fast sea-

lift ship to arrive in the Middle East delivered
more than 15,000 tons of cargo. A single C-5
transport plane would have had to make well over
200 trips to match that level of carriage capacity.

Ninety-five percent of the total cargo which
supported the allied forces in the Middle East

went by sea. That proportion of overall sealift is
consistent with. historical patterns, and can be
expected to hold true in any contingency in the
foreseeable future. Very significantly, more than
80 percent of the sealift cargo required for Desert
Storm was carried on United States flag ships.

The coalition victory reconfirmed the im-
portance of the American merchant marine in
maintaining an adequate reliable sealift lifeline
to support deployed forces.

Continued on page 8
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Continued from page 7
MARAD focus

The Maritime Administration’s
(MARAD's) principal focus in the Middle East
operations was the activation of 78 of the 96
ready reserve force ships. However, we also
played a major role in providing war risk insur-
ance to nearly 400 vessels and in interacting
with commercial operators.

resort to the call-up of ships under the Sea
Readiness Program or the more draconiari
of requisitioning.

If one were to take a snapshot of al
cargo lifted to the Persian Gulf by March
profile would look as follows. The first st
arrive in Saudi Arabia, the 13 maritime
tioned ships, ended up delivering 4.7 per:

The Military Sealift Command is respon-
sible for obtaining sealift resources and directing
the operation of ships in moving equipment and
supplies for the armed forces. From the begin-
ning of Desert Shield, MARAD maintained close
contact with the Military Sealift Command, as
well as with several other components of DoD,
the Coast Guard and numerous civilian sectors.
The operations reinforced the strong ties
between the civilian commercial transportation
industry and America’s military establishment.

Sealift
To obtain sealift, there are several ways

the United States government can gain access to
the commercial fleet: through commercial opera-
tions in the market, activation of the Sealift
Readiness Program or requisitioning. As it
turned out, the response of the commercial opera-
tors was sufficient, and il was not necessary to

all the dry cargo.

These 13 vessels were deployed in
independent squadrons, each carrying
essary equipment and 30 days of suppl
Marihe expeditionary brigade. Hence,

nearby Diego Gareia, an Ind

Another group of 12 vessels, afl
sitioned ships, provided ordnance, sup
fuel for the Army and Air Force. They
ried a field hospital. In total, these shi
3.4 percent of all the dry cargo.

Both groups of prepositioned sh
privately owned, United States-flag v
under long-term charter to the Milita:
Command. Successful performance of
ships vindicated the concept of mariti
prepositioning.

Military equipment transported by MARAD’s ready reserve force to the Portof Damman,

Proceedinas of the Marine Safetv Council - Januarv-Februarv 1992



the heavy equipment sealiftéd to Damman to support allied troops in Operation Desert Storm.

ships -- the former SL-7s -- are
i Military Sealift Command on

P mostly short-term United
gercial charters delivered 14.3
fgn-flag charters lifted 19.4

f cargo.

rreserve force, maintained by
g-, ten- and 20-day readiness
thtly more than 20 percent of all
ling a third of the unit :

g o "
#flag ocean carrierscalled “the

veup to :‘?.‘,7 00 boxes per week,v asa

n gontrast to earlier “surge” period

mists. This was the role the agree-
fit to address, and the earriers

ya good deal of discussion about
dgn charters. In this instance, the

sssels had been chartered, But, in
st of the United States-flag
y of the foreign charters were for

few voyages, many of them single voyages. In
addition, the average size of foreign vessels was
somewhat smaller than the United States ships.

Hence, less than 20 percent of the dry
cargo went by foreign-flag; although there were
many foreign ships participating. Nonetheless,
the availability of foreign-flag vessels to meet
United States lift requirements in future crises
is an issue, It willbe discussed at DoD and the
Department of Transportation.

* Agfar as plgnn‘ing for future contingen-
cies is concerned, the issue is closely related to
the continued decline in the active, oceangoing
United States—ﬂag{commercxal fleet. Had foreign
charters not been as widely available, other
options, such as the Sealift Readiness Program
or outright requisitioning of United States
vessels could have been taken.

Either choice would have severely disrup-
ted United States-flag commercial trades,
because operators would have had to pull ships
out of their normal trades and face major long-
term business logses. Fortunately, enough ton-
nage was available on the commercial market to
make these options unnecessary. Notably, in
this regard, our nation was niot fully mebilized.

Success factors

Despite its massive logistics nature,
Desert Shield/Desert Storm did not representa
worst case scenario. We must learn from our
experiences, but aveid planning for all future
contingencies based only on this most recent
operation. Many favorable factors contributed to
the success of the sealift:

[ The coalition forces controlled the air and
shipping lanes.
° The United States had near-unanimous

support overseas for what was a relatively
popular effort, which meant that foreign-
flag ships and crews were readily
available.

Continued on page 10
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Continued from page 9
We had six months to build up the
inventory of equipment and supplies
needed to launch offensive operations.

Access to modern port facilities in the
Persian gulf expedited the offloading of
cargo, and we had no battle damage to
either ports or attrition of shipping at sea.

° We had shipyards with large drydocks
available in theater.

® Ample supples of ship fuel were available
in the Gulf.

L More parochially, for MARAD, the phased
activation of ready reserve force vessels
mitigated difficulties in repairing vessels
and obtaining crews.

Reserve force activation

MARAD began activating ships from the
ready reserve force on August 1% 0, eight
days after Iraq invaded Kuwait. Although indi-
vidual or pairs of ships had been activated for
special missions and test exercises in the past,
this was the first multiple activation of the re-
serve force in “real time” since it was established
in 1976. .

Cape Ann is moored at the
Portof Damman after
discharging military cargo.

10 Proceedings of the Marine Safety Council - January-February



H of the 78 ships activated for
fons had ever been test
ring the fleet. Some ships
ars. Some ships could not be
ecause they were laid up far
lities. In addition, because
pt.in “cold iron,” activation
| thipyard work -- about 1,100

k-~ before sea trial.

ion delays also resulted from

ready reserve force alone, Desert Shield created
about 3,000 jobs virtually overnight. To call this
a “surge in demand” grossly understates the dy-
namics of the labor market, which today proba-
bly has fewer than 11,000 oceangoing-billets left.
Desert Shield truly strained this market severe-
ly, given the compressed time requirements and
the time of year.

Desert Shield demonstrated the absolute
necessity of addressing the serious shortfalls in
seagoing personnel which our country will face
in the very near future. MARAD has long been

"The ready reserve force breakbulk vessel Cape Cod transported oversized and oddly-
shaped equipment and materials for use in the Persian Gulfoperations.

y reserve ships were crewed

iipboard jobs. When senior |

s remained unfilled for a time,
ition actions were delayed.
aboard a vessel which has been
,” means starting from step one.

s have no one to ask how the ship

H'correct them as they go along.
ag the ready reserve force in “cold

Proceedings of the Marine Safety Council - January-February 1992

concerned about the negative effects on emer-
gency vessel manning resulting from the long
downward spiral of shipboard employment
opportunities.

Soon there may be an insufficient num-
ber of trained officers and seamen working in
the oceangoing United States-flag fleet to crew
the ready reserve force in an emergency. Ex-
panding the base of jobs in the active fleet is
unquestionably the preferred solution. But
even a reinvigorated merchant fleet is unlikely
to result in more shipboard jobs, given the
larger ships and smaller crews that have
become the norm.

Many former mariners who wanted to
assist in erewing ready reserve ships were
deterred from leaving their shoreside jobs, be-

cause of their lack of reemploy@&t}‘;‘agg;‘% ge 12

11



Continued from page 11

accorded to military reservists. To correct this
problem, the (Bush) administration included a
provision in its proposed "Uniformed Services
Employment Services Act” to provide reemploy-
ment rights for merchant mariners who respond
to a request by the secretary of Transportation to
crew ships in a national emergency. Enactment
would greatly enhance our ability to obtain
additional civilian manpower for the Merchant
Marine to meet national requirements.

In addition, MARAD is working with DoD)
to evaluate future requirements for emergency
personnel, and will pursue developing a man-
power reserve program tailored to the ready
reserve force.

Readiness improvements
Full Congressional funding of MARAD's

current budget request will permit a long-
planned fleet expansion and several readiness
improvements previously curtailed by budgetary
limitations. s

Every ship in the ready reserve fleet on
five-day readiness should be test activated with a
full-power sea trial every other year. One simply
cannot guarantee the readiness of a ship laid up
in “cold storage,” unless it is taken out to sea
periodically.

MARAD is alse looking at some partial
peacetime crewing of high-priority ready reserve
force vessels. A few vessels would be maintained
in a manner similar to the Military Sealift Com-
mand's fast sealift ships. Also, there would be
more outporting of vessels near loadout ports or
activation facilities.

Contracting is an essential part of ready
reserve force maintenance. MARAD relies on
private sector contractors to manage the day-to-
day maintenance of the fleet.

In the future, each ship will have a mana-
ger, backed up by a general agent. Ship manager
contracts are awarded based bn technical exper-
tise, managerial and organizational resources,
and cost.

necessary resources to manage ina

Beecause ships under contract

management.
H

including sealift, for the remai
The interim response
Requirements Study on Apr.
general need for more large,
RO/RO (roll-on/roll-off) vess

vation at the onset of the first p. ha-

There are other pressing
ments. For example, there will
decline in the inventory of Unit
tanker vessels by the end of the
petroleum product was lifted ir
Desert Storm, but it was not ca
the theater -- one of the unique
this operation. However, note
tingency will occur in oil-produ
we will need to provide lift.

On a related matter, MA
assist the Coast Guard in asses
impact of the Oil Pollution Act
vessel supply for tankers and o
We do not yet fully understand
impact of the liability provisios
which will be far-reaching.

12 Proceedings of the Marine Safety Council - January-February 1992



ROIRO ships

s The vessel of choice in the
ﬁ'_g'v'”' Persian Gulf operations was the
i roll-oniroll-off (RO/RO)

vanship. Tanks and trucks can

be driven directly on and off.
All photos accomp:
.o thisarticleare by |

Laws, a MARAD

program specialisi
ystions ° Can we provide greater certainty for
grtant questions remain as to how United Btates operaters benefiting under
I'be provided in the future. current promotional programs in a tran-

iuld ships be designed for afloat pre-
itioning retention with partial crews ih

M States ports, or for use in commer-
ftrade under build and charter or other

Id we develop a program similar to
ivil Reserve Air Fleet for sealift?

he DoD contract cycle with commer- !

perators be extended in duration to
de for more business certainty?

‘ "i,ve devise an approach to allow us to

n commercial sealift for surge car-
rlier in the game?

#will happen to United States-flag
iercial shipping available for sus-
ent sealift when the Operating
tential Subsidy Program and other
otional programs come to a close?

sition between these programs and a
future regime?

Lessons learned

A review of Operation Desert Shield/

i many lessons for futiure

AD’s prospective,the main
underlying lesson is the confirmation that ade-
quate sealift -- however unglamorous it may
appear -- is absolutely essential to protect our
nation’s interests overseas.

The operation was a success, in part,
because the United States still holds a signifi-
cant level of maritime capability. Keeping that
capability available and responsive must remain

an essential objective in our planning.

Dr. Robert E. Martinez is the deputy
maritime administrator of the Maritime
Administration. For information, contact Mr.
Walter Oates, public affairs officer, Maritime
Administration.

