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CAPTAIN DAVID WHITEHURST SPEAKS AT NEW
ORLEANS WORKBOAT SHOW
(His Prepared Remarks)
[Source: By Captain David C. Whitehurst, Master of
Towing Vessels, Inland and Western Rivers, 7th. Issue.
Designated Examiner. Member, Board of Directors, Gulf
Coast Mariners Association]
Why Should Anyone Have To Die To Be A Mariner?
I begin by asking why anyone would seek employment in
an industry that has one of the highest death rates per-capita of
any industry in the United States. It is an industry where every
year a hundred vessels sink, capsize, and burn. It is an industry
where the entry-level deckhand has a chance of dying by
drowning, getting crushed between barges, docks or lock walls
or being injured by flying rigging and deck fittings. Many
mariners suffer debilitating back injuries by carrying or pulling
on heavy ratchets and wires. Some of these wires were
previously retired from use as elevator cables. The American
Waterways Operators (AWO) identified falls overboard as the
leading cause of death by drowning.(1) In the towing industry,
injuries are 3 to 8 times the national industrial average. And,
finally, why would anyone want to seek employment where
illegal drugs are so commonly used in such a potentially
dangerous setting. [(1) Refer to GCMA Report #R-429-F.
(2)
Refer to GCMA Report “R-351.]
Loss of Dignity and Respect
In the 1970s pilots were “a dime a dozen,” the Coast
Guard handed out Operator of Uninspected Towing Vessel
(OUTV) to just about anyone that wanted one.
Captains and Pilots did as told or were replaced with
others that obeyed the employer without a question. Then
the 1980s, the bottom fell out of the towing industry and you
could not buy a job on a towboat.
It was at this point where Captains and Pilots lost all their
dignity and respect. The Captains did as they were told
disregarding obvious safety considerations including piloting
their vessels in shut-out fog and, overloading their towing vessel
with barges. Crews were cut and more barges were added.
Inland Towing Accidents
The Pilot of the towboat MAUVILLA was navigating in
the fog just as he had seen done his entire career when he hit
a railroad bridge taking 45 lives and causing even more
injuries when the Sunset Limited passenger train plunged
into Big Bayou Canot. While the Pilot was blamed, I blame
the Captains that trained him. I also blame all the companies
that forced or encouraged their mariners to run their vessel
regardless of the weather conditions.
I regret to say that the radar training that I am now
required to take as a result of this accident to renew my
license would not have prevented the Pilot from hitting the
railroad bridge spanning Big Bayou Canot.
Modern
electronic charts and enforcement of safety rules that prevent
running in shut out fog offer an opportunity to prevent a
repeat of this accident.
The M/V BROWNWATER V knocked out the Queen
Isabella Bridge to South Padre Island, Texas at a time when the
vessel was overloaded with barges Seven more lives were lost

with more injuries. The Coast Guard’s accident report puts part
of the blame for that accident on lack of voyage planning.
However, it was the Towing Safety Advisory Committee
(TSAC) dominated by AWO-member companies that killed the
introduction of voyage planning in much of the country about
the time of the Queen Isabella accident.
Oversize and Overloaded Tows
While one major towing company continues to push
forty-eight loaded barge-tows down the Lower Mississippi
River, these unsafe tows frequently strike bridges and
damage shore facilities. This is unsafe for the crews on the
vessel as well as the innocent motorist that cross these
bridges. When these tows break up, rigging goes flying
everywhere, barges sink, other river traffic is delayed, and
embattled crews must work day and night to reassemble the
tows in all types of weather.
Unfortunately, the Coast Guard takes few initiatives to
stop the practice of pushing oversize and overloaded tows
although they have been well informed of the problem.(1)
Nevertheless, the Coast Guard did stated that 15 barge tows
transcending the Joliet, Illinois bridges is an unsafe
industrial practice; but did nothing to curb this practice even
after one bridge was knocked out for over six months.
[(1)Refer to GCMA Report #R-340.]
