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Editor’s Note

I can really appreciate what past editors have
gone through putting this newsletter together. It
scems that there is no end to the information
available that is of interest to the operators. We
received many articles and updates on ships and
projects that RVOC members are working on.

I can empathize with the over 500 ton operators
with regard to ISM. 1 recently attended the
Marine SQE Internal Audit Course given by
ABS Group Inc. This is an excellent first step in
understanding how ISM will impact your
institution. I'highly recommend this course to all
of you, even if it’s not mandatory.

In my other life, which revolves around manned
submersible operations, I presented a synopsis of
HBOI's submersible safety program and
significant operations for the past 30 years at the

5™ International Submersible Safety Symposium
which was held in Kaliningrad, Russia, on board
the 400 foot Resecarch Vessel AKADEMIK
MSTISLAU KELDYSH. She is the mother ship
for MIRS 1 & 2, which are capable of diving to
20,000 feet. The U.S. was well represented by
WHOI ALVIN Ops, Hawaii Undersea Research
Labs PISCES, and NOAA-NURP. There was
also an historical presentation about the world’s
decpest dive made by the TRIESTE in 1960 that
reached 7 miles deep in the Mariana Trench. A
note of interest, the R/V KELDYSH has two
saunas and one swimming pool...and you
thought we had it tough!

Thanks to all of this issue’s contributors.
Tim Askew

From the Chair

My how time flies. The 2000 RVOC meeting is
behind us, the minutes are completed and sent to
the UNOLS office for distribution, and now it’s
time to start all over again. But, before we get
down to sctting an agenda for our meeting in
Rhode Island, I'd like to take a minute to fill you
in on the UNOLS Council mecting that I
attended in Miami in April.

As you all know, UNOLS asked our community
to review and comment on the Federal
Oceanographic Facilities Committee (FOFC)
discussion paper titled “Charting the Future for
the National Academic Research Fleet”. The
report, which defines a federal interagency
strategy for the renewal of the national academic
research fleet, was generated by an informal
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working group of ocean science federal agency
staff.

The group concluded that the fleet of large (>
40m) academic vessels should be reduced by 3
ships over the next 20 years. Their findings were
based on stable funding for oceanographic
research and an increased dependency on data
acquisition from non-traditional platforms.

Over 100 groups and individuals responded to
the UNOLS Office call for input on the FOFC
report. The vast majority felt that the plan, with
its associated reduction in the fleet of academic
vessels, would not meet the needs of marine
science into the next few decades. At the Miami
Council meeting, UNOLS agreed to prepare a
response to the report that will articulate the
consensus view of the community based on the
UNOLS poll. UNOLS will also develop their
own evaluation of the future of ocean science
and attempt to predict how ocean scientists will
utilize platforms (of all ilk’s) in the future.

This whole exercise, I think, is exciting and will
be beneficial to marine science in general and to
us as operators of the academic fleet. The sheer
volume of the responses demonstrate that a large
contingent of ocean scientists are paying
attention, and they care enough about their fleet
to take the time to comment. In addition, the
community’s comments (along with an
outstanding presentation by John Delaney on the
possibility of sub aqueous life on the moons of
Jupiter which in all likelihood could resemble
deep ocean hydrothermal communities here on
earth) have encouraged UNOLS to take a NASA
style futuristic look into the next chapter of
ocecan exploration. If, as the FOFC report
predicts, funding for occan sciences remain
apathetical, then this effort will be nothing more
than mind games. Of course, we could all be
surprised and find ourselves prepared for an

exciting future. Either way, I think it’s a worthy

endeavor and, to me, what UNOLS is all about.

Now back to reality. Plans are progressing for
the historic 2001 joint RVTEC/RVOC meeting
in Rhode Island. 1 spoke with Dale Chayes,
RVTEC Chair, in Miami and we agreed to a
tentative agenda that would include an in depth
look at ISM and the quality of service issue. This
will be a joint agenda item which I hope will put
those with experience and knowledge of these 2
issues in the same room with vessel operators,
technicians, and as many scientists as can be

mustered, a unique and exciting (I'm a very
excitable type personality) opportunity.

We’ll need some help putting together a list of
topics and speakers. Our first cut includes U.S.
big ship operators that are currently working on
ISM compliance, operators (NOAA, SACLANT)
outside of UNOLS that can fill us in on their
experiences, and regulatory groups (ABS) with
knowledge and responsibility for ISM.
Additionally, if Grabowsky and Roberts are
successful in their bid for developing a quality
program for UNOLS, I think it would be a good
idea to have them in the room during our
discussion of ISM.

There you have it. Sounds like an exciting year
tome. Steve.

ENDEAVOR 2001 Shipyard

ENDEAVOR entered International Ship Repair
and Marine Services, Inc., in Tampa, Florida, a
week before Christmas last year. She joined the
MAURICE EWING, whose shipyard was
already underway. Right after the first of the
year the ATLANTIS joined us. This yard was
on the second half of our 5-year cycle with ABS
and was about 2.5 years after our last yard period
in 1998.

Most of the yard items planned were routine,
including sea valve servicing, hull painting tail
shaft and propeller inspection. Several new
services were added for science in the form of a
distributed 220 VAC le electrical service,
additional utilities for vans and additional pass-
throughs for temporary cable routing.

A new Ozone generating system from Delta
Marine was installed to treat the potable water as
well as the air spaces in the gray and black water
tanks. We have been having periodic episodes
with sewage odors and hopefully this system will
help this situation out.

Our biggest surprise was the condition we found
our sewage tanks to be in. At the previous yard,
they were in reasonable shape and we never
anticipated the amount of wastage we found. It
took a $50,000 extra to correct the problems.
Other major cost additions included machining
of the propeller blade palms and extensive
repairs to our crane boom cylinder.  Bill Hahn
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NSF Inspection Program

The RFP has closed. The review panel convened
in April and, baring any delays in the review
process, inspections should begin mid-summer.

New Vessel Updates

University of Delaware replacement vessel for
the R/V CAPE HENLOPEN.

The “Concept” design has been delivered in a
preliminary form. The Delaware Research
Vessel Committee working groups will review
the drawings (profile and all decks) in detail and
make recommendations prior to submission to
the Fleet Improvement Committee by June of
this year. The target date for completing the
“Concept” design is September 1, 2001. The
“Preliminary” design phase will begin shortly
thereafter. Matthew Hawkins

Portable Van/Container Update

Construction:

The final bids have been received and the
contract for construction has been awarded to
Thomas International/Sonic Barriers. For those
of you not familiar with them, they are a
partnership based out of California and
Vancouver respectively. They have an excellent
reputation for building portable structures used
aboard ship.

Based on the final prices and most urgent need,
the following vans will be built;

1) Scripps - Electronic (Steel)
2) Univ. of Washington - Isotope (Steel)
3) Oregon State - Isotope (Aluminum)
4) University of Texas - Isotope (Aluminum)

5) LUMCON - Trace Metal Clean (Aluminum)

6) WHOI - Chemical Storage (Steel)

A General Purpose van for myself (Delaware)
and Washington's second Isotope van may get
added to the contract later in the year if funds
become available.

A "kick-off" meeting was held in April
Construction should begin shortly. Dan
Schwartz will be helping with the inspection
process during construction.

Coast Guard Approval:

The Coast Guard approval for use of the UNOLS
specification for INSPECTED vans is also
moving forward - though (of course) slower than
hoped for. The goal of doing this is to make this
standard no longer dependent on the local CG
inspection offices. This has been well received
by US Coast Guard in Washington.

The original spec had proposed a design pressure
of 1.0 psi for the side panels. This was the
lowest deckhouse design pressure that our naval
architect could find (taken from an NVIC
circular for crew boats in the Gulf) and we
intentionally started there. Turns out CG doesn't
even like their own standard.

They had tentatively proposed (and are willing to
accept) increasing this to 1.5 psi. This is an ABS
standard for high-speed craft and is the lowest
pressure acceptable for "full ocean service". A
standard 20-foot container will require only
minor stiffening to meet this pressure, according
to calculations from our naval architect. A
"sheltered location" may have to be agreed upon
for the vans to use this pressure as well. CG
wants to ensure that vans do not take green water
under normal use - if so, MUCH higher design
pressures would need to be used.

It appears that the CG may also agree to our fire
rating philosophy, which takes into account that
ship's structure is always present to help control
the spread of fire. Though it may not be
obvious, getting CG to agree to these issues is a
major step forward. It allows R/V's to not have
to build inspected vans to an "A" rating. We
have long considered this inappropriate for our
service - they are much heavier and more
expensive. This also allows the use of aluminum
for inspected vans.

Please keep in mind that, technically, the
constraints I've given above apply only to
INSPECTED vans (i.e. Accommodation,
Chemical Storage, and Power Vans on ships over
300 gross tons). Lab vans are not required to
meet this. It is my belief that we (UNOLS)
should use this standard for vans "normally
occupied by personnel” to ensure safety. We are
not fully through the CG approval process yet
(though very close), so my comments are only
preliminary and reflect the information to date.

Matthew Hawkins
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Satellite Communications Group Purchase:

Six institutions (Lamont, Duke, Declaware,
Washington, Moss Landing and Rhode Island)
requested satellite communications equipment as
part of their Shipboard Scientific Support
Equipment (SSSE) proposals in 2001. The
requests involved mostly stand-alone
INMARSAT-C and INMARSAT-B units. The
National Science Foundation asked that bulk
purchase of these units be investigated to help
standardize hardware throughout the UNOLS
fleet and reduce cost. All of the vessel operators
were contacted to discuss the make and model of
the units requested. Their input and opinions
were considered in the evaluation process, as
well as the criteria given below.

1)Functionality and Capability (Standard
options, High speed data, etc.)

2)Dependability and Service Record

3)Possible future integration with SeaNet

4)Size (dimensions, number of components, etc.)
5) Cost

Key SeaNet personnel at Lamont-Doherty and
Woods Hole Oceanographic Institute were
consulted during the process. They will assist
with review of the final specification for the
hardware purchase to ensure the units can
interface properly with SeaNet if requested in the
future.

In order to realize the savings associated with
group purchase, a single requisition for all of the
equipment will need to be made from one
vendor. The funds requested for group purchase
of communications equipment will be given as
part of the CAPE HENLOPEN's SSSE grant and
administered by the University of Delaware. The
equipment will be shipped directly to the
institution that requested it. It will be up to those
institutions to make all arrangements for final
installation and commissioning of the new
systems, including selection of the vendor. The
removal of old equipment, and installation of the
primary components of the new systems, will be
done by the ship operation. A standard
Installation/Commissioning "allowance" will be
given to each operator through their SSSE grant
(not the grant for the group purchase
administered by the University of Delaware).
Matthew Hawkins

Medical Services Bid

RFP has been sent out to 5 medical service
providers with bids due May 3. Mike Prince and
Capt. Eric Buck from Scripps will do site visits
with the top one or two providers. Any other
volunteers are welcome to help with site visits
and evaluation.

Maintenance Program Evaluations

The first two site visits have been done and two
additional visits are scheduled for May. The
evaluation tcam (Bill Hahn, Scott Olson, Al
Walsh and Dave Powell) will make a
recommendation by mid June.
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Editorial

March 2001 Vol 106 No 3

Making ISM

MO Secretary General William

A ONeil last month made a

plea for effective and conscien-

tious implementation of the

International Safety

Management (ISM)} Code. “We
should not allow it to become merely a
paper exercise,” he said.

O'Neil announced his intention to
start an assessment of the impact of

[3M since it
become manda-
tory for passen-
ger ships, oil
and chemical
tankers, gas
carriers, and
bulk carriers on
July 1,1998, It
will become
mandatory for
gll other cargo
ships of 500
gross tons and
above on 1 July
2002,

O'Neil cited an analysis by the
Swedish P&I Club indieating that
ships complying with the ISM code
have made significant claim improve-
ments in comparizon with non-18M
code ships. He said he believed such a
demonstration of the benefits to be
gained by those who have introduced
the systems of the code should also
give encouragement to those who have
to implement the same systems
between now and July 1, 2002,

Unfortunately, of course, the ISM
Code guffers from one inherent flaw.
Esszentially, its a QA (Quality
Assurance) system. And any QA
enthusiast will be swift to point out

Micholas Blenkey
Editor

work

that successful QA systems can’t be
imposed on an organization from the
outside. They have to be fervently
embraced by all involved, especially
top management.

That iz not to say that ISM will not
make a valid contribution to enhane-
ing maritime safety. But it does mean
that there's a continuing need to get
the message out that successful imple-
mentation of [ISM brings positive bene-
fit=. It also means, unfortunately, that
when the carrot doezsn't work, the stick
will have to be used.

Part of O'Meil's assessment of [SM
will invalve contacting Port State
Control around the world for informa-
tion about the number of detentions
recorded for ISM and non-ISM certifi-
cated ships, along with any other
action taken by port state authorities
in respect of ISM eode deficiencies.

Interestingly, owners who seek to
make [SM certification no more than a
paper chase, may not find it as easy
now as it may have been when ISM
Was new,

A number of Marine Log sources
are telling us that many owners are
going to have a hard time getting
recertified. This topic features promi-
nently on the program of our confer-
ence, Maritime Operations: The
Human Element, being held April 24
and 25 in Washinpgton, D.C.

Nk, &MIGM\
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IMO's London headquarters was the scene of a meeting last
month that set the agenda for a panoply of forthcoming
regulation intended to make shipping cleaner, greener and safer

GREENER,
CLEANE
AND SAFER

IMOQO'’s last Assembly of the 20th Century
sets the international regulatory agenda
for 21st Century shipping

ast month's meeting of the IM(O Assembly,

held at IMO’s London headquarters from

November 15-26, was the last of the 20th

century. However, it played an important
role in setting the regulatory agenda for shipping
for well into the 21st century.

After freight rates, the biggest worry on most
shipowners' minds is how to comply with an ever
widening web of international regulations that
dictate how they can do business. Already,
shipowners are having to get used to the
idea that they will no longer be able to
apply antifoulants containing TBT to
ships hulls. Soon, they will have to deal
with the fact that ballast water is some-
thing that is going to have to be “man-
aged,” so0 that ships no longer transport “unwant-
ed agquatic nuisance organisms” between sco 8vs-
tems.

Both these issues came significant steps nearer
becoming international law at last month’s
Assembly,

For those who have been residing on Mars,
IMO, the International Maritime Organization, is
the United Nations agency concerned with mar-
itime safety and the prevention of marine pollu-
tion from ships. The regulations developed by
IMO are enshrined in various international mar-
itime conventions. Countries that have signed on
to those conventions enact national legislation
that make the convention requirements law

MARINE LOG DECEMBER 1999

aboard ships flying their flags.

Mozt of IMO's work is done through its commit-
tees, particularly the Maritime Safety Committee
and the Marine Environmental Protection Com-
mittee. However, the committee's recommenda-
tions have to be adopted by the IMO Assembly,
which normally meets once every two yvears,
Between sessions of the Assembly the IMO Coun-
cil performs all the functions of the Assembly,
excepl that of making recommendations to Gowv-
ernments on maritime safety and pollution pre-
vention.

The Couneil is the executive organ of IMO and
is responsible, under the Assembly, for supervis-
ing IMO's work. Another significant step taken by
last month's Assembly was to elect a new Council,
The big surprise was that Liberia failed to win
reelection. It's widely believed that this is not
unconnected to the fact that Liberia is behind in
its dues to IMO,

WORK PROGRAM

The work program submitted to the assembly
by IMO Secretary-General, William A, O'Neil,
identified IMOYs main tasks for the next two vears
as follows:

* taking measures to more actively implement the
proactive policy agreed in the 1990s. The aim
apparently is early identification of trends that
could affect the safety of ships and those on
board, or the environment so that action can be

13



taken to avoid or mitigate dangers,

O’Neil is calling for “Formal Safety

Assessment” (2till a relatively novel

concept) to be used to the extent pos-

sible in any rule-making process,

* shifting emphasis onto people;

* gnsuring the effective wniform
implementation of existing [MO
standards and regulations;

* developing a safety culture and
environmental conscience:

* avoiding excessive regulation:

s strengthening IMO's technical co-
operation programs; and

* promoting the intensification by
Governments and industry of
efforts to deal with terrorism at sea,
piracy and armed robbery against
ships, illicit drug trafficking, illegal
migration by sea and stowaway
cases),

There are few surprises in this list
and, as ever, the devil will be in the
details. The plea to avoid “excessive
regulation” seems a forlorn one. Regu-
lations never seem excessive to those
whao wish to impose them.

TET BAN

The Assembly also considered a
number of draft resolutions submitted
for approval by the Maritime Safety
Committee, the Marine Environment
Protection Committee and other IMO
subsidiary bodies. Among the most
contentious of these was the MEPC
draft resolution on phasing out TBT
from antifoulings. It contains target
dates of Jan 1, 2003 for the ending of
application of TBT-containing
antifoulings to ships and January 1,
2008 for a complete ban on the pres-
ence of TBT in antifouling coatings.

The resolution was adopted by the
Assembly and the next step will be a
diplomatic conference called to create
an internationally legally binding
instrument to prohibit the use of
harmful antifouling systems.

BALLAST WATER

Another contentious issue is ballast
water management. While MEPC's
Hallast Water Working Group says it
has “made significant progress
towards a legally binding provision on
ballast water management,” it is not
yet at the stage where it is ready to
request a diplomatic conference, Bal-
last water will, however, remain a
high priority of the MEPC. It seems
certain that the U5, will be among
those pushing for progress.

This is yet another area where
U.S. regulators appear to be pushing
ahead of the international tide. The
U.S. Non-indigenous Aquatic Nui-
sances Prevention Control Act of 1990
created the Aquatic Nuisance Species
Task Force (ANSTF) and required
mandatory exchange of ballast water
to protect the Great Lakes. The
National Invasive Species Act of 1996
reauthorized that act and extended it

IMO Secretary General

W.A. O’Neil: His lengthy work
program for IMO includes a call
for less regulation

by extending ballast water manage-
ment regulations for the rest of U5,
waters in the form of a regime of vol-
untary ballast water exchange. In
1993, the U.5, Coast Guard estab-
lished a mandatory ballast water
exchange program to meet the
requirements of the 1990 law. In July
this year, it implemented voluntary
national guidelines to comply with
the 1996 law.

The Coast Guard is taking random
ballast water samples “to assess the
truthfulness [of ships’] reported
actions” and it is “exploring promising
technelogies that offer better long
term approaches than ballast water
exchange.”

However, the Coast Guard con-
cedes that the voluntary nature of its
program has come under eriticism
from a variety of interests. Some envi-
ronmentalists have asked the U.S.
Environmental Protection Ageney to
regulate ballast water under the
Clean Water Act. And the California
legislature has passed its own bill on
ballast water management that
exceeds federal law and requires
implementation of ballast water man-
agement practices.




By January 1, 2002, the Coast
Guard must submit a report to Con-
gress on the level of vessel compliance
with the voluntary guidelines and the
effectiveness of those guidelines.

Incidentally, ABS recently published
a set of advisory notes on “Ballast Water
Exchange Procedures™ that serves to
underline that exchanging ballast water
at sea is no light undertaking,

One of its general conelusions 1s
that “"the complexity of exchange
sequences on certain vessels presents
safety concerns, as human error and
equipment failures could potentially
endanger the vessel. Personnel train-
ing will be an essential part of a bal-
last water training program. System
reliability may also be a concern, par-
ticularly on older ships.”

ALSO ON THE IMO AGENDA

Other agenda items and draft reso-
lutions considered by the IMO Assem-
bly last month included items cover-
Ing:
* recommendation on training of per-

sonnel on mobile offshore units;
establishment, updating and
retrieval of the information con-
tained in the registration databases
for the Global Maritime Distress
and Safety System (GMDSS);

pilot transfer arrangements:
principles of safe manning;
unlawful practices associated with
certificates of competency and
endorsements

self-assessment of flag State perfor-
mance

amendments to the Code for the
Investigation of Marine Casualties
and Incidents {resolution
A B4B(200),

amendments to the Procedures for
port State control (resolution
ATETI19E,

global and uniform implementation
of the Harmonized System of Sur-
vey and Certification (HSSC);
procedure for the adoption of,
and amendment to, performance
standards and technical specifi-
catlons;

* [nternational Aeronautical and
Maritime Search and Rescue
(IAMSAR) Manual;

* criteria for the provision of mobile
satellite communication systems in
the Global Maritime Distress and
Safety System (GMDSS);

# implementation of the International
Safety Management (ISM) code by 1
July 2002;

* provision and use of port waste
reception facilities;

* procedures for the identification of
particularly sensitive sea areas and
the adoption of associated protective
measures;

* amendments to revised specifica-
tions for the design, operation and
control of crude oil washing sys-
tems:

* guidelines on voyage planning.

That's quite some laundry list! In
the century ahead, we at Marine Log

{and marinelog.com) will do the best

we can to keep you in the picture as

items move from debating topic to

imminent requirement! ML




MARITIME SOLUTIONS, INC.

PRESS RELEASE

NEW BALLAST WATER TREATMENT INITIATIVE

NEW YORK, NY — September 1, 2000 - Maritime Solutions, Inc. is pleased to announce
that funding from grants made by the State of Maryland Port Administration and the
National Oceanic and Atmospheric Administration (NOAA) will support the rigorous
testing of the Maritime Solutions' patent pending "Ballast Water Treatment System".

The funding, which exceeds $650,000.00, will support a larger public/private sector
initiative to test the Maritime Solutions’ treatment system. The program will also serve to
demonstrate what is seen as a safe, effective, economical, compact, energy efficient, and
crew friendly shipboard treatment system that will be of immediate practical use to the
maritime industry as an effective alternative to the troubled practice of ‘ballast
exchange’.

Maritime Solutions, working in cooperation with the University of Maryland, has
additionally won the support of the U.S. Maritime Administration (MARAD) that will
allow the testing program to take place aboard the "CAPE MAY", a ship of the U.S.
Ready Reserve fleet. The former Lykes Lines SEABEE vessel of 39,000 tons dead
weight, is berthed in the Port of Baltimore and will provide for realistic shipboard testing
of the Maritime Solutions’ treatment system utilizing her ballast system while taking
water from the Chesapeake Bay.

Management and treatment of ballast water to eliminate undesirable introductions of non-
indigenous species is a global problem requiring a global solution. The economic costs
associated with unwanted invasive species are now well known. In the Great Lakes alone,
it is estimated that the zebra mussel Dreissena polymorpha has already caused more than
$5 billion in damage to water pipes, boat hulls and other surfaces. In many other parts of
the world, notably in Asia and Australia, coastal bivalve fisheries have been devastated
by the introduction of dinoflagellate species such as Alexandrium.

The Maritime Solutions' Ballast Water Treatment System consists of two stages: a first
stage patented ‘voraxial’ separator manufactured by Enviro Voraxial Technology, Inc. of
Deerfield Beach, FL and a second stage treatment of ultraviolet irradiation (UV)
manufactured by Aquionics, Inc. located in Erlanger, KY or, alternatively, the chemical
biocide ‘<SEAKLEEN", developed by Garnett, Inc. of Watkinsville, GA.

Maritime Solutions believes that UV irradiation is the secondary treatment of choice for
container vessels, passenger ships, and certain other merchant and combatant vessels with
ballast flow rate requirements up to 2,000 tons per hour. For larger merchant vessels
including tankers, bulk carriers, and OBOs with ballast flow rate requirements between
2,000 and 20,000 tons per hour, Maritime Solutions believes that the biocide
‘SEAKLEEN’ would offer a more economical and effective treatment. The biocide will



be introduced into the ballast water flow utilizing a chemical dosing unit provided by one
of the world’s leading marine chemical distributors.

The uniqueness of the Maritime Solutions' ballast water system centers around the
inclusion of the EVTN separator as the first stage where more than 95% of the silt,
sediment and larger marine organisms are removed and returned to the source water. The
'clean’ water is then treated in the secondary stage, where 'residence time' is significantly
reduced due to the pre-cleaning of the water, with UV or SEAKLEEN.

UV technology for eradicating unwanted organisms and viruses has been well
established, however, in order to ensure an even higher kill' rate, Maritime Solutions,
working with the University of Maryland and Aquionics, has specified a UV system
specifically designed for ballast water treatment. Combining the advantages of the EVTN
separator and the specified UV system, a 'kill' rate approaching 99% is envisioned.

The biocide 'SEAKLEEN", patent pending, is a proprietary, natural product specifically
formulated for ballast water use and has a half-life of 14 - 17 hours. As a result of the
pre-cleaning provided by the EVIN separator, dosage approaching 1 PPM will be
sufficient to produce an effective ‘kill’ rate approaching 99%.

Maritime Solutions, Inc. was established in 1998 to introduce advanced technologies to
the international marine and environmental marketplace thereby providing more effective
solutions to traditional marine and environmental problems. From its onset, Maritime
Solutions targeted select areas of activity that demand the application of improved
technology including oil/water separation for waste stream minimization, oil dispersant
capability for marine spill response, and fire fighting capability for emergency response.
Maritime Solutions’ web page can be viewed at: www.maritimesolutionsinc.com.

Once tested and accepted for use by the U.S. Coast Guard as an approved alternative to
ballast exchange, Maritime Solutions will begin offering its system to the shipping
industry. Application will also be made to the International Maritime Organization (IMO)
for approval as an accepted alternative to ballast exchange.

Systems capable of treating from 10 metric tons/hour to 20,000 metric tons per hour will
be available after testing and certification is completed. It is anticipated that the potential
market for approved ballast water treatment systems will exceed 2 billion US dollars over
the next five years.

For further information please contact:

Maritime Solutions, Inc.

17 Battery Place, Suite 913

New York, NY 10004

Phone: 1.212.747.9240

Fax: 1.212.747.9044

Email: info@maritimesolutionsinc.com



BALLAST WATER EXCHANGE

Unwanted Lifeforms:
Uneasy Fix

Ballast Water Exchange can be tough on ships and sea-
farers as well as on “aquatic nuisance organisms”

ith a California law
set to take effect
June 1, 2000, and
the IMO clearly
cregping towards
action, Ballast Water Management is
not g0 much an issue but a budding
reality. The United States passed the
Non-indigenous Aquatic Nuisance Pre-
vention Control Act in 1990, requiring
mandatory ballast-water exchanges to
protect the Great Lakes and establish-
ing the Aquatic Nuisanee Species Task
Force (ANSTF). In 1996, the National
Invasive Species Act (NISA) net only
re-authorized the earlier act, but also
extended ballast-water management
regulations for the rest of U.S. waters
and laid out a regime of voluntary bal-
last water exchange. But like some
other environmental solutions, Ballast
Water Management, and in particular
Ballast Water Exchange, has become
one of those solutions easy for legisla-
tors to proclaim, but not so easy—and
perhaps even dangerous—to imple-
ment.

Apcording to recently published
American Bureau of Shipping Adviso-
ry Notes on Ballast Water Exchange
Procedures, there are five methods of
managing ballast water to minimize
the release of unwanted organisms, all
of which have problems.

One is the elimination of ballast
water discharge all together. This is
probably the most reliable in that the
dumping of foreign waters is avoided
altogether, but not very practical,

A second approach is to reduce
organisms taken on board. This is
(theoretically) accomplished by limit-
ing the amount of ballast water taken
on and minimizing the intake of bal-
last in shallow waters, stagnant areas,

by Ken Wheaton,
Assistant editor

MARINE LOG |AMUARY 2000

near sewage outflows and dredging
operations, and in areas where target
organisms or known pathogens are
present.

Two other methods invelve the
treatment of ballast water, either
onboard ship or on shore. Onboard bal-
last water treatments are currently
being investigated but no practical or
cost effective methods have been
found. Besides that, such treatment
would likely involve chemicals of some
kind, meaning the possibility of other
forms of environmental regulation. On-
shore treatment, says ABS, in princi-
ple has several advantages. But many

ships don't have the capability to dis-
charge water ashore and even if they
did, few ports have treatment recepta-
cles in place. It isn't likely that ports
are going to start constructing ballast
water receptacles any time soon con-
gidering that many have yet to install
mandatory slop receptacles required
by MARPOL regulations.

The fifth method iz Ballast Water
Exchange.

“If [regulators] require Ballast
Water Exchange and feel they've
solved the problem, they're mistaken,”
says Joseph J. Cox, president of the
Chamber of American Shipping. Cox
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Mot exactly easy reading: Steps 9 through 15 in a complex 19 step ballast
exchange sequence for a handymax bulk carrier.
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aays that the issue is being taken very
seriously and that the industry must
strive for technological advances, most
likely in onboard or onshore treatment,

“A well intentioned answer to one
problem has raised equally serious
concerns in another area,” says ABS
Vice President Stuart Wade, adding
that the quick rush to accept ballast
water exchange is a bit simplistic. “It'=
not only not simple, it can be down-
right dangerous,” he warns.

The Advisory Notes from ABS
explain that there are two methods of
exchanging ballast water at sea: the
sequential method and the flow
through method. When performed in
deep water, away from the coastal
shelves and estuaries where the erit-
ters lurk, both methods are reportedly
95% effective in eliminating aquatic
organisms. But both can entail risks,

The sequential method involves
completely emptying ballast tanks and
refilling them with open-ocean water.
In the ABS study conducted to prepare
the Advisory Notes, 2 number of
sequences were developed for tanker
and bulk carrier designs. The primary
considerations focused on vessel stahil-
ity, hull girder strength, propeller
immersion, bridge visibility, and list
angle. The effects of exchange on slam-
ming, sloshing, and damage
stability/survivability were conzidered.
Also considered were the number of
steps, the number of tanks, the num-
ber of ballast movements, and the time
to ballast to original draft.

This is far from a one size fits all
solution. Ship type must be considered
as well. Double hull, single hull,
tanker, bulk carrier or containership,
not to mention lay out and design of
ballast tanks—all of these factors are
crucial. ABS is very careful to point
out a number of times throughout the
advisory notes that their information
is wvessel specific and that it is based on
detailed caleulations and precise tank
loading scenarios. Containerships,
because they rarely operate in ballast
only conditions and because they wvisit
many ports on a typieal vovage, load-
ing and off-loading at each one, weore
not considered for the study.

The study found that during the
process of sequential exchange forward
draft becomes very light, trim ecan
become high and propeller immersion
difficult to maintain. Purthermore,
bending moments approach 100%
allowabhle during certain sequences and

el

bridge visibility is often not sufficient
due to high level of trim aft. “However,”
points out the Advisory, “it is noted
that this occurs in the open sea where
risk of collision is less significant.”

In order to pose the least risk to
ship and crew, a precise sequence of
emptying certain ballast tanks while
filling others must be achieved. This
involves a dizzying physical and math-
ematical balaneing act. In certain sin-
gle hull tankers, the sequences can be
complex, with approximately 50% more
steps than there are ballast tanks. For
bulk carriers, sequences can require
between 12 and 19 independent steps
and up to 65 ballast movements, Even
when such a sequence is arrived at cer-
tain ships still
approach or exceed
limiting values
itrim at perpendic-
ulars, draft, bridge
visibility) estab-
lished by IMO
and MARPOL
regulations. And
this is under
ideal weather
conditions.

The alter-
native to the
sequential
method, the
f 1 o w
through
method,
involves
pumping
open -
ocean water into full
ballast tanks. Ballast equal to
approximately three times the tank
capacity must be pumped through the
tank to achieve 95% effectiveness in
eliminating aquatic organisms. Apply-
ing the flow through method does not
alter the stability, stress and ship atti-
tude as does the sequential method,

But there are problems with this
method az well. Aceording to ABS, pre-
cautions must be taken to avoid over-
pressurization of tanks., Because it
may be necessary to remove manhole
covers or Butterworth openings to
assure sufficient venting, a number of
concerns are raised. The removal and
replacement of covers is labor inten-
sive, potential safety risks to personnel
accessing the upper deck limit the
process to favorable weather condi-
tions only, and the overflow of ballast
on deck is prone to icing in cold envi-

ronments. To add to the problems,
venting and overflow arrangements for
each tank must be reviewed to insure
that flow through is possible. Because
forepeak and aftpeak tanks on some
ships overflow into enclosed spaces,
flow through is not an option.

Because of tank arrangements and
other factors, there are, says Wade,
“certain ships for which it is practically
imposaible to exchange ballast water.”
In some cases, the tanks aren't capable
of being overflowed, in others a
sequential exchange could conceivably
tear the ship apart.

Time is also a major concern. The
duration of sequences ranged from half
a day to two days for good weather con-
ditions on the open ocean. Of course,
should serious storms arize, the bal-
last exchange sequence

may have to be
interrupted. The
study notes that
sequences can be
interrupted and
continued with
some additienal
time requirements
Using published data
that indicates that
storms with signifi-
cant wave heights over
7.5 m have an expected
duration of seven
hours, the study con-
cludes that ballast

ABS Guidance Motes

on Ballast Water Exchange:
Some useful advice—with
some cautionary notes

exchange procedures would be compro-
mised only on exceptionally short voy-
Bges,

“The complexity of exchange
sequences on certain vessels,” con-
cludes the Advisory Notes, “presents
safety concerns, as human error and
equipment failures could potentially
endanger the vessel. Personnel train-
ing will be an essential part of a bal-
last water management program. Sys-
tem reliability may also be a concern,
particularly in older ships.”

The study points out that ballast
exchange should now be considered
during the design process, either mak-
ing it easier to perform sequential
exchanges, or failing that, arranging
the overflow system so that flow
through can be carried out safely, ML
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International Safety

Management
(ISM 2000)

Office of Marine and Aviation
Operations, Marine Operations

Center

What does ISM mean for OMAQ?

Office of Marine and Aviation Operations
(OMADO) is committed to ISM voluntary compli-

ance, STCW and GMDSS training, and third
party audits

Training will have a higher priority and addi-
tional funding is being pursued.

OMAD and Marine Operations Center docu-
mentation will receive a higher priority in FY
2000 including revision, consolidation, and con-

tralled distribution both on the Intranet and CD-
o

The safety, pollution, and health policies of

OMAD vessels need to be highlighted and prac-
ticed daily.

Internal auditing will begin late in FY 2000
and link ships 1o the documentation and external
auditing ¢Morts,

This will be a culture change for OMADQ from
a “knowledge based™ work force to a “procedure
based™ environment,

Introduction

This is the first issue of the [SM Newsletter
The purpose of this newsletter is to bring vou up-
to-date on STCW and GMDSS training. and [SM
implementation,

Inside this first issue vou will be introduced 0
the 13 18M elements of a Shipboard Safety Man-
ual as well as 15M documentation control and
shore and shipboard internal audit procedures.

NOAR Ship OREGON I

Cur Priorities this vear have been:
. Begin STCW training for our person-
nel including a database and identifving future
funds through a Budget Initiative for FY 2002,
L, Documentation update including con-
solidation under the new OMAO & MOC
structure. Streamlining, Plain Language and
easy dissemination are all I5M elements.

" Prototvpe internal / ABS audit cvcle

for OMAO, MOC and the Delaware late this
VEAr.

For FY 2000 there will be a new awareness on

safety. environmental, and health as key policies,

\ MED

May 1, 2000
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Background Information

American Bureau of Shipping conducted
an initial survey of the OMAO approach
and 188 plan with positive feedback.

Demonstrations and evaluations for
document control and training data base
software were conducted and selections
made

STOW training questionnaires Were pro-
vided to all vessels and replies were used o
populate the training data base.

The STCW Working Group drafted

fraining recommendations with cost esti-

mates.

MWOA AOMACQ is a member of Ship Op-
erators Cooperative Program (S0OCFP). The
SOCP meets quarterly and is attended by
STCW frainers, government organizations.
maritime institutes. and shipping compa-

nes
hMembers of the STCW Working Group

traveled 10 various maritime frainers to
evaluate facilities.

STCW/GMDSS Training

WOAA Ship DELAWARE Il was se-
lected as the STCW prototype vessel, Vari-
ous STOW training classes were com-
pleted, including Basic Safery, GMDSS,
Bridge Resource Management, Advanced
Fire Fighting and ARPA. Classes were
attended in Newport, Rhode Island; Balti-
more, Maryland; New Bedford, Massachu-
setts: and Morfolk, Virginia, As a result of
the training, the vessel is 8% STCW com-
pliant.

Training Database

The STCW Training database is prov-
ing to be an essential tool in managing
and documenting our training activities o
meet voluntary compliance with the 1SM
and STCW 95 codes.

All ships have forwarded past training
certificates and the new training class
data has been entered. We now a have
individual and summary reports which
track previous and FY 2000 training hours

Page 2

NOAA Ships RONALD H. BROWN,
DAVID STARR JORDAN,
KA TMIMOANA, McARTHUR,
GORDON GUNTER, and OREGON I
were given 36,000 each for STCW training.
These vessels were selected because they
mike port calls in foreign countries,

MOC has received a proposal on Come-
puter Based Training for Basic Safety. MGI
is the first LS, Coast Guard approved ven-

and cost. Summary transcripts for
cach ship including each emplovee on
board are available. This will he
essential during audits and will assist in
identifying training requirements on FY
2001 and later.

Mhe database and scheduling efforts
are managed by Wanda Campbell

International Safety Management

NOAA Ship DELAWARE NI

dor,  The proposal identifies 4 locations
where six traveling work stations would be
set up for 12 students for 3 days of class.
Two additional dayvs would be spent at ap-
proved local facilities for praciical work

in fire fighting and personal survival skills.




Training Achievements in Q2

DAVID STARR JORDAN: 10 employees
at MSC San Diego, various STCW courses

OREGON [1: & employees in Pasca-
RONALD H, BROWMN: 22 emplovees al goula, Basic/ Advanced Firefighting, First

MSC San Diego, various STCW courses Aid w/CPR
MecARTHLIR: 9 emplovees in Seattle, OREGON 1l is scheduled for Fast Res-
various STCW Courses cue Boat training to be conducted by
Texas A&M University traveling training
GORDON GUNTER: 13 emplovees in team for 10 crew members in May
Pascagoula. Personal Survival, Persona- I'raining will involve class room and un-
Safery/Social Responsibility derway launch. operation, and recovery
work for the complete wardroom and
KA IMIMIANA: 6 emplovees, Bridge deck departments. Delaware |l crew at MITAGS Fire Fighting

Resource Management

STCW Training Hours to date

W Prev Hours B FY 2000

Progress to Datce

3000

Depending on crew size
Each of our ships may

s need more than 300 ma
days of training to meet

‘. STCW requirements. Wi
are tracking progress

1000 each quarter with
reports based on the

500 { training database. Kee|
sending copies of your
0 o : L et certificates as you
RA WH FE RU TC JC

DE MOC RE D5 GU OR AR K& MF AL complete a class.
MOC Organizational Unit

Humber of Training Hours

Computer Based Training (CBT)

A proposal has been received from the  Additionally. MOC. Atlantic. is evaluat-
first USCG approved vendor for STCOW ing two CBT courses under the SOCP

computer based training, program: Fast Rescue Boat Introduction
This course is the 40 hour Basic Safety and Vessel Familiarization.
class (4 modules) meluding proficency in Both were authored in "Power Point”
water surviival and basic firefighting. by Cal Maritime and could be easily
The CBT could be installed at either modified to our use on a NOAA Ship.
Center, Port Office Facilities, or on a
ship for self paced use. SOCP is Ship Operators Cooperative

Program which we are charter members.
Visit their web site at www. SOCP.org

Volume 1,Issue 1
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STCW-95 Update

The Tollowing is a summary of STCW-95 required training for deck officers. engineers, and unlicensed personnel.