Telephone: (202) 366-5807.
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L.O;
vessels

PORT
Bayonne and Earle, NJ
Hampton Roads and Norfolk, VA
Wilmington, NC
Sunny Point, NC
Morehead City, NC
Charleston, SC
Savannah, GA
Jacksonville, FL
Gulfport, MS
Houston, TX
Beaumont, TX
Long Beach, CA 4
Port Hueneme, CA
Concord, CA
Oakland, CA
Tacoma, WA
Homl)lulu, HI
Puerto Rico
Guam
TOTALS:

Source: Military Sealift Command

Figures approximate as of September 1991

VESSELS
35
14
22
38

A total of 2,986,473 short tons of dry cargoes moved, as well as

Proceedings of the Marine Safety Council - January



Activation acti
are intense

t MSO

oad

David Haynes and CWO2 Brian Fisher

Dperation Desert Shield began, the
ift Command asked MARAD to
ons of the ready reserve force. By the
1, MSO Hampton Roat
wad participated in the ¢
tore than 27 percent -- of a total of 78
ive duty for the Gulf war.
s was intense and often ,

1ent of any strategic sealift, the
ce is designed to transport Army
s unit equipment and initial re-

t-type ships, either selected from

from the Navy, or char-

ited States or foreign

ve a high degree of mili-
hess and a significant remaining life.
firginia's James River, a designated
grt for nearly 120 military usable
ire are normally more than 30 vessels

Preparations . .
On August 10, 1990, just eight days after

Iraq invaded Kuwait, MSO Hampton Roads
prepared to conduct safety and compliance
inspections of the ready reserve force vessels
slated for five-, ten- or 20-day activations for
Operation Desert Shield. Before the vessels
arrived at local shipyards, representatives from
MARAD, the vessel managing companies,
shipyards, the American Bureau of Shipping and
the MSO discussed the urgent task ahead.

The MSQ was to conduct the required
vessel inspections as thoroughly and quickly as
possible. Major inspection work force realloca-
tions had to be made to achieve this.

Marine inspectors assigned to other duties
were shifted to inspection work. Those with
considerable experience supervised teams at
each of the local activation shipyards. Inspec-
tors on leave were recalled and others were
brought in from other Coast Guard units. To
ensure that routine work did not suffer, mini-
mum crews of marine inspectors were main-
tained at local shipyards.

Continued on page 16
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Many vessels remained in the
James River national defense

reserve fleet even aft%r;: lu7) Lere

Photo by I.TJG Randy Farmer.
Continued from page 15

Work begins

The first five vessels broken out of the
James River fleet were in either a five- or ten-
day activation status. Initially, the vessels came
to life slowly as shipyard workers hooked up the
necessary equipment.

Before long, with miles of cable, wire and
hose running from every available hatch, port-
hole and, in some cases, newly cut holes, the
vessels were quickly revitalized. As electricity
began to flow to idle equipment, as vital fluids
were pumped through miles of piping, and as

numerous deteriorated componentsiwere identi-

fied, the scramble for spare and replacement
parts began.

Normally, Coast Guard inspectors deter-
mine compliance with safety requirements, but
do not direct the shipyard workers’ activities. In
this urgent situation, however, the vessel man-
aging company representatives and MSO inspee-
tors worked as teams in directing shipyard per-
sonnel to complete required tests and correct
safety deficiencies.

As the activations continued, marine in-
spectors acted to ensure that pressure to deliver
vessels quickly did not erode thorough evalua-
tions of safety-related systems. Some managing
companies suggested that national defense
waivers be requested to allow the ready reserve
force vessels to sail without meeting certain
Coast Guard requirements. These waiver
requests never materialized at Hampton Roads.

Deficiencies
Initially, many vessels were

pliance with the requirements of in
conventions and federal regulation:
come into effect after their accepta
ready reserve force and subsequent
For example, one vessel’s navigati¢
not meet 1977 collision-prevention;
which had applied to the vessel sine
Many vessels had deficienci¢
marine pollution prevention requiz
effect Since 1983. Normally, manaj
have to submit vessel plans to the:C
Marine Safety Center in Washingti
approval to comply with any new 1§
expedite activations, plans submi!;za;
reserve force ships were evaluated
permitting the required equipm@%
stalled, tested and verified almost]

Unfamiliarity

The lack of familiarity wi
systems by crews and managin
sonnel posed significant obstac
safe activations. Crew membel
workers and inspectors researe
vendor manuals to understand.
miliar systems.

An example was the fixe
foam firefighting system on the
H. Callaghan. This unique sys!
series of individually activated

16 Proceedings of the Marine Safety Council - January-February 1



— throu

sfedfiom a proportioner located on an

eek-When in use, thousands of cubic feet
pidly generated, filling the affected
wiccessfully testing this long dor-
numerous components were
emanufactured by the shipyard.
k of current plans on some ships
he testing of cargo hold fire
ipment and carbon dioxide extin-

:ms, remote emergency equipment
d machinery automation controls.

‘problem was cannibalization.

ived at a shipyard for activation

ors, windlass motor and 50 major
s missing more than half of
ation fan motors.

An
ne vesse
inus its

alves, Al
Ja cargo h

Reflagged vessel problems
Other problems faced by marine inspec-

tors concerned foreign-built vessels that had
been reflagged before being accepted in the
ready reserve force. Onboard equipment on most
reflagged vessels does not meet all technical
requirements of United States regulations, since
the vessels were built to foreign standards.

When these vessels were reflagged, each
system was evaluated on a case-by-case basis by
the Coast Guard to determine whether or not
they provided equivalent levels of safety. Due to
changes in managing companies and a resulting
lack of adequate documentation, marine inspec-
tors had difficulty determining whether some
systems had been adequately addressed at the
reflag inspections.

Activated briefly in 1989, Cape-Mohicar, a Seabee vessel, was nearly trouble-free

and its inspection was completed in four days.

Photo by LTJG Randy Farmer.

Marine inspectors faced many problems
with normally reliable systems and equip-
ment. Deteriorated sea valves had to be re-
placed, and bilge suction valves and piping
systems had to be unclogged, replaced or re-
paired. Many propulsion boilers needed tube
replacements and refractory repairs. Lifeboats
needed hull and propulsion machinery repairs.

Deteriorated through-hull spool pieces
necessitated drydocking of one vessel.
Hundreds of watertight and weathertight
closures needed repairs.

Continued on page 18
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Continued from page 17

The sudden demand for spare equipment
emptied warehouses across the nation of essen-
tial items, from pipe expansion joints and valves
to Coast Guard-approved flares and emergency
drinking water for liferafts and lifeboats.

Vess%lurmg tﬁe ugtxal wave of vessel activa-
tions, operating companies found sufficient
qualified mariners to crew the ships. As more
ships were activated, however, the pool of
qualified merchant mariners shrank.

The master of an early activated vessel
had nine erew members quit before the vessel
completed its shipyard period. The commanding
officer evaluated manning adequacy on a case-
by-case basis and, in at least eight instances,
ready reserve force vessels were permitted to sail
shorthanded. However, other vessels had critical
crew members sign on just hours before getting
underway.

Crews on board for only a few days were
visibly fatigued from extreme overtime hours
preparing for sea trials. In several instances, the
MSO commanding officer, acting as, ‘the ofﬁcer in
charge, marine inspection, supported masters in
adjusting their sailing times to prowde rest for
their crews. i 1

The unique foam firefighting system
and gas turbine propulsion of the
RO/ROADM. WM. M. Callaghan
were new Lo marine inspectors.

Equigﬁnpyafdtv%g}knx% conducted st

machinery testing during most of the
tions. Marine inspectors later requiry
tain equipment tests and safety check
formed by crew members, even if this
retesting equipment.

Personnel problems

Soon after vessel deployments,
ing companies and ship masters begar
personnel problems and associated ms
alties. The officer in charge, marine i
decided that extraordinary personnel
might significantly reduce the missior
ties of the vessels. He therefore estabi
proactive vessel visitation program to
and overcome personnel-related probl

When a ready reserve force ves
ator left Hampton Roads, an MSO im
officer contacted the master to review
official log book. Where necessary, th
gating officer immediately initiated p
investigations leading to possible acti
the involved mariner’s document or lii

MSO Hampton Roads invest
personnel and nine casualty cases !
aboard ready reserve force vessels.
the personnel cases included deser
turn to, AWOL, absent over leave,
misconduct, intoxication, reports o
tence and the use of dangerousdru.
casualty cases dealt primarily wit}
propulsion plants and associated e
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_ lors helped familiarize crews with their
Photo by MKC Jim Brickett.

~ essel visitation program led to
galift Command’s publication of
1 ging procedures for all its vessels.
intation

ition to the activations, MSO Hamp-
was deeply involved in other Desert
ited activities. '
sdocumentation staff, for example, was
feviewing and renewing the sudden
#dy reserve force vessel documents.”
S0 also took care of an increase
 more than 30 merchant mariners .
aily for seaman’s papers. More than

iners applied for initial licenses or |
ween August 1990 and March 1991.

major Persian Gulf support from

ry services was originating from

ids, the local intelligence communi-

ged a high risk of terrorist activity.
dline for Iraq’s withdrawal from
iproached, the MSO dramatically
harbor patrols and vulnerability
'waterfront facilities. The command-
, 88 terrorism response coordinator,
stafl in counter-terrorist actions.

Once a facility employee found six pipe
bombs attached to a 1.5 million-gallon tank of
sodium hydrosulfide and a tank of methanol, an
extremely flammable liguid. At first, the inci-
dent was thought to be an act of international
terrorism, but the FBI later found it was an
attempted insurance fraud. A state police bomb
squad removed and detonated the devices, but
port tensions remained high. The commanding
officer alerted the local maritime community of
added security prf:caut,ions to be taken.

Security oversight

* When Desert Shield loadouts were an-
nounced for Newport News Marine Terminal,
the MSO commanding officer established a
security detachmént of more than 40 Coast
Guard reservists on active duty. This detach-
ment provided safety and security oversight for
12 vessel loadouts.

Conclusion

The 21 vessels activated in Hampton
Roads made 77 voyages carrying more than two
million short tons of cargo in support of Opera-
tion Desert Storm and Desert Sortie.

That success story is a tribute to the peo-
ple who made these vessels operational -- man-
agers and shipyard workers, tug operators and
harbor pilots, and marine inspectors and mer-
chant mariners. These teams came togetherina
crisis and prevailed. Not only did they provide
critical support to the successful war effort, they
also gave the languishing ready reserve fleet a
much needed infusion of quality maintenance.

Finally, the entire process vividly demon-
strated the need to maintain a strong ship repair
capability and a dependable pool of licensed
mariners.

LTJG David Haynes is the training
coordinator and an investigating officer, and
CWO2 Brian Fisher is a hull and machinery
inspector at MSO Hampton Roads, Virginia.
Telephone: (804) 441-3276.
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D‘?%'g% State(I'-ACS-7),a %Aﬁi?l) auzilith

1p, was operated by ¢ wary S

Command for Desert Shield/Desert Storm

By LCDR Charles A. Barrett and Mr. John J.

An important Coast Guard effort during
Operation Desert Shield/Desert Storm was the
safety inspection and certification of United
States flag merchant ships used to sealift vital
equipment and supplies to the Middle East. The
ships were a mixture of government cargo ves-
sels, and privately owned and operated ships.

. The government vessels were either civil-
ian manned ships owned and operated by the

Navy Military Sealift Command or ships owned
by MARAD and maintained in a laid-up status
as a ready reserve force Tor operation by the
Military Sealift Command in times of crisis or
national emergency. This ready reserve force i
a vital part of our country’s national defense
transportation capability. ‘
Coast Guard personnel assigned to the

merchant vessel inspection program conduct

inspections of the government-owned vessels

that apﬁly to their privately owned
elping to ensure the safety

Resource network )
The merchant ships are anim

DoD and with industry to in
the most effective use of a
resources from origin to d
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organized to support the
s in chief in times of con-
¢ components: the Military Sea-
e Military Airlift Command
I'raffic Management Command.
command is responsible for glo-
lons. In any major, sustained
iyment of United States troops,
si,approxxmately 95 percent of all
§9 percent of all petroleum pro-
%ift command deploys the vast ma-
pops, and the traffic management
iters, manifests, loads and moves
goto their stateside ports of

itary Sealift Command operates
ned fleets. These ships are main-
ions near regions of the world
a1 United States military actions
ired. As troops are moved rapidly
:join up with their prepositioned
i quickly become combat ready.
n maritime prepositioned ships are
iree squadrons, each capable of
supplying a Marine expeditionary
f approximately 16,500 com-
ir 12 afloat prepositioned
d Air Force equipment and
]
yonse time are eight fast sealift
container ships modified for a
for wheeled and tracked vehi-
e maintained in United
st ports in a reduced
, which permits them to load and

If the situation warrants, the Military
Sealift Command orders MARAD to activate
ready reserve force ships for duty. This force,
which is maintained by MARAD, currently
numbers 96 vessels: 83 dry cargo ships, 11
tankers and two troopships.

