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Editorial

I must down to the seas again, to the lonely sea and the sky
And all 1 ask is a tall ship and a star to steer her by.

No one has captured the sailor’s “lust for the sea” better than John
Masefield in his poem, “Sea Fever.” As naval officers, the sea is our
lifeblood. The thrill of sailing the world’s oceans is an experience
unique to our profession.

As the Navy relies more on technology, however, we sometimes
forget to nurture that healthy lust for the sea. Junior officers often

¢ spend more time learning electronic systems than perfecting their
seamanship skills. That unfamiliarity can lead to mishaps which cost
atc ln lives as well as dollars.

Budget cutbacks in the 1990s will force the Navy to reduce its opera-
tional tempo and decommission older ships. These cutbacks must not
undermine our commitment to seamanship training. We must seize
opportunities to emphasize the importance of shiphandling to our

e junior officers.

There is no secret formula to make time for this training. It's a
matter of commitment. My last two commanding officers used an
informal driver’s education syllabus to accomplish this goal:

® Ensign Hour. Conduct regular training for officers covering

e V e r principles of seamanship and shiphandling. Cover topics such as rules
of the road, math for the OOD, and the maneuvering board. You must
understand principles of seamanship, such as the radian rule or three-

minute rule, before you can use them practically.

@ Shiphandling Drills. Officers of the deck must actively train
their conning officers. The “seaman’s eye” can only be gained by
experience. Ask the CO for permission to conduct a maneuvering drill
on your watch, so your conning officer can learn how your ship turns
and surges. Practice doesn’t always make perfect, but it does make
better.

® Special Evolutions. “Baby SWOs” need the opportunity to conn
during special evolutions. I'm not suggesting a boot ensign conn
during a night UNREP in heavy seas, but a second-tour lieutenant
shouldn’t always conn during an evolution that an experienced ensign
or j.g. could handle. Boot ensigns eventually become lieutenants, who
are expected to know a thing or two about shiphandling.

These procedures allow junior officers to build confidence
in their shiphandling abilities. That confidence forms the
basis of a CO’s trust in his bridge watch standers. The OOD’s
primary job is safety. He must be able to recognize when a
dangerous situation is developing, take appropriate action,
and keep the CO informed. In turn, the OOD’s confidence in
his shiphandling will become an enthusiasm which can

spread through the wardroom - sea fever.
Lt. Parham is editor of Fathom magazine.

S =
N un‘-gyzu"



fathom

SURFACE SHIP AND

SUBMARINE SAFETY REVIEW

VoLumE 22, NumBer 3, 1990

Capt. J.H. Finney
Commander, Naval Safety Center

Col. J.P. Oppenhuizen
Deputy Commander

Capt. W.J. Mooberry
Chief of Staff

Capt. P.K. Glasier
Director Surface Ship Safety Programs

Capt. J.M. Rushing
Director Submarine Safety Programs

Cdr. John D. Reid
Head, Media and Education Support

Lt. Thom Parham
Editor

Ken Testorff
Associate Editor

Robert Trotter
Art Director

John Williams
Illustrator

Yvonne Dawson
Graphic Designer

Fathom (ISSN 0014-8822) is a professional journal published
bimonthly by the Naval Safety Center for dissemination of
material to individuals within the Department of the Navy.
Official distribution is to the Surface and Submarine force and
to their appropriate staffs, schools and other organizations
including industrial and allied safety managers. Itis funded and
printed in accordance with all applicable Navy publishing and
printing regulations and as defined by the Navy Publications
Review Board. The contents should not be considered direc-
tive and may not be construed as incriminating under Art. 31,
Uniform Code of Military Justice. Photos and artwork are
representative and are not necessarily of the people and
equipment discussed. Reference to commercial products
does not imply Navy endorsement and the views of the
authors are not necessarily those of the Naval Safety Center.
Distribution is handled by the Media and Education Support
Department, Autovon 564-7209, Commercial 804-444-7209.
Second-class postage paid at Norfolk, VA, and at additional
mailing offices. Fathom is available for sale by the Superinten-
dent of Documents, U.S. Government Printing Office, Wash-
ington, D.C. 20402, Send comments, contributions and ques-
tions to: Commander, Naval Safety Center, NAS Norfolk, VA
23511-5796, Attn: Fathom, Code 72, Autovon 564-6780, Com-
mercial 804-444-6780.