Deck Officers:

ARPA Course — one time {if fitted)

GMDSS Course — one time (if fitted) '

BRM Course — one time

Med-First Course — one time

Advanced Fire Fighting — one time { for individuals designated to control fire-fighting operations)

Basic Safety Training (basic fire fighting. elementary first aid, personal survival. personal safety & social responsibility) - every 5 vears
Radar Renewal — every five vears

Engineers:

Med-First Course — one time *

Advanced Fire Fighting - one time {for individuals designated to control fire-fighting operations}
Basic Safety Training (4 modules) - every 5 vears

Linlcensed:

Basic Safety Training (4 modules) - every 5 vears

Additional Training:

Fast Rescue Boat — one time for personnel assigned to Fast Rescue Boat crew

FOC license by 21/%9 for operators sailing on vessels equipped with GMDSS,
‘Coast Guard has “grand fathered” this requirement for personnel sailing before August 1998,

3 "Dﬂ nml AB's starting their careers after August 31, 1998 must be
I'nmlallyr assessed before being assigned to a navigational watch. The
_g_sgesu-mnnt criteria is still under development by the Coast Guard.”

2!’3 nf all I:Im.:ll. Department personnel must be AB Seaman qualified to
rmui: STCW watch standing requirements. We made significant

. progress on DELAWARE 1l in getting fisherman the AB Tickets. We will
be working to get all our fisherman positions AB tickets in 2001 & 2002.

Documentation Achievements in Q2

Draft 3 of the OMAQO Intranet and CD Rom Table of Contents was distributed
for review. This document contains all of the reference material and
historical OMAO working documents in one repository.  All past documents
such as NC [nstructions, Marine Center Directives, Guidelines ete. are
being revised and reorganized into OMAO or MOC Policies and Procedures.
Many documents in the Administrative and Operations areas have been
revised by their respective owners and are now being put into the
FSO9000 format required by our new "Document Management” software.

[ ]
' Page 4 International Safety Managemen




Documentation Achievements (Continued)

The key plaver in this effort has been  purchased and we are waiting installation on

Our goal is to provide OMAO Docu-

mentation on our Intranet and on CD

Hilda Manning, our first TAP emplovee our new server. In Q3 we look to purchase Rom to the ships by the next Command

from ADC .

an “Intranet Publisher" which will be the fol- Seminar.

Metwork software has been recently  low on 1o the "Document Manager” Soliware,

I Jr:_p. =i _.:L

: :'ﬁmﬂinr with the contents, which ABS auditors will
e stions on. The manual will enhance our Standing

Ilfnﬂi be dﬂﬂcuﬂ. Terminology will be important...such
"‘I'.’Iulnnatud Person” in OMAO?

NOAA Ship RONALD H. BROWN Safety Management Manual

ShM

SMM

ShiM |
ShiM 2
SMM 3
ShM 4
SMM 5
SMM 6
ShM 7
SMM 8B
SMM 9

SMM 10
SMM 11
SMM 12
SMM 13

Table of Contents

Reference Documents

Purpose, Scope & Compliance

Health, Safety & Pollution Prevention Policy iSummation of our most important OMAC Policies)
Responsibility & Authority

Designated Person

CO/ Master Authority

Resources & Personnel

Plans for Ship Operations

Emergency Preparation

Reports & Analysis of Non Conformities, Accidents & Hazardous Occurrences (4 svstem to
mitigate and prevemt recurrence of problems and situations, similar 1o CASREFPs)
Maintenance

Documentation

Verification & Review

Certification & Review

Volume 1,Issue 1
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MED Involvement

0

viarine Engineenng Division weighs m on Document Review!!
June Feggins is distributing vessel documents to all the MED Port Engineers. We hope 1o bring them up-to-date shortly and get MED
involved in the project, Yo might not know, but before any ships can be audited. the Marine Operations Center and OMAQ must pass the

American Bureau of Shipping muster, That means all our documentation has to be up 1o snufT!

o

5 :&:'g’i;'ﬂh'- e

. .

Vessel Configuration

VO Ship Designator and Class  (formerly 30311

¥E2 Palicy on ABS Classing of Ships {formerly 9290C)

V3 Load Line Assignment (formerly 9292C)

V4 Vessel Weight & Moment Control | formerly 9096)

VS Deck Loading Limits (formerly 911618}

V6 Color and Identification ({formerly 96024

VT Vessel Alterations (formerly 4720E)

VCE Rigid Hull Inflatable Rescue/Liility Boats (RHIBs) (formerly 9825)
Vo Ship Interior Décor {(formerly 91904 )

VCID  Launch Painting

Engineering and Maintenance

E/M I Preventative Maintenance Standards SAMMs (formerly 4700.1)

EM2  Ship Repair Request Procedures (SRRs) (formerly 1301.00)
Ship Repair Request imerge) (formerly Adm 26)

E/M3 Prep & Conduct of Ship Repair Conmtracts {formerly 1302,00)

E/M4d Ship Repair Guidance Specs (formerly 4791

B/ A lummum Welding Equipment (formerly S920.18)

E Mt Hull Boards {formerly 85-20)

Retired  Standard Work Request Form (formerly 74-15)

Page 6 International Safety Management
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Sational Deennic nnd
Vimosplicrie Adminisiralion

What are some of the topics in the MOC Policy and Procedure
| Documentation Library and who are the owners?

Administration: Dale Morth and Alan Morris:

Oparations, Maring Operations Center | Operations: CDR | im Wright and CDR Jon Rix;

! Environmental: Jim Schell and Bill Cunningham:

| Committees/Migs & NOAA Officers: CAPT Clary and CAPT Manzo.

Office of Marine and Aviation

Marine Operations Center, Atlantic Mission and MIS Support: Mel Asato,

430 West York Sireel | Marine Engineering: Bob Wilmot

Norfolk, Virginia 23510-1114 | Emergency and Safety. Operations Division:
Aot Wi b1 Camiohell | Medical: LCDR Dan Aronson;

Personnel: Dale North and Alan Morris:
STCW Training: Doug Friske and Wanda Campbell

Phone: 757=44 1=-6801 |
Fox: 75734 1-6495 )

wil: Wanda, Camphbellanoan. g —_— . — -
AR IRt || We are refining this breakdown. Table of Contems 4 and a new spread-

|sheet with links are close to being sent out for the next review cycle.

We hepe to be on our '.
Intranet Site soon '
Planning for FY 2001 STCW Training is on the go. |
We hope to coordinate with the new FAP process |
with Beth White. CO's will receive a budget F
planning sheet this vear in Q4. It will come with
your budget request from Dale and Alan.

FY 2002 Budget Initiative

*  STCW training for NOAA ship com-
plements

* Includes 1-6-8 ship plan with augmen-
tation pools

e Includes 4 additional FRVs
s  Includes personnel attrition

&  [Includes recertification of 7-8 ships in
5 vears

«  Additional classes for BOTC and
REFTRA

L] Includes 15M r&ruyrﬂmm;ﬂ"u EXPEensSes

. Includes ABS external audits

« Includes ABS technical assistance to
fleet inspection program




West Coast Emissions Regulations:
Environment and the Law

nternational. national. state and local bureaucracies all have a
certain amount of authority over how shipowners, vessel operators,
terminal operators and stevedores are regulated. In this article we
will look at some of the newest regulations being developed to minimize
diesel particulate emissions and noxious gases—both shoreside and at sea.
We will examine various regulatory incentive programs being offered.
technological advances at the manufacturing and design level, and we will
outline some steps operators can take to minimize their liability, while
preparing themselves for prospective regulations which may be applied

minimize airborne pollutants.  The
MARPOL Annex V1ulsoreferred o as
the Protocol of 1997) ser limits on the
emission oforone-depleting substances
such as nitrogen oxide (NOwx), sulfur
oxides. volatile organic compounds,
shipboard incineration, reception facili-
ties, and fuel oil quality. Interms of air
emissions, NOX is the most significant
and highly regulated compound.
MARPOL Annex V1 applies to any

retroactively,

Historic Role of the IMO and
MARPOL

The most important and. in many
cases, the only marine diesel emissions
regulations relevant tointernational flag
vessels are those promulgated by the
International Maritime Organization
(IMO). The Convention that estab-
lished the IMO was formed in 1948 by
the United Nations Maritime Confer-
ence, In 1982 the Maritime Conference
became the IMO.

Among the IMO's most important
mandates is providing: * for coopera-
tion among Governments in the field of
gevermmental regulation and praciices
refaring ro echnical matters af all Kinds
affecting shipping engaged in inrerna-
tiemal trade: to encowrage and facili-
rate the general adoption of the highest
praciicable standards in parters con-
cerming maritime saferv, efficiency of
navigetion and prevention and control
of maring pollution from ships ( empha-
vi5 added ™,

Pollution control falls under the aus-
pices of the IMO's Marine Environ-
mental Protection Committee t MEPC)
which 15 responsible for coordinating
the IMO’s activities in prevention and
control of marine pollution.

In 1973 the IMO held & major con-

By John M. Cowden and
Christian A, Hartfield,

vessel with a marine diesel engine rated

mitigation. Photo by Bill Sutton,

ference to discuss the overall issue of

maring pollution from ships. resulting
in the adoption of the first comprehen-
sive anti-pollution convention, the [n-
ternational Convention for the Preven-
tion of Pollution from Ships i MARPOL).

The MARPOL Annex VI

As efforts to minimize waterborne
discharges under MARPOL became more
successful, the IMO added efforts to

10 = FACIFIC MARITIME * NOVEMBER 2000

Shoreside facilities are also liable for particulate matter and NOx monitoring and

at or above |30 kilowans (175 horse-
power ) installed atter January 1. 2000,
or which undergoes d major conversion
after that date. Major conversion is
defined as replocement or substantial
maodification of an engine in any way
that may increase NOx emissions or
where the maximum continuous rating
of the engine is increased by more than
105,

Annex VIwill enter into force inter-




nationally one year after it is ratified by
at least 15 countries representing 50%
of the gross tonnage of the world’s
merchant shipping—probably 18 to 24
months from now. Annex VI does not
apply to vessels in domestic transit.

Certification

Each engine which falls within the
Annex VI guidelines requires an En-
gine International Air Pollution Pre-
vention Certificate (EIAPP). An EIAPP

ence NOx emissions. A Record Book
of Engine Parameters—a document for
recording changes affecting NOx emis-
sions—should be received by a ship-
owner when a new engine is purchased
oroverhauled. These records should be
kepton board at all times. For operators
who overhauldiesel engines themselves,
the EPA will provide information on
data required to demonstrate compli-
ance with Annex VI.

et - o
LE R DI Py oy

b S

Under MARPOL Annex VI, oceangoing vessels built after January 15, 2000 will be

required to certify their engines, monitor NOx emissions and stay below regulated

levels. Photo courtesy of Port of Portland.

is issued for each applicable engine or
engine group after the engine manufac-
turer has demonstrated that the engine
complies with the NOx limits of Annex
VI. This certificate is good for the life
of the engine or until the engine under-
goes a major conversion. Prior to An-
nex VI taking effect, shipowners can
obtain a Statement of Voluntary Com-
pliance issued by the Environmental
Protection Agency (EPA), after the manu-
facturer has demonstrated to the EPA
that the engine complies with NOx lim-
its of Annex VI. The statement of
voluntary compliance may later be ex-
changed for an EIAPP.

Annex VI also requires a technical
file containing all the details of engine
performance parameters that may influ-

Surveys and Inspection

MARPOL Annex VI also provides
for compliance inspection surveys, typi-
cally performed by the Coast Guard in
the United States. Surveys will be con-
ducted on a serial basis starting with an
initial survey before the vessel is first
issued a vessel certificate, with subse-
quent periodic surveys occurring at least
every five years.

After the Annex enters into force,
vessels will be required to have an In-
ternational Air Pollution Prevention
Certificate (IAPP) issued by the Coast
Guard (or an agency authorized to act
on its behalf), certifying that the ship-
ownerhas demonstrated compliance with
all relevant requirements of Annex VI.

The certificate will be valid for f
years.

California Programs

Normally, federal emissions regu
tions preempt similar state laws. St
environmental agencies act largely
enforce federal standards through lo
programs. In California, however, |
California Air Resources Board (CAR
has experimented with, and adopted
variety of alternative strategies to
duce emissions. including incentive p
grams. Foremost among these is |
Carl Moyer Memorial Air Quality St:
dards Attainment Program. The p
gram was initially intended to be
NOx reduction program, but has sir
evolved into a program aimed at |
reduction of diesel particulate matter
well. The program allows for paym:
of a portion of the cost of repowerii
retrofitting, and purchase of cleaner
gines that meet a specified cost-eff
tiveness for NOx reduction.

CARB is also considering other v
untary, non-regulatory strategies to
duce emissions, including:

* Speed reduction for oceangoi
vessels while in California waters;

* A federal incentive program
provide funds, beyond those alrea
available through the Carl Moyer pi
gram, for repowering and retrofitti
existing engines;

* New federal regulations governi
the repower, or rebuild, of existing n
rine engines;

* Voluntary application of die
particulate filters for commercial n
rine vessels.

Alternative propulsion technolog
such as smokeless diesel systems usi
common rail technology and water
injection that could significantly redu
diese] emissions are also being cons
ered. Wartsila NSD and Carnival Cy
poration are reportedly working on su
propulsion systems for Carnival’s cru
ships.

New Technologies

Switching to non-diesel engines
nota practical alternative for most lar
vessels. but new diesel technology «



fers a number of options for reducing
NOx and particulate matter. Among
recent innavations is the electronic en-
gine control. changes in fuel injection
systems. and air infake improvements
and combustion chamber modifications.
Exhaust gas re-circulation (EGR ) is also
expected ro be used in mosi diesel en-
gines to reduce NOX emissions. (EGR
reduces MOx by lowering oxygen con-
centrations in the combustion cham-
ber.) Other technologies feature & vari-
ety of catalysts, increasing the rate of
chemical reaction to reduce emissions,
and diese| particulate traps.

Mostof the major diesel engine manu-
facturers are building engines that are
far superior to those available even a
decade apo. not only in terms of emis-
sions, but in performance and fuel con-
sumption as well, Caterpillar, Cummins.
General Motors, and Wartsila. are all
continually updating their diesel tech-
nology to produce engines that will be
fully compliant with IMO NOx regula.
Hons.

For commercial vessel and terminal
operators the slew of emerging local,
state, federal and international regula-
tions can make it difficult 1o know pre-
cisely what is prohibited. and what will
be prohibited in the future, Operators
can ensure compliance with EPA and
IMO regulations by installing only en-
gines that have full compliance certifi-
cation,

Primary market responsibility Tor
compliance withexistng and future diesel
emission regulations will continue to
lie with the engine manufacturers, and
their technology is advancing at least as
rapidly as the regulatons. Many of the
technological innovations manufactir-
ers are developing have the dual benefit
of keeping poilutants to a minimum
while resulting in engines that consume
far less fuel. are more dependable and
more powerful, [Enem]

John Cowden is managing director of the Portland, Oregon office of
Garvey, Schubert & Barer, He also heads that firm 's maritime litigation
group. Christian Hatfield is an associate with the firm, practicing in the
areas of maritime and casualtv response and litigation.
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IMO Maritime Safety
Committee meets

In the words of International Mar-
itime Organization (IMO) Secretary-
General William O'Neil, the 73rd
meeting of the IMO's Maritime Safery
Commirtee was “without parallel” in
the IMO's history.

The eight-day meeting produced
significant changes on a number of
maritime safery issues, including the
publication of the International Con-
vention on Standards of Training, Cer-
tification and Watchkeeping for Sea-
farers’ (STCW) White List, black box
carriage requirements, automatic iden-
tification  system (AIS) carriage
requirements, and SOLAS require-
ments. The commiree also addressed
safety issues concerning tankers and
passenger vessels.

The STCW White List comprises
71 countries deemed by the IMO o
be giving “full and complete effect” o
the revised STCW Convention
(STCW 95) published by the IMO.
“The revised STCW Convenrion and
the ISM Code, which takes full effect
in 2002, are both aimed squarely at
addressing human issues in shipping,”
O'Neil said. "Although rechnical mat-
ters will rerain their importance,
improving the standards of seafarers is
a vital part of the safety equation. The
White List shows that the human ele-
ment is taking its proper place in the
industry’s priorities.”

The 1995 amendments to STCW,
which entered into force on Feb. 1,
1997, revised and updated the original
1978 Convention, setting out clearly
defined  minimum  competency
requirements for all seafarers and tak-

April/May 2001




ingvinto account developments in

technology since the 1978 Convention -

was adopted. A position on the White

List entitles “other parties to accept, in

principle, that certificates issued by or |

on behalf of the parties on the list are
in compliance with the Convention.”

The IMO stressed that, if 2 cOuRntry
is not listed, 1t does not invalidate cer-
tificates or endorsements issued by
that party. According to the IMO,
“Mothing in the STCW Convention

oo PRER T MRS 5

List will become one of several criteria,
includ[ng the inspection of facilities
and procedures, that can be applied in

the selection of properly trained and

qualified seafarers.” IF seafarers from a
non-listed country are accepted, “they
will be required by 1 February 2002 to

have an endorsement, issued by the

_-" prevenl:s th:: cmplcymcnt of am}rﬁﬁ: !
, farer who holds a wlld certificate 't or
endorsement issued by a Party 10 the

- Convention. Nevertheless, the White

, ﬁa.g staté, to show that their certificate

is recognized by the flag state. By 1

i February 2002, masters and officers

should hold STCW 95 certificates or

: endorsemnents issued by the flag state.”

The IMO does expect thar ships fly-
ing flags of countries that are not on
the White List will be increasingly tar-
geted by Pore State Control inspectors.
Countries that were not included on
the initial White List will be able w
continue with the asscssment process
and be included on a furure list onee
they have met the STCW standards.

The IMO also adopted regulations
that will require ships to carry voyage
data recorders (VDR), or black boxes.

The VDE for vessels will have the
same function as black boxes on air-
craft — they will assist with accident
investigations. I[nvestigators will be

FROFESSHIMNAL MARINER #55



and instructions in the moments
before an incident and help identify its
CALLEE, ' :

The IMO published VDR perfor-
mance standards in 1997 and gave
details on data o be recorded and
VDR specifications. The VDR should
be capable of continuously maintain-
ing sequential records of preselected
dara items relating to status and out-

finalize the study by January 2004.
The IMO resolution, encouraged
shipowners to install VDR on existing
cargo ships voluntarily, so thar wide
experience of their use may be gained,

A requirement te .carry - AlS
transponders was added to Regulation
19 of the new SOLAS Chaprer V, car-
riage requirements for shipborne navi-
gational systems and equipment. , .

put of the ship’s equipment and com- ~3JLThe regulation requires AIS to be fit-

mand and control of the ship. The
VDR should be installed in a protec-
tive capsule thar is brightly colored and
fitted with an appropriate device to aid
location. It should be entirely auto-
matic in normal operation. Under the
new regulation, all VDR must under-
go an annual performance test.

The following ships will be required
to carry 2 VDR, under regulation 20 of
the revised SOLAS Chapter V:

» passenger ships constructed on or
after July 1, 2002;

* ro/ro passenger ships constructed
before July 1, 2002 nor later than the
first survey on or after July 1, 2002;

* passenger ships other than rofro pas-
senger ships constructed before July 1,
2002 not later than Jan. 1, 2004; and

» ships, other than passenger ships, of
3,000 pross tonnage and upwards,
constructed on or after July 1, 2002.

Administrations may exempt ships,
other than rofro passenger ships, con-
structed before July 1, 2002, from

b:ing ficted with a VDR where it can

be demonstrated thar interfacing a
VDR with the existing equipment on
the ship is unreasonable and impracti-
cable. .

The IMO also adopted a resolution
that called for a feasibility study w
assess the need for VDR on existing
cargo ships. The study, to be conduct-
ed by the Sub-Committee on Safery of
Navigation, will take into account
such Ractors as practicabiliry; rechnical
problems relating to the retrofitting of
VDR; the adequacy of existing perfor-
mance standards, including the possi-
ble devclopment of simplified stan-
dards; experience in the use of VDR
on ships already ficted with them,
including data that could not have
been obrained withour VDR: and rele-
vant financial implications, including

April/May 2001

and upwards engaged in international
voyages, cargo ships of 500 gross ton-
nage and upwards not engaged on
international voyages and passenger
ships irrespective of size built on or
after July 1, 2002. It also applies o

-ships engaged on international voyages

constructed before July 1, 2002,
according to the following timetable:

' » passenger ships, not later than July
1, 2003;
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t:mkers, not later than the first sur--

vqr ¢ for safety equipment on or :ﬁer
July 1, 2003;

* ships, other than passenger shlps
and rankers, of 50,000 gross ronnage
and upwards, not later than July 1,
2004;

* ships, other than passenger ships
and rankers, of 10,000 gross tonnage
and upwards bur less than 50,000
gross tonnage, not later than July 1,
2005;

* ships, other than passenger ships
and tankers, of 3,000 gross tonnage
and upwards but less than 10,000
gross tonnage, not later than Jul:,r 1,
2006; and

* ships, other than -passenger ships
and rankers, of 300 gross tonnage and
upwards but less than 3,000 gross ton-
nage, not later than July 1, 2007.

Ships not engaged on international
voyages constructed before July 1,
2002, will have o fic AIS nor later
than July 1, 2008.

Performance standards for AIS were
adopted in 1998. The new regulations

i

require that AIS shall: - jistiad-reph s

= provide mformatmn ml:ludmg the
ship’s identity, type, pesition,’ course,
speed, nmganonal status and other
safery-related information — auro-
matically to appropriately equipped
shore stations, other ships and aircraft;

* receive automatically such infor-
mation from similarly fitted ships;

* monitor and track ships; and

#:® exchange data with shm'c-basod
facilities. § i

A flag state may mnpr shlps from
carrying AIS when ships will be taken
permanently out of service within two
years after the implementation dare.

For more information about the
IMO and the 73rd meeting of the
MSC, visit 1ts web site at www.
imo.org,
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11 SEPTEMBER 2000

From: Commandant
To:  Distribution

Subj: WATCHKEEPING AND WORK-HOUR LIMITATIONS ON TOWING VESSELS, OFFSHORE
SUPPLY VESSELS (OSV) & CREW BOATS UTLIZING A TWO WATCH SYSTEM

Ref:  (a) Title 46 United States Code (46 USC) Part F — Manning of Vessels
(b) Title 46 Code of Federal Regulations (46 CFR) Part 15 — Manning Requirements
(e) USCG Marine Safety Manual, Volume 111, Chapters 20 through 26 — Marine Industry Personnel
(d) Title 46 United States Code (46 USC) §21 14 — Protection of Seamen Against Discrimination
(e) Title 46 United States Code (46 USC) §3315 — Disclosure of Defect & Protection of Informants

1. The purpose of this policy letter is to, in one document, summarize and clarify references (a) — (¢) as
they pertain to work-hour limitations and watchkeeping for mariners on towing vessels, offshore
supply vessels and crew boats utilizing a two watch system. Related to this subject is the concemn
that exceeding work-hour limitations leads to the diminution of crew alertness that could contribute
to human factors type accidents. The problems associated with diminution of crew alertness are of
particular concern even when operating within the constraints of the law. The Coast Guard is
currently conducting research on improving crew alertness by identifying the extent to which various
aspects of shipboard life/operations may be contributing to the diminution of crew alertness and
subsequent unsafe conditions. This policy will further clarify the responsibilities of mariners, vessel
owners, operators, masters and the Coast Guard concerning crew alertness and actions necessary to
prevent casualties as a result of fatigue. Finally, this policy summarizes the protections afforded to
individuals who report to the Coast Guard on violations of the applicable statutes.

2. Definitions

The following definitions are consistent with previous Coast Guard policies or Coast Guard
regulations.

a. Emergency is an unforeseen development that imposes an immediate hazard to the safety of the
vessel, the passengers, the crew, the cargo, property, or the marine environment, requiring urgent
action to remove or mitigate the hazard.

b. Overriding operational conditions are eircumstances in which essential vessel work cannot be
delayed for safety or environmental reasons, or could not reasonably have been anticipated at the
commencemaent of the voyage.
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c. Rest means a period of time during which the person concerned is off duty, is not performing
work, including administrative tasks such as chart corrections or preparation of port entry
documents, and is allowed to sleep without being interrupted.

d  Travel time to a vessel is considered to be neutral time as it is normally not considered to be
“rest,” “off-duty,” or “work™ time, but all relevant circumstances should be considered in
evaluating whether a mariner complics with the applicable “rest” required by STCW or “off-
duty” requirements specified in 46 U.5.C. §3104(a).

e. Walch is activity related to the direct performance of vessel aperations, whether deck or engine,
where such operations would routinely be controlled and performed in a scheduled and fixed
rotation. The performance of maintenance or work necessary to the vessel's safe operation on a
daily basis docs not in itself constitute the establishment of a watch. However, the latter does
count lowards the hours of work that can be required by an employer.

f.  Workis any activity that is performed on behalf of a vessel, its crew, its cargo, or the vessel's
owner or operator. This includes standing watches, performing maintenance on the vessel or its
appliances, unloading cargo, or performing administrative tasks, whether underway or at the
dock,

The definitions above for “overriding operational conditions™ and “rest” are used in situations where
the Intemnational Convention on Standards of Training, Certification and Watchkeeping for Seafarcrs
(STCW), 1978, as amended in 1995, applies.

3. Watchkeeping, Work-hour Limitations and Manning Requirements

a. Watchkeeping requirements, work-hour limitations and manning requirements for mariners on
towing vessels, offshore supply vessels and erew boat, as applicable, are comprehensively
addressed in references (2) — (¢). As a ready reference, enclosure (1) summarizes these
requirements.

b. In establishing the safe manning level for an inspected vessel, the Coast Guard Officer in
Charge, Marine Inspection (OCMI) must consider many factors in addition to the statutory and
regulatory requirements, including reasonable work-hour limits. Owners and operators who
establish manning levels on uninspected vessels must consider such limits as well. These factors
are specifically outlined in reference (¢). In addition, OCMIs may increase the manning of a
particular vessel if, through the course of a casualty or other type of investigation, an increase is
deemed necessary for the safe operation of the vesscl,

c. The law that addresses watchkeeping and working hours on the subject vessels is found in
reference (a), specifically 46 U.S.C. §8104. This section of the law includes requirements for
officers to have an off-duty period before taking charge of the deck watch prior to departing port,
watch rotations on vessels, and specific work-hour provisions for various types of vessels.
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46 U.5.C. §8104(d) requires merchant vessels of 100 gross tons and above, when at sea, to be
manned for a three-watch system, and mariners shall be kept on duty successively to perform
ordinary work incident to the operation and management of the vessel. This section of the law
also states that a mariner cannot be required to work for more than 8 hours in cne day. There are
certain exceptions to the work-hour limitations relevant to the docking/undocking, conducting
emergency drills, actual emergency situations or overriding operational conditions that
compromise the safety of the vessel and its passengers and crew (See 46 U.S.C. §8104(f)) in
which a mariner can be required to work more than 8 hours in & day. Mariners subject to 46
U.S.C. §8104(d) can consent to work in excess of & hours in a day,

46 U.5.C. §8104{g) permits licensed individuals and crewmembers of towing vessels, offshors
supply vessels, and barges, when engaged on voyages of less than 600 nautical miles, when at
sed, to be divided into at least 2 watches. The Coast Guard interprets this section of the law to
mean that a mariner can be scheduled to work 12 hours in any consccutive 24-hour period,
provided the mariner consents to work more than 8 hours in a day.

46 U.5.C §8104(h) establishes that licensed operators ol towing vessels subject to 46 11.S.C.
§8904 are not permilted to work in excess of 12 hours in any consecutive 24-hour period, except
in an emergency.

4, STCW

In addition to the work-hour limitation requirements outlined above, STCW adds specific rest
requirements for vessels operating outside the boundary line (12 miles in the Gulf of Mexico). Asa
general matter, U.S. regulations impose the STCW requirements on all commercial seagoing vessels
(as defined in 46 CFR 15.1101(a)(3)) in international service and to all commercial seagoing vessels
of 200 gross register tons and above on domestic and international voyages. The STCW addresses
both shori-term and long-term rest requirements for watchkeeping personnel.

i

ci

Persons assigned to navigational or engineering watches shall receive a minimum of 10 hours
rest in any 24-hour period.

The hours of rest may be divided into no more than two periads, of which one must be at least 6
hours in length.

Rest periods may be interrupted in case of emergency, drill, or ather overriding operational
conditions.

The minimum 10-hour rest period may be reduced to not less than 6 consecutive hours as long as
no reduction extends beyond 2 days and not less than 70 hours of rest are provided in each 7-day

period.
The minimum period of rest required may not be devoted to walchkeeping or other duties.

Watchkeeping personnel remain subject to the work-hour limits and exceptions found in
reference (a).
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5. Responsibilities

Mariners, owners/operators, and the Coast Guard have scparate responsibilities for compliance with,
and enforcement of, the work-hour limitation laws. The subparagraphs below provide general
guidance regarding the respensibility of each party.

a. Mariners have an individual responsibilily to obey the law and are also responsible for reporting
suspected watchkeeping and work-hour violations to the Coast Guard. The master of a vessel is
ultimately responsible for the safety of the vessel, passengers and crew, cargo, and the
environment. To carry out this responsibility the master must ensure that he/she and the crew are
properly rested and complying with the law. The master must communicate with the
owner/operator to énsure realistic goals are set. If management exerts pressure to exceed the
law, the mariner is encouraged to report this situation to the local Coast Guard OCMI. Paragraph
6. below describes protections afforded 1o mariners when reporting violations to the OCML

b. Owners/operaters, like mariners, are responsible for obeying the law. Companies should ensure
employees are informed of the law and educated regarding safety concerns of not getting
adequate rest. They should be aware of eperational demands and work hours required to
complete expected tasks on board their vessels. 46 U.5.C. §8104(j) states that “the owner,
charterer, or managing operator of a vessel on which a violation of subsection (¢}, (d), () or (h)
of this section occurs is liable to the government for a civil penalty...” thus pointing out their
responsibility to ensure compliance. They should provide unambiguous guidelines to the master
regarding expectations to comply with safety requirements and the law when these are in conflict
with operational demands.

¢. Finally, the Coast Guard is charped with enforcement of the law. The Coast Guard can initiate
an investigation based on confidential information provided by mariners during the vessel
inspection process, anonymous tips called inlo a Coast Guard Marine Safety Office, or through
the findings of a Coast Guard marine casualty investigation. The latter may also bring
consequences for the mariners involved or the vessel’s owner/operators. When the Coast Guard
determines that a casualty occurred because of a violation of law, an appropriate action, a
suspension and revocation proceeding, and/or a civil penalty may be recommended. However,
as described below, protections exist for the mariner reporting deficiencies or illegal operations.
OCMIs should ensure that all responsible parties within their area of responsibility are aware of
the requirements of the law and particularly the importance that rest plays in ensuring safe
operations.

It should be noted that the Coast Guard, by 46 CFR 5.71, is prohibited from exercising its authority
for the purposes of favoring any party to a maritime labor controversy. However, if a situation is
encountered that affects the safety of a vessel or persons on board, the Coast Guard will initiate an
investigation and pursue appropriate action when a violation of statute or regulartion is discovered.

A particular situation that has generated confusion and concemn involves the requirement found in 46
U.S.C. §8104(a), which statea that an officer taking charge of the deck walch on a vessel leaving
port must have at least 6 hours of off-duty time in the 12 hours immediately before leaving port.
While an owmer/operator cannot be held accountable for the time a mariner has off, they are

4
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responsible for the time that an individual-is on the dock or on the vessel while in port, and can be
expected to verify that the individual has had an opportunity for rest regardless of Mm.‘a he/she has
been prior to performing the assigned duties. The owner/operator cannot expect a mariner to
participate in extensive preparations for getting underway and also be rested enough to take the
navigation watch without providing an opportunity for the minimum off-duty time required by 46
(1.5.C. §8104(a). Similarly, the mariner is responsible for arriving at the vessel properly rested. If,
for example, a mariner spends 8 hours in travel time (i.e., driving) or stays up all night prior o
arriving at the vesscl, that person is clearly not rested cnough to take the navigation watch of a vessel
getting underway upon arrival.

6. Protections

The Coast Guard has historically depended on individuals involved with the maritime industry to
report violations or unsafe vessel conditions when they oceur. In the absence of mariner reporting,
the Coast Guard is limited to discovering these types of violations through casualty investigations, or
by chance during a scheduled inspection. To prevent retaliation for reporting violations to the Coast
Guard, Congress enacted specific protections for mariners that make reports of violations to the
Coast Guard. The following cites represent the obligation and protections afforded to mariners for
reporting violations of the law or regulations to the Coast Guard.

a. 46 US.C 52114 provides protection to seamen against any form of discrimination, including
discharge, for reporting a violation of any law or regulation issued under the authority of Title
46,

b. 46 U.8.C. §3315(a) requires licensed officers to assist the Coast Guard in the inspection of their
vessels as well as point oul defecls and imperfections known to them. This includes any
violations of work or watch standing limitations.

¢. 46 U.S.C. §3315(b) prohibits any official of the Coast Guard from disclosing the identity of any
individual that provides information on vessel defects, imperfections, and overall safety. This
includes information on watchkeeping and work hours.

B fal,

L. G. BASEL
By direction

Distribution: District (m) offices
All MSOs/MSDs/Activities
All RECs
NMC(4c)
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From: Anatoly Sagalevitch [sagalev@mail.ru]
Sent: Monday, December 18, 2000 5:32 AM
To: Tim Askew
Subject: best wishes

Dear Tim:

| send you the best wishes with coming Christmas and New Year. | wish you
happiness and health and new adventures underwater. Please confirm your
participation in 5" SSS01/ May be somebody else will come with you. Welcome!
It will be great meeting. Not only usual people coming (I mean, who was before),
but also somebody from old guardian - Don Walsh, Larry Shumaker, Henri
Delauze and others. | expect good discussions and some fun.

Please book air-tickets Copenhagen-Kaliningrad on April 17" and back on April
20" ASAP, because SAS flies only once a day on not so big airplane. It's
important.

Please advise.
Best regards,

Dr.Anatoly M.Sagalevitch

P.P.Shirshov Institute of Oceanology RAS

Deep Manned Submersibles Laboratory

117851 Moscow, Nakhimovsky prospect, 36 Russia
Fax: 7 (095) 124 59 83; Phone: 7(095) 124 79 94
E-mail: sagalev@mail.ru
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BIU.S. COAST GUARD

LOCAL LESSONS LEARNED

MSO Puget Sound Lesson Learned 1-00
Crew Rest and Work-Hours in the Towing Industry

The recent investigation of the SR 520 bridge allision pointed to several items of
concern for crew endurance in the towing industry. In the 520 bridge case the Coast
Guard found that the master had worked more than the allowed 12 hours in a 24 hour
period in the days leading up to the accident, a violation of federal work-hour
regulations. In addition to the master's actions, the investigation revealed that the
marine employer had a policy in place that actually required the master to attend to
duties on the bridge during watches other than his own, in effect requiring him to
violate the 12 hours in a 24 hour period limitation. The marine employer also did not
monitor the work hours of their tugboat crews to ensure compliance with this
regulation.

Marine employers should examine their work hour policies for compliance with the
federal requirements, and also examine their employees practices for proper
execution of company policy and federal regulation.

Recently, Coast Guard Headquarters released a G-MOC Policy Letter 4-00 that
should help clarify the requirements pertaining to work-hour limitations and
watchkeeping for mariners on towing vessels and other vessels using a two watch
system. A copy of the policy letter is available at the following link:

www.uscg.mil/hg/g-m/moc/pol0004.pdf

Return to Local Lessons Learned Page

Disclaimer: http://www.uscag.mil/disclaim.html

m Webmaster: sklinke@pacnorwest.uscg.mil

WLl W/IE W/LD

http://mww.uscg.mil/d13/unitsmsopuget/licrewrest.html 5/25/01
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Shock Value

External defibrillators are safe and easy to use.

By MicHaeL CROWLEY,
CORRESPONDENT

udden cardiac arrest can hap-

pen to anyone, anywhere and a1

anytime. On land, a 911 call
can be made and CPR performed as
you wait for paramedics with the
necessary equipment o arrive. But
when it happens out at sea o you or
one of your erew, survival chances
are slim. That’s because you have
less than 10 minutes to react and the
necessary survival eguipment may
be miles away.

Every year in the U.5., 350,000 peo-
ple die of sudden cardiac arrest. A big
reason almost 1,000 people die each day
is that there's so litle time 1o revive a
sudden cardiac arrest vietim. Each
minute spent trying to gel help or to
bring the person back 1o consciousness,
reduces survival chances 10 percent.
After 10 minutes, they're brain dead.
They're history.

Sure, you can call the paramedics. 1f
you're lucky and tied up to the dock,
they might make it o your boat in
under 10 minutes and try to “shock”
the person back to life with a defibril-
lator. But if }'-;}LI':: al s¢a, Or even mov-
ing from one dock to another, the vie-
lim's survival bleak.
Un]ess, thal 15, YOU HTE CAMYIME your
own on-board defibnllator,

I!h ances  arg

On television :r'uu"v{‘ pmhah]y SEET
a defibrillator in action. A familiar
seene on medical dramas Like “ER™
LH wl:'lf'.l'l a }II'!Fl.T1—r|'|EIni.=I'_'Ir SCreen .‘\IH_'I'
denly shows a flat white line. That
sets off an alarm, and a doclor runs
into the room pushing a bulky piece
of equipment. He slaps two paddie-
like objects on the patent’s chest,
yells for everyone to get back, and
then zaps the patient with a joli of

Semiautomatic external llaiihrﬁnluli are a gl.m.d r.hl;l_l:n for the marine environment.
Thay are easy to use and require only minimal Instruction.

electricity that's designed to get the
heart working again.

SIMPLE SOLUTION
On boats, standard }Lnﬂpita1-t}'pf‘.
defibrllators are not pran'.tiﬁ:al, 1111:}'7m
oo big and would require paramedic
training to operate. But now there is a
marine-fmendly solution: semiautomatic
external defibrillatars (AED) that only
require a minimum amount of instruc-
tiom to operate
“We could send one to you right now.
You'd unzip it, follow the prompts and
save a life,” says Jim Casella, marketing
head for the Heartsiream ForeRunner 11,
an  AED  produced by Agilent
Technologies, Andover, Mass.
“It's easier to run the AED than it is
to do CPR. It's all computerized. Its so

[m];:mnf,*' 54Y5 Leon SLJh_:ruf!, whio runs
Emnrﬂunc}r Hr.ﬁpnnsc Trainers I:Jl‘..1 a
safely training company based in
Duluth, Minn. Sulerud recently put
AEDs on 13 Great Lakes vessels owned
by American Steamship Co. An AED
waz also put on the company’s 200" tug
{Jeean Venture, which tows the B0
barge American Freedom on long-haul
runs out of New Orleans.

On  American  Steamship's self-
unloading vessels, Sulerud periodically
conducts medical and ﬁtt"ﬁ.'._-;h!il‘.g_ class-
es as well as frefighting dnlls. The
defibrillator, l':f.ll!]'l[:lilrt!".l to other medical
gear on a boat, 15 “the one [Ji.l."!.‘t" of
exepun parierl that can :m!}- save someone’s
life,” Sulerud says. “Everything else is
stahilization. Other than getting them

indo SUTEETY, there's not much that can

AP« 21« Woak Boar

Mhad seurtedy of Emangonoy Beepanss Trnen inc.
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Che: enajoriiy of swdden cardiae anes)
paticits have albineomal heant chyvthmes,
callod arehythma, The two forms Ui
are treatable with a defibrllator are ven-
tricular [ibollation, the most common
arrhythmaa, and tachyeardia fibrillation.
In veniricular fibrillation, the hear
rhythms hecome chantic and the heart's
pumping action stops. Tachycardia is an
extremely fasl heart rate that also resultz
in no blood being pumped by the hean.