Although the vessels are in a lay-up sta-
tus most of the time, they are maintained in such
a manner that they can be made ready for sea on
short notice. They are assigned a five-, ten- or
20-day status, which indicates the maximum
number of days required to make them fully
operational.

During a vessel’s activation, the Cogst
Guard oversees all testing of equipment and
systems, including boilers, generators, main
propulsion, steering, lifesaving and firefighting
gear. Finally, each vessel undergoes a sea trial
to demonstrate satisfactory operation of all
equipment and systems.

Activations

Immediately after President Bush’s order
on August 7, 1990, to move United States forces
to Saudi Arabia, afloat prepositioned ships in the
Indian Ocean, the Western Pacific and Eastern
Mediterranean proceeded at flank speed to the
Persian Gulf. The first ship arrived August 15.

At the same time, the Military Sealift
Command activated the eight fast sealift ships to
move the 24th (mechanized) Infantry Division
from Savannah, Georgia, to Saudi Arabia. These
ships have a combined capacity for more than
8,000 military vehicles. The USNS Capella
quickly loaded the lead brigade of the division,
arriving in the theater of operations August 27.

Continued on page 22

Aviation logistic support ships,
SS Wright(T-AVB 3) and SS
Curtiss (T-AVB-4), sealifted
aviation equipment and tech-
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Continueghfropbpfs3, Sealift Command requested

priority activation of 17 ready reserve force

O ships, These vessels are extremely yse-
gx?,/gecausg they carry mi 11t.ary vehicles an

other equipment which is too large to fitin a

typicalgorga {hiRGPRERPSIsd three break-bulk

ships and two aviation logistics support ships
carrying maintenance personnel and equipment

for the Marine Corps.
Activation of ready reserve force vessels

continued at a frantic pace during the first two
weeks. Twenty-one vessels were prepared for

service, and tendered to the Military Sealift
Command for deployment to United States ports
to be loaded with cargo, ammunition and equip-
ment. T'wo hospital ships were also activated for
duty in the Persian Gulf.

typical activation required the around-
the-clock work of two or more Coast Guard
marine inspectors over a period of five to 20 days,
depending on the condition of the vessel. A
typical work day for an inspector on board an
activating vessel was 14 to 16 hours, and often

involved spending the night on board ship.
By the end of 30 days, activation had

begun on 42 vessels, with 36 completed. They
included 17 RO/RO ghips, ten break-bulk vessels,
three LASH, three Seabee ships, two seatrain
vessels and a tankship. Altogether, 78 read
reserve?orce vessels \?vere ac%ivat.ed ’Izor 8pe¥a-
tion Desert Shield/Desert Storm.

Inqugg&ﬁfon to the ready reserve
activation vessels, Military Sealift Com

owned and chartered vessels were inspe
vessels in overseas and United States

tors participated in this effort to help
safety of the merchant mariners aboa

lift vessels, and to protect the vital de
Lessons learned

the experience.

LCDR Charles A. Barre
Hannon are assigned to the Me

Inspection Division of the Officeo
Security and £nvironmental Protect

Telephone: (202) 267-1464.

Cape Flarida,a LASH (lighter-aboard-ship), delivers barges at the Portof Damm
All photos accompanying this article are by Hal G. Laws, a MARAD p
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XPLOSIVE
" LOADING

1n

New York

%William Helgeson

re Operation Desert Shield, the Facil-
jance Office of Group/COTP New York
ixplosive loading supervising details to
“Weapons Station at Earle, New Jer-
{e load every two months. These loads
fight to ten hours of supervision a day
three weeks.
rations intensified in the Middle
tember through December 1990,
iincreased to a vessel per month, re-
- ten-hour work shifts of supervision,
Fyiveek over a period of two to three

ECoast Guard also monitored a second
int for equipment and limited quan-
rplosives at the Military Ocean Termi-
gonne, New Jersey.

ITP New York maintained continuous
®nes around the Earle and Bayonne
which were only suspended at the

‘ing limited times when ships were not

Hull is loaded with blocked and braced
explosives bound for the Persian Gulf.

Waterside security _

Waterside security for the weapons station
at Earle was routinely provided by Coast Guard
floating units from Group Sandy Hook. Floating
units from Group New York provided the neces-
sary security for loading operations at the Bay-
onne terminal. The New York units included -
small boats and three 65-foot cutters: Hawser,
Line and Wire. The cutters conducted three-day
deployments controlling commercial traffic to
the area, preventing all access by vessels or
small boats which were not cleared.

Pace quickens

Once offensive action started in the Mid-
dle East, the pace quickened in the Port of New
York. Atany one time during January and Feb-
ruary 1991, three vessels were simultaneously
loading bulk explosives at the weapons station at
Earle, while additional vessels were loading
military equipment, such as tanks, trucks,
cranes and helicopters at the Bayonne terminal.

Continued on page 24
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Continuegifram nagad3 Facility Compliance Office

with only two petty officers to handle the normal
work of conducting facility inspections at more
than 200 sites, and monitoring commercial
explosive loadouts for a three-year dredging
project in the Kill Van Kull Channel.

To handle the work load, 17 reserve petty
officers, were assigned to the Earle loadout
operations in mid-January. After three weeks’
training, they assumed most of the manning of
the explosive handling supervision detail at the
weapons station. The detail at Bayonne was
maintained by regular Coast Guard personnel.

Reserves also served in security detach-
ments and filled staff administration‘jobs.

Coast Guard explosive-handling
supervisors check void for water
as part of a safety inspection
prior to loading explosives for
deployment to the Middle East.

Pace keeps up ) )
The completion of offensive action

Middle East in February had little effect

sent to resupply Europe. Loading
continued six days a week, 20 hou

Storm, a total of 23,799 ton
loaded on‘board 21 vessels,

Group/COTP New York continu
provide trained explosive loading supe
details to assure the safety of the port.

CDR William Helgeson is the chie
Port Safety Division at Group/COTP Ne
on Governors Island, New York.
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during Desert Storm

SS Badger State

On December 14, 1969, SS Badger State, a

441-foot cargo vessel built in 1944, sailed from

Pearl Harbor, Melbourne  the Naval Ammunition Depot in Bangor,
Washington, for Da Nang, Republic of Vietnam,
with a crew of 40. It was loaded with 5,336 long
tons of unfuzed aerial bombs stowed on pallets
and associated crated hardware.

In the early hours of December 26, in
the North Pacific O¢cean, a severe unpredicted
storm hit the vessel, causing it to roll heavily.

about 30 miles northeast of Metal bands on bomb pailets in an upper ‘tween
deck broke and numerous 2,000-pound bombs
became adrift. :

With each ship roll, the bombs rolled or
slid, striking each other or the ship's steel hull
where the wood sheéithing had been splintered
away. Small holes were punched in the ship’s
side by the battering of the bombs. Several
bombs fell into the hold below through a hatch.

SS Badger State radioed a distress call
and made strenuous efforts to restrain the
rolling bombs. All available nonflammable
material, including mattresses, frozen meats,
mooring lines and spare lifejackets were thrown
in the hold to cushion the bombs.

A 2,000-pound bomb detonated, blowing
off hatch pontoons, bending booms and

rmous, blinding light. scattering burning materials on deck. A jagged
roke in houses 20 miles away. hole about 12 feet long and eight feet high was
blown in the starboard side of the hull.

The master sounded the abandon ship
signal and liferafts were launched, but blew
away. While a lifeboat with 35 crew members
was alongside the ship, a 2,000-pound bomb fell
out of the starboard hole and landed in the
lifeboat, which capsized, killing several men.

A merchant ship arrived about one-half
hour after the explosion and rescued 14 survi-

wharf -- lost their lives. vors. SS Badger State sank on January 5§, 1970.

The National Transportation Safety Board
determined that the probable cause of this
casualty was the failure of the bomb stowage and
packaging system to restrain the cargo under the
ship motions that occurred during the adverse
weather encountered on the voyage, particularly
on the morning of December 26.
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the key to success in Houston

By CDR Rex J. Prosser and LT Michael T. de Bettencourt

MSO HotfR e a5 ek s g e aneratienityas
largely due to flexibility. The 164 reserve and

[REwAL Goast Gur L member NG MOQups

nal in the Port of Houston, responded immediat
ly and positively to a myriad of rigorous demanc
during one of the largest movements of military

cargo in the history of our country.
of the TR ROERLS VAR MBI SE e
vehicles stowed aboard vessels at the port were

ui with basic loads of ammunjtion.
Won%%?? ,aWex%ﬁoslnves are sﬁllppe separately
from the vehicles and loaded at the staging
in the theater of operations. During Desert
Shield, however, the urgency of the buildup
necessitated that the equipment be shipped
ready to roll right into action upon arrival.

The Barbours Cut terminal was selected

by the Army as a loadout facility shortly after

the Iraqi invasion of Kuwait. Within a few days,
the Army Military Transportation Command,

the Navy Military Sealift Command and the
Coast Guard COTP sent representatives to the
terminal to await the arrival of the equipment.

The cargo, which came from 10 military
bases in the southern and central United States,

Shoreside Coast Guard
personnel support
vessel on security patrol.

EagegdRom Maldopenahts canks and Al

laneous combat support items.

tion witBHe Ehe SEepealtbeARtisipaied

quested reserves.

At the height of the operation, more t

Wb sa iR iRl the MSO,al

Securit
‘ lnigally, the outload was viewed as a

towed, and hazardoys materials regulation
Fo?lowed, unless specl{!slca y exemptge-g gy

agreement with DoD.
Initially, the primary emphasis was on

supported waterside personnel and coordina
with other security forces.
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2l isscrritycepatrabeas 2 tgetical

of security zone enforcement and
freactions to security threats. The
rtance of controlling enforcement of
ne in an area where recreational
Jor tugs, shore gangs and ship’s crew
itook on an added dimension when
=dly force was authorized. There-
ical control officer was selected on
~rofessional experience in law
and demonstrated ability to control
tion.
xal problems had to be solved as soon
yes arrived. First and foremost was
lifications. Armory personnel
nd-the-clock to qualify all reserves
sproficiency. Secondary training

ad security procedures, personal
munications, discipline and tactics.

. Aninitial shortage of Army militar
police meant Llhat lghe pegxglmeter a);xd termi%al

operating areas were not adequately covered.
Coast Guard personnel filled this gap until DoD
resources arrived. In that the terminal was not a
DoD facility, the military police were not armed.
The primary armed forces were the port authori-
Ly police and the Coast Guard.

Safetghortly after the military equipment

arrived, the focus of Coast Guard efforts quickly
changed from security Lo safety. Spot checks by
Coast Guard safety personnel detected consistent
problems with cargo.

Many vehicles had more ammunition
aboard than the basic load, which meant that the
explosives were not secured properly. Frequent-
ly, equipment was piled into a vehicle after
ammunition had been loaded, which posed the
problem of whether the explosives remained
safely stowed. Also, some ammunition worked
itself loose during transit to the port.

Another common problem was that fuel
tanks were too full for shipment. A Dol) waiver
allowed the tanks to be three-quarters filled.
Vehicles with more than this amount had to be

Continued on page 28
Loose miscellaneous equipment stowed
unsecured with Class A explosives.
Coast Guard inspector
,,-Ichecks cargoand
Pmmunition stowed ina
Bradley fighting vehicle.
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Continued from page 27
defueled, because o

To address these safety threats, Coast multitude of different vehicles.
Guard reserves were given crash courses in | didn’t work properly, which mea
dangerous cargo regulations, mxht,ary equip- tanks had to be visually examine
ment operations, and nomenclature and port ty in such an apparently easy tas
terminal safety. when inspecting M-1A1 tanks, w

The ultimate goal of moving cargo thhout separate fuel cells, all of which h

delays due to safety discrepancies had to be met. checked.