Travel Time is On-Duty Time
GCMA petitioned the Coast Guard to require that travel
time be recognized as “on duty time.” Boat companies
should coordinate the crew’s travel to and from the vessel so
that fatigued mariners do not take over the watch as soon as
they arrive at the boat. This matter was illustrated as part of
the Webbers Falls accident although it has taken the Coast
Guard over four years to “connect the dots.” In addition, a
trained lookout should be in the pilothouse at all bridge
approaches and to support the watch officer not be asleep
down below or watching television in the galley – another
lesson of Webbers Falls. The duty to serve as a “lookout” is
clearly an important part of the rules of the road even though
running with “short crews” often shortchanges that duty.
Instead of providing an extra set of eyes in a lookout,
pilothouse motion detectors are being installed after the
Webbers Falls accident. The Captain of the towboat
ROBERT Y. LOVE was in his 60s and was paid by his
employer to drive a vehicle over one thousand miles from
one vessel to another with only about 9½ hours of sleep in
over 40 hours. He passed out in the pilot house and his tow
hit the Interstate 40 highway at Webbers Falls, Oklahoma
taking 14 lives and injuring a number of other motorists.(1)
The presence of a trained lookout might have prevented the
accident. [(1)Refer to GCMA Report #R-370-A]
Where the Workday Never Ends
For many of our mariners, the hours of work are without
limit. Congress has forgotten us and the Coast Guard, when
not blind to the problem, is indifferent at best. The
American Waterways Operators (AWO) recommends in
their Responsible Carrier Program that 15 hours work in a
twenty four period for undocumented crewmembers is
perfectly acceptable; but says nothing of overtime pay for
that work or any guarantee of at least six hours of sleep. I
have seen deck crews worked 24 to 36 hours. These men are
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zombies walking around on tows. I have to ask if this really
is one of the reasons why the death rate is as high as it is in
the inland towing industry.
There are only two deckhands on most towing vessels
working in the Gulf Intracoastal Waterway to build a 6-pack
or a 1180 foot tow with “high-low couplings.” In most cases
both deckhands work day watches or whenever needed.
They are allowed to sleep all night while the vessel is
underway, thus leavening no one to pull fire watch, check
the engineroom, check to see if the stuffing box has blown
out and the vessel is sinking, or check to see how well the
lonely Pilot is faring – with the Pilot acting as his own
lookout throughout the night. The captain or pilot that is
standing the navigational watch is the only one awake and
they can not leave the steering station to make these safety
checks or attend to calls of nature.
Most Fleet boats work with only one captain and one deck
hand. This is very unsafe for both crewmembers because if one
falls overboard, the important question is how will the
remaining crewmember maneuver the boat and, at the same
time, assist in getting the fallen crew member back on board?
The crews are cut to skeleton crews. There are no cooks
or engineers on most inland vessels and no one has the time
to train the green crewmembers. Consequently, the green
deckhands have to learn their decking skills by trial and
error. While passing through a lock, the deckineer is out on
tow. If one or both main engines die, the deckineer must run
600 to 1000 feet from the head of the tow; find the problem
in the engineroom, fix it, restart the main engine, and rush
back to the head of the tow.
In the past 20 years, I
have seen so much knowledge lost through simply not
having time to train a new deckhand. There are very few
true deck-mates left in the inland towing industry.
All you have to do is look at the older vessels to see the
crew shortages first hand. The cabins are large to accommodate
full crews that manned these vessels in years past.
Many seasoned captains now choose to stand the “back
watch,” traditionally the Pilots Watch. Why is this? They
say let those green pilots that think that they are captains,
absorb the added work load and responsibility.
Some deckhands think they are the captain on some vessels.
If the captain tells a deckhand to wash the dishes or mop the
floor; the deckhand picks up his cell phone and complains to
“human resources” and transfers to one of the other vessels in
the company’s fleet. He then “flips the bird” to the captain on
the vessel he was transferred from when the vessels meet.
There are no real training programs in the inland towing
industry from deck to wheelhouse. Captains are instructed
to train steersmen to be pilots even though the crewmember
has not yet mastered his decking skills even though he has
enough time in to qualify for the apprentice mate/steersman
program. Most seasoned captains are refusing to train; thus
leaving those young pilots that think the are captains to do
the training. Most company training schools are not very
good. When a deckhand goes though the school and boards
his assigned vessel, the first thing the captain may tell him is
to forget everything that you learned at that decking school.
In order to stay employed as a licensed mariner, one has
to live a life similar to a convict on work release. Mariners
are subjected to repeated drug screens and invasive
background checks.