A defibrillator delivers an electrical
shock that momentarily stops the heart
and clears away the abnormal electri
cal activity, Then it's hoped that the
heart sends oul an electro-chemical
reaction across its museles that causes
the heart to contract and expand in
normal fashion,

But what ghout CPR? Yes, CPR is

e naece |-|||'|
thit hiriefly
kt'r'“-\- (XY EEN
going 1o Lhe
heart and brain,
CPR

expand the win-

might

dow of time for
the use of a
defibrillator.
bt at
replace it
Defihritlators

©an (Jfl]_‘g‘ oreecl

doesn’l

ventricular and

tachyeardia fib-

Diagrams on the unil and pads show where to place them.

rillation, which
15 why iUs important o know what the
heart is doing before vou put an electri-

cal shock through someone,

gency crtws, have a sereen on the fromi
that shows a [J:illi‘:r\llﬁ heart rhyithm

I|IEIII! }rarsrnq-e“:* T t‘l(l(:H_'lI' I_IFH‘I: i]t-ng ||||.'

extremely valuzhle. But its only a main-

showk,

matreally determine o the hear rhethm

[T pewer defibeillators auto-

is treatabile aeld can bae shocked, which
means the machine can be operated In

-\Ilallll.:lhl SETLVEN N

DOUBLE SHOCK, LOWER DOSE

There are a couple of other important
differences between older defibrillainrs
and newer AED models. Onee the defib-
rillator pads were placed on a patient’s
|'h|‘:—'\.l. the

monophasic electrical charge i one

edarlvy models sent out a
direction only, from one pad o another,
With the biphasic AEDs, the shock goes
from one pad to the second and then
back to the first pad. [1's a two-slage
shock reatment that's more eflective,
The new AEDs also have a much
lower  electrival  cliarpe, which s
designed 10 be more efficient amd do
less damage wothe heart, U5 the defib-
rillator converts (brings back 1o lile)

the person, they have a better chance of

Early defibnillators, the kind vou see

on TV and still used by

surviveng amd nol
have damage done
e the heart,” savs
Sulerud,

(Mder defibrilla-
Lors were one-size-
fits-all and began
shocking the
patient with 200
Joules. If there was
no response, the
next jolt would be
al 3K joules and
then 360, The
patient  received
the same dozage,
no matter how big
he or she was.

An AED like

BUINE  CImr-

delibnllator reads I|1e_- |'hx-th|;| 51 see

it can be treated with an

Boats with AEDs and personnel with CPR tralning will boost
on-board cardiac arrest victims® survival chances,

the Hearlstream

ForeRunner 11 reads the resistance in
the patients chest and then delivers
each shork at 150 joules, plus or minos

15 percent, says Casella

How the 150 joules s delivered

ilr’i‘!-l‘r‘ld"- an whil ihe ri:"‘-'i:-il;{]lr_'q_" 15 wilh-
in the chest, which will be different for a
260-1b.  individual

VErsus a persoan

electneal




Boars & GEAR: SAFETY EQUIPMENT

weighing 130 lbs. In each case, the
charge 15 delivered differently, says
Casella, both in how much energy goes
across in the first and second phase, as
well as the length of time the charge is
delivered and the peak-current period.

IT"S AUTOMATIC

Some training certainly helps, but the
AED is extremely easy 1o use. The most
important technological advance 15 that
the AED interprets the heart rhythm
itsell, thus the person operating the
machine must only perform a minimal
number of steps.

Onee the Heartstream ForeRunner 11
iz turned on, a voice prompt tells vou to
put the pads on the patient’s chest {cor-
responding commands also come up on
the display screen). There are pictures
on the machine, the pad’s package and
the pads themselves showing where they
musi be placed.

A connecting wire from the pads is
then plugped oo the ForeRunner, and
it automatically analyzes the hear
rhythm, with a “do not touch the
patient” voice prompl followed by a
“analyzing complete” prompt. Then, if
the machine says “stand clear, shock
advised,” that's the only time you punch
the second button, which delivers the
shock. (It might also command you NOT
o shock) The machine only has two
buttons, and it analyzes and determines
the proper course of action. [t can't get
much simpler.

Once you have revived the patient,
bringing in outside medical help is
always a pood idea. The ForeRunner
automatically stores information about
the cardiac event in its internal memory.
The eardiac record can be reviewed on
the screen, or a PC data card can be
mserted and the information down-
loaded to the card. Using Heartstream’s
opiional software, the information on the
card can be e-mailed from the boat 1o a
shore-hased doctor

Wiale AEDYs can be o life saver,
there's a safety question regarding a
machine that delivers an electrical
shock on g metal boat.

“The

would sav 1w remove the patient from

American Heart Assocition

water or a melal surface,” says Casella.
“But our scientists have found out that
the current takes the path of least resis-
tance, which is always through the
patient’s chest. So s safc to do it on
metal. Just don’t touch the patient. And
the device is electronically izolated from
the patient.”

Sulerud says that transmission of

electricity through the deck 1o a reseuer
isn’l a problem. “There's so much paim
that its a big insulating [actor and
biphasic energy is 50 much lower, And i
goes from pad to pad.”
The Heartstream
comes with a S-year batlery. Depending
on the options, the defibrillator cosis

belween $2,900 and $3,400.

Forellunner 11



By DAVE KOiCH
Sanior Techrace. Specals],
Draloz Safety

“:"w_ kiere s ne \I'IIIFI::};I,‘ ol
stabistics when it comes

' ton v se-induced hearine

logs. OEHA estimates thar s
many as 15 millicn Americans
hawe a measurable hearing loss,
and repors that as many as 30
million workers ane ex posed o
poentially hazardous roise levels
on the joh.

According to experts, the prob-
ability of incurring a hearing loss
grewter than 25 dB — the huse-
line for legally defined pariial
deafness
cent for exposure to B0 dBA o
T0 percent for exposure o 115
dBA over a working lifetime of
&) years.

Yel motivating employees (o
agar h-e::Lrlnk: pll::!'.l.'.l.'iunl Jr\ri-:.:r.-‘
cam he frustrating, despite all the
statistics and the fact tha hearing
lovize 1% cummalative and rme-
versible,

Pan af the reason is thal noise
i% often taken for granted as just another part of the
manufaciunng process — enlike respiratory hazards
that can be easily seen, smelled or tasted, So here ane
ten steps for getting workers” atlention and compli-
ance with your heaning protection effons:

Know the reguiations.

Assure thil your companys hearing conservation
program is in full compliance with all D5HA and
nther regulations. Review, if necessary. DSHA'S mles
gnucrning hu:arinl: profection programs found i 249
CFR 1910.95 in the Cosde of Federal Regulations.

ranges froam 18 per-

Obtain accurate measurements of the
noise levels in your workplace.
Llse cctave band analysis and NIOSH Method No.
1 to assure the maos) acguwrie hearing proleciorselec-
tim 10 profect emplovees against vour planl's noase
levels. Don't rcl'_v .‘«1.!||!!} on o device's noise rediscison
rating. Frequency and the ability to communicate are
severland considerations. Low-frequency noise is the
fangerous because it dossn 't seem a5 lowd as
bt freguencies,

methods for motivating
workers to wear

HEARI
PROTE

Train all employees to
properly use hearing
protectors.

Heaning prodectors must be
corregtly used 1o be effective.
Traiming is also a mandastony
O5HA requirement and musi
ke docamented in writing.
Emsure that everyone kmmws
honw 1o progerly maintain
reusghle devices, including
|.'|-.':||||11¥I wnad -:l|'-.=n‘.c|;t1ng them,
This is especially important
when devices ame shared

Conduct hearing tests.
Conduct benchmark hearing
tests for all emplovess and then
tesl theri al least onde a year bo

provide indisputable data to prove or disprove heaning
loss. Documented hearing lnss makes a strong case
for using protection. Simply telling someone they

Did you know...

+ §8% of workers in Swadish
sludes were enpased o noise
foe maore than fae howrs 4 day

+ 8% ware hearing protection
Tor mane han e hous 3 day

5% wern sat aware of actual
niise Evels i thedr warkplace

41% adjusted their heanng pro-
tichors more than fue times a day

1% adjusted protecion more
than 10 tmas daily

M0®6 resreved heasing protes-
105 at least e tmes an hour
0 comminicata with coworkers

Soarce: Dinta gatheved by Calior Saledy's
Bifastnm, Sveiay b deivig new
Denduet sty o Bxsoe® Aunwa Soand
Iectmaiogy™ beanng provecion gevices

have some hearing loss in the high frequencies may

dho Tittle to prowe o them that they have a
probiem; ope that can progress.

Emphasize education.

Continunlly educate employees abowt the
need 1o protect aEams \II,".'lnn"__' hass,
explaining exacily what noise s and whar
vveresposure coan do, Belate i oo off-the-
i SIS, (00, I".:|!||uin i reuse dima
uge s o progressive process. Slowly, as we
all get onldder. the warrkings in the inner cor.
the cillia, start o dse. This is pirl @ ialyival
aceumence i l! of oy MNow sdd workplace
nise, ind those ciliz die belore dweir e,

Avoid a “just wear it" attitude.
Use eusy-to-understund videos and

paniphlets, Hole infosmal mestings 1w

address III.‘:I{in‘!I ]:lrllI-:'LIilru Avemid a "..'u-'l

wedr it becoose you have o™ wtitude
Lise peer examples. Perhaps there ane employees
willing 1o talk about how heanng hass has affecied

Coriraed O e nsel paage

&
x
&
z

CONTEY

P



methods for motivating
workers to wear

v frovrr the pvenaoLs page

them And recommend simple rules-of-thunth. For
(=4 m|1|"||1.' if Lkl have 1o shiout o talk 1o oa n1w-::-|k;'r.
nodse levels probably exceed (SHA'S scceplable
eight-hour workday level of 85 dBA

Studies show thot remeving 0 hearing prodector
with an NER of 30 for anly 30 minutes duning an
eight-hour workday can reduce effective rlrl.'{l.".'[iill:l
ter dess thon S0 percent of that KRR Ml ring
Employees also wand devices that they don't have to
k.n."l!"!l rcr‘nu-,iup_ in order to communicale with waork-
ers or o hear wamning signals.

Make hearing
protection readily available.

Install corvement, wall-mounted dispensers that
contain an ample supply of earplugs. Provide a van
ey of devices us well — earmuffs, earplugs. and
canil caps. For repetitve noasy provedures where
the meed io communicaie is bess necessary. consider
M steren sarmiufis

Get help.

Contact agencies such as NIOSH ond O5HA,
frl'g,ani.:rnlil.:ﬂ:i such i the Amencon Industrial
Hygiene Association, of manufaciurers for thear -
et motivilional ideas. Some manufacturers of hear
ing protection offer free noise surveys, training. and

other suppss
Don't give up.

F:illil"}l. k:rp ||'|||1r||.|||1g EVETYON that the best
persanal protective equipment s PPE that gets worn
= and that mcludes hearing protection. | ESHA
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By Scott Geller

-t

YA

Do you coach with feeling?

Put yourself in the other person’s steel-toe boots

SINg comversations o improve safety the circumsiances. Thas regquires murual
. performance has been the theme of uniderstanding. Everyone who is faking pari
11‘1_-. Jdnl.lul'_'. ..'ll'ld ]Tfh‘luiu}' il.I[iLII:‘i. ..1I'II.| 'i:ll I:I‘Il.' i'l.ﬂl\l.'f‘ii]li('\lll st l'-il\'l,' 1.h(‘ same
this maonth 1'd like 1o foces on the highest feeling for what the circumstances are,
tevel of conversation that you can have [hen., if everyone stales their commitmenst
r.'mpath-.*lic LA hlr-g. o Fipllepie !||1||ut:|| wilh 1he |',||:|n. ynu"\.-c had
s i diffecule bevel we attain, but one that u most effective conversation,
can du wonders to faciliate mutual learning This is easier said than done, yvou might
and behavioral improvement, Leaders who say. You re probably right. But the pavoft
demonsirate can be great:
empathy When we
sineere umler- When we show more show mare
*ril.ll-l'lln'l-_’ H Bk |.-.|'|||'|i|:hr n
appreciation empathy in our conversa- DUT CONVETSE
for uther peo- tions, we
ple’s circum- tions, we have more have more
stances — are 2 5 . i . impact in
marre likely to impact in improving atti- improving
b 1'||||i1'_rﬂ'~:1. fudes and behaviors. n![r[uu.l:a il
And their hehaviors.
direciinns., When we

hased on an

empathic diagnosis of the situation, afe mose through empathic lstening, that we really
cffective. understand their posinon, we maximize the

Conversations at this level are nol efficent, chance of progress,
bt they are effective. They require paticnce.

show others,

Coaching requines 8 sharp eye and caveful iistening.

reactive filters that bias conversations. They

It takes time to learn, mostly through gues- A('H"IIIEVng empathy ure barriers 1o listening intently and proas
tioning and listening, what it’s like 10 be in Here's how to achieve an empathic level of — tively 1o another person,

the other person’s siluation, Then the nbjec- awareness and appreciation W Ask more questions. This is how you
tive shifts to designing an action plan that firs W Take off your blinders. Minimize the truly understand the other person’s position

EMPATHY — NOT SYMPATHY

Ermfantty is not the sarme as sympathy. Don't confuse e b,
though chetionary dofinitions are sirriar. Tha Mew bestiam
Webster Dictionary (1983 defines sympalhy as “the capacity for
antéring into and _ﬂ.Flemrg the fechings or interests of anathar”
and empathy as “the capacity for axpenancing 83 one's own the
facings of anathor,”

Armercan Hertage Dictice 19491) defines ermpathy as
A "y TRty

“idertiication with and understanding of ancther's siuation, feeal-
ing, and rmotives” — in contrast to sympathy as "a feekng o
exprasson of Py oF Somow for the distress of another person ©

We syrmpathize when we exprass conoem o urckarstancng for
another ndividual's situation, ut we empathilze when we chanlify
witty anather person's situaton and reales whal #'s lika to be in
he othesr LErson™s S



Lt fal | witrnessed a most unusual and effective tennis lesson. Later | real-
mad how empatiy was at the heart of this sucoess story.

Franik, miy longtime tenmis opponant, had a strong forehand that had weak-
enad considarably. t got 50 that | expected to win every set, and ha asxpest -
ed the same outcome. Evenually, he lost interest in our reguiar compaetition,
and liost a reguiar tennis opponent.

Then Josh Wilkams, & friend and associate at Safety Perfonmance Sclutions,
stepped in to holp. Josh played varsity tennis for four years at Halermazroo
College In Mchigan, and subsequently taught ternis professionaly at John
Mewcoma's Tennis Resort. When Josh arrived at iy tennis court, | asioesd
hirm if e warnited to watch Frank and | ralty for a while 50 he could assess the
problem. Numanous ternis instructons use this approach. Thay obeserve &
studant hit & tennis ball numerows times, and then provide direct feedback
by varbalzing and demonsirating certain behasvioral changes, Then they
watch sorme more and give specific feedback.

But Josh decined my idea. Instead, he took my side of the court and began

and eventually diagnose the
problem.

W Listen for more than
words. Mot only must we hear
every word, bul we must also be
sensitive to feelings, passion,
and commitment. This comes
across &5 mich in body lan-
gunge and manner of expression
a8 i words themselves. Listen
for more than words when
workers give evaluations of
their ai-risk behavior and offer
recommendations for self-
improvement. Listen for feel-
ings or emodions that reflect
cixicerm for errors and commit-
ment to change.

W Usze your imaginathon.
When you observe another per-
son’s work practices, iry (o
view the situation from that
individual's perspective, When
you listen to someone explain
why he or she took a risk or
g0l injured, iry io see yoursell
n the same predicament.
|magine what defense mecha-
lisims you might use to protect
o ego or self-esteem.

Waigh alternatives. When
you consider action plans for
s vEmend, Ty 1o View vari-
wi- iliernatives by pulting
aurself in the same “sigel-toe
s of the other person,

Wi need to approach our
ality coaching conversations
vith an empathic mindset. We
vant o learn what mativates
omeone o risk their safery, we
vanl 1o pul curselves in their
dace. From that understanding
ve can derive an action plan
hat we wouald be willing o
ollow. You can do this by
winging empathy to your safe-
\ cofversations. | ESENAE

By E. Scott Geller, Ph.D.,
wolesssor of peychoiogy,
frpnia Tech, and senior partreer
vith Safaty Parformancsa
ioiutiors. For more informration,
all (540) 951-7233 (SAFE);
el safety@saletyperior-
O, COMm; or visi

A Sl ey TR O T TR, CONm

ralying with Frank, He didn't say anything about army probsem, just “Nca shot”
a number of tmes to commend good parfommance.

At one point. Josh stopped ralving and asked Frank where hea thought he
way he grips his racket when shifting from a backhand to forehand stroke,
Frank does hold his rmcked differently than most (Lsing what's refemed to as
8 'Westem grip instead of the more cormmon Eastem grip).

Joah egresd with Frank's cisgrcss and asked him to rally some mone bals.
This time Josh used the samea Western grip as Frars, and mirmicked bis fore-
hand stroke. In this way, Josh could understand exacty how it felt to ba in
Frank's tanrs shoes. When switching from a backhand to forehand stroke,
Josh chianged his grip exacty as Frank in order to appreciate the difficuity
Frank was expenancing.

Josh inuly empathized with Frank's siuation, and as a resuit he prosdced mons
relervant achica. And becauss Josh demonstrated genuine understanding
and appreciation of Frank's problerm, hs advios was maclly accepbed
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High Performance Ropes:
New strength, silent stress

By Barry Griffin

The marine industry is increasingly discovering
the benefits of using High Molecular Weight Poly
Ethelene (HMWPE) ropes made from the Spectra
and Dynema family of fibers. Work which previ-
ously was only possible with wire rope or very large
and unwieldy single and doubled polyester lines can
now be undertaken with floating, low stretch haw-

HMWPE ropes are also finding their
way into other marine applications where
wire has traditionally been used, in-
¢luding face and push
wire for cargo, oil, and
construction barges, and
mooring lines for con-
tainer ships. harges, and
lankers mooring at piers
and offshore buoys.

Choosing a HMWPE
rope is not as easy as
simply replacing a wike
or polyvester rope with a
HMWPE hawserof equal
strength. dressing all the
chocks, bitts and fittings
against abrasion, and
jacketing the rope with
afactory or field applied
double braid or special-
ized chafe protection.
One can perform mira-
cles of appropriate ves-
sel, winch and fitting
design only to discover,

ably and in circumstances that previ-
ously worked well with polyester or |
wire. This is aggravated by the fact that |

Without some elasticity, in the sysltem, “dynamic” loads can very quickly
weaken a rope.

sers, that have initial strength equal to or greater
than that of wire rope. This rope technology has
allowed the development of very high horsepower
tanker escort and vessel assist tugs, and the associ-
ated specialized winch and fitting systems that
optimize the safety, efficiency and longevity of the
crew and eguipment.

HMWPE ropes are more expensive than
polyester or wire, with no suitable equal
or lower cost alternative on the horizon.
Assist and escort
tugs in the 3000 to
6000 hp range have
experienced rope
strength losses rang-
ing from as little as
25% after over 4
years and 4000 jobs
for tugs in the 3000
to 6000 hp range
to as much as 63 %
after only 1000 jobs,
HMPE hawsers for
this service cost
on the order of
$25,000 0 350,000,
depending on size
and length.

Mot only is the
rope more expen-
sive 10 the tug op-
erator, the raw fi-
ber 15 also very ex-

down the road, that the
rope is failing unpredict-

pensive to the rope
manufacturers, Be-




cause of this, the rope often is not tested
in a meaningful way on a scale large
enough to duplicate the very high static
and dynamic loads encountered in the
real world. The existing system is es-
sentially best guessing by the customer
and rope manufacturer. These guesses
are based on past experience and a few
calculations, manual logging by the crew
of job information and other important
rope events. and finally break testing by
the customer and rope factory to deter-
mine residual strength and retirement
policy, Even with this most basic sys-
temn, an operator is only marginally bet-
ter informed about the likelihood of an
unexpected failure, Why isthis and what
can be done about it?

Dynamic Shock Loads

Tug masters rely on subtle senses 1o
gauge the loads they are asked to pro-
vide in variable and unusual situations.
The advent of tension meters has helped
to aid in these decisions, but something
significant has changed. When a g
master is shown a high resolution plot
of the actual tensions that his tug gener-
ated using HMWPE lines. the loads are
always much higher than expected and
full of “spikes™ in which the tension
goes very high, very guickly. These
*dynamic shock loads™ result from mo-
mentum, gravity, and buoyancy changes
that occur during ship maneuvers. as
well as steep hawser angles. When con-
nected to high chocks at angles higher
than 30 degrees. the weight of the tug on
the working end becomes a significant
part of the hawser tension as bollard
pull 15 applied. The forces can become
very high at extreme angles.

Less "Feel"

Part of the problem is the way in
which humans sense force. Without the
benefit of gauges, we know that a force
has occurred by either motion or nois
We either hear it or feel it. Wire
and polyester or nylon hawsers provide
both of these cues when loads are high.
They raitle, snap, pop, groan and (in the
case of polyester and nylon} streich
enough to give us a sense of the load.
Wire will naturally develop some elas-
ticity from the gravity of its own weight,
and therefore has some give ifnot wrung
up tight. This is not so with HMWPE
ropes. There may be noise, but not much,
and the ropes stretch only slightly more
than wire, HMWPE is virtually weight-
less compared to wire. Although there
i% no noise and no motion, the loads are

still there. Without some elasticity. or
“fuse™ in the system, the “dynamic™
loads can very quickly weaken a rope.
Even with the difficulty of sensing
loads with the new HMWPE ropes, the
best rope performance and lifeis achieved
by experienced personnel, especially in
tractor work, where some masters have
almost 20 years of experience with trac-
tors alone. Data indicates that the ma-
ncuverability and “touch™ of these mas-
ters significantly reduces unwanted high
loads and extends rope life. On the other

Some software programs are avaliable
fo predict loads and make mooring
recommendations.
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Deck Machinery

A high angle is just one factor affecting
the longevity of ropes

hand. tugs with relatively high displace-
ment or reduced maneuverability, even
in the hands of the best master. will
rottinely impose greater loads on the
rope. [n these instances the hawser be-

20 = PACIFIC MARITIME = JLILY 2000

comes the g’s “brakes”, and absorbs
many more of the maneuvering forces,
and the rope must be stronger than the
hocsepower might otherwise dictate,
Using a 4000 hp tug with approxi-
mately 100,000 Ibs bollard and 500 tons
displacement as a baseline for escort
and assist work in inland waters, a good
starting point is 8" circumference haw-
ser at approximately 600,000 1bs inital
breaking strength. Thisis roughly 6to |
over static bollard pull, and allows fora
moderate amount of dvnamic use. This
rope can be expected to last at least
2000 jobs before experiencing a 30%
strength loss. 4000 hp tugs with dis-
placements of 70 tons should consider
9" circumference hawser . Tractors and
conventional tugs in dynamic service or
with new crews should increase this
safety factor by at least one. to 7-or-8-
to-one over statiic bollard. These num-
bers assume that all rope contact sur-
Faces on the tug and winch are the ideal
diameter (at least 6 to & times the rope
diameter), well faired. hard, and smooth.
some effort has been made to me-
chanically reduce dynamic loads. One
concept is to allow the winch drum to

The Foss pushboat Clarkston, seen
here pushing empty grain and comntainer
barges upriver to Lewiston, idaho, with
tension meter attached.

payout when acertain tensionis reached.
This can be done by allowing the winch
brakes to slip at a certain load or by
putting the winch into a “constant ten-




sion” (render-recover) mode. Both of
these specialized hawser winches have
been developed. and both have their
operational limitations. For assist work
in most harbors, operators are reluctant
to let the hawser slip in the tight quar-
ters that oftén occur in high lead work.
No one wants his tug to suddenty move
10 feet. These and similar brake designs
have been proposed as shock limiters
for open water work - especially in
tanker escort in moderate seas. Both
concepts hold promise when combined
with the “right” rope and staple design,
However, winch brake design is atricky
business. The dynamic or running coel-
ficient of friction of common brake ma-
terials is typically lower than the static
holding power of the brake. Therefore
great care is required to design brakes
which can both slip and hold the enor-
marus loads encountered in extreme ship
Mancuvers,

Strength Without Weight

Other elastic elements. or shock ab-
sorbers, of various designs, including
nylon surge pennants, elastomeric cou-
plings. and ram tensioners, have been
used successtully to soften dynamic loads.
When the sea state increases beyond
what 15 ordinarily encountered in inland
walers, the elastic absorbing capacity
of these systems must be extremely
high. and therefore approaches the edge
of whalt is practical. supportable, and
safe for routine work. A three and one-
half inch diameter HMWPE hawser -
something that a man can drag around a
deck by himself - has the same breaking
strength and nearly the same elasticity
of a wire rope the same si2e - a breaking
strength of nearly one mitlion pounds,
A nylon surge pennant of equal strength
would be nearly 10 inch diameter and
almost impossible (0 manhandle on a
tvpical working deck without mechani-
zation and the associated cost and main-
tenance.

Experience

Because of the cost and complexity
of designing specialized tug equipment
for work with HMWPE ropes and haw-
sers, the most useful tool developed for
use on a day to day basis is the ability 1o
gather real world, high speed tension
data from actual tugs in routine service.
The information recorded during 20 or
30 ship jobs prowvides almost all the
needed information to determine the
proper line size. Many applications can
be studied by placing load cells in the

Pulling Force

Tug s b e
The farces are daceptively strong on a 40-ton fow. Chart B. Griffin/Glosten Associates

Deck Machinery

Lime Terisionm | 1,HH) pownds)

-

Tirma irom Start of Gata

Spikes in line tension may nat be felt or heard. Assist hawser recording, Hvide Marine
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Deck Machinery

Crowlay's Nanug, tethered fo Denali in
Valder, Alaska. Photo by A. Haig-Brown,

rigging and recording line tensions.
For ship, barge, and mooring rope
applications, specialized mooring analy-

sis software allows nearly complete con- |

22 « PACIFIC MARITIME = JULY 2000

trol and modeling of typical ship moor-
ing situations in varying tides, currents,
and winds, with ability 1o change nearly
every aspect of winch and rope arrange-
ment and clasticity.

21st Century Technology

Recently developed tension merers
incorporate data logging of actual rope
work, regardless of the number of jobs,
These meters also keep track of the
nature and magnitude of the shock load-
ing. This information, when combined
with any tug log events, provides the
most accurate and wseful data for both
customer and rope manufacturer. In es-
sence this information provides a “sig-
nature” of the rope service. This infor-
mation can be downloaded at the vessel,
and in the future, inexpensively and
directly accessed from other company
locations along with other vessel infor-
mation via satellite using modem tech-
nology. Now, more than ever, the infor-
mation collected can be used to ensure

that a tug is outfitted with the most |

efficient. safe and economical deck
ﬂq'ﬂlpmem.l

|i
| lt

Barry Grffin, of BA. Grffin
Associates, Inc., dasigns and sells
high performance wire rope and
softine sysiems for marine appli-
cations. Mr. Grlffin received a de-
gree from Harvard University in
1871, He has worked in the ma-
ring machinery and sysftems in-
dusfry since 1875, holding posi-
tions as design engineer al Olym-
pic Instruments and Markey Ma-
chinery Company, ownaraf Fathom
Corporation, and designer and Plant
Enginear at NET Systems of
Bainbnidge lsland, Washington. He
is a manufacturer's represenia-
tive for saveral marine equipment
manufacturers, including Markey
Machinery and Puget Sound Rope
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Adding fuel to the fire

The shipping industry is talking about e-commerce these days, and where

t 11:58 PM Greenwich Mean Time

on the 25th of September, 1997,

bunkerworld.com went live. The website
was the first of its kind, providing information-
based services to the bunker industry. In
the intervening vears, bunkerworld.com has
grown from 72 pages to just under 75,000, from
no users 1o nearly 16,500 and it is claimed that
the website 18 visited by ar least T0% of the
people who make up the bunker industry. The
website, which 15 run and hosted by Telemarine
Lrd., is merely the latest phencmencn in the
booming internet ndusory.

The core service of bunkerworld.com was
o provide online access 1o bunker directories
containing the details of suppliers and brokers
and others involved in bunkering. Today, the
directory consists of 1,250 suppliers and nearly
300 brokers; their combined 1otal constinutes
8% of the entire bunker industry. And since its
early days., bunkerworld.com has expanded
“organically” to provide a daily news service,
market commentary, special feamres similar to
those one mught find in 8 magazine, opinion
polls and information on bunker prices,
nsurance, hedging and Intermatonal Petroleum
Exchange fuel contract prices.

In spite of the success bunkerworld.com has
achieved as a valuable information tool 10 those
in the bunker industry, Mike Boe, managing
director of Telemarine [1d., emphasises that the
purpose of the website is to be just that, and not
4 replacement for bunker brokers and orher
imtermediaries. He believes that while the
imternet and e-commerce will never replace
brokers in the bunker industry (or in any
indusery for thar marter), 1t will force them to
“reconsider the way that they do business and
the value they add o their services. E-trading
may at into their market share, but it will not
exclude them from participating.”

According v Boe, there are two reasons for
a buver to use the internet: to decrease costs
and to increase the efficiency with which he
runs his business. He poes on o point out thar
the same exact values serve the broker, and thar
the evenmual use of e=commerce will be a boon
to evervbody in the industry by making the
whole process of buving and supplving bunker
fuels a more efficient one overall. Like other
online service providers, such as those
highlighted in the realm of shipbroking in the
Nov. issue of Compuship " Newshipbroking”, p.
36}, Boe sees the internet as a facilitator and a
business 1ol rather than a replacement for
human commercial endeavour.

Bunkerworld.com will soon be extending
iself to include fully fledged e-commerce as
well. At the moment, it is possible to send

enquiries to various suppliers in order 1w obtain
a price quotation via the website, but it 15 not
vet possible to transact the final deal, The final
airm was always to create a virual markerplace
for bunker fuels, but Boc states that he was
interested in first gaining the trust of the
industry and in making sure that he understood
the market thoroughly. To this end, Telemarine
Ltd. embarked on “the biggest research project
undertaken™ in late March of this vear in order
to determine whether or not the bunker
industry would acrually utilise e-commerce,

As Boe points out, there is a vast mental
distance between buying a book for §15 wvia
amazon.com and purchasing 385,000 worth of
bunker fuels with the click of 2 mouse. However,
Boe says that bunkerworld.com receives nearly
1,000 enquiries per month and thar $16.7
million worth of bunker fuels are being passed
through the enquiry facility per month on a
fairly regular basis, The overall response to the
survey conducted by Telemarine Lid, was such
that bunkerworld.com is in the process of
developing an e-commerce facility through
which people will be able 1o sell and buy bunker
fuels online. According 10 Boe, the purpose of
this functionality will be “to let buyers and
suppliers do exactly what they do now. but in a
controlled environment where efficiency and
cost are key issues”. The extended service
should be up and running by the first half of
the vear 2000.

The new kid on the block

The newest entrant to the market is
eFueloil.com, which went live on November
lst of this vear. Strictly speaking, bunker-
world.com and eFueloil.com are not direct
competitors. This situation mav change when
bunkerworld.com introduces its e-commerce
capability early next vear, but for the time being
they are two very different websites, with
differing artimudes,

EFueloilcom currently supports a virtual
marketplace. The system works on a reverse
aucrion structure, whereby the system picks the
winning bid after a 15-minute auction period.
According to George Pilloton, CEO of
eFueloil com, the system is designed in a way
that allows the shipowner to place his preference
for certain suppliers, and the winning bid is
chosen on this basis, along with cost
consideradons. However, eFueloil.com s now
mtroducing an open bid svstem, which will allow
the owner 1o make the final decision himself,

The company has been in and our of the
papers in recent weeks due to its perceived
affiliation with ChemOil, a major oil supplier
based on the West Coast of the US. Other

suppliers have refrained from sponscring the
website based on the belief thar their money
will somehow end up in theirr compentor's
pockets. EFueloil.com asserts that this premise
is patently incorrect and that no commission
goes 1o ChemOil whasoever.

The issue of independence has been a major
sticking point for eFueloil.com, and the
company 1s now domng everything in its power
1o assert itself #s a separate entity. The
company is jointly owned by the Japanese
trading firm Itochu and the CEQ of ChemOil,
Bob Chandran. However, many in the industry
believe that the mere presence of Chandran
presents an mherent conflict of interest.

According to George Pilloton of
eFueloil com, ChemOil did parocipate in the
development of the website, but it does not
receive any commission from eFueloil.com and
it plays no part in the website itself, Pilloton
also says that the company is interested in
building an independent markerplace. He
emphasises that the ownership of the company
will be such that it will not be dominated by any
one party. Pilloten is currentdy looking 10 get
energy trading houses, financial rading houses
and energy venmure capital plavers involved in
the website, and i “concentrating on devel-
oping these partmerships so that people become
very clear on the point that [eFuelodl.com] 15 an
independent site™,

Pilloton claims that the website i3 geming
very strong support from these groups, “One
of the things that we've done well is 10 develop
the site quickly and at a reasonable cost, which
is why we're attractive to these groups and
because we've demonstrated an understanding
of the market,” explains Pilloton. He 15 also
srongly urging other independent suppliers o
participate. * There are daily conversations with
people looking to participate, and we’re looking
to enhance participation through various
incenuve programmes,” he savs.

Pilloton hopes that once other suppliers have
been persuaded w come onboard, as well as
other commercial interests, the website will
develop into an internet portal with a focus on
fuel oil. He believes that the value associated with
e-commerce is “a mix of pricing, informanon,
the rransparency of transactions and the ease of
transactions.” He points out that the most
successful B2B (business 1o business) online
marketplaces are adept at borth providing
informatdon and creating a sense of community,
and he will be amempung w steer eFueloil.com
in this direction. If the company can shake
off the appearance of bheing affiliated with
ChemOil once and for all, it may have a chance
o do just this. |



Going for GPS and GLONASS

Fﬂl‘ truly accurate and reliable navlgatmnal data, it is begt o comblne the capabllltles of GPS
and GLONASS. MAN Technologie has just launched a product which does exactly that.

r I Ahe Global Positioning Svstem (GPS)
became operational in 1993, At the
time of its introduction, the svstem

provided a level of posinenal accuracy thar had

heen previously umimaginable, In 1995,

Mavstar GI'S was declared fullv operational by

the IS Department of Defence (Dold), bur

this service provided oniy a single frequency

for civilian applicatuons (L1, C/A code), while a

more precise code (P code) was reserved for

military users.
The current level of C/A code performance

15 degraded for civil use due 1o the policy of

selective availability (5/A) implemented by the

Db, vielding accuracy m the range of 100m

for GPS. According to Jirgen Windl of MAN

Technologie, this is sufficient for many

applications in the marnmme sector, but for

maore sophisticated applications. such as precise
harbour enrance svstems or surveying, the
system 1s inadeguate

The only existing alternative 15 the

Russian counterpart 1o GPS, the Global

Maviganon Sarellive Syvstem [(GLONASS),

which has been in full operaton since the

beginning of 1996, GPS and GLONASS
have similar anribuces, says Windl, but in the

GLOMNASS system there is no degradation of

accuracy for civilian users. This means that

GLOMASS =atellives provide non-military

wsers with an undistorted single frequency, but

with an accuracy of 30m, they are nol as
precise as OPS satcllites,

Combining GPS and GLONASS

According to Jirgen Windl, MAN
Technologie developed 1ts new range of
combined GFS and GLONASS products
because neither GPS nor GLONASS on s
own allows the customer to obtain full
precusion, availability or integraty. He says that
by improving all of these parameters, MAN
Technologie can offer 8 number of advantages
such as performance IMprovements, integrity
improvements, a reductuon of impediments,
better satellite coverage with up to 48 available
satellites, improved positicning accuracy and a
reduction in data acquisition tme.

Windl claims that MAN Technologie's
new MWNE-N124 Marine Navigator is the
first commerciaily available combined GPS/
GLOMASS (GNSS5) marine navigation
receiver. It s a 24-channel receiver which has
heen designed with the furure in mind as it will
also be capable of receiving signais from other
navigamonal svsterns which are currenty in
development, including WAAS, EGNOS,
MSAS and Galileo,

' 1

Nigel Kitchen investigates

“GLONASS is becoming increasingly
important in forming an inalicnable element,
rogether with (GPS, in GMNSS and in EGNOS,”
says Windl, *The combined use of GPS and
GLONASS offers significant advantages
compared with GPS- or GLONASS-only use
with respect to improved satellite avallabality,
syslem integrity and positon,velocity accuracy
for users worldwide. Fortunately, many im-
pediments can be significantdy reduced by the
augmentation of GPS and GLONASS.™

Enhanced satellite availability

According to Windl, analysis has shown that in
combined use constellations (GPS plus
GLOMNASS), ar least 11 satellites are wvisible
over a significantly larger area as oppozed
o five if the constellations
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are considered separatelv.
“The combined GPS/GLOMNASS system has a
98 per cent probability of more than 12
satellites in view in mid-latitudes,” says Windl,
“Another consequence of satallite availlability 15
thiet when centimerre accuracy is possible
the time required to achieve this decreases

a3 the number of satellites mcreases,
Furthermore, when the receiver cannot
gssume any information on position or time,
the probability of acquiring a  satellite
increases with the number of satellites in view,
thereby reducing scquisition ume,”

To rake advantage of the increased sarellite
availability and the improved mtegrity of two
independently operated satellite positioning
systems, the NME-N124 haz 12 channels for
GPS and 12 channels for GLONASS, thus
providing all-in-view tracking for both
constellanons. According o Windl, thes dualite

of receprion gives the NRE-MN124 an accoracy of
16m {95 per cent), or six times bemer than that
given by GPS-only devices, which provide an
accuracy of 100m.

“This great accuracy permits ships o
navigate near shorelines without having o call
upon differential stations, even 0 adverse
conditions, such as bad weather, narrow
channels and congested harbours or other arcas
where much of the sky and many of the
satellites can be blocked.”

Heightened integrity
The MR-N124 also has the ability to provide
the user with enhanced system integritv. A
navigation systern has integrity when it can warn
the user that the position fix @ in error or even
remove the error and provide a correct solunion.
A GPS receiver must have a line of sight 1o at
least five sarellites 1o be able m detect an
integrity problem. To remove the sarellite
that is causing the problem, a sixth one
must be visible.
The ability o detect and isolate a
malfunctoning satellite 5 greatly enhanced
by the increased number of satellites in view,
Moreover, says Windl, reliance on two
independent systems provides an added
level of imtegrry against o system-wide
malfunction. GPS alone does not
satisfy the requirementy of more
sophisticated applications, bui GPS plus
GLOMNASS will most likely provid® a reliable
solugon,
If one savellite systern 15 switched off or
jammed, or if satellites become unhealthy (i.e
they begin gencrating incorrect data) the NE-
M124 will automatcally use the satelhtes which
are operanng correcty. The NR-MN124 also uses
the informaton in the almanacs as well as an
implernented RAIM algorithm to determine
which satellites are healthy, In the event of signal
dropout-or signal logs, the receiver has the ability
10 re-acquire the signal in less than one second.

Increased accuracy
The NR-NI124 provides incressed
accuracy. Stand-alone GPS has a demonstrated
horzontal accuracy of less than 20m for 95 per
cent aof the time (5/A off}. The imperfec
predictions of satellite orbits, satellite dock
behaviour and atmospheric effects on the
signals are the primary causes of error in the
hasic GPS system. GPS sccuracy is, in fact, so
good that the Dold decided to deny the full
capability of GPS 1o users who were not
specifically suthorised this level of accuracy.
Windl says that the demal of accuracy is called

algo




Safe navigation

lavigators should not trust their instruments more than they
do their own instincts and common sense, says the NEPI

ost navigation officers will go through their entire carcers without experiencing a

singlde collision, but when an incident docs ocour it can be very traumatic for those
. involved and very expensive for the shipowner: In a recent special edition of s
gnals newsletter, the North of England P& Club (NEPT) considered the question of why
cidents keep occurring at sea when the available navigational aids and equipment are getting
are and more advanced. ;

William O'Meil, secretary general of the IMO, was guoted at the opening of the Maritme
mdon Exhibition last year as saying that “the heart of the industry is not the gadgetry but the
wople involved”, While this is true of any aspect of shipping, it is partcularly true of safe
wigation. The WEPI says that even on the most modern ships, the most sophisticated
wigational instrument is stll the human being, and one problem could be that those human
ings are starting o rely o much on particular pieces of equipment and not enough on their
VTI COMmImon sense, experience and maining.