This necessitated shepherding cargo from rail Following inspection,
yard to final loading to ensure that corrections

action, if necessary.

measures and the Coast Guard inspector’s watch
vehicle was inspected again befi
staging area. A safety team me
the final vessel staging area mo

loading. If a vehicle was found
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All vehicles were marked on the lower
left side. Note the markson the truck

indicate the need to defuel.
Cargo marking system :
FUEL | CARGO
. *OK” or :
“OK” “Secure cargo” .

or ' or

“Defuel” As appropriate :
SPECIAL :
INSPECTOR HANDLING :
“Load above :
Section decks” or :
number As appropriate

reflect a greater emphasis on cargo safety, and
st Guard safety net expanded from  Coast Guard reservists will be prepared with the

rrious staging areas and rail head necessary expertise in loading explosives. In
to assure that all cargo was checked addition, Coast Guard reserve personnel
deficiencies were corrected so as not assigned to the Houston area must receive
rwith cargo loading operations. A weapons proficiency training every six months.
ation of this magnitude requires a In conclusion, the flexibility of the Hous-
pordinated emphasis on safety. This ton Coast Guard detachment to quickly switch
adout clearly demonstrated that all emphasis from security to safety concerns was
lerations can be met without delay- possible because all personnel were cross trained
war materials. in both areas. This flexibility allowed the Coast
late February 1991, all military cargo Guard to concentrate on the risk at hand, ensur-
to move through Barbours Cut had ing the safe movement of highly dangerous
A total of 23,323 pieces of equipment materials.

rt tons) had been loaded onto 40
1sport to Saudi Arabia. The empha-

and expediency placed on the opera- CDR Rex J. Prosser is the chief of the Port
, Navy, Coast Guard and port- Operations Department and LT Michael T. de
idustries was entirely successful. Bettencourt is an assistant chief of Port
ere were numerous lessons learned Operations at MSO Houston, Texas.
operation. Future loadout plans will Telephone: (713) 671-5122.
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a busy '
port |
in the
“storm”

By PAI Helen B. Carney, USCGR

During Operation Desert Shield/Desert
Storm, the Port of Jacksonville, Florida, became

one of the busiest outload ports in the United
States. From August 8, 1990 to May 31,1991, °
more than 31,000 pieces of essential equipment
and one million pounds of class "A” military ex-
plosives were loaded onto 67 Navy Military Sea-
lift Command chartered vessels at Jacksonville.

The Coast Guard logged 86,271 manhours
and 6,814 underway boating hours in the
bustling port, as a direct result of the operations.

Numbers, however, don’t begin to tell the
story of the Coast Guard's role in the historical
deployment. Nor do they convey the challenges
encountered by MSO personnel, both regular and
reserve Coast Guard, who were faced with the
dual responsibility of expediting supplies to over-
seas forces, while maintaining safety on ships
that had been sitting in the reserve fleel for as
long as 45 years.

Dockside view of loading

Normal MPS operations
Since 1986, Coast Guard rese

assisted the Jacksonville MSO in su
maritime prepositioned ship (MPS):
These operations are part of DoD’s r
ment tactics of placing munitions-la
leased by the Military Sealift Comm
strategie locations around the world

Between 1986 and August
Guard conducted some 40 standard
tions at Jacksonville’s Blount Islan
Normally, up to 30 reservists are gi
of orientation and training for such
Most of these men and women are i1
ty ratings, but there are some boat (
nel, yeomen (administrative) and of
ties involved.

The reserves, working withr
Guard MSO personnel, perform the
duties during standard MPS operat
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ast devel-

4
workforce increased from
th reserve reinforcements

ransportation and deployment,

operat' P H H 26 D)
e RS
efficiency. For example, the M/V Baugh,a
Maersk Class container/RO/RO ship, was needed
immediately to transport enough equipment to
sustain a marine amphibious brigade in the
Kuwaiti Theater for 30 days. The COTP was
able to issue the explosive loading permits right
away, and the vessel sailed ahead of schedule.
Division X1V of the Coast Guard Auxilia-
ry also contributed to the Jacksonville efforts.
Members provided about 300 manhours and 90
boat hours, helping with security and safety zone
patrols maintained during explosives loading.

Skill and discretion

Under normal conditions, the MSO en-
forces strict regulations regarding the shipping
of hazardous cargo. However, under conditions
of national emergency, Do) is granted excep-
tions to many routinely enforced regulations.

o

MSO Jacksonville Coast Guard
patrol boat mainiaing a security
zone around vessel being loaded
with DoD helicopters for deploy-
ment to the Middle East.

Marine safety personnel often found
themselves walking a fine line between
insuring the safety of loadout operations and
delaying the deployment of materials to the
Middle East. For example, normally vehicles
are shipped with just enough gas to drive them
off of the vessel. Under emergency conditions,
DoD can ship vehicles with their gas tanks 75
percent full. Some of the vehicles arrived with
overfilled tanks, resulting in some spills.

Continued on page 32
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Continued from page 31

As a standard practice, ammunition is 5.
stored under very stringent guidelines. Some of
the vehicles te be shipped arrived with ammuni-
tion stowed on them. On one occasion, a Coast
Guard patrol on a routine port inspection found a
Patriot rocket left unattended along the side of a
highway.

Routine precautions
Throughout Desert Shield/Desert Storm
operations, the Coast Guard took the following

routine precautions to ensure the safety and 8.

security of the Port of Jacksonville and the i
vessels being loaded with military cargo:

1. supplied armed escorts for all military
vessels entering or departing the port,

9 established and patrolled safety and

security zones around each vessel and 9.

the outload terminal around the clock,

3 setup an on-scene command post to
coordinate security,

4 placed safety monitors and armed
security on each vessel,

Rows upon rowso
«r V" trucks await I

"HUM-Vs” line up for loadout
on RO/RO vessel at Pori of

Jacksonville, while Coast
Nesrewrd hoant nadralo tho nron

performed twice-daily harbor
covering landside, waterside
overflight to ensure securityi

boarded all tank vessels ente:
port,

reviewed the terminal securi

all Jacksonville facilities loei
port, ‘

met daily with members of
Transportation Terminal U
Navy Military Sealift Com:
Jacksonville Port Authorit;
local law enforcement agen
ensure the safety and secur
operations, and

investigated marine casual
resolved personnel action¢
related to Desert Shield/De
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led onto a vessel.

tchallenges
r:ery beginning of the operation,
irt J. O'Pezio assured that all
ie Port of Jacksonville bound for
iter would successfully com-
e without breaking down. He
amercial shipping would not be
of military operations. These
:ant long, hard hours for the |
irine Inspection Department.
iecessary logistical support,
wernment's reserve fleet undter
called for active service from
ions: Concord, California;

.8 and Beaumont, Texas.

and many of the boilers had to be retubed. Also
the use of asbestos was common when the ships
were built, and some vessels had to be rehabili-
tated to insure the safety of the crews. When
repairs required welding, the welds had to be
tested, and the infegrity of cargo holds and
hatches had to be checked. (One ship had been
damaged by torpedoes in World War I1.)

Life-saving and firefighting equipment
had to be replaced, and marine sanitation devices
and condensers required by current regulations
installed.

Many older mariners were brought out of
retirement to operate ships in the reserve fleet.
Coast Guard inspectors had to inform them
about all the new regulations and requirements.
{One crew member-was a 70-year-old chief
engineer working as a third assistant engineer to
ensure that a sufficient number of steam-
qualifi ed mariners was on board.)

Reali izing that the older ships were likely
to experience mechanical difficulties, CAPT
O'Pezio requested the assistance of the St. Johns
bar pilots. The pilots conducted thorough navi-
gational equipment tests on the vessels before
they were brought into the port. The cooperation
of these pilots helped prevent serious steering
mishaps in the port.

Summary

It was ironical that the most highly-
trained soldiers ever placed on a battle field,
armed with the newest high-tech weapons,
would be supplied by materials delivered in
aging ships with older crews.

Quoly twa of the 67 vessels deployed from
Jacksonville experienced difficulties en route,
and one ship broke down just 200 yards from the
dock after being onloaded. There were no inju-
ries or losses of equipment involved. (The

Fve fleet consists of older, mostly
ships, which survived earlier |
#ing World War 11 and Vietnam.’
Zinspected annually by MARAD
gi, but they seldom get underway.

inspectors who ensured the reliability of these
ships also completed 600 commercial vessel
inspections during the same time period.)

its rech i Qriaghegnvalicds ivatifiablvontandly.

many of them arrived in Jackson-

sts of repairs which had to be
r ¢ould be deployed.
"Guard inspectors were not only

lroutine inspections, but also for
gatepairs were done correctly.

hig problems with these older
jly factors of aging. The steam-
‘were prone to boiler failures,

Photos accompanying this article are by
PAI Helen B. Carney and PA2 Alastair Worden.

PAIHelen B. Carney, USCGR, is a photo
Journalist assigned to the Coast Guard Reserve
Unit, MSO Jacksonville, Florida.
Telephone: (904) 791-2648.
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"EAMWORK

pells success

San

By LTJG Keith T. Whiteman

Operation Desert Shield/Desert Storm was
the first opportunity for San Francisco Bay area
Coast Guard units to apply wartime contingency
plans to a major military sealift operation.

This allowed MSO San Francisco Bay in
Alameda, California, and Group San Francisco
the unique opportunity to form a joint command
task force to plan and conduct port safety and
security operations supporting military loadout
and sealift activities.

Joint efforts

As many as 20 different local commands
in the San Francisco Bay area performed opera-
tional missions for Desert Shield. Many others
played supporting roles.

More than 30 Military Sealift Command
chartered and ready reserve force vessels were
loaded with explosives at the naval weapons
station at Concord or military equipment at the
Oakland Army terminal. Commettial vessels
also carried large amounts of contdinerized cargo
and military vehicles from San Francisco Bay
area facilities. . :

Nearly 50 Coast Guard reservists were
called to active duty and assigned to joint
command task force units for up taone year.

Coast Guard cutters Point Barrow
and Point Chico exchange
information on security zone
enforcement procedures.
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Operating as part of the task fg
Guard units devoted more than 70,004
support of the Persian Gulf operationg

vision, 1,500 hours of vessel inspec
hours of facility surveys, and the r¢
administration and planning.

dundd
ber 1990 through February 1991. -_
security zones were also set up arou

transporting Desert Shield cargo.

on board. Transporting the
was necessary, because the

—
]

z

Reports of planned waters
several groups raised some conej
safety. Coast Guard and Navy s
and 110-ft. patrol boats, acted as
for the barges.




nately protest activity was concen-
de. The few waterside protesters

\l and didn’t threaten the safe transit
8.

~ COTP is responsible for ensuring the
mg of military explosives on board
ial vessels. A marine safety detach-
adjacent to the Naval Weapons
ed to supervise explosive
,and ensure that vessels meet apph-
sral regulations.
gular and reserve Coast Guard person-
the marine safety detachment inspect
loading, checking firefighting
other safety items. Loading may
n a stowage plan submitted by the
ster is approved by the COTP.
m then supervises the actual loading
at the stowage plan is followed and
ife conditions exist. The process of
ulk vessels is painfully slow, and
ihany people to ensure vessel safety.

Vessel inspections

MSO personnel conducted safety inspec-
tions and issued Certificates of Inspection to ten

ready reserve force break bulk vessels and the
USNS Mercy, one of two 1,000-bed hospital ships
used during Desert Shield. Generally, the ready
reserve ships were in adequate condition to meet
deployment goals.

Security teams

The COTP dispatched teams of regular
and reserve personnel to many San Francisco
Bay area commercial facilities to discuss Desert
Shield issues. The teams conducted abbreviated
facility surveys and went over security issues
with operators, making them aware of possible
threats. This ensured that sufficient security
measures were in place to prevent incidents.

The teams emphasized that the commer-
cial operators were primarily responsible for the
protection of their waterfront facilities and
vessels, even though the Coast Guard does
provide some waterside security.

Continued on page 36
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Continued from page 35
Port ref;adfﬁgess

A port readiness committee made up of
representatives of seven government agencies
discusses issues relating to port security, mobili-
zation and effective port operation during war-
time. The agencies are: Military Sealift Com-
mand, MARAD, Maritime Defense Zone, Army
Corps of Engineers, Military Traffic Manage-
ment Command, Naval Control of Shipping
Organization and Coast Guard. Port directors
and industry representatives also attend com-
mittee meetings, bringing together all the key
players in a port operation.