POSTMASTER: Send address changes to Fathom Magazine,
Naval Safety Center, Code 72, NAS Norfolk, VA 23511-5796.

see page 2 see page 12

Features:

Metal to Metal In the Straits 2
Looking Back At Hurricane Hugo 12
Planning Oversights Lead to Marine’s Death 16

Articles:

Think Before You “N/A” 6
Sailing into the Eye of Danger
RRCs & CRRCs: How Safe Are They? 19
CIWS Firing Ends in Death 21

=0

Departments

Lessons Learned (the hard way) IBC
New Developments IBC

In “Fires Hit Budget Hard " (April/May
1990, p. 14) we printed a file photo of USS
Truett. The Truett was not involved in any
of the mishaps covered in the article.
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By LCdr. M.A. Hess and Ken Testorft

One morning before dawn in the Western Pacific, a
collision at sea cost a naval officer his life, injured eight
others and did 20 million dollars worth of damage to
their ship.

At 0415 that morning, a new officer of the deck
(OOD) assumed the watch. He studied the navigator’s
chart and proceeded to follow the normal watch routine.
Ten minutes later, a new CIC watch officer (CICWO)
took control in combat. He also studied the chart and
realized the proposed track would lead the ship into pos-
sible danger.

The proposed track was on the edge of the traffic
separation scheme at the beginning of the strait. It
passed directly over a charted sunken wreck and was in
the vicinity of shallow water (11.6 meters).

The CICWO pointed out the navigational problem to
the OOD. Together, they decided to avoid the wreck by
changing course. Later they would change course again
tointercept the original track as quickly as possible. The
OOD didn’t call the CO or navigator.

The navigator had charted the ship entering the strait
at 0440. As recommended by the navigator, however,

the CO and XO agreed not to set the navigation detail
until 0745. They felt the area to be transited during the
early morning hours was wide enough to preclude
setting the detail any sooner.

At 0440, the junior officer of the deck (JOOD) turned
the ship. At 0448, the OOD spotted what he assumed
was a navigation light and decided the ship was on the
correct side of the traffic separation scheme. He passed
a new heading to the JOOD, who gave the order to turn
the ship to intercept the navigational track.

The CICWO felt the ship was turning too early, so he
headed for the bridge to find out what the OOD’s inten-
tions were. As the CICWO left combat, he told the
watch supervisor to get an estimated position.

During this time, the JOOD concentrated on three
contacts off the starboard bow. He enlisted the help of
the starboard lookout, the signal bridge watch, the
bridge Naval Tactical Data System (NTDS) operator
and the surface tracker in combat. Together, they tried
to figure out the tracks of the contacts and their inten-
tions. The surface tracker reported that none of the
contacts had closest points of approach (CPAs) greater




than 2,000 yards.

The CICWO arrived on the bridge at 0449. He stayed
for the 0458 fix, which showed the ship on the correct
side of the traffic separation scheme and well south of
the submerged wreck.

The JOOD checked on the contacts to starboard and
saw port running lights on all three. He asked the bridge
NTDS operator for CPAs on them. The first contact’s
CPA was 2,000 yards; the second, 700 yards; and the
third, close aboard to starboard. The JOOD passed this
information to the OOD who replied, “It’s not a prob-
lem.”

The CICWO returned to combat at 0500. Using the
two navigational buoys he had seen from the bridge, he
cut an estimated position (EP). This EP showed the
destroyer on the wrong side of the separation scheme.

The CICWO, watch supervisor and surface tracker
then felt the ship turn again. They knew this turn would
aggravate the navigation error even more. The CICWQ
asked both assistants if they could tell him why the ship
was turning, but neither one had an answer.

(Bottom, left) Destroyer
crewmen survey the $20
million worth of damage
to their ship. (Left) The
crippled tanker rests at
anchorage.

No one was passing information over the JL phone
circuit. The starboard lookout was talking directly to
the JOOD, who was on the starboard bridge wing.

One contact, a merchant carrying paint and other
flammables, was flashing the destroyer. The signal
bridge watch and the JOOD saw the flashing light and
told the OOD the contact might be a problem. The OOD
replied, “I’'m more concerned with running aground
than (hitting) that ship.”

Confident that combat’s navigation plot was correct,
the CICWO sent his watch supervisor to correlate the
tracks with the QMs on the bridge. Meanwhile, the
surface tracker continued watching the merchant ship
track toward the destroyer. He assumed the OOD was
maneuvering the ship visually to avoid the surface
contacts.

As the merchant vessel became a bigger threat to the
ship, the JOOD became more worried. He asked the
OOD to take a look from the starboard bridge wing. The
OOD looked at the merchant ship and mistakenly iden-
tified it as a parallel contact he was overtaking.
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