A large part of the tmining and experience of any watchkeeper is the development of
wwledge about the Internarional Regulations for Preventing Collisions at Sea 1972 and
eir application. These regulations play a crucial role in avoiding close quarters situations
id collisions. Failure to proceed at a safe speed or keep a proper lookout are probably the
ndamental causes of many collisions and vet ships continue to navigate too fast for the
evailing conditions and operate an inadequate lookout, says the NEFPL

Some of the navigaton and collision avoidance aids that navigators rely on so heavily
ay actually contribute to the cause of a collision or incident if they are not weated with
spect. The NEP! says that this blind reliance may be especially dangerous in the use of
RPA, GPS and VHE :

The modern ship's bridge is full of equipment, some very sophisticated and some less s0.
¢ the equipment gets more sophisticated, the mariner has less of a chance of really
werstanding the principles of how it works and may tend to forget the errors that might
wour and how they should be corrected.

ARPA, for example, which is used on a ship's bridge in pilotage situations and confined
aters, is often ground stabilised, because this mode causes fixed wrgets 1o remain s@0onary
id allows better use of parallel indexing techniques and ARPA maps. Ship target information

this mode, however, may be misleading in the presence of a current Therefore, it is advisable

use ARPA in sea stabilised mode for collision avoidance.

The use of GPS requires a similar level of care. For position fixing, GPS does give a high -

sgree of accuracy which is further improved when differential GPS is available, but because
wrts may be based on a number of different GPS data discrepancies can arise. The same
whlem oceurs if the digital data from the GPS system is input directly to an electronic chart
stem. On small-scale charts the discrepancies berween various GPS data may not be important
1t on larger scale charts they may be significant to safe navigation. It is therefore essential for
& navigator to be aware of Which data is being used by both the GPS receiver and the chart
ud to apply the appropriate corrections; these are usually given in the chart notes.

Using the radio for the purposes of collision avoidance seems like an obvious course of
Hon to those without any navigational watchkeeping experience. It would seem that if one
wild contact the other vessel and discuss proposed intentions before taking action, all
inger would be removed. However, many Flag State administrations actually discourage the
i of VHF radio in a potental collision situation because of certain difficulties that can arise
rough voice contact.

VHF radio, however, may be used as a collision avoidance aid in a similar way to prescribed
sund signals. In the USA, for example, the U5 Coast Guard encourages the use of VHF radio
i reach passing agreements in certain circumstances. Rule 34(h) of the US Inland Naviganon
ules states that “A vessel that reaches agreement with another vessel in a head-on, crossing or
vertaking situation, as for example, by using the radiotelephone as prescribed by the Vessel
ridge-to-Bridge Radiotelephone Act (B5 Stac. 164; 33 UL 5. C. 1201 et seq.), is not required
v sound the whistle signals prescribed by this Rule, but may do so. If arrangement s not
wehed, then whistle sipnale shall be exchanged in a dmely manner and shall prevail” The
verall conclusion is that VHFE may be used as a collision avoidance ajd on occasion, especially
| pllotage waters, but seafarers should clearly understand the risks and the Collision
egulations before deciding whar to do.

NAVIGATION
Free Charts On MAPSERVER
Maptech has introduced its MAPSERVER, a free and ne
way to view, print and email nautical charts and topographi
maps online from its weh site at www.maptech.com. The qua

ity and sheer number of images make it the largest database ¢
both NOAA digital charts and USGS topographic maps in th

wivried
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REPORT ON THE FUTURE AVAILABILITY
AND QUALIFICATIONS OF MARINERS
THROUGH THE YEAR 2020

INTRODUCTION

The 1999 Marine Transportation System (MTS) Report to Congress' presents statistics
showing the overwhelming dependence of the U, S. upon the maritime system to move
freight and passengers, and support commercial fishing, cruises and recreational activity.
The MTS Task Force, created to “assess the adequacy of the Nation's marine
transportation system to operate in a safe, efficient, secure, and environmentally sound
manner,” states in the report that there is a vital need to attract and retain a qualified MTS
workforce. This need is based upon statistics indicating that by 2020, the people and
goods moved across waterways will have increased dramatically,

The 1ssue of the future availability and qualifications of mariners through the year 2020
was a recent topic of discussion of a diverse group of maritime industry leaders,
government representatives, and academicians (expert group). The group gathered at the
request of RADM Robert C. North, U.S. Coast Guard Assistant Commandant for Marine
Safety and Environmental Protection to discuss the issue of potential manning sources in
the year 2020. The following report summarizes their discussion on the issue.

PURPOSE

The purpose of this report is to relate the comments of an expert group of diverse
maritime industry leaders, government representatives, and academicians on the
discussion of manners to the MTS Interagency Committee for Waterways Management.
This report focuses on key issues and factors which have influenced the availability of
officers and seafarers to serve the strategic and economic sealift interest of the United
States and the demands of the international community. Finally, this report details the
group’s summary of the issues throughout the maritime industry as a whole, and their
recommendations for industry.

BACKGROUND OF ISSUE

A 1995 study conducted by the Baltic International Maritime Council and the
International Shipping Federation issued an update to their 1990 Manpower report.” The
study mdicated that in 1995, the total number of merchant vessels engaged in deep-sea

' U.S. Department of Transportation. An Assessment of the U.S. Marine Transportation System: A Report to
Congress. Septernber 1999,
* 1995 Baltic Intemnational Maritime Council/International Shipping Federation. The World-wide Demand

Jor and Supply of Seafarers — Manpower Update. 1995,



trade stood at 43,556. The study projected a moderate growth to 46,923 vessels by the
year 2000 and 50,551 vessels by 2005. These figures translated to a 1.5% increase per
annum in the world fleet.

The study projected a worldwide shortage of 30,000 merchant marine officers by the year
2000 (7% shortfall) and 42,000 by the year 2005 (10% shortfall). Despite the
conservative nature of the study, the clear message is that the officer shortages will
escalate unless corrective action is taken.

Although these numbers reflect an international trend, the importance of the worldwide
fleet to the economy of the United States cannot be overstated. The 1999 MTS report to
Congress presents statistics showing the overwhelming dependence upon the system to
move freight and passengers, and support commercial fishing, cruises, and recreational
activities. The MTS report forecasts that by 2020, the people and goods moved across the
system are expected to grow dramatically. It also highlights the vital role of the maritime
industry in mobilizing and maintaining the national security efforts. The following is an
excerpt from the 1999 MTS report:

The United States fulfills its national security or global security missions
through a safe and effective marine transportation system. Since the
national military strategy has shifted from forward presence to force
projection, security planners are placing increasing demands on marine
transportation, particularly at strategic ports.

Equally disturbing has been the projection that a further decline in the number of
available U.S. merchant mariners will have long-term effect on crewing Ready Reserve
Force ships.

DETAILS OF THE DISCUSSION

Before the expert group considered in detail the concerns of having a sufficient number

of qualified manners, it was useful to outline some of the world maritime trends:

1. The total volume of domestic and international marine trade is expected to more than
double over the next 20 years.

2. Technological advancements continue to accelerate and change.

3. Ships are being built larger to carry more cargo and passengers and to go faster.

4. There is a much lower tolerance by the public for either loss of life or environmental
degradation of any sort.

Given these trends, the discussion was focused on the following aspects:

1. The recruitment of mariners into the industry for careers at sea.

2. The training and gqualifications of those mariners, including the proper use of
technology.

3. Adequate levels of manning given the level of technology employed and the ability to
use it.

4. Ship management that recognizes gaps between technology and operations.




5.

International and national standards and regimes Lo address these aspects.

Within the discussion, several key issues emerged. These issues and factors are discussed
below.

6.

Recruiting

One aspect of the problem of having enough qualified mariners can be seen in the
difficulty filling the lower licensed positions and the entry-level positions. In the
United States, of the people between the ages of 18 and 22, a larger percentage than
previously are attending college. This results in a smaller pool of high school
graduates immediately entering the workforce, a traditional source of offshore, inland
and deep-sea entry-level personnel.

The maritime industry in general is seen as not actively recruiting graduates from the
maritime academies while shore-side industry does.

People entering the workforce are choosing not to enter the maritime industry. Pay,
quality of life and a higher value on leisure time are possible contributing factors for
these choices.

Faced with lower at-sea compensation (relatively speaking, as traditional high salaries
have been overtaken by inflation) and higher compensation for shore-side jobs, highly
educated licensed maritime college graduates are choosing shore-side over sailing
career paths.

Qualified applicants perceive that the U.S. deep-sea fleet is declining and are
reluctant to embark on a maritime career that seems to have an insecure future.

Even though technology is being incorporated into the maritime industry, it is not
sufficient enough to attract potential mariners. An example was offered that an
aviation position is far more glamorous than a maritime position even though both are
involved in the movement of people and goods.

. The pendulum is just starting to swing toward more serious recruiting problems - the

need for mariners as a whole is increasing. The maritime industry does not appear to
be keeping pace with the recruiting efforts of other industries. If nothing is done, both
international and domestic sectors forecast a long-term downward retention trend.

Retention

. The maritime industry, particularly the ocean-going side, is very different than it was

twenty years ago. Vessels spend dramatically less time in port decreasing the amount
of time available for mariners to have shore leave. Position descriptions and personal
characteristics for all levels from Able Seaman to Master are different. The
elimination of the entry ratings in the deep-sea sector has created recruiting and
retention difficulties in the higher ratings. One Champion questioned whether the
mariner workforce is again starting to “age up.”

Domestically, the Oil Pollution Act of 1990 (OPA 90), the Standards of Training,
Certification and Watchkeeping for Seafarers (STCW), and the International Safety
Management Code (ISM) are currently imposing restrictions on mariners.

-



Internationally, STCW and ISM pose similar, but different manning difficulties. The
higher compeience demanded by STCW coupled with the need to maintain it pose a
personnel challenge to many companies. At the other end of the spectrum, highly
trained STCW qualified people, with an incumbent higher level of professionalism,
are recruited to positions outside the maritime sector with a net result of mariners lost
to the industry. An effective safety management system under the ISM requires crews
to be familiar with the company-specific system, requiring additional training. This
exacerbates existing difficulties due to retention problems. Internationally, retention
problems are forcing companies to pursue non-traditional sources in order to find
mariners to fill the workforce. Worldwide changes are considered responsible for the
changes in the supply sources available to the international labor market.

Retention within the oceangoing side of industry is critical to domestic National
Security, due to the reliance placed on the merchant marine to supply much of the
needed tonnage to transport American forces and supplies to distant regions of the
globe.

The effect of dual income families and a greater interest in a higher quality, more
stable home-life are significant retention factors. The economics of compensation and
the simple fact that maritime employment means long periods of time away from
home are major deterrents to retention efforts.

. Today’s society is more fluid and mobile and the effect of employees looking for
movement to higher levels makes it more difficult to keep employees from “cradle to
grave.”

Mid-career mariners are abandoning the seafaring life in greater numbers than before.

Image

While the public has a somewhat romantic notion of certain aspects of the maritime
industry, there 1s little appreciation for the role that the industry actually has in the
United States. The public perception seems more negative than positive. It is
considered a no or slow growth industry when in reality, many aspects are high
growth. With the decrease in the deep-sea U.S. fleet there is a public perception that
the entire industry is in a permanent decline.

The industry has done little to improve its image. An inherent problem is that most of
the maritime industry does not deal directly with the public. Greater appreciation by
the general public could lead to more incentives and improved image. While each
segment of the maritime has unique needs to be addressed, much can be
accomplished with cooperation among the industry players to promote the maritime
industry as a whole,

The perception of the mariner has changed. Inland sailors are no longer held in high
regard within their communities. Public perception of the ship captain is taking a
beating from tankers and freighters to cruise ships.

Criminal liability and the publicity fallout are disincentives to joining the industry.
The image of the mariner and the industry is out of sync with reality.

Today’s industry uses the latest in management, safety and technological processes
with the individual mariner achieving and maintaining higher standards of




competence, but the public’s perception is the opposite. This negative image
discourages the general public as well as maritime academy graduates from filling
entry and licensed level positions.

SUMMARY

It is necessary to encourage individual companies in the maritime industry to pull their
own weight if the industry as a whole wishes to ensure that supply is sufficient to meet
demand now and in the future. Some companies use an officer apprentice program in an
effort to combat early career losses (though it should be noted that these companies still
encounter loss of valuable employees during mid-career). Retention is recognized as a
critical 1ssue to U.S. national security requirements placed upon the MTS. Otherwise,
both international and domestic sectors forecast a long-term downward retention trend.

In summary:

1. The issues are different between the national and international sectors. There are
cultural differences and the solutions may not be the same, due in part to the
regulatory differences between domestic and international requirements.

2. The industry is more international in scope in all respects from multinational crews to

trade between nations.

Training institutions, such as the maritime academies, are a national asset.

4. Asthe STCW levels the playing field, international opportunities for U.S. mariners

increase on foreign flag ships.

English speaking officers appear to gain the top jobs.

There is a need to successfully show growth in the industry.

Solving the national security/defense personnel shortage issue does not help the

commercial industry as a whole.

Lk
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RECOMMENDATIONS FOR INDUSTRY

It is recognized that no simple solution exists for the issue of aftracting and retaining a
sufficient number of qualified mariners. However, there is much room for development
of a number of various, successful implementations. The maritime industry, while
segmented into a large number of parts, is often viewed as one entity by the general
public. It is this perception that the industry must recognize and work with.

Potential actions to be taken by the maritime industry, as discussed:

I. Improve the image of the industry.

2. Look at other industries and other nations experiencing similar problems and import
lessons learned.

Provide incentives to prospective mariners.

4. Create mechanisms to predict industry trends (technological advances, fleet growth,
etc.)

Gather more workforce information.

6. Address national security problem of manning ready reserve and commercial fleets.

-
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7. Make training more flexible so that it applies to more than one segment of the
industry.
8. Provide more diverse training platforms.

This report has been created and is presented based upon the recommendation that these
findings of the expert group concerning manning shortfalls should be passed to the
Federal Interagency Committee for the Marine Transportation System and to the Marine
Transportation System Advisory Council which is currently being developed. The expert
group agreed that the MTS groups were the logical places for the issue of having a
sutficient number of qualified mariners to be further addressed.



neep ‘em it you got ‘'em
How to retain top quality employees
in a tight labor market

By Pillip M. Percy

Losing a talented employee is costly enough in any economic climate. But in
today’s tight labor market, when trained and motivated people are harder to
find than ever before, having a key individual jump ship can cripple the profits

of any business.

How can employers avoid losing their best workers? Seven of the nation’s top
workplace consultants answer that question in this article. Among their point-
ers are: provide career growth opportunities, talk with people to discover their
true needs, and encourage feedback and participation from staff memabers.

o you've finally trained a crack

group of employees. They know

your business. They cultivate
customers. They develop new ideas. [n
short, they generate profits.

Now... how do you keep them from
quitting for a competing business?

More employers are asking that
question in this day of labor shortages.
“Talent is hot commodity these days,”
says lan Jacobsen, president of
Jacobsen Consulting Group,
Sunnyvale, Calif. “People have choices
as to where they can work. If you don't
meet their needs, other employers will.
There's simply no reason for them to
stick around.”

Scary. No wonder retention has
become a critical management issue.
‘“When someone jumps ship, what does
it really cost you?™ poses Jacobsen. “A
lot more than just replacement cost.
Consider the business you were not
able to transact while you find and
train a new person, and the delay in
your business growth. And then think
of what the ex-employee can tell your
competition. When people who built
your business leave it really sets you
back." Add te this the slim pickings
that go with a tight labor market and
you can find yourself behind the 8-ball
fast.

Bottom line: it's much better and
easier to retain people than to recruit
them.

So how do you keep your staff from
jumping ship? The obvious first answer
ig: raise salaries. Certainly your
compensation needs to match or exceed
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that of the competition. But employers
are finding that more pay is not
enough. “When vou give unhappy
employees more money you have
wealthier unhappy employees,” says
Dr. Alan Weiss, president of Summit
Consulting, East Greenwich, RI. “So
you compound the problem by spending
too much.” Jacking up salaries, of
course, can erode vour profits. And
you'll find that unhappy emplovees will
depart at the first opportunity when
they find an employer who will address
their needs, even if the compensation
level is lower,

Throwing money at the problem is

not the only approach that offers a
quick fix at the expense of long term
success. “Today there are many ‘flavors
of the month’ that address retention at
a superficial level,” says Erik J. Van
Slyke, senior manager in the human
capital advisory services consulting
area of Deloitte and Touche, New York.
“We're talking everything from some
type of deferred compensation, to stock
options, to changing the benefit
offerings. All of those things are
wonderful ways of improving retention
in the short term. The downside is that
because they are solving symptoms
they dont end up really tapping into

What do emplovees want?

How do you keep your best
people? “It's not rocket science,” says
consultant lan Jacobsen, president
of Jacobsen Consulting Group,
Sunnyvale, Calif. “It's a matter of
doing the right things right.”

To find out what the right things
are, Jacobsen's staff interviewed
5,000 people attending job fairs,
asking each why they were leaving
their current positions. He came up
with a list of eight commonly-
encountered items on employee wish
lists. “In four out of five cases, people
were leaving their current positions
because one of these factors was not
being attended to properly,” says
Jacobsen. In the fifth case, they
were leaving for a perceived better
financial windfall from a pre-IPO
{Initial Public Offering) Internet

company.

1) Treat them as partners.
Respect them and involve them.
Share information.

2) Provide them with important
challenges in their career.

3) Value their contributions.

4) Let them know you appreciate
what they do.

5) Use their suggestions and
ideas.

6) Demonstrate that you care and
are fair. Stand by vour emplovees
when something happens such as
personal crisis.

7) Hold people accountable for
what they commit to. Let them know
I'jm;r are a necessary part of vour
team.

8) Pay them fairly and appropri-
ately.

Source: Jacobsen Survey of
Employer Allractiveness. Jacobsen
Consulting Group, Sunnyvale, Calif.
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our ability to motivate people for the
job itaelf™

The secret, says Van Slyke, is to
create a work environment that
motivates employees and offers
benefits that drive their decision
making around employers. Let's see
what makes up such an environment.
Provide opportunity for career
growth

“The number one reason good people
leave a company is because they feel
they are no longer growing or expand-
ing what they know,” says Dr. William
C. Byham, president of Development
Dimensions International, Pittsburgh,
Pa. “As long as people think they are
still growing they will stay with vour
company.” Organizations that are
learning ones have a powerful competi-
tive advantage, according to Dr,
Byham. “They are communicating the
fact that they are able to execute better
and follow through on commitments.”

If you don't offer opportunities for
career growth — even within the same
job — then no combination of human
resource solutions will help. And be
suUré to communicate your concerns
about individual growth to each
employee. “A big problem is that
employers don't help people realize
they are growing and the organization
15 helping. 50 employees don'’t see
things in a context of growth.”

Suppose you invite a staff member to
sit 1m on a meeting and vou consider
this a growth opportunity. Be sure that
the individual understands that and
sees it in the same context. This goes
double for the stars on your staff. “A lot
of companies have programs for high
flyers but they don't tell the people who
are in such programs that they are in
it,” says Dr. Bvham. "So the emplovers
lose the people they most want to
keep.”

Talk with your people

What really motivates vour people?
What factors will keep them on board
when competing employers offer
attractive deals to lure them away?

You'll know the answer if you talk
with vour staff members. Interview
them on a regular basis concerning
their life goals, and on what they find

attractive about their jobs, and what |

they do not like. Do this during the
guarterly and annual performance
reviews, but also in casual off-the-cuff
meetings and luncheons,

A one-on-one conversation can be far
more valuable than second guessing
what your people want, “There are all
gorts of research studies about
personality types and their career
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prererences,” says Van Slyke, "The
downside is that you don't always hit
the mark exactly.” Encouraging people
to open up can reveal surprising needs,
“An employee may want autonomy, or a
chance to be creative, or a chance to
influence others.” Be aware that people
often find it difficult to articulate what
they want. So watch for clues in their
performance on the job. Does Sam seem
to come alive when you assign him a
specific task that involves marshaling
a small team of fellow workers? There's
a clue that Sam is looking for more
team building opportunities. That's
something that Sam might not even
think of telling you in your personal
conversations.

Finally, be aware that off-the-job
activities are becoming more important
to individuals, especially high perfor-
mance ones, Gone are the days when
employers could demand the workplace
be the number one factor in their staff
members’ lives. Your best performing
staff member may tell you, “The moat
important thing in my job is that [ have
time to pursue my love of rock climbing
outside of work.” This will tell you that
the individual may leave if you start
demanding toeo many work hours.

Just as important as limiting the
hours of work is allowing the emplovee

to determine the daily schedule. “Flexi-
hours are here to stay,” says Don
Schackne, president of Personnel
Management and Administration
Associates, Delaware, Ohio. “They give
a feeling of control to individuals. And
there is a measure of comfort in
knowing that if an emergency arises
the individual can adjust the work
achedule without being penalized."
This factor is becoming more important
as more women — with children at home
to care for = become more dominant in
the workplace. But the employer who
extends the benefit to men also gets a
lot of mileage. “A flexible hour benefit
may seldom be used, but it's comforting
to the employee to know it's there,”
says Schackne. “A person won't take a
chance moving to a new employer who
may not offer flextime and may not
understand the demands of taking care
of children ™

If all of this sounds as though people
are demanding that their personal
lives be taken as seriously as their
work ones — you are correct, “The new
emphasis on life balance is real; it's not
some kind of fad,” says Weiss. “People
are concerned about pursuing their
private interests and avoiding burnout.
So giving them some control over their
time schedule is a tremendous benefit.,”

Encourage feedback and partici-
pation

Are vou in the habit of changing
policies and implementing plans
without input from your staff” Those
days are over. “Years ago when the boss
said jump everyone asked how high”
says Schackne. “It's just the opposite
today. People are saying ‘'if you don't
include me in your decision-making
process [ may be out of here.™

Today's employees are bhetter
educated and understand problem
solving techniques. They alsa believe
they have something to contribute, and
when they are not asked for input they
feel disregarded and ignored. “Give
employees an opportunity to let their
stories be heard about what they feel
should be done,” says Weiss. “Some-
times you will hear some good ideas.
And the employees get the clear
message that you care about their
ideas.”

A lot of this beils down to respecting
employees for everything they have to
offer — not just for the one or two
talents called for in their job descrip-
tions. “Respect is8 an extremely
important part of attracting and
retaining employees,” says Fred
Martels, president of People Solution
Strategies, Chesterfield, MO, “Through




your actions you show that you believe
in the seli-worth of each of your staff
members.” Express appreciation,
affirm their achievements, and show
you care about their work and lives.
“Call them by their names and really
listen to them: it's a tremendous way to
show you respect people.”

“People who aren't respected won't
tell you there's a leak in the ceiling or
someone is stealing from the till," says
Martels. “But people who are treated
with respect will reciprocate.”
Recognize achievement

People develop loyalty to the
emplover who acknowledges their
work, At one level, letters of apprecia-
tion — copies of which go into the staff
member's personnel file — can work
wonders. So can public announcements
of praise for those staff members who
have reached landmarks in sales or
other areas.

Avoid recognizing achievement in a
random manner. Your staff may
perceive favoritism and unfairness if
one person is singled out for praise
while another person with equal
performance is passed over. “Set up a
program in such a way that everyone
understands the rules of the game and
has a chance of winning,” says

Jacobsen. “If vou play darts you want to
know what vour target looks like before
you start the game. When evervone can
see the target and all have darts then
it's a fair game.”

It helps to involve the people who
will be affected in the design and
administration of your awards
program, according to Jacobsen,

Pay special attention to planning a
fair program when individuals are
working in teams, “The risk in reward-
ing top performers is that you recognize
one person and you anger the others,
especially if it's a team effort and you
honor only one person.” Joe wouldn't
have done that if we hadn't been here to
support him.” One approach is to
reward teams. This has the advantage
of creating pressure from within the
team for everyone to perform at their
best, You can also have team members
vote for their most valuable player. But
you have to be careful about criteria —
articulate that it is not a popularity
contest.

As for the actual awardas for achieve-
ment, everyone appreciates publie
praise as well as private praise that
results in an entry on the personnel
records. There 18 an implication that
this event will affect the individual's

career. But you may also want to set up
a rewards program with tangible
benefits. “In terms of incentives, a
menu of choices works best,” says
Jacobsen. “Get some input from staff
members on what they would like. A
week on Hawail may not mean
anything to one person — but given a
choice they may like a week in Paris.”
Train your supervisors

Much turnover 18 due to personality
problems with supervisors and
managers. “People join companies but
they leave supervisors,” says Mel
Kleiman, president of Humetrics, a
Houston-based consultancy. The
problems arise when individuals who
excel at one type of work are promoted
into management positions without
adequate preparation. “We go from
worker to supervisor without training,”
says Kleiman. “So we lose our best
production person, or our best sales
person, and now we have gained a not-
okay supervisor.”

Whether by formal training program
or by mentoring with another success-
ful supervisor, individuals new to the
management position must learn the
skills involved with giving feedback,
helping people grow, coaching,
counseling, delegating and assigning




Orient for success

New hires will stay longer if you
orient them properly, says Mel
Kleiman, president of Humetrics, a
Houston-based consultancy. Start
by assigning each new employee a
“buddy” in the form of a long-time
staff member who has a positive
attitude toward the business. Then
introduce the new employee to the
business environment.

“(ood orientation isn't a matter of
saying, “here are the rules; and
here's what you ecan't do,” says
Kleiman. “Rather, it's a matter of
focusing on what's in the new
position for the employee. No one
starts a new job saying ‘what can [
do to screw up today? They want to
do their best and try their best.”

Kleiman advises scheduling a
series of orientations for the
following time milestones:

* First hour: Set up a positive
first impression. Ask: “What did you
like and dislike about your previous
company?” These will provide
important clues to making the new
hire work out.

* First day. Make sure the day
went well. Does the supervisor get
along with the employee? Ask:
“Were all vour questions answered?
Any problems? How could we have
made the day better for yvou™

* Middle of the first week: check

back to see how things are going.

» End of the first week: This time
the meeting might be done not by the
direct supervisor, but by the next one
up in the chain. There are two reasons
for this. First, you want to make sure
the company is living up to expecta-
tions. Second, you want to turn the
meeting into a recruiting session for
others in the new employee’s former
company. Ask: “Did you have a good
week? Did we meet expectations?
How did it go? Then: “Well, when you
were at XYZ, and you made a decision
to come here — what was the reason
you wanted to leave? There are
probably some other people at that
company who have the same feelings
but haven't left, right? Who would you
like: to see here?"

* First pay check: Now's the time
for a mini-review of how things have
gone. Sample: “Julie you have really
done a great job; you are really fitting
in; you have really earned it." Or:
“You are moving in the right direc-
tion; here are some areas we want to
work on.”

* First anniversary and each ong
thereafter. “We know from our polls
that people do remember their start
dates,” says Hleiman. “People
consider their firat day of work a
major career milestone.” Source:
Humetrice, 8300 Bissonnet, Suite
490, Houston, Texas.

work, interviewing for performance
appraisals, and managing priorities.
“Everything 1s team oriented today,”
says HKleiman. “But who has taught
nhew supervisors to organize teams and
play on them?

Also, make sure your supervisors
don't get into a rut in how they perceive
what certain people can and cannot do.
Encourage managers to stretch their
people.

Hire right

One way to reduce turnover is to hire
the right people in the first place. That
requires some proactive head hunting,
“Consider yourself a talent scout, and
operate just as profeasional sports
teams look for talent.” says Jacobsen.
“These days business is like an
Olympic competition and you want the
people with Olympics potential. Rather
than relying on applications coming in
and on [nternet listings, go out and
stalk who are the best people to put on
your team.”

Hone your interviewing skills to
detect the applicants with the right fit
for your workplace. “Determine what

turns on each job applicant, besides
money and the basics,” says Dr.
Byham. “Some people want notoriety or
a chance to work with a lot of interest-
ing people, or want to travel.” Deter-
mine if your place of business offers
what each applicant wants.

Pay special attention to personality
and work environment. Says Dr.
Byham: “Some people want to work for
a fast paced, 'ready fire aim' organiza-
tion. If yours is a precise, well planned

business that person may not be

happy.”
Plan for success

This article has provided a number
af insights from leading consultants on
how to keep the best staff members you
already have from leaving for suppos-
edly greener pastures. Take action now
to identify your best people, determine
what will make them satisfied and then
provide it.

“Your competition wants your best
employees more than they want your
best customers,” warns Kleiman. “If
they get the former, they get the
latter,” O




BASICS ABOUT BLOCKS

Choosing the right one lor the job and maintaining it are crucial on a fishing vessel.

f there’s anmyone fishermen should be

indebted to, it's a nameless individual

who — hent, worn and weary from

years of hard laber but insighiful
beyond hiz years — 4,000 years ago, give
or take, took an early example of the
wheel, mounted it in a fized position, and
after running a line over # found he could
lift what before he had to drag.

Thus the first pulley was bom, and it
wasn't a big jump from that o a primitive
block. Without this devebopment, fishing
might have goilen no furiher than beach
seining or handlining with hooks from the
side of & rowing boat

Count the number of Mocks on a fish-
ing boat and you realize just how
indebied flishermen are to that long-ago
genbus. Over the thousands ol years the
block has been around. it really hasn't
chamnged very misch. In atill consises of a
wheel = the sheave — an axle. or center
pin and a howsing. And the block s sl
wred for the same ends: 1o l.'hi.l:lst' ihe
direction of a line’s pull or to develop
mechanical advantage.

Far a tool that's been around for so
long, you'd think it would be prety foal
proof. And the block is. a5 long as it's
strong rnmlgh to handle the loads it will
be subject o, matched with the wire ar
synthetic line that will pass through its
aledves, mounted of hung properly. and

vvintained regularky.

y problem on a lot of fishing vessels i
thi blacks are 100 small for the pob they
are supposed to doe. Granted, when rigging
is propedy designed, high salety Lactors
are built in. 5101 6 & sheave lsn't the right
diameter, it won 't take as much of the
Inad rating of the wire or line passing over
it a= it should and will wear oul sooner
than expected

Flshermen often ignore the pending
disaster, sayving, “'This block has been
working fine. I'm going to stay wih it
says Hal Hockema, a naval architect and
president of Hal Hockema & Associates of

Seattle. "Bul sometimes that means a
calastrophic failure when you least
expect if.”

With all the ngging books available, fig-
uring owl rthe ksl a block will be subject
to isn’t that hard. But if you don't think it
through, you may end up with a block
rated at half the load it will ultimately be
subjected 1o,

In rigging parlance, the head load or
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resultant boad iz the force that a block has
to be able 1o withatand in order 10 hold a
wire going through it. In the case of a
towing block, if you ligure the rawl
winch has 10,000 pounds of pull, and you
size the block for that pall, you're proba-
bly close to being halfway there,

That's because there's a pull on the
wire [ram {he winch and the net. From
the winch there might be 10,000 pownds
of tension on the wire, and from the ne,
there's also a force. “You could have
10,0804} pounds of force pulling in two
directlons,” Hockema says.

The koad on the towing block — or any
ather hinck, for thar matter — is increased
or decreased depending on the angle of
the wire as it leaves the block. I the block
serves only a3 a labrdead, with the wire
simply passing over it, there's no force on
the block. But the closer the wire gets to
a right angle or wertical lifi. the greater the
load becomes.

That angle and the load on the block
can change ||||||"kl:.l. Hockema points out
that in most cases, the raw] warp leaves
the block at & 45- 10 30-degree angle from
the water. "Il you get a hang-up, you may
end up pulling the net vertically off the
botiom, In thal case it could be more than
a 9-degree angle,” he says. At a 90-
degree angle, 1he {orces are doubled on
the block. "It's not the normal working
siluation,” Hockema says, "l you have
e design the system to handle i.”

VIR

KEEPTNG TOWING WIRE centered on a
ock's sheare reguires that the Block

(left) be hung so that i con sarng
freely as the vessel maneuvers.

A block should be able to handle any
load it is subjected 1o, but it alse must
ke aligned propetly, 1T it isn't, either it or
the wire passing through b will wear ow
prematurely

“Alignment Is a major lactor.” says
Bruce Washburn, naval architect and vice
president at Washburn & Doughty, a baat
builder in East Boothbay, Maine. “If wire
runs 0 11 wor't center on the block, it
will wear the sheave unevenly. Once you
gel a sharp edge on the block it can cut
into the wire.”

Hauling a nat straight back iz one
|!|i|1g. bul when the doors go out and
start fo spread, the blocks are pulled 1o
the side. If a block can't :wiqg and com-
pensate for the new angle, the wire won'l
be ricking in the middle of the block. As a
result, “the sheave wears unevenly, puts
a side load on the bearings, and the
sheave s pushed against the frame of the
block.” Washburn says. “The sheave
won'l &pin as well. Everything staris to
wear unevenly and more '|'.1'|'\-1d|l|-' o

Some sheaves handle abuse beiter
than others. When Skookum, a Hob.
bard, Ore., manufacturer of blocks fo
the lighing indusiry, bought oul the
BCM line of trawl blocks, the product
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underwent a major redesign, including
the sheaves, before it was reiniroduced
by Skookum,

BCM trawl blocks came o Skookum
with cast-steel sheaves. These were
replaced with manganese-steel sheaves,
“Manganese steel is what we call wear-
resjgtant,” says Larry Perotti, Shookum's
general manager. “The more a wire runs
over a manganese-steel sheave, the
harder [the sheave] gets. And it offers less
resistance to wire rope.”

By contrasl, Perotli says, cast steel “is
as hard as it gets when i's put into the
sheave. Heavy loads can cause line
Erooves or rope impressions in the
sheaves, or sheaves wear to one side.”

When that happens, the lisherman can
eliher buy a new sheave or lake the oid
omet out and have a welder flll in the wear
limes, Either aption is expensive.

If synthetic line, such as Spectra, s
used, it's impornant to make sure that the
sheaves are always very smooth. Even the
inside of the block's {rame should be
amaath, 3o there's less chance of the ling
chafing against the shesve or block.

To hansdle expensive line lke Specira,
Skookum has buih blocks with machined
stzinless steel sheaves. “Even manganese
will pit and rust over lime,” Perolli says,
whereas stalnless steel stays smoother

It would be a mistake to have a block

built 1o carry syndhetic line being wsed for
wire rope. That's because the sheaves for
synthetic line are usoally smaller than for
wire rope. When a wire rope under a load
passes over a sheave that's too small, the
lop outside of the wire B under tension
each time it goes over the sheave.
“Ewvery time it goes over the block. it
sirerches the outer
strands and the strands
that are laying on the
sheave are com-
presged,” Hockema
says, "The wire will
wear prematurely and
vou'll see individual
arrands that are broken
and wires that are

*Alignment is a major
factor. If wire runs so it
won't center on the
black, it will wear the

Washburn likes to see the block hung
from the rounded part of a shackle - as
oppased 10 the pin, The trouble with pu-
ting the pin through the eve on the block
Is thar the block isn't so well supporied
hanging irom the straight pin, he says.
And the pad eye is usually flat. so if the
rounded part of the shackle goes through
it, it starls wearing
unevenly.

When shopping fer
blocks, it's important
o make sure thai the
block's frame and the
sheave are  close
enough together thar if
the wire jumps up on
the sheave's rim, it

smashed down.” na " can't  be  wedged
Trawl blocks aren't shﬂﬂ“& u Elﬂi'}l‘. between the twa.
the only blocks whers B Fometimes a gap
::rlghm'nmtt:lsin;pnnmt. Washbur, between the sheave
en acks  are £ BOATHULDER and frame is due to
mounted fram pad puor workmanship or

cyes and not lned wp
with a winch, the pad
eye is being pulled sideways. Pul the
block under a load, and it starts wrying 1o
bend the pad eve. Pad eyes are usvally
made of mild sieel, and oventually they
crack and fall. When that happens, says
Hockema, “the block falls down and
ewgrything else falle down. ™

design. and other
times the frame of the
bilock can be pulled away from the
aheave, With half blocks, where the
sheave Is covered only down to its pin,
that's more apd to happen. It was a prob-
lem with the early BOM blocks, Perotti
says, The bridles that shrimpers were run-
ning through the blocks “had different

line sizes, and some of the lines were ged-
ling sucked in and cot off.” Then
Skookum developed a full-sided model
that made that “virtually impossible,”
Perotil says.

Ultimately, a Bock has to be viewed as
part of a rigging aystem. "There's & whole
bunch of individual parts that comribute
1o the system's integrity and strength 0
one part fails and %9 other pans don't,
the system sl fails, It can be a serious
thing.” Hockema says.

That's pretty much what happened in
Kodiak a little over a year ago. Ouly in
this case, moge than one par [ailed.

On a seiner, 2 vang wire paned, caus-
Ing the baata 1o (all, It hit a crewman on
the back of the head and he died shorily
after that.

Mone of the running rigging had been
maintained. The wire hadn't been
changed end-for-end, nor had i1 been
slushed — lubricated. Thus it was
extremely dry and susceptible 1o weas,

Even maore importantly, the sheave in
the block was frozen because it, tao, had
not been |ubricated. Thar created a lot of
wear on the wire as i ran across the
immebile sheave. Eventually the wire cul
through the sheave and parted. NF

For contact information on companies
mentioned in this article, see page 101,




Feds retrieve anchors from fishing grounds

By Joel Gallob
Of the News-Times

Three 750-pound anchors left on
the seafloor have been retrieved by
the Mational Oceanic and
Atmospheric Administration,

Scott McMullen, chairperson of
the Oregon Fishermen's Cable
Committee,, said Friday that the
anchors had been used to secure a
Mavy research platform called FLIP
{Floating Instrument Platform), and
had been left on the zeafloor after
the 1995 termination of the pro-

gt
“The anchors were left in a very

productive fishing area, and the
trawl fishing fleet quit using the
area due to the risk of damaging or
losing nets on the anchors,”™
McMullen said. “The arca lost o
fishing amounted to about 4 square
miles of seabed. Shrimp and
groundfish trawlers use the area
extensively.”

The anchors were located about
12 miles west of Cape Falcon, on
the border of Tillamook and Clatsop
counties, in 460 feet of water.

The Oregon Fishermen's Cable
Committee is made up of rawl fish-
ermen and members of the undersea
telecommunications cable indusiry.
It worked with U.S. Senator Gordon

"Smith’s office and Rep. David Wu's

office to encourage NOAA to
remove the anchors and associated
chains, about 14 feet long, and
return that area of sea bottom to uti-
lization by the fishing fleet.

Cable commitiee member Terry
Thompson, a commercial fisher-
man from MNewport and candidate
for state senate, said, "“'We appreci-

ate NOAA's efforts to remove the
anchors, but we hope the scientific
community will work closer with
the fishing industry in the future,
We have to stop using the ocean as a
garbage dump.™

The cable committee works with
the undersea telecommumnicatione
industry to cooperatively share the
seabed and maintain the trawl fish-
ing grounds.

The vessel MV ELAND, owned
by Nehalem River Dredging, recov-
ered the anchors over a nine-day
period carlier this month.



I‘I: vessel from Rozema

Oregon State University's
naw 54' ressarch boat.

ozema Boatworks, Moumt Vernon,
Wash.,
S 16" aluminum research vessel
to Oregon State University. The Elakha
(the Chinook trading language word for
“sea otter”™) was named in honor of the
Northweat's American Indian tradition
and will be based at the universily’s
Mark . Hatfield Marine Science
Center in Newport, Ore.
The Elakha will support study of

recently delivered a

Oregon  coastal marine systems,
including linkages between fish,
invertebratez, and algae within

marine communities. The researchers
will alzo study near-shore oceano-
graphic conditions. Operations will
range along the Oregon coazt, inelud-
ing the Columbia River, and offshore
lo about 35 miles.