If the mariner’s life style is
unacceptable to an REC evaluator, in many ways the

equivalent of a Parole Officer, his license will not be
renewed and he can kiss his career good-bye.
In Conclusion
Can some of this be turned around? Possibly. However,
it did not get in such a deplorable condition overnight, and
there are no quick fixes. But here are some ideas that may
get things started in a positive direction. I wrote down my
thoughts and summarized them in a paper called GCMA
Report #R-437, Ways To Retain New Crewmembers And
Keep Seasoned Crews.
Ways to Retain New Crewmembers
and Keep Seasoned Crews
1. Stop using employment agencies that charge mariners.
This is illegal. Read 46 U.S. Code §10505(b) included
in GCMA Report #R-415-A on our website.
2. Pay decent wages and annual cost of living increases.
Set licensed mariners’ pay according to the issue # on the
license, the tow size, and the mariner’s knowledge of the
waterways he is posted on.
3. Extra pay for “riding over” beyond scheduled relief date
and “short crew” pay when vessel sails short-handed.
4. Work hours not to exceed 12 in a 24-hour period except
in emergencies.
5. Offer Holiday Pay New Years, Mardi Gras (regional),
4th of July, Labor Day, Thanksgiving and Christmas.
6. Provide full health, dental, vision & disability insurance
for crewmembers. Pay 50% of the coverage for
dependent family members. Coverage begins on day of
employment to protect mariner.
7. Provide a company retirement plan or 401K contribution.
8. Pay for licensed or documented mariners to upgrade or
renew their credentials. Assist them to prepare the
required Coast Guard documentation including sea
service and any other required letters.
9. Provide license defense insurance to avoid conflicts of
interest.
10. Provide fast efficient, safe, clean, and non-smoking
transportation to and from vessel. Read GCMA Report
#R-398, Crew Van – Death Van.
11. Avoid requiring long drives to and from the vessel as
when one vehicle makes crew changes on multiple
vessels.
12. Do not require fatigued crewmembers to take over the
watch upon arrival. Read GCMA Report #R-370-D.
Work-Hour Abuse, Whistleblower Protection and
“Deadhead Transportation.
13. The U.S. Surgeon General and public policy warns of the
cumulative health dangers of second-hand smoke.
Provide non- smoking vessels for non-smoking crews.
Pay an incentive to non-smokers. Read GCMA Reports
#R-341 & R-341-A.
14. Provide realistic grocery and supply budget including
provide safe bottled drinking water. Read GCMA
Report #R-395, Safe Potable Water and Food Service
for Commercial Vessels of Less than 1600 Gross
Register Tons: An Appeal To Congress.
15. The company should maintain their vessels well and
make crews proud of their “home afloat” and their
company.
16. Adequately crew your vessels for the service the vessels

Newsletter 3

are engaged in since many routinely operate short
handed
17. Keep full crews on board at all times. Crew size on
towing vessels pushing 6-pack or 1180 ft. tows on the
Intracoastal Waterway should be a three-man deck crew
with two men on a 6 & 6 (“square watch”) and one man
on a “Call Watch.” (understanding that no crewmember
should work over 12 hours in a 24-hour period and be
provided with at least 6 hours of uninterrupted sleep. On
locking rivers with 15 barge tows towboats should carry
a 5 to 6-man deck crew, with two men on the tow and
one man on the lock wall. On the Lower Mississippi
River 15 to 40 barge tows should carry a 5 to 6-man deck
crew. Read GCMA Report #R-370-G, GCMA R-375,
Crew Endurance: The Call Watch Cover-up.
18. Any vessel 1,500 horsepower and above should carry an
engineer.
19. Any person preparing food must have formal sanitary
training.
20. Any vessel in 24-hour service should have a cook or
person that has formal dietary and food preparation
training.
21. All Deckineers must have documented safety training
before entering the engineroom and vocational training
covering the tasks they regularly perform. Read GCMA
Report #R-428, Report to Congress: The Forgotten
Mariners. Maritime Education & Training for EntryLevel Deck & Engine Personnel.
Invest in your vessel crews:
22. The vessel crews are the people that move the cargo. An
investment in the crew should be looked at as money
well spent.