The San Francisco Bay port readiness
committee met several times during Desert
Storm, resolving potential problems. Most
importantly, the committee fostered positive

turn, provided them with training in ses
zone enforcement, use of force tactics ar
law enforcement procedures.
Continued cross training, Navy f
safety zone enforcement and a coastald
exercise in August 1991 afforded furthe
tunities for joint operations between SB
Coast Guard units. ,

MSO San Francisco Bay’s effor!
Operation Desert Shield/Desert Storn
successful due to the close cooperatior
government and industry, the knowle
operations by Coast Guard planners, i
skills from reserves and regulars, and
devotion to duty demonstrated by ev%
involved.

Coast Guard 41-footer comes alongside two Navy patrol craft, members of SBU-11,
at the Naval Weapons Station Concord security zone.

relationships between people from different
organizations, resulting in cooperative action.

SBU-11

The Coast Guard also cultivated a close
working relationship with the Navy Special
Boat Unit Eleven (SBU-11) based in Mare
Island, California. Experts in rivér warfare,
combat patrols and surveillance techniques,
SBU-11 provided people and smald boats to help
the Coast Guard enforce the security zone
around the Naval Weapons Station at Concord.

Photos accompanying this
LT Mary Cox, USCGR. |
LTJG Keith T. Whitemani
readiness officer with MSO S
in Alameda, California.
Telephone: (510) 437-3143.
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Merchant Marine Academy, Kings Point, New York, assigned
men to train aboard cargo vessels taking part in the sealifi.

tin Skrocki

pmen from the United States Mer-
Academy took an active part in -

Desert Storm in the Mi
t.edsm angs&’omt ew orkl,
eral service academy to partici-
ian Gulf operations.

r, midshipmen are placed aboard
ps throughout the world for prac-
‘d experience -- an integral part of
jeurriculum. However, with the
lor seafarers for the massive sealift
Ynited States forces in the Middle
i0 midshipmen were instead as-
Navy’s Military Sealift Command-

red cargo ships, and ready
sels.
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Combat zone
One hundred of the midshipmen actually
sailed into the geographically defined “combat

zone,” becoming eligible for the presidentially-
authorized Merchant Marine Expeditionary
Medal. Last September, Secretary of Transpor-
tation Samuel K. Skinner personally presented
the medals to the midshipmen at Kings Point.

Midshipmen assigned to ready reserve
fleet vessels generally were not told of their
destinations. But, according to Midshipman
Derek Dostie of Haverhill, Massachusetts, it was
not hard to guess. “I was sailing on a military
cargo ship,” he notes, “and [ knew the situation
in the Middle East.”

Continued on page 38
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Continued from page 37

Aboard the William B. Baugh, Dostie
recalls, fire hoses were rigged to spray the decks
in case of chemical attacks. He and the crew
were regularly drilled in using gas masks and
chemical suits, and lifeboats were kept partially
lowered for emergencies.

“I was nervous at the outset,” Dostie
admits, “but all the precautions gave me some
piece of mind.”

Those who sailed to the Persian Gulf
quickly became aware of the realities of the
crisis. Midshipman Andrew Busk of Levittown,
New York, was assigned to the vessel Cape
Lobos. “"We were anchored between a couple of
ammunition ships for ten hours,” he recalls. “If
anything happened, it'd be over.”

Problems en route
Trips to the Persian Gulf were anything

but routine. Midshipman Andrew Miller, for
instance, was assigned to the ammunition ship
Cape Breton, a 1960s vintage vessel which had

been inactive for the last few years.
During the voyage from California to the

Gulf, the Cape Breton’s engines failed three
times, notes Miller, of Indian Hills, Colorado.
“But the engineering crew was so good,” he says,
“that we got the ship underway each time.”

Miller admits to some apprehension riding
a ship loaded with 8,800 tons o? igh explosives.
When the vessel entered the Straits of Hormuz,
they were challenged by two l,_l.':anian gunboats.
“We were relieved that they gave us a quick look
and then sped away,” he recalls.

Secretary of Transportation
Samuel K. Skinner presents the
Merchant Marine Expedition-
ary Medal to Midshipman
Andrew Busk, who sailed into
the Persian Gulfaboard the
M/V Cape Lobos.

Another midshipman, Steven Buck

Mustang, Oklahoma, was awarded the

Meritorious Public Service Award, the N
third highest civilian honor. Buckner wi
assigned to a Military Sealift Command
when he learned that special pins were n
which were needed to mount machine gu
ship’s cargo of Marine Corps amphibious
cles. He fashioned the necessary pins fro
metal in the machine shop, and the vehig
arrived at their Persian Gulf destination
ready. ‘

‘ »

e blﬂ;aes%June, Vice President Dan ¢
paid tribute to the midshipmen in his ¢
ment address at the United States Mer
Marine Academy. “They worked side-
with regular crew members -- ten, 15, |
day -- to keep their cargo ships steamir
hesaid.

The academy’s color guard carri
standard along with the United States
academy flags. The standard is adorne
streamers signifying the academy’s pal
in World War 11, Korea and Vietnam. .
these streamers is a colorful new one -
Persian Gulif service.

Mr. Martin Skrocki is the publi
officer for the United States Merchant
Academy, Kings Point, New York.
Telephone: (516) 773-5374.
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Wilmington MSO loads 37%
of all Class “A" explosives

ory A. Howard

fnal working day at MSO Wilming-
rolina, revolves around oil pollu-
s, hazardous chemical releases,
file preparation, commercial
gaterfront facility inspections and a
ther Coast Guard activities. The
ioperation, however, was altered in
#£1990.

H brehestrated blend of military and
whnel tackled a myriad of extra

#d to Desert Shield/Desert Storm,
same time conducting the MSO’s
wrmal” daily routine.

+August 1990 to May 1991, MSO_
wCoast Guard men and women
igside Army, Navy and Marine Corps
#ve and civilian personnel, monitor-
ing of 500,000 short tons of military
feraft, troop support equipment and

About 37 percent of all Class “A” explo-
sives supporting Operations Desert Shield and
Desert Storm were loaded by longshoremen and
military personnel onto ships departing from
three North Carolina ports under MSO Wilming-
ton. They are the North Carolina state port in
Wilmington, Morehead City, and the Military
Ocean Terminal Sunny Point in Southport, the
largest military ocean terminal in the country.

As loadout operations increased in other
East Coast locations, Coast Guard reservists
were reassigned to Newport News Marine
Terminal, Newport News, Virginia; South
Carolina State Port, Charleston; and Military
Ocean Terminal, Bayonne, New Jersey.

Security roles ) )
Thé shoreside and waterside security roles

for MSO Wilmington consisted of patrols and

vessel escorts. Coast Guard personnel conducted

patrols on small craft ranging from 19-foot rigid
Continued on page 40

,F;ibaded aboard the Military Sealift Command ship, Cape Nome, at Sunny Pount.

7 1 [\
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Continued from page 39

hull inflatable boats to 110-foot patrol boats.
Their efforts focused on maintaining security
zones established to suppress any subversive
threat during operations at the three ports.
Cutters Gentian, Primrose and Blackberry laid
and serviced aids to navigation marking a
security zone at Sunny Point, which was dubbed
the “line of death.”

Other important security duties included
protecting key military flag and general officers
overseeing operations under their control, con-
ducting rescue crash patrols for more than 100
helicopter sorties and boarding vessels on Cape
Fear River for law enforcement purposes.

Needing outside support to maintain the
necessary security, MSO Wilmington’s com-
manding officer requested resources from other
Coast Guard units, including the group at Fort
Macon, Georgia. Consequently, the cutters Point
Martin, Point Warde, Point Highland, Point
Brown and Matinicus were assigned to North
Carolina.

Labo,{: force

he majority of Coast Guard personnel

came from the select reserve. From August 12 to
30, 1990, 30 reservists were activated. That
number grew to 140 by March 14, 1991. Added to
the 32 men and women on active duty, MSO Wil-
mington multiplied by nearly six its peacetime
contingent, : o

While these figures are not staggering,
consider the fact that they represent only seven
percent of the total Coast Guard members as-
signed to Desert Storm operations, but that 37
percent of all Class “A” explosives shipped to the
Persian Gulf were loaded in Wilmingten’s COTP
zone.

Work hours

The security operations combined with
loadouts and day-to-day safety duties required
that MSO Wilmington personnel work around-
the-clock. Subsequent fatigue, plus the heat of
summer and cold winds of winter, hindered
security patrols, law enforcement boardings and
vessel inspections. Despite these difficult condi-
tions, 500,000 work hours were completed
without a lost-time accident.

Port security officers confer with lo
proper loading pr

Reserve training

Work hours dedicated to law enf
training skyrocketed during the Gulf
Active duty personnel, a training team
Fifth District and a law enforcement de¢
from Fort Macon combined to instruct)
100 select reservists.

Training included night fire and
officer exercises, self defense, weapons
anti-terrorism tactics and boating whil
cated enforcement. This crucial trainis
reservists to fill security positions rapli

Increased duties

During the period of operation
ber of day-to-day marine safety tasks
substantially. The primary reason fi
rise in vessel activity.

Normally, over the same peric
only two or three facilities and about
would have been inspected. Howeve:
17 facility and 113 vessel inspectiong
the same time, MSO personnel alsor
116 reports of oil spills.

This was over and above the 5
hours devoted to the Persian Gulf op

ENS Gregory A. Howard is
tive officer with MSO Wilmington,
Carolina.

Telephone: (919) 343 -4881.
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oil spill. ..

—

Position of spill on
January28,1991.
Satellite imagery
provided by DoD.

LEAN U

DR Douglas A. Lentsch and LCDR James M. Obernesser

hlate January 1991, the coalition forces of
E‘n Desert Storm were firmly entrenched
tArabia, making plans to push into

%o free that country from the invading

wops. Probably to slow or stop an amphibi-
fing of coalition forces in Kuwait and
wrabia, Iraqi troops caused a series of

il discharges from facilities and vessels in
wait and Iraq.

istimates of the entire amount of oil dis-
lrange from six to eight million barrels or
mately 30 times the size of the 1989 Exxon
2l spill in Prince William Sound, Alaska.

The main oil slick was probably between
one-halfto three million barrels. The emulsifica-

tion process and the deposition of sand blown onto
the slick increased the bulk of the oil, causing a
portion of the slick to sink. Damage assessment is
ongoing. It will take years before the total effects
of the discharges are fully determined.

The bulk of the oil discharged from the
multiple sources merged and formed a massive
slick that slowly worked its way down the coast of
Saudi Arabia, nearly coating the coast from
Khafji to Abu Ali Island.

Continued on page 42
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Continued from page 41

Requesh for.258istaieCernment of Saudi
Arabia requested technical assistance from the
United States ambassador. This request was due

to the expertise of the United St.ates—gained in

ponse and Cooperation, 1990. (See page 48.)
The Department of State referred the
Saudi request to the National Response Team,
which is responsible for developing and carryi
out the National and Hazardous Substances

Response
l:)Thesl?.nvironmental Protection Agency

and the Coast Guard, leaders of the response

team, quickly identified other member agencies

concerns was monumental, yet the United States

Interagency Assessment Team was en route to
the Gulf on Coast Guard aircraft within 30

hours. This rapid departure was brough
by overcoming many logistical and admi
tive hurdles associated with travel to the
further complicated by the fact that it toi
on a weekend,when support services are

Arabian government to make a positi

on cleaning up the spill.

Assessment team

Coast Guard. The Department of

America later joined the effort.
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g¢xample, Coast Guard Marine Envi-
Protection personnel established a
ateh to support the team and act as a
for hundreds of offers of assistance
{ Arabian government. The Na-
nic and Atmospheric Administra-
i team within Coast Guard head-
address environmental issues and
Gulf currents, weather and
nto daily spill trajectories.
overall spill could have had a
ct on the activities of coalition
ation quickly gained extremely
interest in the United States
The White House designated the
to act as spokesperson for the

==+~and the senior Coast Guard officer

1to lead the interagency team.