“This new vessel will be larger,
faster, stabler, safer, and will dramat-

ically enhance ecological and oceano-

graphic research capabilities.” says
05U researcher Bruce Menge., “1t will
open new vistas for 05U, both in
research and instruction.”

The hard-chine, 18° deadrise. semi-
{rom

in-house

planing  hull  design  comes

Rozema's many years ol

development of heavy-duty eommer-

42

cial fishing and working vessels. Basic
construction leatures 14" plate on the
bottom and sides, with 3/16" material
on the decks and superstructure. An
innovative anti-roll fealure was added
by tucking in the last 10" of side plate,
thus allowing the full-widith botiom
plate to ereate a ehine extension thal
tapers to a maximum of 4" at the tran-
som and acts similar to a bilge keel.
The interior
accommodations directly below the

layout has ecrew
raised pilothouse. Included are a
small galley, head with shower, sel-
tee, and four berths forward in the
how, An aft csbin on the man deck
level contains a 10'x11' laboratory
area with benches, cabinets and
sinks, A sonar wbe extends through
the machinery space below, The 19'
work deck at the stern has additional
lab facilities, plus a hydraulic winch
and 2,000-1b. capacity gantry for 1ift-
ing loads in and out of the water
Electrical power for research and
navigational equipment comes [rivrm
an 8kw Northern Lights genszet.

The boat's main propulsion is a 600-
hp, 3176 Caterpillar diesel. 1t spins a
36", 5-bladed propeller in a 12"-deep
tunnel through a 5111 Twin Dise gear

with a 2.5:1 reduction ratio. Sea trial
speeds reached 15 knotz at full throl
tle, while @ cruising speed of 10-1]
knots should allow a range of about
375 miles.

Although single engined, the hoal
has two rudders. T provides mose
rudder arca and helps the boat track
and turn in heavy seas.” explains Dirk
Rozema. “They are located on either
sigle of the tunnel but sull in the wash
af the propeller. The tunnel was nol

included to reduce drall—it jusi
makes the hull more ellicient, Mallens
the shalt angle, and puls the engine al
a hetler angle.”

The  six-month  project  cosl
E500,000 and was [unded through a
grant received by the university. i
was a bid situastion where everyone
knew
money for the boat,” sayvs Rozema

they had a lixed amount of

“Our propozal gave them the most for

their dollar.™
— Charles B. Summers

MOVEMIEER o 200K o Work Boar
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Leonardo: A NATO
combined operation

A newbuild NATO research vessel incorporates
technology from many NATO nations

ATLYs SACLANT Under-

sea Hesearch Centre

(SACLANTCEN), La

‘Spezia, Italy, conducts

research in suppeort of

NATO's undersea operational require-

mente. It operates the only ship jeint-

ly owned by all the NATO nationg, the

purpose built acousticelly silent,

NR.V Alliance. It has been in contin-

usus and productive service since its
delivery in 1988 by the builders,

Sinee the end of the cold war, a

shift of emphasis into the shallower
littoral waters has caused a signifi-
cant increase in the use of SACLANT-
CEN's axisting leased shallow water
research work boat Manning in
increasingly complex and sophisticat-
ed experiments at sea.

[n 1998, funding for & new eoastal
research vessel was approved and fol-
lowing a seven month design phase
executed by Burness, Corlett and
Partners, UK, and an international
competition, a shipbuilding contract

was awarded to McTay Marine Ltd.,
U.K, on 19 Decembar 2000 to con-
struct a 28 meter Coastal Rescarch
Vessel (CRV), scheduled for delivery
in April 2002,

The CRV, to be named Lecnardo,
will be the first vessel to operate as
an Italian Public Vessel and will be
listed on a special register within the
Italian Ministry of Defense. It will be
classed and certified by ABS.

Leonaerds will replace the leazed,
20 m workboat Menning which is now

Main generators will come
from Cumming in the U.5,;
azimuthing thrusters from
Schottel, Germany; electrical
distribution and power maen-

agement will be by Ansalde,

47 vears old. The pew veasel, which
will have one very silent low speed
condition, will enjoy the benefits of
diesel electrical propulsion driving
twin azimuthing thrusters and one
azimuthing bow thruster controlled
by a fullr automated dynamic posi-
tioning and power management sya-
tem. Wet and dry leboratories, diving
facilities and an impressive suite of
deck handling eranes, winches and A-

frame, will provide the neceasary
facilities to undertake all the required
shallow seas scientific regearch opars-
tions. Sleeping and messing accom-
modation for 10 persons will be incor-
porated.

Leonardo will incorperate systems
and hardware from numerous NATO
nations. The hall will be built by
Eemontown in Poland with super-
structure and asgembly in T E

Italyand cranes will come from
Effer, Italy.

Winches will come fromMarine
Project Development, UK., and
watertight doors from Winel/Dollco,
Holland.

The veasel, when delivered, will be
a technological step change which will
significantly enhance NATO's defense
related undersea research capabilities
and further contribute to military
requirements. ML
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By Ken Hocke, Senion EpiToR

e 1995, the Tnternational Maritime

Orpanization revised the Standards

of Training, Certification and
Woichkeeping (STCW) Regudation VI and
Section A-VI]. Comsequently, masters, offi-
cers and walch personnel must suecessfidly
complete additional safety training by
February 2002 tn order to ofinin or muninioin
their mariner licenses. In Sepiember, Rik
Schwab, project manager, mardime  wed
industriad programs comurienity outreach for
Delgado Commurnity College Mariume and
Industrial  Training
Delgado’ Marine Fire School} in New
Orleans, invited me 1o go through us fie-dey,
dil-hour rraining cowrse to “see uliad i85 lke.”

Center  (formerly

DAY 1
| arrive st Delgado’s eastern Mew Orleans
training facility early on a Monday moming.

totgi), D1t il

Taking a seat on a picnic lable outside, [ wait
with my classmates—Ffve guys from ENSCO
Marine Co., Dallas; two from Sea Mar
Management Inc., New Thena, La; one from
Power (ffshore Services Inc., Belle Chasse,
La.; and one New Orcans-based merchant
mariner. As | sit there listening to the con
versation, | feel like T have the word
GHEENHORN stamped across my fore-
bead. The group goes through a dozen cups
of coffee and almost twice as many cigarcites
before we walk into a classmoom to begin
Basic Fire Prevention and Fire Fighing.
Our instructor, Andrew Vigueira, a 21-
year veteran of the 5. Bernand {Ta) Fire
Department, stresses that boats are small
communitiez unto themselves. Negligenee
on the part of even one crewmember can
put lives in danger. He drives home the
importance of maintenance as prevention.
“Fire prevention ought to be our goal "

The STCW course includes fire preven-
tion and firefighting training where
traineas don full firefighting gear includ-
ing self-contained breathing appartus.

he says. “We're in a litle ety of our own.
Anything anybody does affects us all.”
Vigueira 15 passionate aboul taking the
night steps in case a fire does break out,
“First, find the fire. Then inform. Make

SUre you {‘,’i'r'l". “’Ié“ :li'r(':i! i.III!l .l['.li‘i 'r\'h-;:l.’ kirld !i.lfl

fire—electrical, chemucal, whalever”™ he
sayz, “Keep it controlled, don't let o
spread. When it's out, post a fire wateh for
at least a half hour.”

And =0 it goes for the next few howrs, stop-
ping now and then for shon breaks, Afler
lunch, we take our first written test. My ans-
iety grows. Any grade lower than a 70 is a
failure. I have to pass if T am to establish any
credibility with my fellow tminees. | score
an 85, one of the lowest grades in the class.

Drnin Yiosiy




I ms,]-te 'tl‘, over ll'l(,. first Eir,mfl{r. Bl.tl; 1 Earn.(:nl,
the fact that [ didn't do better. “That's not
had, 1:3;:1‘,;13]]3 (:f.ra‘l.s.il:lﬁri.ug o haven't had
any of this hﬂﬁn‘e,“ HYE Cﬂg‘.lt Stan Bﬁ-‘.‘-ﬁ.
one of my clmssmates. “We've all had at least
some of iL” [ ke Stan,

When we return, Vigueira takes us
through  Responding 10 Shipboard
Emergencies and Rescue, Emergency and
Non-Emergency Movement of Patients.

Anne, & mannequin whose face and lefl
arm has obviously experienced rauma, is
used in demonstrations showing how 1o
lograll onte a spine board and straddle
slide onto the board. | come through with
a 100 on the written test and feel beter
about things as the day ends,

DAY 2
They open the steel door just enough for

three of us to get nside the black hull,
Then the door closes hehind. We move 10
our left, walking slowly through the heavy,
black smoke. Its a search-and-rescue mis-
ston, but my immediate goal is to keep from
walking into a wall, the stairway or an oil
pan. | accomplish this by sweeping my
flashlight, altemately bouncing the beam
off the bottom of the wall and the boots of
the guy in front of me.

We're making our way lorwand dressed
in full firefighting gear, including SCBAs
(Self-Contained Breathing Apparatus)
when [ hear the door open again. If dayligh
is filtering through the smoke, its no
reaching me. The door clangs shut
moments later. The second team is in and
moving 1o its righl. At least thats what
they're supposed to be doing.

The: boots in fromt of me stop. | can hear
mysell breathing the air from the yellow
tank strapped o my back. We move off 1w
the right oward the stairway. The boms
stop again and | hear a muffled, “There it
i2." | aim my flashlight in the divection he's
pointing, There sitz our rescue viclim—a
F-gal. plastic bucker.

Our lead man reaches down, scoops il
up, and leads us back the way we came,
When we get 1o the wall, he pounds on it
three times. The steel door swings open,
and we step oul into the fresh air.

We performed this exercise inside
[hlgado’s ship mock-up, an impressive
two-tiered structure that's pant of the cen-
ter’s firefighting field, Veteran New Orleans
firefighters Brian Johnson, Donald Abba
and John LeBlanc had already taken us
through hose-handling exercises, an elec-
trical-box fire, and a gas-leak fire on a
flange, before we donned the SCHBAs for
the search-and-rescue exercize.

Keeping our SCBAz on, we break into two
groups to tackle an engine room fire inside
the mock-up. Vizibility is better this tme
arpund because there iz fire, not just smoke.
The exercise iz a success, and we'ne inished
with the SCBAs before the Louisiana sun
provides the real heat of the day.

At luneh, | ask fellow traines, Capt. Rick
Berthelot, who has 29 years on (5Vs, if he
thinks the training is necessary, “Oh, veah,
[ think it’s something these guys can pse,”
he says. “I've taken the 51-hour firefight-
ing course here, and I'm still getting some-



CovER STORY

[hinE out of it.” Berthelot had open-heart
surgery back in February—yet he gets no
preferential treatment and asks for none.
Mo, my doctor cleared me” he says ¥l
can do anything these other guys can” So
far, he’s proven il.

After lunch, we tackle a number of other
fires using hoses or fire extinguishers,
depending on the circumstances. By 4:30
pm., we've put in eight hours in the field,

a long but satislyving day.

HWe ey 1o look at this training as giving
these guvs a lirefighting teol box,” Johnson
says. “We want them to be able to open that
box and use these tools,”

DAY 3
“You can't beat the value of training. If
vou don't rain, you won't survive.” That's
how Richard Bordner, a safety consultant

- £

Ken Hocke gets ready to enter the pool,

who spent 22 years in the Navy, preetz us
on Wedneaday moming, Having spent all
day vesterday in the leld, we will spend
today in the classmom, the {irst hall with
Bordner as he guides us thirough Persongd
Safety and Social Responsibility.

What he slresses most s how muoch
better conditions are today compared in
vears past. He cites improved salely con-
ditions  aboard vessels and  plaforms,
employee assistance programs, and pro-
tection for employees reporing harass-
ment or unsale conditions,

[ ring up a 9% on the wrilten exam as we
reach the halfway point of the course,

We kead back 1o class after lunch to
begin Personad  Survival  Training.  John
McMillan, president, McMillan Offshone
Survival Training, Belfast, Maine, iz our
instructor. His family has been 1eaching
survival training for decades.

We've practiced onboan] emergencies,
guch as fire, bul now we move onlo a see-
nario in which the probilem is oo big for the
crew o handle: the vessel or offshore plat-
form i in danger of sinking, and we have o
ahandon zhip.

Ive been on enough vessels 1o know
what a station hbill looks like but have paid
MeMillan, and
Hordner before him, empliasize the impor-

little attertion 1o them.

tanee of these instructions for emersency
procedures, including who is in charge, the
typee of alarm for #ach emerpency, individ-
val duties, and escape route and lilesaving
equipament locations.

MeMillan encourmges es o stay with the
vessel or platfoom as long as possible.
“Man was nol meant 1o be in the water. I1s
a hostile environment,”™ be says. “Waler
las and will eontinue o lake lives,”

SL

b



However, once the decision is made 1o
abandon ship, make sure a Mayday dis-
tress call 15 made. MeMillan takes us
through the 14-step procedure from mak-
g sure: the radio is tumed on o repeating
thie word “Mayday™ three tlimes to saying
“over” when finished,

Then we go through the crisis prionties:
Protection—Thiz can come from other sur-
vivors, extra dry clothing, lifejackets,
lifeboats, liferafis or temporary shelter
such as (oating debris. Detection—The
object here is 1o attract attention by staying
together o create a bigger target andlor by
using EPIRBs, Mares, and items that
reflect. Sustenance—Food and water.

“It’s not the biggest or meanest who sur-
vives,” MeMillan says, “but the one who
applies consistent, sound judgement and
common sense,”

DAY 4

1 swim underwater and come up inside a
rectangular aluminum frame with three
blue seats that look like salvage from a
bowling alley. For all intent and purpeses,
I'm in a helicopter that’s about to go inlo
the water. In reality, I'm in the shallow end
{about 4} of a swimming pool at the
University of New Orleans. We've been in
the water for ahout two hours at this peint.

I strap myself in, leaving my left hand
near the belt release. Then T put my nght
hand on the frame so that | know which way
to swim out by following my arm in case |
get disoriented. T'm in a single seat, two of
my clasamates sitting across from me.

Our instructors, Hass MeMillan and
David Hinyup, are on the outside of the
frame. They give us a heads-up, tum the
cage upside down, and push it down. As
the cage goes over, so does my helmet.
When I grab for it, T forget to blow air out
of my nose as we rush toward the bottom.
Our instruetions are to remain in our seats
for an eight count before releasing our-
selves and swimming to the surface.

When the cage hits the bottom, I've
already taken in more water than T can
handle. T pop the belt latch, kick out of the
cage, and swim to the suface. My class-
mates are quick to tell me that ifs the
fastest eight count they've ever witnessed.
Humiliated, T swim to the side of the pool.
“Don’t worry about it,” says McMillan.

Work Bour = NovEMBER = 2000

“You'll do better on the next go around.
This happens all the time.” Somehow |
wasn't convinced.

While 1 wait to redeem myself, 1 think
about the up-and-down day I'm having,

It started with four more hours of sur-
vival-training class instruction, including
flare-lighting  demonstrations.  Before

lunch, we take the written test. 1 score an
B4—the lowesl grade in the class!

Things gel better after lunch when we
get into the pool. Fully clothed, except for
shoes and socks, we strap on our lifejack-
ets and practice entering the waler proper-
ly, both from the side of the pool and from
a 10 platform. Then we pair off and alter-
nate towing one another across the poal,

Our next duty is to enter the water, swim to
a circular, 12-man raft, and olimb aboard.
Although we are only in the rmft for about 10




In water, it's important to create a big target for rescuers,

piece, biright
OTATEE, neaprens
ImMmersionn ALt

used for sumiaval in
cold waters,
Althoush manners
that live in colder
envimnmenls  can
get these suils on
themselves, most of
us have 1o Jrair ofl
agam o gel these
SHAUSALE CASINES On.
Astronauts wn]kmp.

Do Fourg

o 1hl’-" mnfm?‘- S1r-

minutes, it a I'a.[rl}' uncomiortable [)E‘J"imi
]]{:ﬁp[{.‘ ane |a_ri:|g_ on others [ei._-;i, Sltr}‘)ping on
fewt, Tll(']iiHE the boat. MeMillan tells us
ahout the 'iTIIF!H!'Ler't" of |uwir|g SONTIESCHIE 10
r*h;!r;__. » 50 that there 15 some onder aboand. Six
to eEE-:hr hours of thiz would seem unbearahble
unless there's a lot :fwn;[n:miﬂm.

We then pet out af the pc)n] and into one-

face look like hallet
stars compared to us waddling our way
toward the pool. Once in the waler,
McMillan shows us how to stand up in the
suits. We look like 11 large orange corks
|mh|:iug in the water. Then we el on our
backs and lock arms 1o demanstrate how to
creale a |ri|_g-.rr larpet for rescugrs.

H::MU[.U‘L t"H..l |.h'- ma: Lo I:lu: e Hz'."’id.i.rl. IH Li.h-

time | have my helmel on so tight a gum
wrapper couldn't fit between it and my skull
They flip the cage and posh it 1o the battom,
Unee there, | eount o eight vsing the: one-
thousand-one method. Then | pop my belt.
awim clear and head fur the surface,

DAY 5

This is another eight-hour day of elass:
four hours of CPR and four hours of first-
aid lr:sirung. Theere is a wrilten lest for each
half r];t}'. These teste are wnllen Ir}' the
Amencan Red Cross—30 s the lowest
possible passing grade.

Brign Johnson is our moming imnsinctor
Fach of vz 15 given 8 mubler dummy’s
upper lorsa for use in practicing our emer-
geney breathing and CPR techniques.

“Unee vou decide to help someone,”
Johnson says, “its very imporant to slay
with it until someone relievis von or vou're
too worn out 1o continue,”

The moming moves quickly as we work

with our dummies, covering casually assess-



Fir Hoohe

Day 5 includes four hours of CPR.

menit, body structures and functions, casual-
ty p:h!dliﬁning and the unconscious x'it:hr'n,

We take a test hefore ]|1|:|(‘.|:1, | SCOME My
firat 100} since Monday.

Al lunch, ray fellow trainees discuss the
class and the instructors, “These instruc-
tors do a good job,” savs Capt. Berthelot,
“They make sure vou get the infonnation
you need, but they joke with you oo, It
keeps it from getting dull.”

Rick Heyd, a 25-vear veteran of the S,

Bermard Fire Department, handles the
first-aid course. He tells us that injuries
are the No. 1 health problem in the U5

“A lot of injuries can be avoided,” he
says. “And when a family member goes
down, your being able to help them is the
bigzest test.”

“r.)-‘d covers heart attacks, wounds,
:‘ihl}[:k, ||1]|-|'|5 d”lj bﬂ'ﬁld"j‘ }:Ia,ndugf" alrphcﬂ'
tion and first-aid kit use. “Shock cannol be
managed  eflectively alone,” he savs.
“You've got to have help for that one.”

Somehow | chalk up another 100 on the
alternoon test, relieved to have made i
through the course. Ouiside,
Berthelot says the training is more than just
meeling license requirements, “You might
save some guy's life out there, too,” he says,

We [ile back into class w get our cerili-
cales. Someone points ouf that the Coast
Cruard wants manners to repeat this train-
ing every five years, “They just want to
make sure your proficiencies are in

Capt.

place,” Heyd says,

Class is dismissed, and thenes a stam-
pede out 1o the parking lot. | stay behind o
talk to some of the stafl and faculty,

“We iry to provide a
mariners, offering companies the Mexibil-
ity to work around people’s schedules.”
says Schwab. “We work them hard, but we
also ey to make it as enjovable an EXPIEr-

SErVIice Lo

Enee as ™ :E'x"'\ul]'}l{'..“

When I leave aboul 10 minutes later,
somme: of my classmates are still in the park-
ing lod. They invite me to have a beer with
themn, Finally, 1 think, an exercise | can
biring a wealth of experience 1o,

Sr. Fel Note: Thanks goes out o Kathleen
Mex and the Delgada staff for their cooper-
ation. And a special thanks to my felloe
tritinees—{apt. Stan Boass, Wayne Fenson,
Capt.  Mitch Nolan  (fxle)
Tanplain, Glenn Abernethy, Capt. Rick
Berthelot, Allen Isgitt, Michael Callins,
Ciape. Cheas Cressione, and Shawn R,
Contact Delgado at 877-371-0200. G

Jackzon,




Using Computer Based Training for STCW Basic Training

Houston Marine Training Ser-
vices has partnered with MGI Inter-
national Inc., of Vancouver, BC,
Canada, to provide Computer
Based Training (CBT) delivery of
the classroom-theoretical portions
of STCW-Basic Safety Training.
An impetus for this deal 15 the
urgency for mariners to comply
with international regulations of the
Standards for Training, Certifica-
tion and Watchkeeping (STCW), as
under current traditional training
delivery parameters, it is expected
that 60 - B0 percent of companies
will be compliant with STCW by
February 1, 2002. The availability
of this training in a CBT format will
increase the training capacity to
meet the demands currently facing
the maritime industry.

The CBT program is approved by the 118, Coast Guard and fully meets the
STCW requirements for the traditional classroom portion of Basic Safety
Training. The courseware 15 delivered using interactive multimedia that com-
bines CBT with practical training. The modular design allows ongoing stu-
dent interaction in a proctored, self-paced leaming environment. Each student
must still be assessed for proficiency in fire fighting, water survival, and first
aid. The benefits of this training method delivered in an electronic teaching
format are crew flexibility, cost savings, and student data management.

Maintaining crew flexibility is wvital 1o companies competing in a global
economy. Training is available around the clock when delivered onboard the
vessels. When the student has completed the CBT elements, the student can
enroll in the instructor lead practical field/final assessment for fire fighting,
water survival, and first aid. Both companies and employees are burdened
with the cost of training related expenses. The reduction in training hours,
travel costs, and the integration of the training with work schedules will result
in substantial cost savings, Each student's progress is captured on a "Student
Access Card." Instructor observation capabilities allow electronic monitoring
of the student's course progression. The scores and progress sheets are avail-
able to the instructor or training coordinator by accessing the administration
database.

Circle 30 on Reader Service Card

ICS Launches Video Conferencing Breakthrough

The Institute of Chartered Shipbrokers (ICS) has launched a ground-break-
ing initiative by using video conferencing to deliver education and training o
Europe. Funded in part by the Suffolle Technical and Enterprise Council, the
viden conference link will enable students overseas to receive tutorials direct-
ly from a tutor based at the ICS in London. Using sophisticated software the
tutor is not only visible on screen, hefshe is also able to use the sereen as an
overhead projector and a blackboard.  Initially launched in [taly, Spain and
Porugal on November 30, 2000, the Institute's Understanding Shipping course
will be the first course to be delivered in this way. "This is a very good way of
investigating what will be a key method of delivery in the future " says John
Barclay, education consultant to Tutorship, the correspondence collepe of the
ICS. "Through the use of video conferencing, we are meeting demand for the
dalivery nf chinnineg aduratinn nvereeas in g roctorfective war ™ he sdde




Comp ter Based
ning Program

L.%nﬁl: "_. i ' i

..Imaking BST certification
by February 2002
a reality for your crew.

T'o ensure minimal disruption
and cost toyour fleet,
contact us NOW and find
out just how REAL it is.

Marth America T Fres:
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Tel: 804.988.22390
Y 5 Fax: 604984 3164
= Othar Computer Based Traiming, STCW 95 cowvses svalable on request. Wal:  www.mgimarine com
WW, G e radning. oom

Cirche 254 on Reader Service Card



jwiy- Eu:_n_u,,mﬁu:unhnamu_mnma__ﬁEGu jaul=16w-mmmir:diy
W= ] Ty

e100g pue Aisjeg |eunsiad @
Bupuybi4 ail4 oiseg @
[EALAING |BUOSI2H @
Kouabiisw3z |edipapy u__mmm. ®

‘paens) 15800 SN 8Ul Ag nm_.._Eun_m
usaq aAey Jey) sesinoo Buiuiel) fejes aiseg WMoLs Bumojo) auy) sapiwosd Apusiing jeuonewSiUl O

JE35Inog

: ‘UCIEDO| 3J0Wal B 1B J0 pJeoquo Jaylla alemyos

juswabeuew ssauwsng Buysixa yum pajesBajul a1 ueo aseqejep oy ‘jeuuosiad pajeubisep o) algissacoe
aseqelep e ul spJodal Buiuies juspms seu0i5 wesboud ay) ‘jeuoneussiu) 15| Ag pebeuew 51 Buiues

pue ‘pannbas j| aJEMOS puE BJBMpIEY 31} JO UORE(BISUI 'SWNN3WIND 8s5JN0d JO juswdopasp syl

| oipne Ajyent e
_ oapia [elbip @
soiydesf @
uonenwis g-¢ @
| uolewue @
CBIpaWNL JO 8sn Jueasal ayl ybBnodyl peouByul S UoNIIUSSal

'suadxe Japew-josigns Ag paieplea |EUBlEW paydieasal-jjam LIBJUOD S8sinod ay) uossal fuaas

10 pua ayj e 5153} pue suonsanb 2inb BuioBuo| sepnjow pue ubisap Agq senpow s wesboid Gures ey

‘nun adims-pies e pue ‘sauoydpiay ‘usaids yonoy |aued-ie) B SSpNoUl S9BUSIUI S|OSUOD
8yl "saj|ior) 8J0US U| JO PIROGUO PAJ|EISUl BT URD JBY) SB|0SUDD JING-LUCISND Ul JO 'JaW 8q sjusuainbay
wnwiun auyy pinoys "walsAs umo JnoA ol pajeisu) aq ued welboud Buuiey paseq-ieynduod ey

"SOUBUBDS Jsieal 0] sjuapnis asodxe 0] 'SUOHEINWIS aInyD
uonenaes] suuely pue Bulyoune| Yesay se yohs ‘sucienwis Buisn Ag s|up Apsos siwi WHD @
‘Bujuiesy ays-uo Jnoy g yum Buiuen Aupoey ejowss Buiunsuos-swn sededss WHD @

1200 paonpal e e Buiuen A)2ies sulew paziwoisnd
pue aalsuayasdwos Buuaaliap jo saoalgo su _____E 0] [BUCIIBLIBIU| D SMoje (INMD) jsuue poy apon

_ ‘U] suonniog AIBIES SULE |BEUMEUISIU]
19w £q peanposd pue paubisep wesbioud Buiuery Aisjes auuew peseg-reindwos ay) st Jauuey pay apoo

dsupiey) pay apo) Aeb man o) yopo

ONINIVHL O3SVE-H3LNdNOD
i

rS:GL  00/2/% Bujuies] peaseg-iayndwos -




z jo z afed lwiy-1ga/igqa/sianpoid/alisgamswos’ jjul-16w mmmy/:diy

_ ..mm.mmn_. pajejay
|
| ‘Gunesado
Apuaseud sasunod JINg-Wwoisnd aie sasinod A)3jes ejelodion pue ‘aynads-jassan ‘walshs usuiabeueyy
Ajsjes 'apon WSI 9U L SPOOU SJSWIDISND BU) J9SW O] SISINCO WOISND SI8)0 OS|E [BUONBUIA] |DN

walsksg ..__E_un“_

siojuopy seqy

Bunsa] ousydsowyy

asinog s ojesado va)

(D3wW) a1nyD uonenseay aupep
spiezeH pieogdiys
salpuabiswy w Najes |euosiad
uoneziuebin Majes

SIWHM

fajeg |euonednoop aulep
Bunpoday souewopuog-uop
waishAg jwawabeuey fisles
suonenbay MOLS

SY108

2P0 WSI 83Ul

sseOOBOBROBOBOREY

‘ale jeuotewsaiu) |9 Ag padojaaap sesinod Jayio
Bujuies) Keyeg oyoedg-jassap @

wawabeuey sisug @
SJojneyag uewnd pue uaswabeuel pmos @

tG:SlL 00/2/8 bujujes) paseg-sapndwos - 1go




U S Dapstrant Cemmanging Officer 4200 Wilsen Bivd. Suite 510
of Transportation United Btatzs Coast Guard Adinglon, VA 22203-1804

_ Mationa! Manlime Center Staff Symbol: NMC<C
United Staten Phone: 202-453-1022
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From:

To:
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16721
NMC Policy Letter 9-99

December 3, 1999

Commanding Officer, National Maritime Center
Distribution

Medical Training And Qualifications Set Forth In The International Convention On
Standards Of Training, Certification And Watchkeeping For Seafarers, 1978, As Amendad

{Stew)

1. This policy letter provides guidance concerning training requirements for certification of
marincr competence in the field of medical care.

2. This policy letter supersedes and canecels NMC Policy Letter 21-98, Acceprance of Training for
Oualification as a Parson in Charge of Medical Care Onboard Ship,

3. Strictly speaking, the scheme for medical care competency required of a seafarer laid out in the
STCW provides four levels of competency and affects every mariner on a scagoing vessel, Each
level of competency is defined and briefly discussed below, and in separate enclosures which may
he reproduced locally as information fliers,

d.

The first level of medical competency, elementary first aid, is the training included as one
of the four elements of basic safety training (BST) described in the STCW Code, Section
A-VI/1.2.1 and Table A-V1/1-3. This training is discussed in enclosure (1).

The second level of medical competency is for mariners designated to provide medical
first aid onboard a ship and is set forth in the STCW Code, Section A-VI/4.1 to .3 and
Table A-V1/4-1. Under the STCW, each applicant for a license as an officer in charge of
either a navigational watch or an engincering watch must meet the requircmnents of STCW
Table A-V1/4-1 (required by STCW Code, Table A-II/1 for deck officers and Table A-
I1I/1 for engineering officers). In addition to these mandatory requirements, other
mariners may qualify in this competency and be issued the approprate documentation.
The requirements o qualify as a Medical First Aid Provider are discussed in enclosure (2).

The third level of medical traming is required for a mariner who is designated to take
charge of medical care onboard ship and is set forth in the STCW Code, Section A-VD/4.4
to .6 and Table A-V1/4-2. Issues relating to the training and certification for Person in
Charge of Medical Care (PIC Medical Care) are discussed in enclosure (3).

The fourth level applies to officers qualified at the management level for service on
vessels of 500 gross tons (ITC tonnage) or more. Applicants for licenses as master and
chief mate must demonstrate the medical competencies identified in STCW Code, Table




NMC Policy Letter 9299
Subj: MEDICAL TRAINING AND QUALIFICATIONS SET FORTH IN THE STCW

A-IL2. Applicants may elect to demonstrate these competencies by completion of
approved or accepted training as discussed in enclosure (4).

4. In addition to the competencies discussed in the enclosures, the STCW Code, Section A-VI/1.6
reguires that all crew members receive sufficient information and instruction to take immediate
action upen encountering an accident or other medical emergency before seeking further medical
assigtance onboard. Crewmembers who have complered the elementary first aid element of basic
safery training meet this requirement, as discussed in enclosure (1).

5. The training that leads to competency in levels one, two, and three is modular. While many of
the topics are similar, each cotrse stands alonc. To qualify for a comnpetency at levels two or
three, a mariner must already be qualified at the lower level(s). Elementary First Aid 1s a
prerequisite for competency as Medical First Aid Provider. Elementary First Aid and Medical
First Aid Provider are prerequisites for competency as PIC Medical Care.

6. The approval of courses to meet STCW standards is discussed in the enclosures. A trainng
provider who wishes to have a course approved should contact the National Mantune Center
(NMC) in accordance with the guidance in NMC Policy Letter 7-98, Submission of Applications
for Course Approval.

7. Each of the enclosures may be reproduced locally to serve as an information flier about the
medical competencies.

M. 8. BOOTHE

Encl: (1) Competency in Elementary First Aid
(2) Competency as Medical First Aid Provider
(3) Competency as a Person in Charge of Medical Care
{4y Competency at the Management Level

Dist:  All District Commanders {m)
Commandant (G-MSO-1)
All COs MSOs
All Activity Commanders
All RECs



COMPETENCY IN ELEMENTARY FIRST AID

OVERVIEW

l. Elementary first aid training is designed to provide a mariner with the knowledge,
understanding, and proficiency to take immediate action upon encountering an accident or other
medical emergency.

2. The STCW Code, Section A-VI/] requires seafarers emploved or engaged on a seagoing ship
on the business of that ship as part of the ship's complement with designated safety or poliution
prevention duties in the operation of the ship to receive appropriate BST. Elementary First Aid is
one element of BST. For this element, each crewmember described above must provide evidence
of baving achieved the required standard of comperence to undertake the tasks, duties, and
responsibilities listed in column 1 of STCW Code, Table A-VI/1-3. Once initial competence is
achieved, the mariner must be reassessed in this competency at least every five years.

3. The requirement for completion of this element of BST became effective | February 1997, All
manners who are required to meet the Elementary First Aid requirements must carry acceptable
proof of competency as required by 46 CFR 15.1105(c), even if they have a Medical First Aid
Provider or Person in Charge of Medical Care endorsement. To accommedate the large number of
mariners who needed this training immediately, several alternative schemes were devised 1o

enable mariners to rapidly meet the required standards. These interim schemes and the acceptable
proofs of competency are summarized in NMC Policy Letter 5-99 available on the World Wide
Web at hop:/fwww useq mil/ha/z-m/marpers/pasisolicy

4. Mariners who have completed a course approved or accepted by the Coast Guard as a course
in Elementary First Aid meet the requirement for first aid training in the familiarization training
required by STCW Code, Section A-VI/1.6 and 46 CFR 15.1105(a)(2)(vi). The course must have

been completed on or after August 1, 1993,

5. The following personnel have been determined to meet the STCW's standards of training and
agsessment in Elcmentary First Aid:

a. A staff officer holding a certificate of registry as a medical doctor, professional nurse,
marine physician's assistant, or hospital corpsmen,; or

b. A mariner holding 2 valid qualification as an emergency medical technician (EMT) (non-
smbulance), EMT (ambulance) or as a paramedic.

Personnel mesting the Elementary First Aid requirements in this manner should carry the
appropriate credential as the proof of meeting these requirements required by 46 CTFR 15.1105(c).

TRAINING AND COURSE APPROVAL

1. The Coast Guard will approve Elementary First Aid courses that cover the leamning objectives
of Table A-VI/1-3 of the STCW Code. International Maritime Organization (IMO) Model Course
No. 1.13, Medical Emergency - Basic Training, contains the recommended course content with a
length of 12 hours. The Coast Guard has determined that a one day course of eight hours in length

Enclosure (1)




would meet the STCW requirements. Training providers may further refine the IMO Model
Course and submit to the NMC for approval, but should ensure that all STCW competencies are
taught and assessed.

2. The Elementary First Aid course may be taught separately or included as a part of the required
BST course or program.

3. The Coast Guard has not yet determined whether courses approved to meet the requirements of
46 CFR 10.205(h) also meet STCW training requircments. We are working with the American
Nanonal Red Cross to resolve this issue. In the interim, such courses are not considered
equivalent to STCW-compliant courscs. To be accepted us meeting the requirernents for initial or
reassessment of skills in Elementary First Aid, course completion certificates must specifically
state that the course is Coast Guard approved as meeting the STCW Code, Section A-VI/1 2,13
Some Red Cross Chapters have asked for and received STCW approval, these courses are on the
approved course list maintained by the NMC.

4. Once trained, mariners must maintain the minimum standard of competency in elementary first
aid, as well as the other required elements of BST. Mariners ¢an demonstrate that they have
maintained these skills by assessment of a practical demonstration of their skills and abilities by a
Coast Guard approved designated examiner, or completion of a Coest Guard approved or accepied

refresher course.



COMPETENCY AS MEDICAL FIRST AID
PROVIDER

OVERVIEW

1. Training as a medical first aid provider is the second level of medical training required by the
STCW, Medical first aid providers must have the knowledge and skill to conduct a primary and
secondary survey of a sick or injured crewmember, immobilize the patient, and begin imrnediate
treatment to preserve life. These are all skills which typically must be performed before obuining
radio medical advice. The STCW Code, Table A-VI/4-1 1s a complete list of the required
competencies.

2. The STCW Code, Table A-11/1 requires an applicant for certification as an officer in charge of
a navigarional watch on seagoing vessels 500 gross tons (GT) as measured undcr the Intemational
Tonnage Convention (and equivalent to 200 gross register tons using the domestic tonnage
scheme) or more to meet the standards in Section A-V1/4,1 to 3. Similar provisivns in the STCW
Code, Table A-TII/1, apply to an applicant for certification as an officer in charge of an
engineering watch or a designated duty engineer on a vessel with main propulsion machinery of
750 Kw (1,000 HP) or more. Officers licensed as a mate of vessels of 500 gross register tons or
more or as an assistant engineer on vessels of 1,000 or more HP must meet this requirement to
receive an STCW form if:

a. They began the service or training after 1 August 1998; or
b. They are issued their licenses on or after 1 February 2002,

The requirement for this training does not apply to currently licensed officers or to candidates for
licenses who began training or service before 1 August 1998 and who receive their licenses before
1 February 2002,

These requirements are summarized in the following table.

" ISSUANCE DATE OF AND THE TRAINING OR THEN THE MARINER

!

LICENSE SERVICE BEGAN MUST COMPLETE AN |

APPROVED COURSE i

| MEETING |

Before | February 2002 Before 1 August 1908 46 CFR 10.205(h) '
' Before | February 2002 On or after 1 August 1998 The STCW's standards in

STCW Code. Table A-VI'4-1*

.

On or after 1 February 2002 | Anytime The STCW's standards in
STCW Code, Table A-VL/4-1% J

* The course's approval letter must specifically state that completion of the coursc meets these STCW standards.

Enclosure (2)




3. Licensed mariners described in paragraph two and licensed officers at the management level
will not have the Medical First Aid Provider endorsement placed on their license, MMD, or
STCW form because it is an inherent qualification of the license. A mariner who is not required to
complete Coast Guard approved or accepted training as Medical First Aid Provider may still elect
to do so and will have his or her STCW form endorsed as Medical First Aid Provider in
accordance with 46 CFR 12.13. 1f no other STCW qualifications require the issuance of an

STCW form, the endorsement will be placed on his or her merchant mariner's document (MMD).
If the mariner does not hold an MMD, the endorsement will be placed on his or her license.

4. The following personnel have been determined to meet the STCW's standards of training and
assessment for Medical First Aid Provider:

a. A staff officer holding a certificate of registry as a medical doctor, professional nurse,
marine physician's assistant, or hospital corpsimen; or

b. A mariner holding a valid qualification as an emergency medical technician (EMT) {non-
ambulance), EMT (ambulance) or as a paramedic.

Personnel qualifying as Medical First Aid Provider in this manner will be issued an endorsement,
if appropriate, in accordance with paragraph 3 above.

Personnel qualifying as Medical First Aid Provider in this manner also meet the Elementary First
Aid raining requirements and should carry the appropriate credential as the proul of meeting these
requirements required by 46 CFR 15.1105(¢).

5. Qther mariners may qualify for this endorsement based upon completion of Coast Guard
approved or accepted training, or other training equivalent to the STCW's standards. Applicants
using the latter alternative should forward the following information to the National Maritime
Center for evaluation:

3. A resume of his or her training and skills in this area_ including information on course's
content, provider and instructor(s);

b. Proof of completion;
¢. Proof of any professional rating (i.e., EMT, etc.}; and

d. If the waining was completed over five years ago, information about maintenance of the
slalls in this area,

TRAINING AND COURSE APPROVAL

I. The Coast Guard will refer to this second level training course as the Medical First Aid
Frovider Course,

2. The Coast Guard will approve a course that leads to the endorsement of Medical First Aid

Provider if the course covers the lcaming objectives of Table A-VI/4-1 of the STCW Code. IMO
Model Course 1.14, Medical Emergency - First 4id, is a useful guide to achieving the learning




objectives. The IMO Model Course recommends a course length of 21 hours. The Coast Guard
agrees that a course of 21 hours in length would satisfactorily meet the STCW requirements.
Training providers may further refine the IMO Model Course and submit to the NMC for

approval, but should ensure that all STCW competencies are taught and assessed.