23. Enforce company and Coast Guard requirement for
safety meetings, fire drills, and man overboard drills and
insist that they actually be held. Hold vessel Masters
responsible.
24. Hand out quarterly safety rewards to crewmembers that
practice safety. Example: When a crewmember goes
three months without having an accident or injury, award
him/her a pair of safety boots, personal work vest, or
float coat. The longer an employee goes without a losttime accident, the larger the incentive and reward.
25. Be sure work gloves, foul weather gear, and flashlights
are readily available.
26. Every crewmember who goes out on a tow must carry a
VHF hand-held portable radio.
27. Allow no crewmember alone on the tow except after
notifying the officer on watch. The officer has an
obligation to watch the crewmember(s) on the tow.
28. Hypothermia kills.
In cold weather, all deck
crewmembers must have an exposure suit for protection
against both cold air and cold water temperatures. For
water temperatures, the Coast Guard, in NVIC 7-91,
identifies 59°F as the defining number for “cold water”
for regulatory purposes.
29. The more crewmembers that you keep alive and
uninjured are fewer crewmembers that need replacing.

the vessel crews need to respect shoreside personnel.
Shoreside management personal must stop using
intimidation and “Blackballing” tactics.
31. Management must stop using known drug users as
crewmembers.
32. If the captain fires a crewmember for being unsafe or
unruly, do not move the problem to another vessel.
“Terminate” the problem.
33. Give your licensed officers back the respect that they
earn and deserve from their experience.
34. Vessel’s crewmembers need to respect their superiors.
35. Enforce a dress code. Example(s): No pants warn down
at the knees; No head gear at the galley table; Must
wear a shirt with sleeves in the galley; No work gloves
in the galley; No tobacco use in the galley at any time.
36. Promptly honor requests by a Captain for a drug search
or drug screen on his vessel.
37. Require crewmembers to “go through the chain of
command” before calling the human resource
department.
38. Do not allow crewmembers that are on watch to play
video games or watch television. Allow the use of
personal cell phones only when off watch except in an
emergency.
39. If a Captain refuses to overload his vessel with more
barges then his vessel and crew can navigate with safely,
then the company should respect his views on safety.
After all, the company entrusts their Captain with a
vessel worth millions of dollars and a tow loaded with
millions of dollars of cargo and should have confidence
in his judgment.
40. If the Captain asks for equipment to be repaired, replaced
or supplemented to make the job safer and easer for his
crew, then cost should not be a real issue.
This is NOT meant to be a Quick fix to all the problems
we face. We all need to work together and take pride in our
industry. The seasoned mariners are where the real
navigation knowledge is hidden and not in some simulator or
computer.
[GCMA Editorial Note: On July 4, 1776, our nation
declared its independence from Great Britain. It took seven
years to achieve our independence over tyranny.
If
something is worth having, then it is worth fighting for.
This document (that we will republish as GCMA Report #R437) outlines our mariners grievances and their
expectations.]

Shoreside employees and vessel-crews should work as a
team:
30. Shoreside personal need to respect the vessel crews and
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GCMA CHALLENGES COAST
GUARD
ON MARINER TRAINING ISSUE
October 20, 2006
Rear Admiral Craig Bone
Assistant Commandant for Marine
Safety, Security and Environmental
Protection
U.S. Coast Guard Headquarters
2100 Second Street, SW
Washington, DC 20593-0001
Dear Admiral Bone,
I attended the Towing Safety
Advisory Committee meeting in St.
Louis on September 20 and 21 where I
heard Captain Lorne Thomas speak on
your behalf and tell the audience that
you were concerned about mariner
retention and training and that you were
not interested in reducing towing
officer licensing standards.
His
comments were tape recorded in the
first few minutes of the public meeting
on Thursday and Jerry Miante has the
tape. And, while you have the tape,
you will be rewarded by listening to the
final speaker at the end of the day –
Captain Bill Beacom who, better than
anyone, speaks for our lower-level
mariners in a brief seven-minute
presentation.
Your remarks presented by Captain
Thomas were clear and unambiguous.
However, there were very few working
mariners in attendance at the meeting.
Then, several weeks later, I began to
receive a number of calls from licensed
towboat masters, mates, and pilots
citing a news article in the Waterways
Journal (Oct. 9th issue) that appears to
say just the opposite. [Enclosure #1].