[ |
msen, officer in charge of the interagency
ith members of the international community

spill response strategy.

etermined that the assessment

1 should not be to clean up the

t to assess their magnitude and

di Arabia and advise the Saudi

1appropriate response strateé‘ies
ies, and to train local clean up

g this period, the oil slick continued
ward. The governments of
ir and the United Arab Emirates
1 the assessment team to visit their
help prepare response strategies.

»oint in history has there ever been
n of oil spill response forces within a
sponding to a massive oil discharge

in a hostile environment posed many logistical
and unique problems. The intense pressure
involved hampered response activities.

For example, personnel were subjected to
constant threats of SCUD attacks, and the pos-
sibility of nerve or biological agents carried in
the warheads. Open water skimming operations
were extremely hazardous due to submerged and
floating mines.

There were many travel restrictions
throughout Saudi Arabia. Access to waterfront
facilities was difficult for security reasons. Com-
munications were equally difficult since much
data, normally readily available during an oil
discharge, such as weather information, dis-
charge trajectories and aircraft arrival times,
was classified during Operation Desert Storm.

Organization of response
As the magnitude of the discharges be-
came more apparent, many countries sent offers

of assistance of equipment and/or personnel to
Saudi Arabia. Foreign experts were integrated
into both the United States assessment team and
the Saudi Arabian response organization.
Collectively, these advisors became known as the
International Interagency Assessment Team.

Due to his operational experience, organi-
zational skills and early arrival, the Coast Guard
team leader continued to serve as the principal
advisor to the Saudi Arabian Meteorological and
Environmental Protection Agency and its on-
scene coordinator. An IMO representative took
over the leadership of the international team.

United States team members set up a
computer data base to catalog and evaluate offers
of commercial cleanup contractors and private
vendors from all over the world. (More than 500
offers were processed by the end of February.)

Data on new technologies was evaluated
for possible use by a scientific committee at King
Faud University in Riyadh, Saudi Arabia. The
committee, assisted by the United States and the
international assessment teams, helped with
shoreline assessments, determining clean-up
priorities, establishing wildlife rescue and reha-
bilitation centers, ensuring the use of proper
clean-up techniques and developing practical
shoreline rehabilitation programs for after the
dispersal of the spill.

Continued on page 44
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FROM ABOVE - - Coast Guard aircraft tracked the movement of the oil spill

Continued from page 43

Coast Guard Marine Environmental
Protection personnel acted as the initial clear-
inghouse for offers of assistance. This effort was

gyent,ually passed on to IMO, which set up a coor-
ination center in London to sereen and sort the

ffers fi 11 Id, During th
By o L e i reridp Durine the
Denmark, Finland, France, Germany, Greece,
Japan, the Netherlands, New Zealand, Norway,
Poland, Spain, Sweden, the United Kingdom, the
United States and the Union of Soviet Socialist
Republics all offered assistance.

.... InMarch, IMO received donations of $4.5
million from governments worldwide, which was
placed in a newly established Gulf Pollution
Disaster Fund. IMO used these fiinds to protect
and clean up environmentally sensitive areas,
such as Karen Island, one of the main green

turtle egg-laying locations in the Gulf.

Critical problem

About one month before the spill, a revi-
sion to the Saudi Arabian Oil Spill Contingency
Plan gave the overall management of a cata-
strophic oil spill response to the Meteorological
and Environmental Protection Agency. The
agency had the requisite authority, but had not
developed the organization, experience, tools and
other resources necessary for the gigantic task.

Within the country, most agencies were
assigned to protect their own resources, such as
refineries, desalination plants and other indus-

trial facilities. The lack of coordination bet
these agencies presented the United States
assessment team with its first and most eriti
problem. .

The team had to devise means to de
responsg organizatjon from discrete entiti
dﬁ%ot unc ?on weh)togetIEer, and cajofet
into cooperating with one another. Draw
the Exxon Valdez experience, including t
Coast Guard’s catastrophic spill plan, the
States assessment team played a critical rol

recommending the organizational structure
was basically adopted 1n early February.

Acquiring timely data

Timely information regarding the ex
characteristics and trajectory of the massi
slick was essential for making response re
mendations. When the United States Inter-
agency Assessment Team arrived in Saudi
Arabia, the leading edge of the discharge w
south of Ras Al Khafji, the scene of the first
ground action of Desert Storm.

Initially, the team had to relyon D

satellite imagery for indications of the ov
extent of the slick. The team advised the
of the need for accurate daily overflightd
constant tracking of the oil slick’s positio
Members of the team knew they would n
access to the entire spill, due to military
tions and airspace restrictions in the nort
Gulfregion.
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By this time, the coalition forces had
achieved air superiority, providing safer airspace
for the overflights. There was still concern, how-
ever, about the danger of missiles and other
hostile fire. '

The National Oceanic and Atmospheric
Administration interpreted the observation data
and incorporated it into a computer modei that
was used to validate and predict future move-
ments of the slick.

for the otsre BE I ar&nded; religblg nformation
AIREYE operations ceased on April 27. By then,
most of the free-floating oil had washed up onto
the shorelines along the Gulf.

Saud’l’ﬂrb?{géﬁétes Interagency Assess-

ment Team also helped Saudi Arabia set up an
operations center from which to direct the res-
ponse. The first step was to develop an overall
national response strategy, based on the
following Saudi priorities:

° protection of vital industrial facitities and
oil refineries (critical to maintain the war
effort);

Continued on page 46



Continued from page 45

o protection of env1ronmentall y sensitive
areas;

° recovery of oil in strategic offshore loca-
tions to minimize shoreline impact; and

° removal of oil from shoreline areas to

prevent it from moving down the coast.

Due to the magnitude of the spill, and
the lack of funding and equipment, a priority
ranking system was developed for facilities and

LCDR Glen Wiltshire - ‘
lifts a dead cormorant
from a heavily oiled
beach in Saudi Arabia.

environmentally sensitive areas. The Saudi °
Arabian Meteorological and Environmental
Protection Agency’s on-scene coordinator made a
national priority list, and the limited equipment
was moved to highest priority sites to protect it
from the advancing oil discharges.

The United States assessment team
helped develop protective measures for high
priority facilities. These included diversionary
booming around the mouth of the inlet areas,
containment booming and oit recovery skimmers
at strategic locations. The basic goal of all initial
operations is the recovery of free-floating oil, so
that it does not harm sensitive shorelines.

Oil recovery
Three skimming vessels were deDloyed in
offshore operations. The largest vessel recovered
-more than 100;000-barrels-of oil/water mixture

during its first 30 days of operation. (Tk
vessel's captain reported six-inch oil 8li¢
emitted strong vapors for up te three e

thick. Initial rapid progress was made«
the oil’s thickness. Lesser amounts we
ted after mid-April as the oil became thi

The southern oil migration h
Ali Island, but not by recovery efforts
of the island, prevailing onshore win(
cent reef and a causeway connecting’
land to the island prevented any larg
of oil from passing Abu Ali Island an¢
enough south to damage critical facil

Primary shoreline remedial re
efforts took advantage of natural coll
areas, formed by winds and currents:
oil into large pools. The construction
and jetties enhanced the collection po
Trenches were dug into the shorelmé
oil in the incoming tide.

The combination of enhanced)
collection points and trenches facilitz
shoreline cleanup effort. Pumps of al
tions recovered the pooled oil.

Proceedings of the Marine Safety Council - January-February 1992



E
:

¢ impact was the heaviest, the oil

id, forming asphalt about a foot
places. These areas included salt:-
ve swamps, and intertidal
eams.
i Coast Guard left Saudi Arabia
dly, reports indicated that about
';’ﬁels (about 58.8 million gallons
entire Exxon Valdez spill of 11
I#) of 0il had been recovered and

;5 onshore for natural separation

tire process, another signi-
gnized and addressed by the

s. Oil had been collecting

Is as a result of the daimag
kit, and posed a major potential
aulf waters. Many of these wells,
&less than four miles from the

oil accumulation was

wery million barrels

nd o dp?‘ﬂ fe

Ei'ed tobea threat, as virtually no
iounts of free-floating oil remained
herefore, there were no additional

2ats to the Saudi shoreline.

ese sources were no

scue

iudi coastline has several wetlands,
,mudflats and mangrove swamps
g-habitats and nesting areas for

pry and native birds, including the

H

r

Photos accompanying
this articleare by
PAI's Chuck Kalnbach
and Steve Sapp.

flamingo and the gndangered socotra cormorant.
Some areas in the Gulf are also home and nest-
ing sites for green turtles dugongs (Gulf cousins
of the manatee) arid active coral reef systems.

Due to a lack of equipment and the re-
moteness of some of the areas, many of these
sites were not protected and thousands of birds
were casualties of the discharges.

Efforts to respond to and ease the damage
to the coastal ecosystem began while the oil was
still moving southward. Wildlife rescue projects
were established. Hundreds of birds have since
been rescued and rehabilitated.

Conclusi
C'H}e U)r{}ted States Interagency Assess-

ment Team completed its work and returned
home on July 31. Coast Guard members of the
team and the AIREYE complement fulfilled
their missions in an extremely professional
manner. Their virtual round-the-clock efforts in
tracking the spill, developing a spill response
management organization, and assessing pros
and cons of countless clean-up techniques, all
during a wartime setting, reflect highly upon the
Coast Guard.

CDR Douglas A. Lentsch is the chiefand
LCDR James M. Obernesser is a staff member of

the Pollution Response Branch of the Marine
Environmental Protection Division of the Office of

Marine Safety, Security and Environmental
Protection.

Telephone: (202)267-2611.
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Oil spill clean up site on
beach in Seudi Arabia.
Coast Guard prepared oil
recovery pits.

Photo by

CAPT Robert Luchum.

New international convention
attles environmental catastrop

By LT Mark McEwen

When Iraq invaded Kuwait in Au
1990, little public thought was given to t

potential for environmental catastrophe in t.hls
oil rich region.

On JanuaryiQ 1991, however, environ-
mental considerations suddenly became a major
internationalconcetn, when Iraqi forces began to
release crude oil onte the Arabian Gulfin efforts
to harassallied forces and disrupt any potential
amphibious landing on Kuwaiti beaches. Crude
oil was released from anchored oil tankers and
shore terminals from Mina Al Ahmadi, Kuwait
and Mina Al Bakr, Iraq. Anchored tankers were
also pumped out northeast of Bubiyan Island,
Kuwait, while the Kuwaiti refinery at Mina Abd
Allah was sabotaged, resulting in a massive
release of refined products.

Initial estimates of the amount of oil re-
leased into the water ranged from 130 to 450
million gallons. The final figure will probably
never be known. But if the range of these esti-
mates is averaged, thé Gulf discharge would be
30 times that of the Exxon Valdez spill, the
largest spill in American history.

The Saudi Arabian governm
allies knew they had to respond, if on)
the enormous damage being inflicted:
environment of Saudi Arabia and Kui
well as the possible impact.on Saudid
tion plants on the Gulf coast. They hg
mechanism -- the Internagional Conw
0Oil Pollution Preparedness, Respons¢
Cooperation, 1990 -- that was not ava
United States in responding to Exxon

The new tool

Partly as a result of the Exxor
spill, representatives of various govt
met under the auspices of the Intern
Maritime Organization (IMO), the n
agency of the United Nations, to forg
ment on oil pollution response and ¢

In November 1990, at IMO he
in London, representatives of 90 cou
diverse interests put aside their diffi
create the potential for a common be
tecting the world’s marine environm
pollution. The breadth of interest in
tive was demonstrated by the fact th
the largest diplomatic conference in
tory. The United States, fresh from

ings of the Marine Safety Council - January-February 1992



Initial assessment

As IMO began preliminary efforts to put
provisions of the convention into effect in the
Gulf, the United States was already involved in
the first stages of a response. On January 24, at
the request of the Saudi government, the United
States Interagency Assessment Team was dis-
patched to the Arabian Gulf.