3. To be accepied as meeting the requirements for assessment of skills as Medical First Aid
Provider, course cumpletion certificates must specifically state that the course is Coast Guard
approved as meeting the STCW Code, Table A-VI/4-1.

4. Completion of a course approved as meeting the STCW Code, Table A-VI/4-1 will also meet
the requirements of 46 CFR 10.205(h).

5. A prerequisite for starting this course is 1o have achieved competency in Elementary First Aid.




COMPETENCY AS A PERSON IN CHARGE OF
MEDICAL CARE

OVERVIEW

1. Training as a Person in Charge of Medical Care (PIC Medical Care) is the third level of
medical training provided under the STCW, This competency provides for a specified crew
member or crew members to effectively participate in coordinated schemes for medical assistance
on seagoing ships and to provide the sick or injured with a satisfactory standard of medical care
while they remain onboard. Among other competencies, skill must be demonstrated at: using
various splints, braces, dressings and bandages; using a resuscitator; using a stretcher; suninng;
nursing care; and administration of medications. The average ship’s crew member, including
senior officers, is typically unfamiliar with such skills.

2. A mariner who meets the requirements for this competency will have his or her STCW form
endorsed as PIC Medical Care. If no other STCW gualifications require the issuance of an STCW
form, the endorsement will be placed on his or her merchant mariner's document (MMD). If the
mariner does not hold an MMD, the endorsement will be placed on his or her license.

3. Because Medical First Aid Provider is a prerequisite of PIC Medical Care, and neither

endorsement has a requirement for refresher or other recugring training, endorsement as both s not
necessary. The PIC Medical Care endorsement replaces the Medical First Aid Provider

endorsement on the mariner's credential.

4, The STCW is not a manning document; it establishes standards for a mariner's professional
qualification. The manning laws and regulations of the United States do not require a vessel to
have someone specifically designated as a person responsible to take charge of medical care. If by
practice, company policy, or to meet STCW requirements, someone aboard a scagoing ship is
designated to takeé charge of medical care, that individual must meet the standards of competency
set forth in STCW Code, Sectivn A~VI/4-2, and be able to produce evidence of having met those
standards, Having a manner onboard with this certification may eliminate potential port-state
control problems which could otherwise result.

5, Staff officers holding a certificate of registry as a medical doctor, professional nurse, rarine
physician's assistant, or hospital corpsman have been determined to meet the STCW's standards of
training and assessment for PIC Medical Care. Personnel obtaining the PIC Medical Care
endorsement in this manner will be issued an endorsement in accordance with paragraph 2 above.
Personnel qualifying as PIC Medical Care in this-manner also meet the Elementary First Aud
training requirements and should carry the appropriate credential as the proof of meeting these
requirements required by 46 CFR 15.1105(c).

6. NMC Policy Letter 21-98, Acceptance of Training for Qualification as a Person in Charge of
Medical Care Onboard Ship, which is cancelled by this policy (NMC Policy Letter 9-99),
erroneously allowed a mariner holding a valid qualification as an emergency medical technician
(EMT) (non-ambulance) to receive an endorsement as PIC Medical Care. A more in-depth
comparison of EMT training and ussessment procedures with Table A-IV/4-2 of the STCW Code

Enclosure (3)




has shown that the Code requires training and assessment in topics not usually covered in EMT
courses, such as: sumring; wound healing; nursing care; diseases and disease prevention: dental
care; ete. EMTs should no longer be given the PIC Medical Care endorsement.

TRAINING AND COURSE APPROVAL

1. The Coast Guard will approve courses leading to qualification as PIC Medical Care if the
course covers the learning objectives of Table A-VI/4-2 of the STCW Code. IMO Made! Course
No. 1.15, Medical Care, is a useful guide to achieving the learning objectives. The IMO Model
Course recommends a course length of 40 hours. The Coast Guard agrees that a course of 40
hours in Jength would satisfactorily meet the STCW requirements. Training providers may further
refine the IMO Model Course and submit to the NMC for approval, but should ensure that all
STCW competencies are taught and assessed.

2. To be accepted as meeting the requirements for assessment of skills as PIC Medical Care,
course completion certuficates must specifically state that the course is Coast Guard approved as
meeting the STCW Code, Table A-VI/4-2.

3. The prerequisntes for starting a course leading to a PIC Medical Care endorsement are to have

'

achieved competency in Elementary First Aid and as a Medical First Aid Provider.




COMPETENCY AT THE MANAGEMENT LEVEL

OVERVIEW

. Traning at the management level is the fourth leve] of medical training required by the

STCW. The fourth level applies to applicants for licenses as Master and Chief Mate for service on
vessels of 500 gross tons ([TC tonnage) or more. Such applicants must demonstrate the medical
competencies surrounding organizing and managing the provision of medical care onboard ship.
These are idenuified in Table A-JI2 of the STCW Code.

2. Forall practical purposes, the medical care competencies in Table A-I1/2 of the STCW Code
are a subset of the competencies required for PIC Medical Care.

TRAINING AND SE APPROVAL

1. The Coast Guard will approve courses to asseds medical care competencies leading to
qualification as Master and Chief Mate for service on vessels of 500 gross tons (TTC tonnage) or
mors. Such courses must cover only the medical care [eaming objectives of organizing and
managing the provision of medical care onboard ship in Table A-11/2 of the STCW Code. These
competencies must be covered in the same manner and zame level of detail as generally acceptad
to satisfy the training requirements for PIC Medical Care as shown in IMO Model Course .15,
Medical Care.

2. No such courses have been approved by the NMC to date. Training providers may submit
courses satisfying this requirement to the NMC (NMC-4R).

3. A mariner who completes & Coast Guard approved or accepted PIC Medical Care Course also
mests the requirements for proving competence in medical care at the management level.

4, To be accepted as meeting the requirements for assessment of skills at the management level, a

course must be Coast Guard approved as meeting Table A-II/2 of the STCW Code, unless it has
been approved as meeting the requirements for PIC Medical Care.

Enclosure (4)
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Rigging training should emphasize
a e technical skill and safe practices
By Bill Davis

ecause accidents injure or kill riggers every day. rig.
B ging is not an activity that people should be allowed

to learn from their mistakes. Most accidents, in fact,
can be avoided if riggers are properly trained,

The number of accidents can be reduced significantly at
your facility by providing training that enables your person-
nel to recognize and avoid potential harards. Effective train-
ing should include information that has proven to contribute
to safe rigging practices. Elements of effective rigging train
ing include the following:

= making mathematical caleulations,

= inspecting and using rigging equipment,

= understanding safe rigging practices, and

= applying the techniques learned in the classroom.

These elements are discussed below, as well as general
guidelines for customized training and government and
industry regulations.

Making mathematical calculations

Riggers must have a grasp of how much they are actually
lifting. And they can know this with any degree of certainty
only by having the ability to calculate safe load limits, the
balance point of loads, or proper sling angles for lifting loads.
Moreover, riggers must be able o calculate volumes and rec-
agnize that equal volumes don’t always have equal weights.
This can be a factor in selecting the right lifting equipment
and employing the best lifting techniques,

As an old farmer-turned-educator and rigging instructor, 1
try to make this point vivid to students by using practical
examples, such as lifting bales of hay or straw, Hay bales are
very dense and heavy, while straw is loose and light, vet both
have the same volume. When the rope breaks because it is
overloaded, and the crew has to pick up 15-20 bales of heavy
hay while you try to splice the rope, a lot of time 1s lost. It's
not likely that farmers will use calculators, For riggers, how-

Bill Davis is an instructor at Hane Training, Inc., in Terre
Haute, Ind. He became an instriuctor in 1992, after 32 vears
as @ high school agricudiural mechanics teacher. He received
his B.S. degree from Purdue University in 1935 and his M.S.
degree from Indiana University in 1965, Hane Training, a
member of the Association of Crane & Rigging Professionals
(ACEF), has been providing industrial maintenance training
since 1978, For more information ahout ACRP, write to PO,
Box 61589 Vancouwver, WA O8666, or call 800-690-3927

28 January-February 2001 CraneWorks

ever, calculators make it possible to perform caleulations
with ease and confidence,

Inspecting and using rigging equipment

Rigging equipment includes wire rope, hooks, chains.,
nylon slings, chain slings, wire rope slings, hoist chain, metal
mesh, shackles, fiber rope, eyebolts, and metal mesh slings.
A discussion of wire rope, for example, should include break-
ing strength and a rule of thumb for estimating safe working
Inads. Although all lifting devices should have a tag with the
pertinent facts on it, all too often they don’t

A rule of thumb gives riggers a reference with which to
estimate safe working loads. Another example is the inspec-
tion and vse of nylon and poly-enclosed fiber slings. As with
wire rope, breaking strengths, center of gravity, safe working
loads, and a quick rule of thumb should be discussed. Also,
the indicators of stretch and wear of these devices should be
pointed out in training. The instructor should urge students to
read the tags or labels; if these identifiers are missing, the
maxim is, “If you can’t read it, you don’t need it." Each rig-
ging tool can be treated in a similar fashion.

Safe rigging practices

Training should include a consideration of the basic safe-
ty equipment usually found in the workplace: hardhats,
gloves, belts, harnesses, shoes, and so forth. These can vary
greatly due to the different types of industries the students
represent or the types of work the students perform.
Regardless of the variations, the following rigging principles
apply: center of gravity for lifting; angle of sling; safety
design considerations; the weight of the objects to be moved:
and the common sense required for the job.

Although safety should be a prime consideration in a
basic rigging course, care must be taken in using the word
“safety” itself. Don’t try to use the word as a scare tactic: it
can backfire on you. Studies have shown that trying to fright
en people into compliance by showing them gory accidents
doesn't work because students simply shut the media off.
Mareover, a repetitive use of the term tends to make it too
commonplace for significant meaning. My experience has
shown that the best approach is to demonstrate safe practices
throughout the training. Safe rigging practices arc best
learned by explaining the reason why, rather than by telling
or soliciting homifying stories of accidents. Try to keep dis-
cussions of safe rigging practices on a positive note.




Applying rigging technigques

People learn best and retain more from experience. In
order to reinforce the learning that has taken place in the
classroom, students should spend at least 50 percent of the
course in hands-on laboratory experiments. Furthermore, dis-
cussion portions of the training should be highly interactive.
While the instructor demonstrates topics. for example, stu-
dents can take measurements and make calculations in their
workbooks, which make useful job aids when completed.

Effective rigging lraining employs lab trainers (or sta-
tions) to closely simulate conditions found on the plant floor
or at the construction site. An optional situation is to have
two students per station. Students can measure the stress
developed by each degree of angle on this trainer, and they
can perform center-of-gravity experiments. Moreover, the
stress angle factors associated with rigging activities can be
calculated, Other experiments can include caleulating the
weur allowance for chain and wire rope.

Customization and jobsite training

The classroom and lab portions of the training can be cus-
tomized to satisfy your rigging needs, To make it more realis-
tic. some facilities like to take training one step further and
move from the classroom and lab o the jobsite. Although this
can be arrunged with company approval, this practice has
drawbacks. When considering the additional costs, space
requirements, safety factors, liability, and number of people

involved, the classroom and lab experiments prove 1o be the
optimal alternative.

My expericnce has been that training at the jobsite leaves
wo many people standing around while only a few can par-
ticipate. Moreover, few students care to participate, The prin-
cipal objective of the basic course is 1o teach students why
certain practices are essential and to help students recognize
and avoid potential hazards. This can be accomplished with
the practical use of actual equipment.

Government and industry regulations

Unless the course is advertised as one dealing with gov-
ernment and industry regulations, it is best to avoid referring
o OSHA or other regulations as much as possible during the
training because it “turns off” the students. The course
should, of course. reflect all of the latest pertinent rules and
regulations.

The training discussed in this anticle assumes that all stu-
dents are at the entry level of rigging practices, It includes
those who make the connections. estimate the loads, choose
the equipment., and stand the greatest risk of injury or death
due to faulty equipment or inappropriate or inadeguate meth-
ods. Effective rigging training will teach riggers o calculate
safe load limits; to properly inspect and operate rigging
equipment: and to practice safe rigging technigues. This
traiming. in turn, will greatly reduce or eliminate accidents at
vour facility. B



Rigging training
“In a Flash”

Tl'ninjng & Inspection Resource Cemer (TIRCY,
Woodland, Wash., introduces the fn a Flash!
Field Reference Guide, In a Flash s designed o
be used as a reference wol for inspecting nigging gear. It pro-
vides visual examples of damage, making it easy 1o determing
if equipment should be removed from service. The flip book
features a collection of 110 color phows depicting the most
common types of rigging gear damage outlined by OSHA,
ANSL, and ASME rules.

The guide can also be used as a sell-guided training tool or
as an instructor-led one- w three-hour training session. Each

Forklift safety
refresher

Ithough forklift compliance rules have
Achanged: basic safety tips remain sound
advice. Safety Short Production, Inc., La
Porte, Texas, has gathered some of these tips into a quick
Forklift Safety video. The company field-tested 900 cus-
tomers who used brief training videos weekly over the
course of a vear, Sixty percent indicated a reduction in acci-
dents, while 4 percent noted no significant improvement.
The S-minute forklift video demonstrates proper operat-
ing techniques on a real job site. To reinforce the impor
tance of forklift traiming, actors kick off the viewing with a

”fuuick Facts

What: In a Flash! Field Reference Guide

Who: Training & Inspection Resource
Center (IRC), Woodland, Wash.

Cost: §19.95

How to order: Call 360-225-5666 or

l\~ e-mail tirc@aol.com

color photo includes a corresponding answer key, which
includes black-and-white photos and notes about the problems
found,

frn o Flash! has been designed w fit easily into a shirt or hip
pocket, which makes it readily available during inspections,

¥

'fliluiuk Facts )

What: Forklift Safety Video
Running Time: 5 minutes
Who: Safety Short Production, Inc.,

La Porte, Texas
Cost: $79.95
How to order: Call 800-458-2236 or
. visit www.safetyshorts.com
staged forklift accident,

Some of the recommended pre-operating safety
tips include daily forklift inspections, checking the route,
estimating load capacities, analyzing the load for tie-down
needs, and wearing a seat belt. Operators are advised fo tum

off the engine before adjusting the forks,

travel with the load low to the ground,
avoid sharp comering, and drive slowly
without sudden stops or fast accelera-
tion.

Basic procedures covered include
loading pallets from above and transport-
ing a load over 4 ramp. The company
reminds viewers never 10 FANsport peo-
ple on a forklift and to lower the forks

when leaving the vehicle unattended
According 1o Safety Short Production,
trainers are not to use the video as a
stand-alone resource bul rather as a sup-
plement to 3 MOre eXEnsive program or
as a quick review of a few basics, Safery
Shorts also offers the “Salety Shorts
Training System.” a sencs of videos for
developing a weekly salety trmming pro-
gram. il
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Lowering the Boom

Proper operation of marine cranes takes training.

By Bruce BulLs, TecHMicAL EbiToR
i enollege, when working on railroad
steel gangs in Montana, the L chog
maehine operalor was the Zuy who

ran the crane, Nol only was his machine
thae biggesn, il was the most vital, It also
took the most =kill 1o aperate, 1,'11|||-|_1|~
grecnhorns vould only dream of munning
thes wrane, Our machines looked a ot
mare like shovels,

I the May ¥y CTENE eralons dre !-:|54'l:'-|:.lil
|_1 traires] and certified. In the commercial
[izhing ir|L|u-~t|'_x. crane operators can be
bk hards whio hi||rpl-|1 1o be closest (o the
controls when a job nesds o be done.

o while for LR qu[l]-— Crane oper-
alion 1= a career, lor others it's an ocea-
stonul b done with little Lraining or
"'\|ll'l'il.".lll.'t'. The ¢loser any aperator 12 to
the: latter, the more ||ar]gu'l'nl=.‘-. he or she
i With tremendous power and mu|1i|il_\.
i|r~in} loaeds swinging from the hook. and
un i:|hq'||~:|l|_\ dungerous environment,
ML erane r.-p:'r;tlil:-u can qu ivH_-.
threaten life, limb and prroperty.

Hr-tu;:lu.:iug the hazands and the need
for truining, the North Pacific Fishing
Vessel Owners Asz=ociation I"\H""r[}-"n;l
Vessel H;Lh'l_\ Program in Seattle ineluded
“Crane ”[J:'luliull:— and Maintenance™ in
its Industreial !“;.'.irl*t_'.' Program, which was
e r'|u|1r'|{ about 10 VEAIS dagn During a
T 4|:L:- class, students are walked
theaeh the basies of =afe and efficient
CEne operations. The in-class |I-Eiir'lil'li_' i
=-'-|.I||EH|'I'['|'I.| |.l_‘\. a workbook and a video
s laees .-=||-I'|-|]1';=:|I_'. far this training,

.inn hj.l-"l'u”'f'. prr'-wilh'rll ol Fremont
Maritime. Secattle, wrote the nr‘ig_riuu}
'.-.nrk'rrmlL. ".|.|!:' of 1|"II'

hook.” he sy, “was o try lo create a

whale  theme
mindsel in which the crane nperator
woulil he seen as |wi-'|:_' in L'llilr;-_"" of his
e il ||Er|'r;_t['iull--. |i.1m~ ||I|- -ki':lln'l' O

engineer would be in charge of a lot of

Human factors that are
important in operating a
crane salely include train-
ing, experience, alertness
and concentration.

ather vessel -:||u'|;’|1in-n-'. We wanted 1o
cultivate some respect for the _in|l.'1

The material he and others |||-'1|~|-:_||‘:|r'-||
define area of operat s as the “crane
environment.” which 1= |-nrn||riu--| ol

[:|1'--‘-i-';l|. human and weather faciors

|:||I_‘-‘-il.'-\'.1| 1‘Ll'i'|l:|r‘- illt'lli!il' 1.III" HLIEEL

I‘H':'I.II'IIEP-C'IH*-I:‘IJ |-} the maximum radios of
the boom, hath 'H'rEi'l'H”_'- and hortzontal-
|_'.. Within that area. olstructions oflen
prevent the vrane rprerEL e [rennn seeine

||I|" |||il|‘|. rr'llllilil-f_’ |Ii||| Lea |‘|{'|II"II|| ULLY]

y - 1)
'_r'fJ-f. 5 f." j{—ld?. /r_['u"-l ARy = 200 e Wik Bara

Faathess Burnmans




than making them fasl, is 1o make them
comfortable. For example, we put in spe-
cially designed, reclining seats made by
Sterling Upholstery in New Theria (La.). We
didn't think the ready-made aidine seats
W ('Emiﬂh‘t.a}:lr ﬂar.'lugfl."

Part of the boats homey almosphere
comes from the extensive use of wood in the
interior, There 1s very little exposed metal o
plastic in the accommaodations, and the use
of dark woods with contrasting wooden trim
provides a sense of luxury.

There's seating in the main passenger arca
for 52, and the two aft main cabin lounges
provide additional scating for 11,

The spacious wheelhouse has forward
and aft steering stations with wheel and
toggle steering, Communications  equip-
ment includes a JRC GMDSS system and a
Globe Wireless high-frequency radio eon-
nection to the Intemet, allowing the erew to
send data directly to computers in Seacors
Houston headquarters. This allows Seacor

management to access CATED manifests,

personnel data, engine hours, and vessel
pessition, which 1s automatically reported Lo
headquarters on every transmission,

Although the Vietor . MeCall 1= nit
presently SOLAS-equipped, it can easily
be retrofitted to comply with internation-
al regulations,

“Supplving a boat in Nigena can be a
problem,” savs Seacors vice-president for
African Operations. Keith Gregory. “The
boat has to be reliable enough to work
without excessive repair and supply, and
big enugh to carry the pans and supplies
that she will need. And simee the Nigenan
offshore oilfield is moving farther offshore,
she has to have the speed and endurnee
necessary for long trips.”

The beat is named, in part, after Seacors
retiring head of Nigenan operations. Chief
Victor Ohilor, who likes the boats design,
“This design will do well in the heavy =eas
off the African coast, and can operate out of
primitive poita like Wami (Nigena) withoot
contital resupply worries” he sayvs,

FULL-SERVICE YARD

Although Neuville is oosmall vared, mud-
e technology and techniques all it o
provide complete design and manufactor-
ing serviees, “We do evervihing exeept the
carpenty,” savs Meuville, “We build our
baoats upside-down, frame by Trame, and
voll them over for equipment installation
ancd linishing.™

Hordelon says that the resulis of the
vessels sea trals were w0 encouraging
that the company plans 1o model upeom-
ing erew-supply boal design: after the
Vietor (0 MeCall's basic hull form.
“Seacors Norman MeCall said that she's
the bestriding boat in their fleel,” he
veports, o we feel like we've gotten the
ol vight.”

Mewville has two erew-supply  hoats
under consteelion now, including a siser
ship for Ihera Crewlwuts &  Marine
Services. Seacor boas also taken slots for
several more Vetor 0L MeCall-vlass vessels
to be constructed in the near future, B




direction from anather person.

Human factors relevant 1o safe erang
operations include training, experience,
alertness and concentration.

Weather factors range from wind, rain,
and snow, o sea conditions and darkness.

LOAD CAPACITY

One of the most fundamental factors
affecting safe and efficient crane opera-
tion is the load. Every crane has & Safe
Working Load, which is the maximum
weight the crane can lift when the boom
i= {ully extended (if it relescopes) and
horizontal. The SWL iz posted on the
crane, generally on the base.

With marine cranes that swivel up
from the horizontal. heavier loads can be
handled as the boom angle increases
{above horizontal) and when the boom is
retracted. To determine safe loads at
various angles and radii, the operator

must consull the foad capacity chart,
which should alsa be posted on the
erane, somewhers near the operator.,

However, while an angle indicator on
the hoom may reveal the angle of
incline, determining the radins can he
diffieult,

LeHoy LaMar, president of Arxeis Ine.
and NPFVOAs crane-class  instructor,
says, “Operators can determine radius if
the: boom 1s either fully retracted or fully
extended, but in between you don't real-
lv know what the radius is. | joke with
people in class and tell them 1o put a
measuring lape on the hook and you'll
alwavs know whal the radius is, but obvi-
ously that's not going to happen.”

One solution, says LaMar, is io never
exceed the 3W L, even if the erane will han-
dle mors—sometimes considerably more—
al a shorer rdivs and greater angle,

But what if you don’t know the weight

of the load?

Une method, aceording o the NPFVOA
workbook, 15 1o spol the safety hook over
the center of gravity of the load and 1ake
up all slack in the wire rope using the
wineh controls. Then try lifting the load
with the boom contral only, Because the
hydraulies controls are designed to a lower
capacity than the boom’s structural mem-
berz, il the boom contral s able to lift the
load, the load should be safe, but only al
the distance tested. If the lowsd 15 lifted and
moved outward, either by lowenng the
hoom or extending the boom, the SWL
may be excesded.

Crane operators must also keep in
mind the Safe Working Load of the wire
rope and never exceed that,

There’s a third SWL that must also be
considered: the load's rigging.

LaMar, whose company 1= one of five
nationally that is authorized o officially




inspect and cortily marine cranes, says
that while dangerously overweight liads
are & concern, © We ||-:|Il.-t e many cala-
strophic Failures. We do see some prefty
beat up machines come back. but where
you have failures is helow the hook—in
the ri_::‘;zin,t_{.. that's where |rr'1!-|'l|r' et bt
If the erane lails it becanse ‘*”"'“"'l'i“zg
happened, maybe a lot of neglipence,
bt those are ir'lfl"("ﬂ.!ilr’t'll. But ngging
failure, people dropping loads. not
lr.rl.tm'ju;: how to rig the loads. thal’s

where the accidents are,”

RiG: IT RIGHT

Some tips on proper riggng from the
MNPFVOA workbook include: examine all
prarls of the .\'-lilt,ﬂ‘. for dillllﬂ,l_’r or wear, thon't
overload the sling, know how much strain
}'ml'n‘ [.mltinp. o Lhe ‘-'-|inlz. and rig tag limes,

Another [ll';ﬂ.'ih & that all safely experts
would agree on is the use of proper hand
signals for communication belween the
anmdd  the  helpers,

Crame “‘Ell'l'i.it"[

H|d!|1l.l]1!i?l'lj ||e|r1r| Hiﬁ!lill-‘ AL .:_1|.<'Li|.."|||||'

frovm the ':.I'r1'|l|:l.-ltlv:lll.:-l] Fa||'1'1j.
and Health Administration.
LaMar SAVE that in hiz l:'.‘l['ll."l'i'
ence, which 15 []Illt"-tl:. with com-
mencial lshermen. un|j.- abonit
1) Fu'n'rnl L= IFOpeeT hamnid ﬁig-
nals. “All kinds of hand .-‘igﬂzl.].-,
are hu'ing used oul there” he
Says, And when Yo have two
or three guys '.-.l:-rlu':u.-'h a load,
}'l::ﬂll.”. have two or thees Fuve
;[irin;.a hand !-i'iF.{I!IHl.‘i. The (Hpera-
for needs bo du'-ugrmhr 0Tk [asi=
aon amd use the standard hand
ﬁ[Hrl:ll:—i. Wi J1':-1|:|:. Eeonrage
that. PHI‘tI('Il]Hl‘]:\. when }-I:ll.l.rlf\"
working with erews Trom differ
el tljii'k'rtl'(lll“l].ﬁ. A lot will use
verbal commands. But o can’
.||1.1':Ly'.- hear them and Yini can'l
.-||1.\':Lj.'s mndlerstand them.”
LaMar beheves the

casul or i.rll!ll.'ﬂl!'l])[ll ||e|r||i hi_li-

s (Ii.

nals comes [rom a IILI‘i|.'l]'i.l‘r1 rrl.'l.('hﬂ alls

tude. *If a FUY EIVes o el R hyea il

Obstructions often prevent a erane oper-
ator from seeing the load. This requires
relying on others for direction.

signal, beds a weenie, I e does kind of
the sloppy omes, he's seen as more ol o
silt. The guy thal does i the way he’s
suppiised o is pobably o greenie We
talk about this im the class, anid they all
kind of admit that vou don’l wani o look
like a goofball, We've developed this cul-
ture that says when vou play it hy the
hook, there's something wrang with vou,”

But bevond that, aceording o LaMar,
iz the attitude of management. 1 has o
come from the top down. 1l means
encouraging people o do things rehi
anel o certain lack of tnleranee for dng
things improperly,. We sometimes  see
managemen! saving this or thal 1s impor-
tant. vet when push eomes oo shove
thev' Tl take the low il 1o get the job
done, S0 the real locus is oot only on
traiming the emploves 1o be safe bul also
having the emplovers walkmg the walk
as well as talking the talk, 1s impririant.
In the long mun, il dees save Dem maney.
Those who do the things for the right rea-
sonz are fvpically more sueeessful.”

For many manine operilions, cranes ane
eritical bo the soeeess of e vessels mission,
[t pays in many ways o keep lhemn well
maintaimed and progsedy operaled.

Jamuiniey o HHbL o Wk How

g
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Elements of Effective Training

Important guidelines for developing a training program

By Charles Mize

he Occupational Safety and Health Administration
(OSHA) has mandated that you train all yvour
emplovees in the safety and health aspects of their
Jobs. This applies especially to crane operation and rigging
applications in industry and construction because they are
complex and dangerous occupations. Every vear, accidents
in the plant or on the construction site cost lives, serious
injury, property damage, lost time, and legal fees,
According to a report by Online Crane Aceident
Magazine {www.craneaccidents.com), an OSHA study
found that crane accidents in the United States claim 30 lives
every year, with more than 500 U.S. construction workers
killed in crane accidents between 1984 and 1994, In 1999,
the online publication received reports of more than 100
crane accidents, which resulted in 50 deaths. The publication
also acknowledges that it is reasonable to believe that not all
accidents were reported. We don’t know how much of this
terrible loss of life was due to ineffective training. or no
training at all, but the loss of one human life is too much.

OSHA and training

Although not a crane or rigging incident, the following
story illustrates the fact that government regulatory authori
ties are going after companies that don’t provide safety
training for their emplovees. An OSHA regional news
release issued last vear read, in part. “A former De Land,
Florida, subcontractor has been sentenced to three years
probation after pleading guilty to a criminal misdemeanor
for contributing to o worker's death in Orange Park two
WVEOTS gD

Charles L. Mice is the diveceor of training ar Hane Training.
M., i Terre Hawte, fnd. o fis position, e supervises the
Figorons three-month (nstrucior-iraining program: evaliaies
mstrwcter delivertes: reviews and improves instrouction and
rreriing s ond supervises the design and developinent af new

iraining. Hane Trainimg, a member of the Association of

Crane & Rigping Professionals {ACRP), las provided fndus-
el mainienance raining sinee 1978, For move inforsation
abeatl ACRP. write to P.O. Box 61389, Vancouver, WA
WEAGN, or call S00-6)-302 ]
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The subcontractor was the second of two contractors
sentenced in the case, which grew out of an OSHA investi
gation. Both contractors pled guilty to a misdemeanor for
“willful disregard of OSHA's confined space requircments
and for allowing a worker to enter the tank without proper
training (italics added for emphasis) and safety equipment.”
Moreover, the second contractor pled guilty to a felony for
falsifying records submitted to O5HA in an attempt to cover
up the cause of the worker's death,

Training goals

Your principal goals as a manager are safety and produc-
tiviey. Effective training can contribute to achieving these
goals. All too often, management neglects training for new-
hires while they undergo probation, or managers have the
mistaken notion that experienced employees don't need
training. These practices can lead to disaster.

Effective traming will teach your employees to recog-
mize and avoid hazards, consequently reducing or eliminat-
ing fatalities and injuries as well as equipment and property
damage, thus improving overall safety records and increas-
ing productivity. For those of you who realize that training is
an investment rather than an cxpense (effective training can
be a profit center), this article provides guidelines with
which to design, deliver, evaluate. and improve an effective
crane and rigging training program.

Elements of an effective program

Several educationally-sound guidelines describe effec
tive training. The Standard of Excellence in Training of the
Association of Crane & Rigging Professionals { ACRP) has
an excellent list of requirements for training {see the accom
panying sidebar). ACRP's Standard closely parallels the
guidelines established by the International Association of
Continuing Education and Training (IACET), the creator
and caretaker of the L"{II'IT:II'III.i.:I'le'l education umit (CELY.
OSHA alse has published voluntary guidelines with which
te design and develop training.

The OSHA guidelines found in “Training Requircments
in OSHA Construction Industry Standards and Training

Cremtinies on page 8 =




Elements of Effective Training,
from page 16

CGuidelines™ illustraie how to establish and maintain an effec-
tive training program. The OSHA guidelines are as follows:

* Determine if training is needed

* ldentify traiming needs

* ldentify goals and objectives

* Develop learning activities

= Conduct the training

+ Evaluate program effectiveness

* lmprove the program
These guidelines, discussed below, apply 1o all training.
whether for overhead or mobile cranes, or for industrial or
construction applications:

+ Determine if training is needed: You train because
employees need 1o know certain activities to perform their
jobs correctly or safely. If they can't, vou will have prob-
lems, and problems trigger the possible need for training —
possible because not all problems can be solved with train-
ing. The first step in the training process is w determine
whether the problem has a training or a non-training solu-
ticn.

A clear instance 0f a needed raining solution for safety
issues is cited in the introduction of OSHA's Training
Requirements in O5SHA Construction Industry Stndards and
Training Guidelines. It states: “Many researchers conclude
that those who are new on the job have u higher rate of acci-
dents and injuries than more experienced workers. [T igno-
rance of specific job hazards and of proper work practices is
even partly to blame for this higher injury rute, then training
will help to provide a solution.” On the other hand, if safery
problems are due to faulty equipment, environmentul condi-
ticns, or other factors, training will not solve the problem.

Training should be designed 1o reduce or eliminate defi-
ciencies and 1o increase job performance. It should be con-
sidered for employees who are unfamiliar with equipment,
lack knowledge of a work process, or have heen performing
tasks incorrectly, If you determine that performance can be
improved with a training solution, then the next step is to
identify what kind of training is needed.

+ Jdentify training needs: If the problem proves to
require a training solution, conduct a needs assessment to
define the course conwent (in other words, the subjects that
need to be covered in the training). Keep in mind that the
training content should include information that will help
workers reduce or eliminate deficiencies and to increase job
performance. Information for possible course content might
he obtained from industry or government standards, job
analysis, job hazard analysis. or an examination of the con-
tent of other training providers.

Content for rigging training might include such topics as
rigging failures and their causes; rigzing hardware; sling
applications, methods, and inspections: weight calculations
and planning, and using load charts.

Among the topics that might be included in crane train-
ing are machine components; machine inspections; crane
setup: power line awareness: OSHA rules; hand signals; and
crane load charts,

Cemtinres o page 200 =




Elermnents of Effective Training,
from page 18

= Identify goals and objectives: The next step is to
develop lcarmning outcomes. These outcomes describe knowl-
edge and tasks that participants must know or perform to
reduce or climinate the deficiencies. When formulating
learning outcomes, be sure to put them in concrete behav-
ioral-ohjective terms that are observable and/or measurable.

Behavioral objectives are statements that require the par-

Whether you use your own staff or employ training
providers, the instructors should have undergone a formal
training and certification program in course content and
training methodology,

During the training program, instructor candidates
should learn how to properly draw students mto full partici-
pation in the workshop, The instructor can actively engage

ticipants to demonstrate the
skills they have learned in the
classroom or the lab. They are
written using action words.
For example, in a rigging | 1
course, an objective written in
behavioral objective terms

the course needs.

might say, “Students will learn | 2 The skill and knowledge needs that were defined by the
assessment shall be utilized in the development of the course

in this course to inspect [action
word| the following: hooks,
chains, wire rope, etc.”

In a crane course, an objec-
Live written in behavioral
terms might be, “The student

matarials.

objectives, as appropriate,

will learn in this course to read | 4, The presentation format of the course materials in a class-
room, "hands-on,” or other material presentation approach
shall be structured and applied in a fashion that most

effectively imparts the materials and alsc meets the defined

and perform [action words|
hand signals.”

= Develop learning activi-
ties: From the learning objec-
tives, the course developers
design learning activities and
course materials to fulfill
them. Course materials should
be formatted to ensure that

objective.

“Standard of Excellence in Training”
Requirements of the Association of Crane & Rigging Professionals

A “needs assessmenl™ shall have been periormed 1o define

3. The structure of the course materials shall be logical and
sequenced 5o that they utilize terminal and enabling

5. The instructors that present course matenais shall be
knowledgeable and experienced in the topical area for which
they are providing instrustion, and they shall have sufficient
instructional skills to effectively provide the instruction.

participants in the training by
employing a Socratic instruc-
tional wechnigue by which he
or she uses skillfully formu-
lated guestions to lead stu-
dents to draw their own
conclusions. This ability will
result in deeper and longer
lasting learning.

Furthermore., the instruc-
tor can use periedic review to
reinforce the training that has
already been presented in the
course. An appropriate use of
repetition has proven time and
again to facilitate learning.
And, if used properly. it al-
lows the materials being
presented to be referenced and
tied in with previously cov-
ered materials. It also ensures
that the materials are thor-
oughly understood.

Moreover, use all the

learning occurs, This is ac- | g The duration of the sessions of training for the course shall be | SENSES in your training —audi-

complished by carcfully con-
sidering the learning process
while developing vour training

materials. This includes the | 7. The course material presented at a session of training shall be
summarized al the end of each session to verify that the
objectives defined for the session were addressed.

development of workbooks,
job aids, hand-out materials,
the design and building of
trainers, and any other materi-
als reguired to deliver the
COurse,

The delivery techniques | g Fgedhack shall be obtained at the completion of sach session

that can be designed for the
training are described in the
section below. The course
developers can be members of
your own stall or qualified per-
soms with whom you contract,

of training.

sufficient to address the course topics in a manner that allows
the students adequate time 1o master the defined objectives.

B. The evaluation methods used to verify the student's mastery
of the defined objective shall consist of written, verbal, and
performance-based techniques.

10. A review shall be performed to verify the appropriateness of
the program materials and presentation approach.
Medifications to the program shall be based on feedback,
refined needs assessment, or new technology.

tory, visual, and kinesthetic—
with a liberal use of audio-
visual aids, Above all, include
a lot of hands-on experience
because people leam more and
retain it better by doing. Also
design activities that closely
simulate  conditions found on
the plant floor or on the con-
struction site. Al least 50 per-
centl of the time in your work-
shops should be devoted 1o
hands-on expericnoes.

To be sure that the stu-
dents have achieved the course
objectives, they should be test-
ed verbally amd given a written

Either alternative requires that
they have the prerequisite technical and methodological skills.

+ Conduct the training: The instructors chosen to deliv-
er the training musi be qualified in technical content and
training methodology attained by education and experience.
Your instructors should not be chosen only for their industry
experience and experiise; they should be chosen for their
ability o communicate with your personnel as well.
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test. Also, when feasible, per-
formance testing on the job should be administered 1o ensure
the transfer of learning from the classroom o the jobsite.

* Evaluate program effectiveness: Did the training
achieve the course objectives and solve the training need?
Student evaluations and course audits are among the ways o
measure the effectivencss of your training. Another evalua-
tion method is field aodits,



Certification Gains
Momentum

Employer recognition is boosting the pace of
CCO crane operator certification

By Greahein Brent

ust Four and a half years after its

tormation. the National Com

missiom for the Certification of
Crane Operators (CCO) has tested
mare than | 3000 crine operalors
COO has conducted some 430 separate
rest administrations in 43 stafes since i
began operations in April 1996
Adthough CCO offers no triming itself,
crang aperitor training and education
programs availuble from companies
within the industry are primary faciors
in developing and maintaining guli-
ficd crane operators, who can then go
ot prass the COO certification exami-
MaAons,

“This voluine of testing s a clear
indication of the growing adoption of
the COCr certificiation program by con-
tractors. owners, and other employers.”
savs Davis 1 Lawve, CCO president

Lauve. who s president of Nichols
Construoction Corp. in Baton Rooge,
La.. cites a Pennsylvania Department
of Transportation (PennldOT) project
where CCO certification is being re-
quired a8 typical of the Kind of employ-
er buy-in now being seen across the
country. All crune operators on the
53500 million extension of Interstate 99
between Bald Eagle and State College.
Pa.. need to be CCO-certified. One
constructiom project is already under

Grafim Brent s the executive director
of the National Cesnmidssion for the
Certification of Crane Operators
(OO, Fairfax, Va. For more inforna-
tion, visit the CCQ website ot
LR R U.-:-'J'j.:'.

way, with seven more
to be bid by the end of
this summer.

“It"s imperative that
only qualitied and cer-
tified personnel operate
cranes  or  hoisting
equipment.” says lames
(3. Ritzman. PennDOYT
CONSITUCtion project
manager for the [-99 '
corridor. "By requiring
OUr CONtraciors 1o s
only CCO-certified op-
erators, we can be con- |
tident they have the
knowledge and skills
mecessary for the safe
aperation  of  their
cranes. Plus, with CCO
certification. we know

exactly whit we are
gething.”

COO certilication 1s
not the anly first for
PernDOT on this proj-
ect. however. This is
also the farst time ar has
opted Tor an owner-con-
trolied insurance pro-
aram (OCIP). Gus Ley-
sens, viee president of
safety
with the risk manage-
ment firm Willis Corroon. says: “Willis
mnitiated the CCO requirement as part
of the overall insurance “wrap-up’ pro
gram. CCO was a natural fit into the
construction safety gudelines of the

management

project.”
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Crane operator training and education pro-
grams offered by firms such as Am&uip Cormp.
in Bensalem, Pa., are important in developing
and maintaining qualified crane operators,
who can go on to pass the CCO cedification
examinations.