Assembled by the United States National
Response Team, the initial assessment team
consisted of pollution experts from the Environ-
mental Protection Agency, National Ocean and
Atmospheric Administration, United States
Army Corps of Engineers and Coast Guard. The
Departments of Energy and Interior, and a pri-
vate industry pollution expert participated in
subsequent activities. ;

Qil spill center

At the same timé, an oil spill coordination
center was being formed at IMO to act as a clear-
inghouse for offers of assistance from all nations.

Ry

The center was headed by Coast Guard Com- ~

mander David Pascoe, who is on loan to IMO for

two years to help put the convengg'ﬂi%r}‘e f,f.fffgté -

Environmental Protection
Agency representative Bob
Caron gathers samples
from waves of oil cascading
ashore in Saudi Arabia.

Photo by PA1 Steve Sapp.
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Continued from page 49

Additional Coast Guard personnel on tem-
porary duty at IMO helped representatives from
many countries to create a framework from
which to carry out provisions of the convention
and coordinate offers of assistance to the Gulf.

As soon as the IMO center was firmly
established, the United States Interagency
Assessment Team was brought under its um-
brella to become part of an international inter-
agency assessment team. United States pollu-
tion technicians continued to perform their same
functions, but under IMO auspices as part of an
international exchange.

Oil tracking

The international interagency assessment
team was assisted by representativesof a
National Oceanic and Atmospheric Administra-
tion discharge assessment and tracking team
located at Coast Guard headquarters. This team
analyzed data sent from the spill site and fore-
casted spill trajectories for response personnel in
theater., The trajectories allowed responders to
make the best use of their limited resources to
protect the most sensitive and vital sites from the
onslaught of the oil.

Much of the data came by way of the
“AIREYE” system, an oil deteetion and tracking
device mounted on a Coast Guard HU-25 falcon
jet. Delivered to the Gulf at the request of the
Saudi government, the systeém is a product of
Coast Guard-sponsored research and develop-
ment. It uses sophisticated sensing devices
including side-looking airborne radar to provide
a film image of the oil on the surface of the water.

Coopﬁfa[tive effor

e nternatlonaﬁ)onvention on

Pollution Preparedness, Response and
Cooperation was successful in channeli
resources to meet environmental emerg
even under wartime conditions. Althou
hampered by lack of resources, respond
tracked the spill and protected some of t
strategic sites. Many nations and agen«
helped contain and clean up the vast dis
The Coast Guard and IMO are ju
proud of their work in applying convent
concepts in the Gulf region. There was
level of cooperation among many natiot
battling the common threat of environn
devastation. The convention’s vision of
national network of information, resow
expertise sharing had become a reality,
though it was too new to be in force.

Ratification
In late October, 1991, the Unite

Senate gave its advice and consent to
of the International Convention on O
Preparedness, Response and Coopers
quite possible that the United States
the first nation to ratify this conventi
has already been tested under fire an
mettle.

LT Mark McEwen is a staff
Environmental Coordination Branch
Marine Environmental Protection Di
Office of Marine Safety, Security and
Environmental Protection.
Telephone: (202) 267-0419.
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rof a submerged tube-type
iy be kept constant as scale

g the feedwater rate

gthe coil pressure

ig the brine density |
ig the vacuum in the unit

-boiler damage if a waterwall
fails, the water level begins to
y. You should continue the
ply and immediately

rate of theboile
draft fans

» boiler

‘um safety valves to prevent

5. Which statement (s) is/are correct for
decks and bulkheads which are penetrated
by electrical cables?

A. [If properly installed, stuffing tubes will
prevent progressive flooding where
cables pierce watertight.

B. Bushings having rounded edges and a
bearing surface of at least 0.25 inch in
length are required for all cables that
pass through deck beams.

C. Where cables pierce main vertical zone
bulkheads, arrangements must be made
to ensure that the fire resistance to
impaired mote than 10 percent.

D. All ofthe above.

6. The generating tubes in an operating
boiler will overheat and possibly fail when
the boiler reaches the end point of

A. evaporation
B. generation
C. combustion
D. circulation

7. To determine that a compartment
contains enough oxygen to sustain life, you
should use a/an

A. explosimeter

B. oxygen indicator
C. fresh airindicator
D. any of the above

8. If your vessel’s Certificate of Inspection
requires six B-11, two A-11 and one B-V fire
extinguisher, what will you need?

Six 2 1/2-gallon soda-acid, two 2 1/2-
gallon foam and one 40-gallon foam.
Six 2 1/2-gallon foam, two 15-pound COq

and one 30-pound dry chemical.
Six 15-pound COy, two 2 1/2-gallon foam

and one 50-pound COs.

Eight 2 1/2-gallon foam and one 100-
pound COs.

S e »B »

Continued on page 52
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Continued from page 51

Deck

1. Which measure should NOT be taken to
reduce the pounding of a vesselin a head
sea?

A. Add ballastin afterpeak.

B. Add ballast forward.

C. Alter course.

D. Reducespeed.

2. BOTH INTERNATIONAL & INLAND --
You are in restricted visibility and hear a fog
signal forward of the beam. Nothing
appears on your radar screen. The rules
require you to

A. stop your engines

B. gseund twe prelenged blasts of the

whistle
C. sound the danger signal

D. slow to bare steerageway

3. Which of the following is true concerning
lifeboat gripes?

A. They must be released by freeing a

safety shackle.
They should not be released until the

B.
boatis in lowering position.

C. They may be adjusted by a turnbuckle.

D. They are normally used only with
radial davits.

4. You are on an ice-reinforced vessel about
to enter pack ice. You should

A. enter the pack on the windward side
where there is a well defined ice edge

B.  trim to an even keel or slightly down by
the bow to take maximum benefit of the
ice reinforcement

c. take maximum advantage of coastal
leads caused by offshore winds

D. look for areas of rotten ice and enter
perpendicular to the ice edge

5. A vessel’s quarter is that section which is?

Abeam.

Dead astern.

Just forward of the beam.
On either side of the stern.

Oowp

6. On a cargo vessel, fire and boat

C. 25percent
D. 40 percent

7. All of the following can be deter
use of a stabilogauge, EXCEPT __

A! 'metacentric height

B. mean draft

C.” momentto trim one inch
D. deadweight

of another vessel

9. Which statement is true conce
preservers?

life preservers.
B. Life preservers arede

unconscious person’s
water.

float properly.

Engineer
1-D, 2-B, 3-B, 4-C, 5-A, 6-D, 7-B,

Deck
1-A, 2-D, 3-C, 4-D, 5-D, 6-C, 7-C
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" 4/C Julie Mehta

Benzene

from gas fractions.

een developéd byreg?%ulstts:ﬁgnufs uf‘e,

ene cyclohexane
enzene. ﬂle);‘ compounds

line and insecti-

to the production of

cellent solvent. In addition, benzene
tartingjagent for reactions. Because
ve mixtigre with air, it can be used as
nent foriinternal combustion and it
nt octane enhancer.

zards. >
me is acutely and chronically toxic
ole. Expesure to high concentra+
ene E"M will lead to acute poison-

mntr@dervous system is affected. As.

nesthetig gases, symptoms include a

nirritate eyes, nose and
he chemical can cause
in breathing, which may

Proceedings of the Marine Safety Council - January-February 1992

tions of the chemical (below 100 pm) can lead to
severe or fatal anemia. Leukemia (a cancer),
other serious blood disorders, and death have
been caused by contact with benzene vapors.

Artificial respiration and oxygen should
be given to a victim whose breathing has stopped
after exposure tb benzene. It can also be ab-
sorbed through the skin. If liquid benzene is
exposed to skin, immediately flush the areas
with water. A victim who has swallowed
benzene and is still conscious should be given
water or milk toidrink.

he chemical is extremely flammable, and
resulting fires apd/or explosions are potential
dangers. Benzene vapor is heavier than air and
may travel to a source of ignition and flash back.

Dry chemicals, foam or carbon dioxide can
fight benzene fire. Water should be used to keep
fire-exposed containers cool. A self-contained
breathing apparatus should be worn, as well as
rubber gloves, face shield, hard hat and protec-
tive clothing.

In case of a spill, water may be used to
flush spills and disperse vapors. Benzene
pollutes water and, even in low concentrations,
can kill aquatic life. The likelihood of over ex-
posure to benzene during a crude oil spill res-
ponse is presently under investigation.

The Occupational Safety and Health Ad-
ministration set the standard of exposure to no
more than 1 ppm benzene during an eight-hour
work day and a § ppm short-term exposure limit
for up to 15 minutes a day. This was changed to
0.1 ppm as an exposure limit guideline.

Shipping

Benzene is usually shipped in small glass
containers, one-gallon cans, five- to 55-gallon
metal drums, tank cars and trucks, and in bulk
by tank barges and parcel tankers.

Care should be taken when loading
benzene. On cargo ships, restricted gauges
should be used, and vents should be sufficiently
high (about 12 feet above deck).

Continued on page 54
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COAST GUARD ISSUES BENZENE FINAL RULE

I Chemical name:

cyclohexatriene

Physical description:  Clear, colorless, flammable liquid

Physical properties: :
Boiling point: 176°F
Freezing point: 42°F
Vapor pressure:

Threshold limit value:
Time weighted average:

Short-term exposure limit:

| Combustion properties:
Flashpoint (c. c.): :

Autoignition temperature:

Cargo compatibility group:

1 ppm; 3.30 mg/m3
5 ppm; 16.1 mg/m3

1.3% volume
7.1% volume

32 (Aromatic hyd
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ortfisherman

1 good example of classic
oden boat construction.

With its down-to-earth descriptions of
long established, common techniques and
methods of building boats, this manual can be
picked up and used to advantage by any amateur
boatbuilder. The readability of the Boatbuilding
Manual makes it a valuable tool for T-boat
inspectors when examining hulls or seeking
guidance on the structural integrity of a vessel.

In addition, the manual features excellent
drawings of construction details. One whole
chapter is devoted to fastenings, and another to
frames and framing techniques.

Robert Steward is well qualified to write
authoritatively on boatbuilding. He has 50 years
of work experience in design offices and for East
and West Coast builders. He was a designer and
engineer for 24 years for the Huckins Yacht
Corporation.

The Boatbuilding Manual can be pur-
chased for $29.95 from the International Marine
Publishing Company, Camden, Maine 04843.

Continued on page 56
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Chemical of the Month Compilation
Descriptions of Selected Hazardous
Materials Which May be Encountered
During Marine Transportation

This 200-page booklet contains descrip-
tions of 79 hazardous chemicals from acetalde-
hyde to xylene. Included are formulas, uses,
hazardg, pregaution, ipgesiistnd dentilers
been a regular feature in the Proceedings of the
Marine Safety Council for more than ten years.
The purpose of the column is to provide readable
information on hazardous materials with which
merchant mariners and Coast Guard personnel
are likely to come in contact.

Tge eature was initiated by the former
Hazards Evaluation Branch of the Office of
Merchant Marine Safety to carry out the Coast
Guard mission to disseminate chemical safety
information.

The first chemical of the month column in
1980 dealt with anhydrous ammonia. Prepared
by Dr. Alan Schneider and Mr. Curtis Payne, the
article was prompted by an accident involving
anhydrous ammonia that took the life of a
member of the Coast Guard the previous year.

In 1981, it was decided that the column
should be a regular feature in Proceedings as,
many merchant mariners welcomed understand-
able descriptions of hazardous materials. Later
on, the effort was undertaken by cadets and
faculty at the U.S. Coast Guard Academy, New

London, Connecticut. :
Preparation of these columns has been

monitored by CDR T.J. Haas, CDR J.J. Kichner
and LCDR T.J. Chuba. All data in this publi-
cation has been reviewed and updated.