“In fact, CCO certification helps
the contractors as much as it does us
or PennDOT or anyone else associal
ed with this project.” Leysens says
“Mo one wants @ crane accident. And

Clemtrinipes e pradge 24 =



An article in Crane Works titled. “How Effective is Your
Training?" (January-February 2000}, advocates Field auodits
of mobile cranes under actual working conditions to evaluate
the effectiveness of training. Return-on-investment. staff
retention, higher productivity, and, above all, a safer work
environment are other means with which to determine the
effectiveness of your training.

We can't improve on the advice of the ACRP with
respect to the guideline, which savs, “A review shall be per-
formed to verify the appropriateness of the program materials
and presentation approach. Modilications to the program
shall be based on feedback, refined needs assessment. or new
technology,”

* Improve the program: The conditions and technology
on which your courses are based is ever changing: conse-
quently. you must continually strive to update them to
account for these changes. We encourage vou to develop pro-
cesses [0 assure that your courses continue to satisfy your
crane and rigging training needs. You can continuously
improve your processes by measuring their performance.
Moreover, we advise you to operate an ongoing training pro-
gram to continuously upgrade the knowledge and skills of
YOur instructors in course content and training methodology .

Documentation and certification

It is recommended that a careful record be kept of the
training provided for employees. You shoold document the
training in case of accidents for insurance and, most impor-
tant, for OSHA. In this regard, “Training Requirements in
OSHA Construction Industry Standards and Training
Guidelines™ states: “|1]t is usually a good idea for the employ-
er o keep a record of all safety and health training. Records
can provide evidence of the employer’s good faith and com-
pliance with OSHA standards, Documentation can also supply
an answer to one of the first questions an accident investigator
will ask: *Was the injured employee trained to do the job?" ™

Furthermore, keep records of continuing education units
{(CEUs) that you might award for training. Benefits of CEUs
for your employees are to supply an employer with informa-
tion on education and fraining experiences pertinent to an
occupational competence; and to provide documentation to
registration boards, certification bodies, and occupational
societies. Moreover, after training vour crane operators and
riggers, consider having them certified for insurance purpos-
es and for government regulatory agencies. Several qualified
crane and rigging certifving agencies can test and certify your
employees,

The payoff

Effective crane and rigging training can help you
decrease operational and maintenance costs) increase quality
and productivity; and, above all, protect the lives and health
of your employees. Should you accomplish these, vou will be
more competitive and profitable. You can use the guidelines
discussed in this article to establish and maintain your own
effective program or to evaluate the effectiveness of the train-
ing of other training providers you employ. I
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requiring qualified personnel that
have been tested to the national CCO
standard is 2 major step toward en-
suring we don’t have one ”

Recertification time

This year will see the first wave of
crane operators applying for CCO re-
certification. Operators certified at the
start of the program are nearing the end
of their five-year certification period
and need to pass a written recertifica-

tion exam in order to remain certified.
At two hours for the core exam and
all four specialties. the recertification
exam is shorter than the exam that can-
didates take for their initial certifica-
tion. However, the recertification exam
covers the same content areas as the
original exam, while reflecting any
changes to standards that may have
occurred during the five-year certifica-
tion period. Any recent technical devel-
opments to cranes also are covered.

Candidates who fail their recertifi-
cation exam will have to take and pass
the full written exam in order to be cer-
tified. Leon “Skip™ Johnson, chairman
of the Written Exam Management
Committee, says that operators could
take their recertification exams up to
one vear prion to the expiration of their
certification.

The new five-yvear certification
period would take effect from the end
of the candidate’s initial certification
period, however. Thus, a candidate
whose certification expires in lanuary
2002 could take the recertification
exam as early as January 2000, The
new expiration date, providing the can-
didate was successful, would be
Fanuary 20007,

Operators certifying in the first
three years of the program did not have
to take a practical examination; mstead,
they had to show evidence of 2.000
hours of crane-related experience in the
four years prior to applyving. But recer-
tifying candidates have to pass the
practical examination unless they have
done so since it was introduced in
19949, Lauve adds.

Once CCO-certified operators pass
the practical exam. they do not need to
take it again on recertification if they
provide evidence of 1,000 hours of
crane-related experience during the
five-year certification period. Of
course, all CCO-certified operators
must meet CCC medical requirements
and maintain compliance with those re-
quirements in order for their certifica-
tion b be valid.

Growth factors

Contributory factors in the growth
of the CCO program include official
recognition by federal OSHA and par-
ticipation by industry groups such as the
Associated Builders and Contractors,
the Associated General Contraciors, and
the Houston Business Roundiable
(HBE}, which represents the inferests of
petrochemical, construction, and indus-
trial wsers in Texas and the Gull Coast.

“li stands (o reason that employers
that adopt the CCO program can
expect to reduce risk for all their em-
plovees, and their facilites in general)”
says Mike Rudnicki. HBR executive
director, il




Unsafe at Any Speed

The “hurry up” approach to rigging sometimes results in injuries

By Mike Parnell

hen it comes to rigging

loads and moving materials.

safety must ulways be the
first consideration. The possibility of
injury is always present —even in situ
ations that secm simple. For this
pepson, it is eritical that proper rigging
procedures are followed. It's also
important W recognize how hazardouos
even a simple load move can be to life
and limb. Unfortunately, this was not
done in the jub described below,

This particular job involved re-
moving bundles of extruded aluminem
from o flathed truck and placing the
bundles inside u building’s receiving
arci. The company was an anodizing
Facility that provides special coating
treatment for metal produets, The
truck bay was sunken to allow a truck
bed o be egual in height o the ware-
huse floor

Three individuals were involved: a
driver. a shop helper. and a warehouse
foreman. Tom. the truck driver. had 25
years of experience delivering produce
for a large zrocery store chain. For the
past two years, he had picked up and
delivered steel and aluminum for an
anodizing company. Hanson. 18, was
the shop helper who was on-sile as a
member ol a temporary labor pool. His
most recent job experience was as a
food handler for a restaurant chain,
Wayne, the warchouse foreman. had
waorked for three years as a helper then
as @ foreman of in-house product
transfers.

The load to be moved consisted of
extruded aluminum stacked and band
cd into compact bundles between
I.5000- | 800 pounds each. Bundles

Mike Parnell is the president of Wire
Rope & Rigging Consultants and
Treliisteied Treiming Tnternational, Ine.,
Werenlland, Wash, He alye is the pesi-
president of the Association of Crane
& Rigeing Professionals.

were 2 feet wide, | foot high. and 15
feet long. They were stacked side-by-
side and on wop of one another, with
2"x4" boards belween packages. The
synthetic sling being used was an eye-
and-eye type consisting of | ply and
measuring 4 inches wide by 10 feet

long, with a vertical rated capacity of

6. 400 pounds. The overhead monorail

The possibility of injury
is always present —
even in situations that
seem simple.

hoist being used had a 1-ton capacity
and was capable of traveling the length
of the truck bay and storage building.

The scenario

Tom, who arrived at the facility at
T30 a.am., had numerows stops o make
during 4 12-hour workday, including a
final destination that would not be
completed until three hours afier his
last local detivery, Upon arrival, he
started to offload the bundles of alu-
minum until Hanson arrived shortly
after 8 a.m. Together, they rigeed the
sling in a basket hitch at the midpoint
of two stacked aluminum bundles,
Using the overhead hoist, Tom and
Huanson Lifted the double stack until
the top of the load was chest high.
making it easier W push toward the
back of the warchouse.

Both men were holding onto each
end of the bundles of aluminum,
Hunson was backing through the ware-
house with Tom walking forward.
When they reached the stacking area,
both were hesitant e let go of the load.
which was necessary in order o grab
the electric pendant control used to

hoast and lower the load, Wayne, the
foreman. was in the stacking area
checking mmventory and saw their
predicament. Uniortunately ., he could
not zet around the ends of the load
because of clearance problems and
couldn’t grab the pendant control by
reaching over the load. To reach the
pendant contral, he had w kneel down
and puss under the suspended load.

As Wayne stood up after reaching
the other side of the load. he heard a
crash. Looking at Tom. who was
standing at one end of the load. Wayne
turned around gquickly and saw Hanson
lying on the floor with both legs under
the load. As a result of the accident,
Hanson lost the use of 40 percent of
his right leg and 80 percent of his left
leg.

Upon inspection. it was discovered
that the sling had four plastic-like
triction burns. one of which was com-
pletely severed at the exact location of
a lower load comer bearing point. The
other friction damage points matched
the remaining three load corners. The
sling. which had just been put into ser-
vice that morning, showed no other
damage.

Witness accounts indicate that the
load began to tip up on Hanson's end
and down on Tom's end. It appears to
have slid toward Tom, with the alu
minum-to-sling corner contact points
creating enough heat 1o melt through
the sling. While i tipped. Hanson held
oo the load in an attemp o keep it
from wpsetting. As it went above his
head. the sling parted, the bundle of
aluminum struck the floor at the other
end, and the tumbling aluminum fell
onto Hanson s lower hady .

Reasons for the accident
This accident raises several impor-

tant guestions, What clements or

practices were outside the realm of

Ceentinines cm pape 60 =
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good rigging? Did any poor practices
lead to the accident? Which practices
demonstrate the general attitudes
toward conducting safe work at this
employer’s facility?

What is readily apparent 1s that
Tom. the truck driver. was in a hurry
because he had a long workday and
extensive travel ahead of him, Perhaps
to gquicken the job, he opted o move
maore than one bundle at a time, even
though the extra bundle knowingly

overloaded the hoist. Then, Tom
placed Hanson in immediate hazard by
having him hold onto the load rather
than use a tag line. Thus began a series
of events that ultimately resulted in
Hanson's accident:

= The load should have been lifted
only a few inches regardless of rigging
technigque because the truck bed and
warchouse floor were the same eleva-
tion. The load was high in the air, only
for Tom’s convenience, which creaved

a very dangerous condition,

* The single sling in a basket hiwch
created a very unstable load, The cen-
ter of gravity continually teetered over
the sling bearing point, especially
when pushing the load, creating a pen-
dulum action.

= No wear pads or sofieners were
uscd between the sling and the load 1o
minimize cutting or friction damage.

= The foreman intentionally passed
under a live load. This load was visi-
bly unstable since neither Tom nor
Hanson felt comforiable enough o
release his end 1o grab the crane’s pen-
dant control and lower the load.

* Hanson was not given any imme-
diate instruction about whal 1o do in
case the load started (o upset.

* The employer did not provide a
new-hire with safety orientation or
training sufficient 1o credale awareness
to hazardous sitwations in the Facility.

Final analysis

It's not known whether Tom had
received any training related 1o materi-
al handling. It he did receive raining,
however, he did not implement even
the most basic elements of good rig-
ging practices. Likewise, the foreman
had likely non received any training in
material handling. Again, if he did
have some level of raining, he failed
to demonstrate any caution for an
eatremely hazardous situation. During
the same morning, for example, the
foreman did not stop the movement of
previous loads that had used the same
single basket hitch rigging rechnigue.

Overall, it way simply a matter of
time before a loss of load occurred in
this facility using these technigues.
The lack of good practices can be
attributed —at least in part—to a lack
of training, experience. hurried work.,
and general appreciation for true haz-
ards, Linfortunately. this actual job
resulted in a young man being
wheelchair bound tor the rest of his
life,

We can all tike a step back and say
that we would never violate any of
these simple items mentioned ahove,
In performing a job. however, it is
often wo easy 1o slip into “horry-op™
maode and bypass important rigging
procedures,



Safety Training

For Those Seasoned Veterans Desiring
In-Depth Coverage of Specialized Materials:
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Boom Assembly/Disassembly

Stowing, Erecting, and Assembly of Swing-Away Extension,
A-Frame Jib, and Intermediate Boom Sections
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The Need for

Grane Operator Tl'ainiﬁﬂ

Training improves professionalism, productivity, and safety

By Dave Ritchie

hy should companies provide crane operator
training? And what benefits does training provide
crane operators” By providing training, a compa-
my muay increase profits through better safety and increased
productivity. For operators, training is equally beneficial
because it helps increase their eamnings while improving pro-
Fessional credentials. Ultimately. both companies and opera-
tors need tranmng because it may prevent an injury or death,
A crane can injure people. damage property, and even
destroy itself in a matter of seconds. Quite often, a crane is
the most eritical piece of equipment on a construction site,
Yet many crane operalors have little, if any, formal training
and are not reguired o demonstrate any special knowledge
about their profession.

Reap the benefits of training

Owver the last 25 years, cranes have become much more
sophisticated: however, the training most crane operators
receive has decreased, mostly through elimination of trainee
positions (oilers). Combining sophisticated machines with
untrained operators is a road to disaster. Information that
puints this out is available in trade publications, local news
sources, and on the Internet, including the website
www Craneaccidents.com.

Many safety professionals agree that at least 98 percent

Dvive Ritchie. CSP, CHST, CCQ, is o crane and rigging train-
ing specialist with S, Pawl Fire and Marine Insurance Co. in
.‘ﬁlur. .Ipl"l'l'l'lr. ‘w”r“- HI" |r|’ﬂ"| SEEER _'-':I"'f.l'.l'\.l t‘_rﬂl:"'l"ﬂ.{‘.lfl:'[" (8 G eXTiRainr
aned profect manager, 10 years” experience as o crane opera-
fowe, aned eight vears” experience as a safery professional, He
recetved his B, degree in constriciion management from
Colorade State Universitv, He is alse a member of the
Association of Crane & Rigging Professtonals (ACRP) and the
author of Professional Crane Operator, o 40-hour training

cenirse developed jointly by The St. Paul and the AGC of

America. For more information about ACRP, write 1o P02,
Box 61589, Vancouver, WA 98666, or call 800-690-392 1,
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of accidents are preventable. Just think of the potential dollar
savings as well as the lives that can be saved when a good
training program is in place. Plus, fewer accidents and losses
mean extra money for better equipment and higher wages,
Companies without good training are luking a dangerous
samble that will never pay off in the end.

OSHA standards and regulations

Current OSHA standards require little training for crane
operators, When OSHA (29CFR 1926 Subpart Nj became
elfective in 1972, it only included five points on crane oper-
dtor qualifications or required training. which are included in
B30.5 1968 (ANSI). That document is part of the OSHA
standard by reference. Four of those points address the
health and physical condition of crane nperators, The fifth
point allows employers to designate a qualified operator,

A seldom-recognized point in construction OSHA
|29CFR 1926 200b}4)| reads. “The employer shall permit
only those employees gualified by truining or experience to
operate equipment and machinery.” While these regulations
were appropriate in 1972, they don’t meet the needs of
today’s crane industry.

Most cranes in 1972 had oilers, who performed an
important job while learning the trade from the “old timers.”
With this position mostly eliminated and with the advances
in technology, today’s average crane operator is far
behind operators of the past. Luckily. new OSHA forklift
operator regulations signal future changes in crane operator
regulations.

The Advisory Committee on Construction Safety and
Health (ACCSHY, an arm of OSHA, is considering changes
to 29CFR 1926 Subpart N that will most likely require crane
operator training. In February 1999, OSHA formally recog-
nized crane operator certifications issued by the National
Commission for the Centification of Crane Operators (CCO)
as having demonstrated the gualifications required by the
latest ANSI standard (ASME B30.5 1994). New training
requirements will likely follow that standard,



Significam 1994 ANSI operator qualificanon additions
include the following:
1. Successtully pass four tests
= Written exam appropriate to crane type
* Combination written and verbal exam on load
chirts
* Practical. in the seat exam
» Physical with drug test every three yvears
2. Demonstrate specific knowledge
* Reading und comprehension
* Writing
» Arithmetic necessary for load charts
» Knowledge of ANSL OSHA, and local crane
safety regulations

Many crane load charts now require the user to follow
the lutest ANSI standard even though muny operstors have
never seen of heard of an ANSI standard. In addition,
because the manufacturer’s instructions carry the full force
of law [20 CFR 1926.5500a) 1}]. these qualifications are
required on many new cranes,

Training today

Companies today usually view crane training in one of
two lights: compliance or investment. Those that are only
concerned about complying with the law and simply want
names on a raining class signature list don’t see the benefit
of a comprehensive training program. Others view training

as an investment in a company's most valuable asset —the
employees.

Training for compliance only is of little value to anyone.
For example, the estimated cost of the “Big Blue” accident
in Milwaukee exceeds $100 million. The proposed OSHA
fines are only 5540000 In this scenario, compliance train-
ing would only pertain to (0.5 percent of the accident cost.
Training as an investment in employees might have saved
three lives and 100 million. The objective of training is not
to sit through a class but to learn skills that will make the
workplace safer and more productive. To determine which
category the training fits, the results must be measured. The
best way to measure results is through an independent third
party. When selecting a third party, look for an organieation
that is itself accredited to do the job. In other words, find o
certifier that is certified. One such organization is CCO,

Training is what today’s crane operator necds to make
the jump from lever puller o professional. The industry
needs it today, and it will most likely be required soon
Before selecting a trainer. be sure to check references and
compare price and quality. Membership and participation in
a professional organization like the Association of Crane &
Rigging Professionals {(ACRP) is a plus. Remember that
there is no substitute for a long-term training program with
crane operators who are serious about learning and compa-
nies that are serious about safety. Training saves money
and, most important, lives. i

£ 2000 81, Pawl Fire and Marine Insurance Congpiny,

1. Load Charts—The ability to determine how
much weight can be placed on the hook in any given
situation,

2, Site and Set-up—The ability to investigate a
site and then properly configure and set up a crane.

3. Ideal Conditions — An understanding of the
ideal conditions assumed by a crane load chart
and the ability to make appropriate reductions in
capacity when conditions are less than ideal.

4. Rules and Regulations— The knowledge and
understanding necessary to follow crane safety rules
and regulations.

Objectives of Grane Operator Training

A person with hands-on crane experience as well as a high degree of crane expertise should present all
training courses. In addition. the training should be interactive (ie., require participation by the student) or
have some form of accountability built in to demonstrate that learning has taken place. The overriding goal
should be to have the professional crane operator come away with the following skills:

5. Basic Rigging—The ability to recognize poor
rigging and give appropriate advise.

6. Operations—The knowledge and understanding
of the safety aspects of crane operation.

7. Maintenance and Inspection—The knowledge,
understanding, and ability to follow proper main-
tenance and inspection procedures.

8. Crane Types— An understanding of the various
safely and operational variables associated with
crane (ypes, such as crawler, lattice-boom carrier
mount, and telescopic boom cranes.
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Tnem's nothing like hands-cn employer a means of measuring retention. “Wessel owners want me 1o produce a

fraining. But other forms of Remembar that, under the ISM code, ships video thatl works like a birth control pill—

instruction, especially video, can also will be audited and crews must be able 1o dll they have to do is administer it ance

be effective. oemonsirate proficiency. You can't just say a month and that's it. But that's not how
In *One Hand for the Ship,” part of somzone wenl 1o school. Test versions can the wordd works, especially under the

a wideao series called Medical e used 10 help ensure a passing grade on new rules. You will be tested”

Maritime Emergencies, a crewman's the audit. — Hruce Buls

hand is accidentally cut off. It was
staged, of course, bul with plenty of
fake blood and enough realism o
make almost anyone sguirm.

John Sabella, one of the video's pro-
ducers, says the captain of an oil tanker
toid him: that his crew had been playing
the amputation scenario over and over
again just to watch the blood spur,

More importantly, the capiain zlso
lold Sabella that the hand-amputation
scenario demonstrated the proper way
ol preserving an appendage for possi-
e reattachment, including protecting
the part with gauze wrapping and a
plastic bag before insertng it into a
waler-and-ice bath. “The captain 1old
me,” says Sabella, * ‘We would have
put the hand right into the water and
ice. Wa didnt know you should profect
it first. That was valuable inlormation,”

The series of 10 videos (which cov-
ers hearn attacks, contaminated eyes,
severg lrauma, anging, bums, head
injury, seirure, choking, sea sickness
and ampuiation) are used both as
Instructional mechanisms  during
traiming and as refreshers. All ware
filmed aboard working vessels and
portray accident scenarios drawn
Iram the case files of Maritime Health
Services, a Seaftie-based company
that provides medical consuliation 1o
vessel personnel.

While the 10 videos—and othars cur-
rently in production—all offer plenty of
information in compalling siluations,
Sabella says he and his parfners are
also developing a sofes of lirest-aid
videos that will include a t1asling com-
panent, The content will stop, he says,
and the narrator will ask viewers what
to do neaxt,

“The lest versions of the casselles
are going 1o provide an examinar oF
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Getting ‘IT’

Wireless data transfer improves
ship-to-shore information flow.

By Bruce BuLs, TecHMmicaL EpiTor
few years ago, at a Coast Guard-
sponsored  YZK  conference, |
encountered a new lemm: T {eyve

tee). Speaker after speaker kept referming 1o

“IT as in “Y2K =001 jusl an IT pmhh.‘:rl.“

M]f |rr-c|h|4'rn was that [ didn't know
what IT was. [ didn't get IT.

Finally, I whispered to the person sit-
ting next to me, “This is probahly o stu-
pid question, but what is IT?"

Her answer—and she was very pracious
about it—was “information technology.”

You can wrap up a lot in a term as
large and vague as information lechnol-
ogy, but eszentially it's all about data
and computers. When the bar codes on
your groceries are scanned at the super-
market and the connected computer in
the back office monitors how much of
what 15 being sold, that’s TT. When you
el A i’_‘r_]rrl]'_:l,]ICJ’-EI‘.I’Iﬂrﬂtt‘d earnings
statement  from your L:mp]n}'r.r with
updated totals for pay, taxes, 4001(k) and
vacation fime, that too 15 1T in action.

In the word of workboats, the [T meta-
morphosis means more computers in the
wheelhouse that are wirelessly networked
with the home office. What was once
handwritten into logs, reporis or requisi-
tions by the captain, mate or engineer and
then hand deliversd, transeribed by voiee
or faxed is increasingly being input direct-
ly into an onboard PC. Once inside the
computer, the data is automatically trans-
mitted back to the home office where the
ir1ﬁm‘uu[iml 15 Et:rur;m!’ﬂlﬂd 1I:rr.-r:tl).- into
q{atuhu&.l;&_‘-, .‘-‘,Em'.au'!ﬁlu::'.[s or other forms.

As Chuck Drobny Jr., chiel operating
officer of Boatracs, s iL, “We zee the
hg}u,l, as bq_:ir‘:i:_ .i-:ru:lhl*r office down the
hall.” Vessels are being wired, wirelessly.

Drobny’s San Diego-based company,
which offers both communications and
information management soflware sys-
tems, doesn't usually refer 1o ils prod-
ucts as “IT." (They and competitor
(zlobe Wireless both insist on calling
them “solutions.”) Even so, the services
and software of both are another part of

Transferred "
3 " Deck @
f Activities
; Log
Engine Data
i Rig Activities
kY Vessel Position

Fleet information management systems can transmit data on everything from crew
changes to fuel and lube oil consumption to information about vessel location.
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MEW SYSTEM FOR SEABULK

]S'C_lil_lﬂli'h [ti'!'l'l‘_l!. ﬂfll!r}llll(!FN,I arn {II':I'!!I:"-
ment o develop a new integrated infmm-
tion management system for Seabulk
Offshore Lid’s Gulf of Mexico workboal
fleet. The syslen will allow a boals crew 1o
enter data 1lil}:t'li_', it g PC-based Jata-
base on the vessel, which will be transmil-
ltfd J'\'J‘il .‘-'wiﬂl‘.]l.lh‘. 8] § L S l!ﬂ.}' O ds EI“.l“’l.:'
0l ]— -1”5';‘!'.31)“”\‘5 hi K]‘]'l!hjdl! l]ﬂ-l.L"'.‘. [k | tlEIIll.'
s [}1I'a}-1-.t1u, La. Data will include L]alﬂ}'
'ITlH."-iH!]"‘H ll_),'.i.‘-h e [.'huﬂg{‘.ﬁ.. fLIf.'i H.[:Ill |.l]].:!|."
E'I'il I:_':II'II.'-'\.III!IIZIlilITL. H.I:][.,J. i!.l!f"i'il{*rli [t!p{!“.“i.
Information aboul the vessel’s location a
ﬁl"l{':l:':lf"i{ jrlttn"ﬂ].‘; V-'I]l. H!:‘"(] ]N" Irl.l_'] lI[ll f‘[l.

By adding the new soliware, Ken Helms,
Seabulk’s operations manager in the Gull,
satys, “Our company is now migrating from
basic communication and positioning into
a seamless information system between our
vessels and our offices.”

You may be at sea, but your data is
back at the home office. Or it better be.

Seabulk’s system, when ready, will be
tailored especially for them. “It's a new
application,” says Drobny, “but one for
which we rely heavily on our corporate
I:'KI}(:Ti{‘.I‘H_'I_! 1'|1 i:uilding :I]hplll{!m:inn:; that
did similar kinds of Ihin.gﬁ for other
companies in the industry,

“I'm inclined not 1w think that there's a
piece of soltware where one size fits all,”
he says. “] know that everybody pus
crew on boats and lakes them off
Everybody has salety reports, Everybody
has fuel they account for and everybody
has vessel logs they construct. Bul ['ve
never seen two companies that do those
things in exactly the same way.”

Boatracs communications—whether e-
mail messages or complete vessel activi-
ty reporls—are ransmilted via satellite,
In the .5, Boatracs utilizes Qualcomm’s
O TRACS®  satellite system, which
includes lwo geosynchronous satellites
that relay messages and other information
and provide  location [ra:‘:ki:ﬂg. The
OmmTRACS system is used on over
200,000 commercial trucks in the US, as
well as vessels with Boatracs systems.
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Outside the LS. and beyond the
reach of OmniTRACS, Boatracs switch-
es 1o Inmarsat Mini-M satellite service.

Though satellites are usually regarded
as more expenaive than other methods of
eommunication, Drobny says that isn’
necessarily sn. “For one thing, we only
send the minimal amount of information
that needs to be sent 1o convey changes,
For example, we only report who gets on
and who gets off the boat. We don’t turn
around and report who's on every day. To
repor thal you're on the hoat every day
for 30 days s redundanm. And sending
content cosls you maney.

“People ask me il our program will
help cut their communications costs, but
I tell customers that simply reducing
their phone costs 15 not a reason Lo
embark on this kind of system. The best
way to reduce voice traffic is to stop
talking so much.”

Savings come in other ways.

“We're not talking ahout a §250 off-
the-shell product,” says Drobny, A& lo
of these efforts costs tens of thousands of
dollars and are a substantial investment
for the company. But they've also resuli-
ed in some substantial savings and
opportunities. Take for example the
Coast Guards streamlined  inspection
program.  Thats designed 1o give the
company the opporfunity not o have o
take the boat out of the water so many
times, 1t may result in the hoat being
available three to four days more than il
would with the old system. We automate
that system for them and make 0 even
mare efficient and then maybe they can
have an extra day per year al work and
for a boat thats getting 10,000 a day,
that’s an extra $10,000 in revenue,

“On-charter and ofl-charer fuel rec-
oneiliations are another opporiunity 1o
save substantial amounts of money,”
adds Drobny. “We all know that compa-

nies have paid a ot of money (o recon-
cile those fuel hills, Does that mean
somebody =tole thar fuel? Probably not
What it means i= that the accounting
wasn't kept up because it was wao diffi-
cult. These are the kinds of things you
try 1o automale with these kinds of sys-
tems %o that the numbers are all
aceounted for, and they don’t have o do
things like eat $50,000 worth of fuel.”

NEW SYSTEM FOR SEACOI

Boatracs™ primary competiior in the
field of workboat eet communications
and ‘information  management is Glolwe
Wireless, a communications company
hased in Foster City, Calif.

Unlike Boatracs, Globe Wireless uses
hoth satellites and its own metwork of
high-frequency  (HF)  radio  stations
arotend  the world—I18 of themn at last
count. Called the Marine Radio Network,
the stations are all linked o a central




operations center in California. Vessels
can send to and receive from any of the 18
radio stations. “Each of those mdio sta-
lions gives overlapping coverage,” says
Barry Neary of Globe Wireless, “and each
of those radio stations has multiple chan-
nels on which a ship can connect and
receive and transmil data. No o malter
where they are in the world, there are al
least two or three radio stations which
have a strong enough signal to be heard ™

In addition to the HF radia, Globe
Wireless has recently added satellite
communications to ils program. “Up to
ghout a vear ago,” says Neary, “we had
digital HF only, which is fine, but there
are limitations, such as not being suil-
gble for very large files.”

Digital HF is produced by a computer
connected to a proprietary modem and
high-frequency radio. “With bath HF
radio and satellite,” says Neary, “our soft-
ware can make decisions about which
method of transmission you should use,

whether satellite or digital HF, based on
how large the file iz, how wrgent the file is,
things like that. There's a lot of flexibility
in having both solutions in one package.”

Globe Offshore is Globe Wireless” infor-
mation management sofllware  crealed
specifically for the workboat Meet. Neary,
produet manager for Glabe Offshore, says
the program “wses our transmission net-
work 1o capture vital log information on
board a workboat—the kind of typical
information that’s handwritten into logs by
the captain, thinga like deck log informa-
tion, engine log information. crew log,
carge—all that the caplain enters into
Globe Offshore, which is an electronic log
that Tuns on the PC. The data, which
includes GPS positioning information, gets
sent 1o shore antomatically through our
network. Back on shore, we have our
shoreside component, where we would go
in and put the software into the owner's
office or the charterer’s office. And using
that software, they can automatically

download the information over the latemel
thal’s coming in from their (leo of vessels
and then analyze and run reports on the
information 1o see how elficiently their
vessels are manning.”

Une of the companies wming to Globwe
Oilshore for fleet information management
iz Houston-hazed Seacor Smit Ine., wiich
operates workboats all over the worlid.
“Wee've gol it on about 77 boats and are
headed for 300, BAYS Pat Davitt, Sescors
manager of vessel information syslems.
“Iys going 1o be on all our boals, world-
wide, which is the reason that Glolse was
g0 allractive. A syslein that doesn’t have
mrld-'r.rirh% COVETAEE 15 useless 1o ws.”

Davitt says that his PC lags into
Clobe’s server every 15 minules and
retrieves all the vessel dala,

“Is amazing how much data vou get,”
says Davitt, “I've got 8 or 9 million posi-
tion records on vessels, which is very
useful and sometimes indispensable. We
found that a lot of times where there’



Data entered into hfn-rm.tiun management lrutenu. can alse be analyzed by comput-

ars on board and back at the home office.

been some dispute over what a vessel was
doing, T can go in and reconstruct the

track of the vessels speed, heading, and
everything. You don’t use it every day, but

when you do us=e it, its sure nice to have,”

With the current crop of information
management =oltware, much of the data
iz keyed directly into the computer hy
officers on board, but this is changing,
too, Bar code readers can inpul baoth
crew and cargo information and onboard
vessel systems—like GPS—can he
wired :‘h'lr.c‘.!l}' it the information man-
rlgﬁ!lll‘.n!.l"{:un I.I'.I'IUTIi-I:':H.tiﬂnﬁ I:"I';IH'IE]]_“I'!‘I'.

As mare and more ship-lo-shore com-
munications becomes complex data
tragsfers, will alking become unneces
sary? Boatrac’s Diobiny doesn’t think s,

“I used to be an engineering manager
for an inland fleet and there were times
when [ wanted to hear the tone of some-
ones voice on the boat, and then there
were limes when I wanted him o hear
the tone in my voice. So volee shill has
its place, but votee s a very ineflicient
way of communicating a lat of the oper-
aling data that passes helween the hoat
and the shore on a daily basis.”

For that, you need to get [T WH




Coming soon... ICO

Offering substanually cheaper communications costs and cheaper equipment, ICO
promises to severely shake up the market for ship-shore satellite communications

V—-[\nc ICO zarellite constelladon should be
m service by mid 2001, offening voice
and data communucanton at substannally
lower prices than those currendy available.
Pricing will be simplified and standardised
inrernatsonally, theresy removing the tedious task
of finding the cheapest land earth staton
operator { LESO) which Inmarsat users currently
face. The terminals. Jdesgned specifically for
marinme use, could well prove o be more
reliable than those currently on the market since
they COnEIn no moving Parts.

Geming this far has not been easy for ICQ,
Last vears poor imvestment climate for saceilite
systemns forced it to enter Chapter 11, a US court
protecion swatus granted © companes whilse
they restructure their finances. Mow with $1.2
billion additional funding underwritten by Craip
MeCaw and Subhash Chandra, [CO is s&1 1o exit
Chapter 11 in the second guarter of 2000 and is
weli on the way to establishing & service,

“I'm seeing that the shipping industry s
very keen for alternatives,”
comments Vicror Barendse.
peneral manager, maritime
services with 1CO. “Just talk-
ing to manufacturers. we had
very good feedback. We've
already got a reasomable fol-
lowing from the market.”

Mr. Barendse is responsible
for bringing 1C0O o the ship-
ping industry, He i3 taking a
cautious approach, aiming, as
he puts i, to “underpromise
and overdeliver™ in promotng
ICO o shipping. Nevertheless,
he makes no bones about his
expectations. “Our technolo-
gy 15 the best,” he savs. “It s
well suited 1o maritime. The
industry should enjoy working wich [C0."

ICO has three targst markel sectors within
the shipping industry: shipmanagers (and own-
ers), individual crew members and safery
authorities, While it does not plan to apply for
GMDSS gecreditavon, it plans w include a
safety alerting button on the marine terminals,
which the mariume safery authorities can use
as they wish. It 15 possible thar safetv schemes
involving [CO egquipment could be developed
on natenal, rather than internatonal scales.

“We have a threefold advantage over Inmarsat
for safety svstems,” savs Victor Barendse
“Firstlv, our equpment will be less expensive
Secondly, vou can have voice as well as data on
the same cquipment: the authority can elephone
the vessel to make sure there 15 a disoress sipua-
won, Thirdly, we can combine day to dav and

Victor Burendse, mangger

FARHERE SeTEices

SMErEenNcy COMMUNICItons in the same umnit.”
Before his current position, Mr. Barendse
was involved in market forecasts and financial
planming for Inmarsat, including the mital
commercial work for 1C0 when it was within
Inmarsat. As part of this work, he performed a
close evaluation of the technology of the vari-
ous exisung and future mobile satellite services,

Company history

1CO was oniginally established in 1994 as a pro-
ject withun [nmarsat i 1990, dubbed Progect 21,
Lo establish an *lnmarsat-P™ service. [nmarsar
tonk the decision o spin off ICO a5 a separare
company 1o aftract more outside investment:
gbout 30 [nmarsat emplovees, including Victer
Barendse and the (then) Inmarsar director gen-
eral Olof Lundberg moved o ICO, Inmarsat
also supplied $150m in cash investment, with a
further $75m “in kind,” the estmared value of
the expertise and knowledge which Inmarsat
supplhied. At the tume, this
amounted to just over 10.5 per
cent of ICO.

Following this spin-off,

[CO was unsuccessful last
year in securing sufficient
financing from its original
investors, including Inmarsat,
to cormplete the sistem, The
relationship berween Inmarsar
and ICO is now less than
clear, following recent addi-
onal investment by Craig
McCaw and Subhash Chandra
(see below). Largely, the two
companies are now  going
their separate wayvs and will
probably address similar mar-
me markets.
In late 1999, Olof Lundberg
left hus position as CEO of ICO. T think he felt
hed raken the industry as far as he cowld.”
comments Robert Tavlor of ICO. “He'd done
what he wanted to do, he feli that others had
the talent to contnue the work.”

What ICO offers

ICO% airfime cosm, it says, will be [ower than
those on offer in the indusoy todav, The dataraes
will inimally be 9.6 kbps, and in the long term ot
intends to develop internet (IP) based dama ser-
vices of up to 64 kbps for fixed users with an
enhanced range of dara services for mobile tsers.
The call quality will be comparable with GSM
(celiular) networks; call set up dmes are expected
1 be similar o other sateilite svstems. The system
will have a very high penetraoon capabiliny,
designed o deliver a call-attempted alert when

imvestment

the user of a handheld phone ts inside a bualding

Shipping 15 one of five market scgment
OO is argeting: the others are remete e
fusers on land which have no land line connec
mon); remote handheld {people who need per
soral mobile communications In areas no
served by cellular telephone nepworks): lap
ransport inciuding vehicke tracking and flee
management: and government. including mili
tary and reliel appheations.

The satellites will be launched fron
February 2000, with ioitial service expected o
the second quarter of 2000, IC0O will begin b
offering voive and short messape services
guickly followed by messaging, data and highe
dara rate services.

The commercial head office of [CO = 1
London, with offices already established o
Singapore, Mumbai, Dubai, Istanbul. Mosconw
Pretoria, Miami, Washington, Beijirg and Indiz
The satellites will be conwolled from & cemr
near London. with a backup control centre 1
Japan; the ground nerwork will be managed fron
a centre n Tokyo, with a backup near London

Closing the book on Chapter 11
[CO was reluctantly forced ince Chaprer 1
protection status in August 1999 because |
could not secure enough funding e kee
afloat, Under US law, Chapter 11 provides
company with a final opportunity to restrue
rure its business plan and win more invesomen
before being declared bankrapr,

ICO blames its forced entry om Chaprer 1
firmly on the impact of lridivm’ poor marke
performance on the investment community. Li
August 1999, Iridmam's satellite constellato
was already in service, but the company wa
receiving a great deal of bad publiciny becaus
sales were much lower than expected.

ICO pssers that Iridium's poor perfor
mance in the market was entirelv due w th
way it had ser up the business, not due o th
marker itself being poor. Nevertheless, convine
ing potendal investors of this proved very difll
cult. “The people funding Iridum were th
same people we were talking ro. they didn
know if Inidium’s problems were due o ther
not being a market for these services or due
Iridium self,” savs Mr. Barendse.

He points out that there are elementary dif
ferences berween Inidiom and GO from a
investment point of view, *We are spending 82
billion, coversng both the satellites and th
launch.” ke savs. * We don't expect our svstem
go wrong for 12 vears” By conmrast. [ridiun
spent an esomated $3.4 bn w set up the constel
lateon, followed by another 2.4 bn to replenis|
the sateliites. which last an esumarted five vears



T constellanion in aelis

For the $2.3bn price, IC0 expects 0 have pwo
10 three mes the usage capacity of Indium.

The movemnent into Chapter 11 protecton
stamns has given an [CO an oppormnity 1o ser-
ously restructure it business plan and to look for
SEFI0US, revenue generaung business :!i'll‘-'ll\.'il-
tions rather than expecting the bulk of its market
to be handheld personal welephones, As part of
this resoructuring, the decision was made w
increase emphasis on the mariome industry.

The investment capital of §1.2 billion has
been underwrimen by two major investors,
Craig McCaw, underwriting 62 per cent, and
Subhash Chandra, underwritng 38 per cent.
Craig McCaw is well known as a pioneer in the
telecommunicatons industry and a lead figure
and investor behind Teledesic, a project 1o
launch an “iaterner in the sky™ in 2004 with
288 low carth ormting satellites and datarates
of up to 64,000 kbps. Subhash Chandra is
chair of the Afro-Asia Satellite Corporatioen
(ASC) and a major Indian satellite and relevi-
SH0N enireprencur.

Victar Barendse says he is parncularly
pleased that the company has secured both
investors rather than just one. He says that both
Mr. MecCaw and Mr. Chandra were keen [0
provide all of the funding, but [CO was keen to
have both investors on board so 1t could gamn
access 1o the expertse of both of them.

Given the poor economic climate for satel-
lite svstems, this investment i a4 SIrong
endorsement in 1CO's wechnology, partcularly
since both investors know the industry very
well. It puts ICO in the enviable position of

with full eguity funding and no borrowings. a
position which, it says, it docs not share with
any of the other mobile satellite companies.

ICO’s system

ICO will be launching 12 satellites, cach of
which will orhit the earth at a height of 10,390
km, which classifies them as medium earth orbit
satellites (MEOz). The systemn design and orbital
height were carefully chosen, ICO savs, 1o pro-
vide the best mix of service guality, echnical
risk. speed of implementation and ease of con-
stellation management, [t fis midway between
the 700 - 1100 km orbital height of Orbcomm,
Irndium and Globalstar, classified as low earth
orbit satellites (LEOs), and the 36.000 km
height of Inmarsat satellites which orbit the earth
at the same speed as 1l urns, kNown as geosid-
fionary earth orbit sarellives (GEOs).

The location of all [CO phones, which have
curtent accounts and which are turned on, 15
continuously monitored. If a call is made from
a fixed line 1o an [CO telephone on a ship, itis
automatically routed through landlines w the
maost appropriate ground station. From there,
the call is sent up to the satellite and bounced
down ta the vessel. There 3= no need for the
user to dial a different ccean region code,
depending on where the ship is; 4 single access
number will reach the ship anywhere

The height of the satellites above the earth
determines how much of the earth’s surface the
satellite covers (known as the footprint), and
hence the number of ground statiens required

for continuous coverage, Orbiting ar 10,3
km, each ICO satellite can see about 25 po
cent of the earth’s surface at any ume, whals
cach point on the earth’s surface can see up I
four satellites at any ume,

10O calculates that it only needs 7 land sta-
tions to provide continuous coverage. It is acm-
ally inswalling 12, for backup purposes. All of
these will be owned and fully conmoled by 1CC
1C0 believes that this gives the company a mapor
edge over its competitors, Low earth orbiting
gatellites have a smaller foomprint on the globe.
and hence more land statons are required o
make sure every satellitc can corumunicate with
ar least one land swtion at any wne, The opera-
tors of these constellations are forced o look for
ways around tus; Iridium for example has 2
complex {and, it has been said, highly expen-
sive) systemn of bouncing calls from one satellite
to another untl it ceaches a satellite which can
send the call down tw a land saton.

The Inmarsat constellation, with four geosta-
tonary satellites with overlapping footprings on
the earth’s surface, theoretically onlv requires
wo ground stations (known as land earth sa-
dons) for continuous global coverage. However
it has many more, all owned by Land Earth
Station Operators (LESOs), not conmolled by
Inmarsat and taking a large cut of is revenues
Manv commentators befieve that this set-up 15 4
major source of inefficiency for Inmarsar,

The height of the sarellite above the earth also
determines the number of satcllites required: the

2 sarcllizes in the 1CO constelluton fits between
the 40-70 satellites required for a bow earth orbit
consellanon (=uch az Iridiom) and the four
required for a geostanonary constellation (such
as Inmarsat). However. the cost of building and
launching a sarellite increases with the orbiong
height; IGO0 ¢sumates that the cost of building
and launching its 12 satellites is comparable with
the cost of Globalstars 18

The economics furn moch more strongly n
ICO's favour, it savs, when the satellite liferime
is factored into the cost. Due to their more sub-
stantial copstruction and higher orbat, 1C0
expects its satellites to last for 12 vears, whilst
Irdium zarellites are expected 1o ast for 51X

The higher the orbit of the zatellite, the less
revolutions of the earth it makes in the same
amount of tume. This means that the satellite
moves across @ single point on the earth. such
a5 3 vessel, more slowly. For this reason, man-
aging satellite calls is easier to hamdle with 1C0
than with Iridium or Globalstar, it claims: there
are less handoffs from one satellite o another in
the same amount of ime.

Another advantage of a higher orbit, [C0
savs, 15 that the average elevation from the
ground to the nearest satellite is higher than with
LEQs. This means there is lower probabalicy of
signals being blocked by buildings or terrain

Another factor is the ume delay: because
1C0O'% satellites are three tmes nearer the earth
than the Inmarsat satcllites, the sgnals ta
third of the time 1o ransmic. The tme delay
with Inmarsar satellites has heen significant,
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The joatprmd ad ae 00 snsefle, eith T3 spor beaws
particulady when sending faxes and da w
and from a ship; it has reportedly caused prob-
lems with the two machines at each end setting
up A connection

Spot beams
A feature of the ICO satelies s their spot
beams, which allows 10 10 carefully preserve
satellite power and radio frequency. the mwo
limiting factors of satellite operation. Each 1C0
satellite has 163 spor beams

The spot beams enable 1CO o broadcast a
radio sigmal 1o 1 specific area of the ocesn, rather
than the entire coverage srea of the satellite; the
staller the ransmission area for the spotheam,
the less power required for the radio signal.

It 15 acmually possible 1o re-use radio fre-
quencies with spot beams. Whilst it s not pos-
sible for owo adjcent spot beams to use the
same frequency, a spot beam can use the same
frequency as the spot beam one displaced from
it With frequency re-use, [CO claims that each
satellite can handle 4.500 simultaneous rele-
phong conversations.

The sawellite conwel cenwre is located in
Uxbridge. UK. Ar the centre. the movements of
the sateflites are tracked, the orbits are adjusted,
the condition of the satellites is monitored
{power levels, temperature. stability ), If there is
# malfuncton, the consteliaton can be aligned.
The centre can opumise how much oansmicer
power is allocated to communicaung with the
mobile phones and the ground stations on
each satellite.

Ground setup

ICO is building land swtons., or “satellive
access nodes”, similar o Inmarsat land earth
stations (LES), around the glebe. It currently
pxpects 1o have six SARNs operatonal by April
20001, another five by July 2001 and a twelfth by
April 2002; [CO has calculated thar it only
requires 7 SANs for full glebal coverage, so the
additional five will serve as spares, or to carry
exeess data traffic, or to improve connecticn 1w
different parrs of the globe

So far, plans are in place to build SANs
in Germany, USA. Mexico. Brazil. Australia,
South Indonesia, India,

Korea, China.

South Africa and Dubai

The SAN will track the satellites within s
sight, directng communications waffic o the
satellite best suited to offer a robust link, hand-
ing calls from one satellite 1o another as they
move around the world, The SAN’s are built by
WEC and Ericsson, in Japan and Sweden.

ICO is connecting 1ts SANs 1o each other
and to other nerworks. Together with the
SANg, this is called the [CONET. The
ICONET will divert telephone calls o the
most appropriate AN, as well as interfacing
with ccllular {mobile telephone) networks and
terresirial networks,

The ICONET is managed by the Nerwork
Management Centre in Tokvo. It 15 being
implemented by NEC of Japan. with subcon-
tractors Hughes Nemwork Svstems (USA) and
Ericsson Telecommunicatons Lid (UK). The
work to build ICONET began in September
1997 and 1 scheduled for complenon n
August 2000,

Equipment

ICO handheld telephones are being developed
bv several major manufacturers with broad
experience of today’s mobile communications
markers. Most telephones are likely 1o be hand-
held and pocket size. capable of satellite and
cellular operation, with optiomnal data ports and
messaging [unctions.

The telephones are designed to comply with
international safety standards for radio fre-
quency radianon, with average transmitted
power of 0.253 W (compared to00.23W to 0.6 %W
for typical cellular wlephones), Handsets are
expected 1o be as light as 250g with a target
retail price of $1,000.

Because of the large number of IC0O phones

which are expected to be manufactured. for al
the markers in which [CO 15 involved, it expect
to he able to achieve vast economies of scale
which will he reflected in the price of the mar-
igme telephone, The maritime telephone con-
tains many components that are also present ir
telephones designed for other applications.

Mera, Furuno and JRC have already agreec
to develop 1CO phones for the mariume indus
try and Nera has already produced a prototype
Whilst the mariime cquipment might be fixed
to the bridge in normal operaton, the crew will
be able to remove it and carev it around
onshore. The antennae are omnidirections
with no moving parts.

The relephones and service will he distrib-
ured through vartous distribution partners.
many of whom are investors in [CO. [CO will
also distribute services through cellular net-
work service providers and other value-sdded
resellers, Owver 80 preliminary agreements have
been signed including one with China Maobile
Communications Corporaton, the world's
largest cellular telephone operator,

Regulatory approval
ICO has submirted applicauons o regulatory
authorities around the world seeking permuis-
sion o offer services, as well as to launch
satellites and obtain radio frequencies and
operating permits.

ICO expects to benefit greatly from the [T
(International Telecommunications Union}
GMPCS-Moll (Glabal Mobile Personal
Communicatons by Sarellite Memorandum of
Understanding). These arrangements are
intended to facilitate worldwide deplovment
and trans-border use of fixed and mobile sarel
lite terminals. a
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Preventing problems up front

Simple risk management and loss control hints save you money

he msurance market is hardening. According to

I the Commercial Insurance Market Index com-

piled by the Council of Insurance Agents and

Brokers, for the first time in more than 13 years, prices are

on the rise. Seventy percent of insurance providers that

responded Lo the survey said prices for medium-sized

accounts are higher today then one year ago. Insurance

providers are looking al loss margins and profit margins, By

getiing siricler with their policics, insurance companies are
no longer going to let losses slide.

What does this mean for rental fleet owners and opera-
tors? It means a fundamental shift is under way, and insur-
ance coverage is moving from a buyers” to a sellers’ market.,
It's time rental companies take a hard look at how they
address loss control and risk management. If they’re not
carcful, these companies may find themselves with fewer
insurance options. Plus, they 'l be looking at price increases
between 5-15 percent.

Implementing a few simple steps will help ensure that
your rental company is a good risk.

Consult with your
msurance agency

Most insurance agencies and brokers offer services
designed to help clients. Ask about them. They may have
training materials or courses, Use them.

Also talk 1o them about paperwork. Make sure you
understand what paperwork needs to be filled out and how it
should be done, This will make filing claims faster and casi-
er. Knowing what needs to be done up front helps eliminate
plenty of headaches when there is an incident.

Examine equipment transportation

The biggest losses seen by many companies are related
W ransportation of equipment. This segment is even larger
than Hability claims. A couple of things can be done w help
reduce your company’s risks,

First, et a motor vehicle record (MVE) on all drivers
responsible for ransporting equipment. IU's g relatively easy
thing 1o do and ensures that vour drivers have good, safe
records, Why risk vour investment with a bad driver?

Have your drivers attend a sale-driving course. If having
all of your drivers go o a course isn't feasible, then have

Irfurmerion for this ariicle provided by Allied Insurance
Brokers, Piotsbureh, Pa.
54 June-July 2000 Lift Equipment

one driver attend a train-the-trainer course. Empower that
employee (o train the others in defensive driving technigues.

It is also important w have a regular maintenance sched-
ule in place for all trucks and trailers. Develop a worksheet
or checklist that stays with each unit.

Also make sure each truck has an end-of-shifi checklist.
If any problems are noted, get them fixed before sending the
truck back out on the road,

Have weekly toolbox meetings

Enowledge leads to safety. Having a short, weekly safe-
iy meeting helps emphasize the fact that your company is
serious about safety. It keeps emplovees abreast of safery
concerns and reminds them of the safety basics.

Don™t make these meetings too long. Keep them to
about 15 minutes, and only cover one to two topics.

Information for these meetings can come from a variety
of sources including trade associations, trade magazines,
and your insurance company.

Make attendance mandatory, and document who arends.

Develop a comprehensive
rental agreement

Make sure an attomney reviews your rental agreement. It
must have a “hold harmless indemnification clause.” This
clause says your company will not be brought into lawsuits
against the equipment user.

A rental contract should also say customers are responsi-
ble for equipment when in their care, custody, and conirol.
Without this in your contract, your company could be held
responsible if equipment is stolen or vandalized, which neg-
atively affects your loss ratio.

Lastly, make sure you have a contract for everyone.
Family, friends, and employees must all read, understand,
and adhere to the rental contract. There can be no exception.

Explore theft prevention

The last decade has seen a real increase in the amount of
theft from rental yvards. Take measures to deter this kind of
loss, Your vard should have adequate fencing and lighting,
It is often a wise investment 1o gel a security svstem or hire
a security firm.

Also available are on-board systems for your eguipment
that can be used to track the location of equipment via satel-
lite, Those sysiems help with fleet management as well as
loss prevention,



Spending a little money 1o safeguard your equipment is
cheaper than increased insurance costs related to high
amounts of theft,

Don’t delay in reporting claims

A number of studies have shown a direct material impact
associated with the timeliness of reporting a claim. Payout
increases are substantially more when filing a claim one day
after the incident when compared to filing just three days later.
Make sure your cus
tomers also know Lo

report claims immedi A loss p['l:"n"ﬁﬂﬁﬂ!l

ately. You always hear d visk
that when investigat ana ris management

ing a crime, police - program allows you
have better chances of to focus on the thi]lgS

solving it the sooner LT
they can gather evi- that maximize the

dence. The longer they pl‘oﬁtability of your

wait, the trail cools, dh
and it gets harder to do company and help

their job. The same is £row your business.
true for insurance bro-
kers and agents.

Make surc cquip-
ment involved in an accident is removed from service immedi-
ately, If use of the equipment continues, there is no way 1o
ensure it will stay in the same state as when the incident
occurred. To get full payout on a claim, insurance companies
must know the status of the equipment at the time of loss.

Implementation

Putting these kinds of practices into place can really help
your company's insurance costs. Let emplovees and cus
tomers know their responsibilities. Having a solid loss pre
vention and risk management program in place results in
several things. You'll have better informed employees.
Losses will be kept at a minimum. Insurance companies will
see you as a more favorable risk. Lastly, you won’t be
spending your time dealing with bad claims.

The ultimate benefit of developing a comprehensive loss
prevention and risk management program is that you will be
preventing problems up front, This allows you to focus on
things that maximize the profitability of your company and
help grow vour business. I

Write in 994 on inquiry card
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Don’t get sued
for workplace violence

By Phillip M. Perry

Atlanta: an employee kills nine co-workers in a murderous rampage. Hono-
lulu: a worker shoots seven fellow staff members to death. New York City: an
employee on a shooting spree hospitalizes a fellow worker and traumatizes

dozens of others.

These are just three of the terrifying incidents that flashed across the nation's
headlines over the past year. The human cost from murder in the workplace is a
national tragedy. Employers, who must somehow live with the agony of the loss
of life in their companies, must also defend themselves against the inevitable
lawsuits filed by survivors of the victims. No wonder workplace violence has
become a top-of-mind issue for business owners everywhere,

How can employers take steps to protect their workers and lessen the risk of
legal repercussions from violence? Five attorneys who specialize in employment
law address that question in this article.

mare... and it's happening to you.

The worker you fired yesterday
calls from home. He's bending your ear
about how his co-workers “always had
it in for me.” Then he says something
that makes your blood run cold: “T have
a gun. I ought to bring it to work and
take care of my problems.”

How do you respond? When vour
heart beats fast, vour mind reels and
you're dizzy with fear it's not easy to
know what to do. You do know that
making the wrong decision risks the
lives of your employees. You've seen the
recent headlines about disgruntled
individuals killing co-workers in eities
as far-flung as Atlanta and Honolulu,

The scene just described is not just a
story: It actually occurred to an
employer in Michigan. Later in this
article, the attorney whose client
received the call offers advice on what
to do. See how his suggestions compare
with vour response,

If you're like most employers,
workplace violence has become a top-
of-mind issue — and not only for the
human cost when disgruntled individu-
als shoot guns to “even scores.”
Survivors of victims often target
employers with costly lawsuits. The
legal system is not friendly to employ-
ers who should have seen signs of
pending violence but failed to act.

I t's every employer’s worst night-

“Courts are treating these lawsuits
more seriously because of the increase
in the number of incidents,” cautions
Timothy Bland, an attorney at the
Memphis, Tenn., law firm of Ford &
Harrison, and a specialist in employ-
ment law and workplace violence. “In a
recent North Carolina case, for
example, a court awarded a £7.9
million judgment against an employer
when a worker killed two fellow
employees.” You can be sued on anyof a
number of common grounds, (See the
sidebar: “Fending off lawsuits.")

You can take steps to keep your
employees out of harm's way and your
business out of bankruptey court.
Here's some help. In this article,
attorneys who specialize in defending
employers against workplace violence
lawsuits offer guidance on how to
reduce the risk of assaults by respond-
ing adequately to early signs of trouble.
Let's see what they say.

Establish a “zero tolerance policy”

Most employment law attorneys
suggest employers institute a “zero
tolerance policy” which mandates
immediate termination for an act of
violence, or threat of same.

Whether it's a slug to a supervisor's
mug, or a fistfight between workers,
physical aggression cannot be toler-
ated. “You need to discharge individu-
als who commit assault,” says Louis C.

—

Rabaut, an employment law specialist
at Warner Norcross & Judd, Grand
Rapids, Mich. “If you fail to do 50, and
they later do something worse which
causes a lawsuit, the court will deem
you to have had notice of violent
tendencies.” Juries often say things
like: "They knew this guy was going to
go off because of his behavior. No one
did anything about it.”

Rabaut recalls a Wisconsin case
where a dispute arose between two
employees. “All through the day they
were yelling at each other,” he says.
“Finally one employee threw a rag at
the other, who responded with a slap.”
The emplover fired both workers, The
employees’ resulting lawsuit for
wrongful termination failed, says
Rabaut, because of the changing
climate of the courts. “There is much
more acceptance by judges and juries
that employers have to be a lot leas
tolerant about violence.”

Threats to commit violence -
whether against a co-worker ar a
supervisor — must also cause termina-
tion under a zero tolerance policy. One
example of such a threat is: *I'm going
to beat you up after work” when said to
a co-worker or supervisor. Here are
some others: “Employees who kill their
supervisors have the right idea™ "I'm
afraid I'm going to lose control and |
have guns”; “1 am going to come in and




have a Twinkie day.” (The last refers to
the "Twinkie Defense” in which an
accused murderer claimed he was
mentally unbalanced after eating some
food with high sugar content.)

Words have power. There's no longer
a defense that "it was only talk.” Says
Rabaut: “Let employees know that ‘if
you say it, it's as bad as if you did it.” If
you say ‘T'm going to go home and get a
gun' or 'l ought to settle this with my
AK 7 you get treated as if vou actually
did what you said.”
Respond to early signs of trouble

S0 how about events that are less
extreme but may foreshadow trouble
down the road? We ran this question by
Teresa L. Butler, a partner at the
Atlanta law firm of Littler Mendelson,
the nation's largest employment law
firm. “A zero tolerance policy does not
mean you fire every person for starting
down the path,” she says. “It means you
will act appropriately.” While violence
or direct threats spark immediate
discharge, any number of lesser acts
can trigger a system of progressive
discipline that may include adminis-
trative leave and mandatory psycholog-
ical evaluation and counszeling.

Some activities may appear to border
on violence. For example, an employee

may tose a pile of papers onto the floor,
stomp around and scream “This place
stinks!” Says Butler: “In such a
situation yvou would approach the
person and inquire as to what can be
done. It's not s0 much workplace
violence as a disruptive activity.”

On a more serious level, an employee
who damages property may or may not
be seen as committing an act of
wviolence. “It's a close call,” says Bland.
“Look at the context of why the
emplovee did what he did. Maybe he
got some terrible news and knocked a
computer off desk. But if it's a senseless
act then it could call for immediate
termination.”

An act which might trigger eounsel-
ing is a feud that develops between two
workers. While no threatz are made
and no fight breaks out, you want to
reduce tensions before they escalate
into a fight that requires discharge.
“You want to resolve what differences
there are with a mediation sesgion or
even refer them to an outside coun-
selor,” says Marc Ragovin, a partner in
the empleyment group at New York
City-based Gibney, Anthony &
Flaherty. “Airing their grievances may
diffuse the volatile situation.”

Employees who commit such acts

may be required to make an appoint-
ment with a professional counselor. If
you do not have an Employes Assis-
tance Program (EAP) look for a
guitable alternative. Many communi-
ties have psychiatric hospitals with
outpatient clinics and staff counselors
trained in workplace issues. Your local
police department may also offer
referrals.

When referring to a counselor, avoid
sayving anything that would spark a
lawsuit for discrimination under the
Americans With Disabilities Act or
state laws. “Employers have to be
ecareful to not attribute someone's
violence to a condition that may be
viewed as a disability or a mental
impairment,” savs Ragovin. “You may
get into an area where you are perceiv-
ing a person iz disabled.” Pin the
reason for the referral on the behawior
of the employee rather than a charae-
teristic of the individual. Avoid saving
“You need the help of a psychiatrist,” or
“You have a mental problem.” Instead,
use words such as; “Because of your
recent actions [ ...describe them in
detail. ] vou are required to make an
appointment with [...]"

The prudent employer tries to
diffuse stressful situations by setting




Fending off lawsuits

For employers who want to reduce
their risk of workplace assaults and
resulting lawsuits, times are getting
tougher.

“Traditionally, many employers
thought they could safely ignore the
need for a security program,” says
MNorman D. Bates, a Sudbury, Mass.-
based attorney who counsels
businesses nationwide on reducing
liability for workplace violence. The
rise in incidents of serious assaults
|  haschanged the world dramatically.
“The old attitude expressed hy
| ‘'that’s why we have insurance,’
doesn't cut it anymore,” says Bates.
“Today’s employees want to know
you have a security plan to protect
them. And insurance policies are not
only getting more expensive, but
many exclude injuries from assault
and battery. Now businesses are
required to purchase separate

L P
up a dialog. “Keep an open line of
communication,” says Ragovin., “A
serious incident might not oceur if a
troubled employee has a way to talk
and lets his feelings be known rather

policies for such perils as stabbing,
shooting and rape.”

Employers can be sued on
numerous grounds such as negligent
hiring (failure to screen out risky job
candidates), negligent supervision
(failure to keep personnel from
engaging in practices dangerous to
others) and negligent retention
(failure to terminate individuals
who pose a danger to co-workers.)
They need to design security
programs that include good
personnel policies such as adequate |
pre-employment acreening, good |
training and supervision of people, |
and enlightened policies and |
procedures.

With the greater risks inherent in
the world of work, it's no wonder
violence has become a top-of-mind
izsue for employers. Says Bates: “We
have found over the past 20 years
that the single greatest motivator
for employers to upgrade security
has been the fear of a lawsuit.”
than taking them out on someone else ”

“] call the combination of a zero
tolerance policy and progressive
discipline the 'iron fist and velvet glove
approach,” says Habaut. Together,

these two magic missiles of the
disciplinary arsenal carry a safety
pavload: they seek out and cool down
workplace hot spots before wildfires
break out. “People who engage in this
type behavior typically don't just snap,”
explains Butler. “In many cases there
were signs that — if noticed and
managed properly — could have
minimized the risk of what happened.”

Tread carefully on the grey areas

Suppose an emplovee tells you:
“You'd better not treat me like this.”

Threat? Or a harmless escape valve
for workplace pressure?

If vou think this comes down to a
judgment call, you're right. But words
are only part of communication,
Consider other factors such as tone of
voice and how the individual presented
himself when speaking the words.

“An employee can mutter something
in a non-threatening way, or he can
move close to you and scream it while
jabbing a finger in your face,” says
Butler. “You have to add these human
and subjective interpretations to
conduct.” Even if the behavior was
somewhat aggressive, Butler feels it
may be appropriate to limit your
response to mandated counseling if no
direct threat was made. “But if the




situation escalates, you may need to
fire the individual both for being
threatening and also for being insubor-
dinate and not interacting in a
productive manner with his supervi-
Bor.

What about humeor that includes a
violent threat? Ignore it? Or vank the
Joker from the workplace deck? While
some attorneys counsel discharge,
others hedge their bets. “Tt's almost
impossible to give a bright line rule”
says Bland. “A lot of times threats are
made in jest or as part of normal
conversation. Those can be dealt with
through progressive discipline. But if
someone makes a specific threat and
there is no evidence they are not
serious, they should be discharged.”

Grey areas may also arise when local
culture, often in an industrial setting,
allows for a certain level of violence. “In
an ideal world we would like to aee
people terminated as soon as they
exhibit viclent behavior,” says Butler.
“But sometimes a decision hinges on
culture and history. You may have an
employer who has lots of that type of
problem and as a practical matter
terminations might be imposaible.”

Attorneys advise trusting your own
instincts when doubt casts a shadow

acrosa the workplace landscape. Says
Butler: “If you feel afraid, something is
amiss. You are in management because
you have some level of good judgment.
So trust your gut; don't overanalyze.”
And judgment calls are, indeed, often
required. “These are very fact-specific
gituations. It's tough to draw bright
lines."

One final point: Having a policy is
not enough. You must tell employess
the rules of the game. Failing to do so
can be dangerous and costly. Consider
that firing an individual for making a
threat is risky enough, since the
termination may itself be a trip wire for
viclence. But your risk is increased
many times over if the terminated
individual feels as though you are
picking on him, because you never
informed him of your policies,

When terror calls

Now let’s return to the scene which
opened this article. How would you
handle the individual who called and
threatened to use a gun to solve his
problems? For an answer we turned to
Louis C. Rabaut, who was the attorney
for the Michigan employer who
actually received the call, In the real-
world event that inspired our anecdote,
the employer called Rabaut, who in

Get more information

Major Developments in Premises
Security. by Norman D. Bates. A
statistical report and analysis on
inadequate security liability for
employers, and the development of
case law. Liability Consultants, Inc.,
39 Union Ave., Sudbury, Mass.
01776. 1-888-872.5222, (1999.)
§35.00

Preventing Violence in the
Waorkplace. by Dr. Charles E. Labig.
What causes violence in the
workplace and how to stop a crisis
before it occurs. AMACOM, 1801
Broadway, New York, NY 10019,
1-212-903-8315. (1995.) $24.45,

turn called the former employee.

“In a situation like this, you want to
keep the individual where he is, talking
on the phone as long as you can,” says
Rabaut. He suggests using open-ended
queries such as “Tell me why you are
upset,” and “Are you sure there's
nothing we can do to get you help™

While Rabaut kept the individual
talking, he had a colleague call police,

who sent cruisers to the business




location as well as to the former
employee's home to make an arrest.
Rabaut suggests a similar course of
action if you find yourself in such a
situation. “Let the police know you
have a former employee on the line
threatening to kill people, and give
them his location.”

Whether the police will arrest an
individual solely on the basis of a
threat depends on policies in your
region. At the very least, however, they
will send officers to your place of
business.

In Rabaut’s situation the arrest was
made, "Getting the man into custody
let him see his threats were being met
with force,” says Rabaut, “We then filed
for a temporary restraining order to
keep him away from the business
premises.” A sheriff went to the man's
home and served him with the order,
which also mandated a court appear-
ance. During his hearing, the judge
reinforced the terme of the restraining
order.

Intimidated by early action by the
police and firm instructions from the
legal system, the threatening individ-
ual caused no further harm. “Being
hauled into court before a judge often
nas a sobering effect on people,” says

Rabaut,

While this story had a happy ending,
in the best of all worlds you will
identify and defuse anger before it
escalates into a situation as frightening
as this one. But whether you are
dealing with a threat or an actual act of

vioclence, you can't hide and pretend
nothing is amiss. “Once something
happensa you have to act quickly and do
whatever you must in terms of
discipline,” says Ragovin. “It can only
lead to more trouble if vou don't."
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REGILATION INSIDER

USCG 12-Hour Clause Policy Letter Issued

The clarification raises almost as many issues as it resolves

By Charley Havnen

The USCG recently pablishesd a letter
conceming  watchkeeping policy and
workhour limitations on lowing vessels,
offshore supply vessels (O5Vs) and crew-
boats using a two watch system. This lei-
et s labeled G-MOC POLICY LETTER
4-0) mend i3 dated Sepd. 1, 2000. The letter
is wo long to publish here but may be
found online at the USCG web siie
(wwwuscg.milhg/g-migmhome. htm and
using the “Search™ button look for “G-
MOC Policy 4-00"). It is unfortunate that
the letter must be resd with several other
references handy, They inclede Title 46
USCA and st least purt of the Code of

Federal Regulations. The letter grnes into a
good bit of detail concerning interpreta-
tion of the law and regulations concerning
hours of work on vessels suthorized to use
a two watch system, The letter also goes
inta  the Standards of Training
Cenificating and Watchkeeping (3TCW)
although these standards clearly do not
apply to all vessels that use a two watch
Fystem.

The policy letter provides us with the
USCG wiew of the famows (or infamous)
“12-hour clause,” [t is remarkable that the
“Paolicy Letter" was published at all, since
it seema by and large 1o be a restatement
of the law without & great desal of interpre-

tation added. In all faimess to the USCG
the letter does collect in one place most of
the isswes affecting work bours within &
two watch system.

According to the Policy Letter,
mariners are responsible to obey the law
and for reporting suspected watchkeeping
and wark hour vielations o the USCG
although reporting violations does not
exonerate the mariner from any potential
violation or prevent the USCG from pro-
ceeding egainst their license amd'or
Merchant Maripers Document (MMDY).

The USCG indicates that operating
companies should ensure that employess
are informed of the law and educated

adf

regarding the
safety concerns
of not getting
adequate  rest,
The USCG states
that operating
comganies should provide unambigwous
guidelines to the master regarding expec-
tations to comply with safety reguire-
renits and the low even when these are in
conflict with operational demands,

It iz most cuniows that the UISCG indi-
cates that the operating company has a
duty to train the master and other employ-
ces &5 o the content of the law. The
Master iz considered by the couris to be




rart of compony management, The 3 P rsler
is generally told in writing by the cosnpa-
ny o comply with the law. Histvically,
the USCO has chosen to suspend or
revoke the Master's license for vielations
of law rather than proceed aganst the
company. The policy letter assumis that
the: company knows peore about 1l law
than does Master, In today’s workl, the
Master generally knows more about the
requirements of law than do many
Operations Department supervisons.

The policy letter goes on fo descritse
how the USCG can initiate an investiga-
tion into possible vielatens based wpon
eonfidential information provided by a
mariner, anonymous Hps or throsggh the
findings of a USCG easualty investiga-
i,

The USCG is charped by Congress (o
investigate casualties and personnel
actions. The [ISCG has subpoena suthor-
ty in these actions, as well as a responsi-
bility to prepare reports and maintiin sta-
tistics. While the USCG has authority to
initiate &n investigation based upon a
complaint, their powers are limited. they
have no subpoena powers in this action,
no report of investigation is made o supe-
fiors and we believe no statistical records
of such complaints are either authorized
or indeed allowed to be kept by the
USCG umless they are investigating the
eonduct of a licénsed or documented indi-
vidual,

Records of hours worked are often not
maintained a3 company records mor ane
they required by the LUSCG to be main-
tained. These rules are basically unen-
forceable in all but extremely obvious
violation cases,

Mariners should be aware that it is gen-
erally the USCG policy to take ection
againgt a licensed individual's right to
employment rather than to issue a citation
igainst the company for violation of law.

This s all well and good bat what does
the letior mean o mariners and compa-
nies.

The Coast Guard is attempting to reas-
sure s iners that they (the mariners) can
report apparent violations of the manning
and i chikeeming standards to the Coast
Quard « thet Fear of retribution on the
part of the ¢y, What the etter does
ol o imlo (ror can it) s that while the
law protects nariners from employver ret-
ribution agaist “whistle blowers”, it does
N profect mariners against self-incrimi-
nation. As seen by of the USCG a mariner
will most probably lose his right toe
employment for manning or watchstand-
ing violations without regard 1o whether i
was done with or without shoreside super.
visory direction. In other words, any vio-
lation that & crewman can complain about
o the USCG, he (the crewman) has been a
participant. The crewman may therefore
be placing his license or MMD in jeop-
ardy.

O the other side of the coin, the Coast

Cieed s artempting 1o convim e operating
coiipanies that they have a duty 1o train
muzimers about the law. We do not believe
that such a duty exists in law or regula-
tion, The company does need w el the
muker (in writing) to comply with all
Fve s and regulations. Beyond that, its ugp
tov il master 10 train himaelf

One issue wonhy of note; “Work™ is
any activity elearly counted against the 12
hour {or other) day. (¢ includes watches,
performing malatenance, unloading cargo
and performing administrative tasks. In
most cases only watches can be wsed to
track Mariner's workhours, Only the
mariner knows when the maintenance,
cargo handling and administrative duties
excend the hourly limits unbess they are
specifically logged. In many cases, doing

amything beyond standing watches exceed
the lumits. Who knows? How can it be
racked? I sounds like we are on the
“honar svatem™ for workhour limitations,

v is all very confusing.

One last issue concerns the legal
reguirements that the licensed deck offi-
cers be properly rested before taking the
deck watch of a vessel departing port. The
UISCG letter indicates that the masiner is
responsible for arriving at the vessel prop-
erly rested. Whe is to judge whether he
has the proper & hours of off time before
departing pori? What if he drives the car-
ryall from Houston to Fourchon for a crew
change? What if he is not the driver but
cannat “rest” in a moving vehicle, Who
decides? 1t sounds like only a fired or oth-
erwise disgruntled seaman would say that

he was nod rested, amd further if he was
not properly resied, he should not have
taken the vessel out of por.

Does anyone remember “Catch 2277
This all sounds like a “Catch 227 for both

Charley Havmen is'a Commander USCG
Ret. His organization car help pou with
yeur vessel constrvciion project, regulalo-
ry problems, vessel manning iftues, pro-
cedure manuals, accident analysis or
expert wirmess, His orgamization can do
whert you can ¥ ar don §eant fo do. e can
be reached By contacting the Hovaen
Croug (SN 493-3883 or (S04) 394.8073,
S (504 394-85469.




Potential Improper Issuance of Merchant Mariner Licenses/Documents

Good morning/afternoon;

This information is being forwarded to you to let you know about a problem at one of our
Licensing offices and to ask you to possibly give us a hand in re-validating some of the
licenses and documents in question.

The Coast Guard has determined that an uncertain number of Merchant Mariner licenses
and documents issued by its Regional Examination Center monitoring unit in San Juan,
Puerto Rico, may have been issued improperly. The Coast Guard requests assistance
from the marine industry, maritime unions and individual mariners in helping to locate
these potentially invalid licenses and documents,

Merchant Mariner Licenses

The licenses in question contain serial numbers in the following ranges:

765001 — 765100
864001 — 864100
865401 — 865500
878001 - 878100;
878601 — 878700;
919901 - 920000.

The license certificates themselves may be representative of a variety of license
transactions including original issues, renewals, duplicates, and upgrades. The issuing
port may be represented as San Juan, PR, however, it may appear as another location,

We're requesting that you (your company/union/organization) carefully scrutinize the
licenses of your personnel to determine if any have licenses with these serial numbers.
Some of the licenses issued with these serial numbers may be valid licenses. However,
employers and maritime unions need to be aware that some persons operating under
licenses containing these serial numbers may not be properly qualified to hold the
position for which they were hired. If an employer or maritime union finds one of these
licenses or questions the validity of a license or mariner document, they should contact
the Regional Examination Center in Miami, Florida at 1-(800) 982-9374 or (305) 536-
6549 to verify the validity of the license or document. To prevent further discrepancies,
those mariners that have license numbers listed above that are confirmed to be valid, will
have their licenses reissued by the Regional Examination Center at no cost to the mariner,



Merchant Mariner Documents

Because Merchant Mariner’s Documents have no assigned serial numbers, the Coast
Guard is looking to the marine employer and maritime unions for assistance in
identifying anyone that does not appear to possess the qualifications needed for the
position being filled. Any mariner who has been recently hired and has no long term
employment or affiliation with a company or maritime union should have their Merchant
Mariner’s Document verified by the Coast Guard.

We are asking marine employers, maritime unions and individual mariners to contact
their local Coast Guard Marine Safety Office if they have any questions or information
that may help the Coast Guard identify improperly issued licenses and documents. The
Coast Guard is working diligently to mitigate this situation and we regret any
inconvenience that this may cause.

Again, thank you for your help. There will be a public announcement about this on
Friday 29 December in Miami.
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ORDER
of the Captain of the R/V " the Akademik Mstislav Keldysh "
of June 28, 1998

FIRE SAFETY REGULATIONS.

SMOKING ON A VESSEL IS AUTHORISED IN THE FOLLOWING PLACES:

In cabins, when ashtrays are available and the room mate agrees.

On the boat deck and 7 th floor deck, where deck chairs are located.

At the entrance to the top deck sauna, on the main deck close to the main-ladder and
on the afterdeck near the entrance to the corridor of the main deck.

SMOKING IS FORBIDDEN:

In bed or on sofas, in laboratories, while walking in corridors and it is forbidden on
decks near the fuel and ventilation ports, on open parts of the decks, in public places,
inside of cargo holds on decks near opened holds, in store-rooms and in auxiliary
pPremises.

IT IS STRICTLY FORBIDDEN to throw matches, cigarettes and other object
out of the portholes.

IT IS FORBIDDEN:

To make a fire without the written permission of the captain; and to store explosive,
inflammable and dangerous poisonous substances in the cabins.

To bring to the ship all the above - mentioned dangerous object without notice of the
chief mate.

To leave electrical equipment and lighting devices on while unattended (with the
exception of computers).

To use any electrical heating devices (clothes-irons, water-boilers, cookers, except for
proper kettles) in cabins and laboratories.

Wipe furniture, deck, cabins and laboratory equipment with inflammable liquids such
as petrol (gasoline), acetone, solvent ete.. To wrap lamps with either paper, curtains
or another combustible material. To use flammable containers for rubish - bin (trash

cans). It is categorically forbidden to leave portholes open when leaving cabins and
laboratories.

THE RESPONSIBILITY for maintaining the vessel in fire - safe manner l1es on
the ship fireman.

Anybody breaking the fire safety rules will be severely fined.
All members of the expedition must be informed of these fire regulations.




ORDER | "
of the Captain of the R/V " the Akademik Mstislav Keldysh

GENERAL RULES
UNDER THE SAFETY PRECAUTIONS

Below listed rules that should be known and carried out by each member of expedition.
YOU MUST:
I. At descent or rise on a gangway keep hands on rails for protection.
2. To have sefe footwear.
3. To be cautious on a wet deck (vessel swings),
4. To fix reliably all equipment and electrodevices in laboratories and pantries.
3. To open and to close doors, holding both hands before complete closing (otherwise the door
can knock on a hand or leg).
6. Using a ladder keep hands on the ropes ( it is impossible to keep for rods).
1. Before using a toilet read the instruction above it.

IT IS FORBIDDEN:
1. At mooring operations of a vessel to be in region of these works.
At realization ship and repair jobs to be in region of their realization (Keep safe distance).
- To be on the top deck over the bridge ( it is very dangerous, because of high-frequency
radiating radioaerials).
To rise on mast's, roofs of hangars and other platforms that do not, have a barrier.
To sit on the protection barrier because of the danger of falling overboard.
- In stormy weather to be on open sites of a deck without the sanction of a captain’s watch
mate,
7. At descent or rise of apparatus "MIR" or boat and rubber boat to be in region of these work.
8. At descent or rise of hangars of apparatus "MIR" is to be under them.,
9. To jump in pool from a barrier or higher places.
10.To be in sweating-room of sauna, alone.
11.To be under the cargo.
12.To work on deck without a helmet and gloves.
13.To work at height more than 1,5 meters and overboard, not having a safety belt.
14.To carry on gangways a heavy subjects more than 50 kgs, alone.
15.In dark time of day to make any work at bad illumination for one person on external decks.
16.To leave the electrotool and electroequipment under a pressure voltage without supervision
(put it on a dry and visible place).
17.To connect in the ship electric system of high capacity electric equipment, without the
sanction of a chife electromechanic.(ph. 640 or 777)
18.To lower on board any equipment, cables or ropes without the sanction of a captain’s watch
mate. (ph. 666)
[9.To enter machine branch or shaft of machine branch without the sanction of the watch
mechanic (ph. 777).

20.To open, close, turn, twist without the ship experts any handles, gates, covers, hatches.

w

o v

If you see a fire, ring up 666 on the phone (name a specific place) or break glass and
press the button of a hand-operated push-button fire bell (small red box in corridors).

If you require the emergency medical help, ring up 666 on the phone
( Name particular place where the doctor should arrive).

If you require the help of any ship expert, ring up 666 on the phone.
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