Published in August 1991, the Compila-
tion of the Chemical of the Month may be
obtained for $35.00 (paper copy) and $17.000
(microfiche) by addressing:

PB91 - 236257
National Technical Information Service
5285 Port Royal Road J
Springfield, Virginia 22161
Telephone: 703-487-4028

The Boater’s Medical
Rabert S. Gould, M.D., has prep

excellent guide to handling medical et
at sea. Having The Boater’s Medical {
aboard can make any boater more con:
coping with a medical emergency afloi
Special sections on using the rg
dealing with a medieal evacuation ¢od
helpful to an inexperienced crew mem
with a disabled ¢ in. reo 3
Signi 1t those who don' n
bluewater cruises, but who need to ki
deal with emergencies on board - and,
whether a problem is a real emergelmy‘
guide is ¢lear and explicit. P
A physician for 25 years and §
explorer for 20 years, Dr. Gould spi¢
with anecdotes from his own adven
Published in 1990, The Boate)
Companion can be obtained for $6.9
Cornell Maritime Press, P.O. Box 4
ville, Maryland 21617. -

The Boater’'s Weather Guide

Sooner or later everyone whi
on the water will encounter strong;
confused seas, fog, thunderstorms
How dangerous any of these situati
depends not only on the type of boat
the experience and knowledge of thi
The weatherwise mariner has plan
cope with bad weather, and has leaj

read the signs in the sky and on thg,
Published in 1991, T"he Boi

Guide by Ms. Margaret Willia
writer of technical boating sul
boaters with the forces that shape
allows them to predict changes thyj
expected.

Part I contains a logical e
climate and weather, concentra
speed and direction, low visibili
storms, gales and hurricanes, t}
affect the mariner the most.

The second part deals wi
climate and weather on the boa
delving into the whys and wher |
practical approach for those wh
necessary facts.

The Boater’s Weather Gu
purchased for $7.95 from Cornel
Press, P.O. Box 456, Centreville
216117.
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ssure of vessel documentation
(46 CFR part 67) (October 15).

view of its field organization for

uard can serve the public more

: January 1, 1992,

he executive secretary, Marine
LRA-2, 3406) (CGD 91-039),
adquarters, 2100 Second Street,
ion, D.C. 20593-0001, maintains
it for this rulemaking. This dock-
ible for inspection or copying at
address between 8 a.m.
ough Friday, except
thone: (202) 267-1477.

formation, contact: Mr.

is, chief, Vessel Documentation

irvey Branch, Office of Marine

rand Environmental Protection.
'%02) 267-1492.

porary rule notice

!,' Safety and security zones (33 CFR
55) (October 17).

slished list gives notice of tempo-
nes, security zones and special local
r limited periods of time in limited

January - February, 1992

areas. Safety zones are established around areas
where there has been a marine casualty or when
a vessel carrying a particularly hazardous cargo
is transiting a restricted or congested area.
Special local regulations are issued to assure the
safety of participants and spectators of regattas
and other marine events.

Dates: The list includes safety and security
zones, and special local regulations established
between July 1, 1991, and September 30, 1991,
and have since been terminated. Also included
are several zones established earlier, but inad-
vertently omitted from the past published list.

Addresses: The complete text of any temporary
regulations may be examined at, and is available
on request, from the executive secretary, Marine
Safety Council (G-LRA-2), Coast Guard
headquarters.

For further information, contact: Mr. Don
Harris, regulatory paralegal, Marine Safety
Council at (202) 267-1477 between the hours of 8
a.m. and 3:30 p.m. Monday through Friday.

Final rule

CGD 88-040, Benzene (46 CFR parts 30, 151, 153
and 197) RIN 2115-AD08 (October 17).

The Coast Guard is amending its regula-
tions by revising the special carriage require-
ments for benzene and benzene mixtures, and by
adding new regulations concerning occupational
exposure to benzene vapor on vessels.

Exposure to benzene vapors can cause
leukemia or other serious blood disorders. The
rule reduces permissible exposure limits and pro-
vides the same level of protection for workers ex-
posed to benzene vapor in the marine workplace
as factory workers have under the Occupational
Safety and Health Administration’s regulations.

The rule’s requirements are performance-
oriented and can be met by changes in work
practices, and the use of respirators, and other

Continued on page 58
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Continued from page 57

protective clothing and equipment. The rule also
requires the training of workers and testing of
employees to determine benzene exposures.

Because benzene generally produces
warning signs in the body before the onset of
cancer, the rule provides for medical examina-
tions of workers. Those workers with benzene-
caused medical problems are forbidden from
working in a benzene environment. Deadlines
have been established for compliance with each
of the safety requirements.

It should be noted here that the final rule
inadvertently changed the entries in Table
151.05 and Table 1 of part 153 in Title 46 from 10
percent to .5 percent benzene. The intent of the
rulemaking was not to change the carriage
requirements for those products with a benzene
content of .5 percent to 10 percent, but to have a
way to refer the reader to the safety and health
requirements of 46 CFR part 197. A correction
rule is in clearance to change these entries back
to the proper 10 percent benzene and to add
footnotes to the two tables to link 46 CFR part
197 for products with benzene contents between
.5 percent and 10 percent.

Effective date: January 15, 1992

For further information, contact: Dr. Alan L.
Schneider, Hazardous Materials Branch, Office
of Marine Safety, Security and Environmental
Protection. Telephone: (202) 267-1217. '

Request for comments

CGD 91-054, Review of boating safety regulations
(33 CFR parts 95,100,173,174,175,177, 179,
181 and'183: 46 CFR part 25) (November 1).

The Coast Guard will conduct a compre-
hensive review of currently effective boating
safety regulations at the May 1992 meeting of
the National Boating Safety Advisory Council
(NBSAC). The purpose of the review is Lo deter-
mine if any of the Coast Guard boating safety
regulations are in need of change or revision.
This notice describes the existing regulations
that will be reviewed and solicits comments from
the boating public in response to specific ques-
tions related to the review.

The Coast Guard will provide
of the comments received to the NBS

bers for their consideration before th
meeting, and will consider all releva
ments in forming changes to the reg

Date: Comments were requested by
December 31, 1991.

Addresses: Comments may be mq
executive secretary, Marine Safety
LRA-2/room 3406), Coast Guard he
delivered to room 3406 between 8 a
Mondhy through Friday, except fed
Telephone: (202) 267-14717.

‘The executive secretary mai
public docket for this regulatory re
Comments will become part of this
will be available for inspection or ¢
room 3406, Coast Guard headquart

For further information, contaci
Perry, regulatory coordinator, Aux
ing and Consumer Affairs Division,
Telephone: (202) 267-0979.

Advance rule no

CGD 91-045, Structural and ope
sures to reduce oil spills from exi
without double hulls (33 CFR pa
parts 31,32,35) RIN 2115-AE0]

The Coast Guard is soliciti

on whiceh structural and operatic
should be required for existing t
out double hulls to provide as su
tion to the environment as is eco
technologically feasible. Regula
structural and operational meas
this standard of protection are it
Oil Pollution Act 0f 1990 (OPA 9§

The purpose of such regul
duce the likelihood as well as thy
spills during the statutory phase
established by the separate requ
90 that all tank vessels be equip
hulls, at the latest, by the year 2
Guard is soliciting comments ali
existing tank vessels should ber
stall double hulls sooner than se

Date: Comments were request
December 31, 1991,
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ments must be submitted in

ie mailed to the executive

*Safety Council (G-LRA-2room

'd headquarters or delivered to

m 8 a.m. to 3 p.m., Monday

xcept federal holidays.

167-14717.

ive secretary maintains the

his regulatory review project.

icome part of this docket and

or inspection or copying at

Guard headquarters.

report by the National

_ 8, titled Tanker Spills:

ign is in the public docket and

and copied at the same time in

ymay be purchased from the

y Press, 2101 Constitution

0. Box 285, Washington, D.C.

iy phone, call toll-free 1-800-

1202) 334-3313 in the

opolitan area.

_also contains a copy of Coast
 1-90 and IMO Resolution A.

b

rinformation, contact: Mr.
Veyhart, project manager, OPA 90
r1). Telephone (202) 267-6743,
.m. and 4 p.m., Monday through
spt federal holidays.

Notice of intent

ral Pacific Loran-C chain

8, 1991, the Coast Guard pub-
of intent and request for com-
151) to propose early closure ot
ific Loran-C chain, rate 4990.
'd intends to terminate the Loran-
ded by the Central Pacific Loran-
fawaiian Islands on December
iof continuing operations until
994. Continued operation of the
Loran-C chain is not economically
relosure of this Loran-C chain
fast Guard the cost of operating it
amounting to an estimated
x million dollars.
fage provided by the satellite-
ming system (GPS) is
1e cost of GPS receivers is

decreasing. GPS presently provides coverage
where Loran<C carmot and this toverage
includes thelHawaiian Islands.

For further information, contact: CDR
Richard Armstrong, chief, Radio Aids Manage-
ment Branch (G-NRN-1), Coast Guard head-
quarters. Telephone: (202) 267-0990.

Notice of intent

CGD 91-034/90-068 Vessel response plans, and
carriage and inspection of discharge-removal
equipment (33 CFR part 155) RIN 2115-AD81
and 66 (November 29).

The Cpast Guard is clarifying its notice of
intent published November 18, 1991 (56 FR

‘58202) to form a negotiated rulemaking

committee to develop portions of the regulations
that are to be issued under OPA 90.

For further information, concerning the
substantive aspects of oil spill response plans
and the carriage of removal equipment for tank
vessels, contact LCDR Glenn Wiltshire, project
manager, OPA 90 staff at 202-267-6740 between
7Ta.m. and 3:30 p.m., EST, Monday through -
Friday, except federal holidays.

Final rule

CGD 91-041, Pollution fund expenditures by dis-
trict commanders (33 CFR part 153)
(December 2).

The Coast Guard district commander’s
authority to expend funds from the pollution
fund for removal costs related to a discharge of
oil or hazardous substances is limited to
$1,000,000. The procedure required to-éxceed
the authorized limitation is an internal manage-
ment step that unnecessarily delays removal
action on a dis- charge. This rulemaking elimi-
nates this limitation and makes several conform-
ing amendments. These amendments concern
internal agency procedure and are needed to
expedite the process of removing oil or hazardous
substances requiring over $1,000,000 in expen-
ditures.

Effective date: December 2, 1991.
Continued on page 60
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Continued from page 59 .
For further m%'ormatlon, contact: Mr. Allen

R. Thuring, telephone (703) 235-4741, National
Pollution Funds Center.

Proposed rule
extension of comment period

CGD 91-005, Financial responsibility for water
pollution (vessels) (33 CFR parts 130, 131, 132
and 137) RIN 2115-AD76 (December 2).

On September 26, 1991, the Coast Guard
published a notice of proposed rulemaking on
financial responsibility for vessels (56 FR
49006). The original comment period provided in
that notice is extended an additional 60 days.

Dates: The comment period on this notice is
extended to January 24, 1992,

Addresses: Comments may be mailed to the
executive secretary, Marine Safety Council (G-
LRA-2/3406) (CGD 91-005), U.S. Coast Guard
headquarters, or may be delivered to room 3406
between 8 a.m. and 3 p.m., Monday through
Friday, except federal holidays. The telephone
number is (202) 267-1477.

Comments will become part of the public
docket for this rulemaking and will be available
for inspection or copying at room 3406, Coast
Guard headquarters. .

For further information, contact: Mr. Robert
M. Skall, National Pollution Funds Center.
Telephone: (703) 235-4704.

Proposed rule notice

CGD 89-104, Great Lakes pilotage rai
part401) RIN 2115-AD47 (December

The Coast Guard is proposing 1
the Great Lakes pilotage regulations
increasing the basic pilotage rates on
basis by nine percent in District 1, 21
District 2 and 10 percent in District 3
changes would temporarily increase
that revenue received by the pilot org
would;be sufficient to increase pilot ¢i
tion, while a permanent rate method¢
being developed. The Coast Guard ré¢
comments on this proposed rate increé

DATE: Comments must be received
January 6, 1992,

Addrésses: Comments may be mail
executive secretary, Marine SafetyG
LRA-2/3406) (CGD 89-104), U.S.
headquarters, or may be delivered {
between 8 a.m. and 3 p.m., Monday
Friday, except federal holidays. Th
number is (202) 267-1477. .
The executive secretary mai
public docket for this rulemaking,
will become part of this docket and

For further information, co

headquarters. Telephone: (202

r

FRONT COVER -- Coast Guard Cutter#®y Largo
UISNS Algol out of Savannah loaded with equipme

bound for the Persian Gulf.

Photo by PAI ChuckKaln
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