[Editorial Note: We reproduced this
WJ article below.]
I think that our mariners deserve an
explanation of exactly what is “…The
program, which was approved by the
U.S. Coast Guard on August 31st , (that)
can shorten the total amount of time of
license eligibility for Apprentice Mate –
the first stage in the licensing process of
a
professional
mariner
–
by
approximately 50%.” It looks a long
way from offering a day’s credit at sea
for a day in the classroom – or even 2
or 3 days! As a teacher, I would like to
examine the course offering in detail.
However, I presume that it is
“proprietary” information.
In the recent NOSAC meeting, it
appears that the Coast Guard is
requiring OMSA to provide a non-

copyrighted, non-proprietary course to
qualify liftboat captains. I believe the
Coast Guard should have done this for
all “lower-level” mariner courses. The
time has come to look at this issue.
I listened attentively to the
discussions at the TSAC meeting. I did
not pick up a hint of this apparent
pushover achieved by American
Commercial Lines until I read the
Waterways Journal article.
I attended the meeting of the
National Offshore Safety Advisory
Committee meeting in Galveston on
October 18th where I again heard of
your concern for mariner retention and
training.
In the public comments
portion of that meeting, I introduced
GCMA Report #R-428, Report to
Congress: The Forgotten Mariners –
Maritime Education & Training for
Entry-Level Deck & Engine Personnel.
[Enclosure #2].
I am a school teacher by profession
and have played an active role in lowerlevel mariner licensing and training
since coming to Louisiana in 1970.
Unfortunately, as far as lower-level
mariners are concerned, I believe the
Coast Guard has missed the boat.
Some of the details appear in #R-428 –
but this is just a start. The present
credentialing system clearly is broken.
The current system treats our average
lower-level mariner as dirt. So, part of
industry’s increasingly acute retention
problem is shared between the Coast
Guard and the companies who have
remained too aloof and focused on their
“bottom line” to pay the slightest
attention to the needs of their own
working mariners.
Frankly, Admiral Bone, you should
have attended the TSAC meeting to
witness how the AWO walked away
with the meeting.
I gave my
impressions to the Waterways Journal
that, I understand, put them in print.
[Enclosure #3]
You might understand why GCMA asked
Congress to make changes to TSAC in
GCMA Report #R-417
[Enclosure #4]
You might understand why our
mariners are fed up with the entire
Advisory Committee process. A few
minutes of frank discussion with Mr.
Jim Magill of your staff will fill you in
on the background of how the NOSAC
committee was manipulated by the
Offshore Marine Service Association a
few years ago to kill our complaints
about work-hour abuse.
Our
complaints grew from the material we
presented in good faith to Admiral
Newsletter 5

Pluta in our “Yellow Book” (now
appearing on our website as GCMA
Report #R-201). The Coast Guard had
an opportunity to improve things for
our mariners, but opted to do nothing.
This is the problem you inherited – I
won’t tell you how to fix it. You are
paid to do that. However, as the
GCMA historian, I will tell you how it
came about.
The Coast Guard has very little
connection with the lower-level
mariners it regulates. When was the
last time that Coast Guard officers
spent any serious time (measured in
days or weeks) to ride aboard the
thousands of small commercial vessels
that make up various segments of the
marine industry and learn what it is all
about first-hand before trying to make it
conform to a pre-designed scheme?
Has anyone except Dave Dolloff (GPSO) spent any serious time on towing
vessels in the past year or so? Expand
that to the past 10 years or even 35
years when towing vessels were
relegated to “uninspected” status and
forgotten!
In summary, it is time that the Coast
Guard – and that includes the National
Maritime Center – took a very close
look at our lower-level mariners. For
example, a great many licensed
mariners
with
100-ton
licenses
endorsed for towing are desperately
trying to remove that limitation since
few towing vessels were ever purposebuilt to admeasure under 100 GRT.
Yet, these mariners who do have
enough service time, and who are in
incredibly short supply, face difficult
administrative hurdles to remove this
meaningless barrier. They are not
inclined to write verbose appeals but
will opt to “walk away” from the scene
and go to work for Home Depot with
their practical skills. These jobs have
lost their appeal. As President Reagan
remarked : “Mr. Gorbachev, tear down
this wall.”
On page 2 of GCMA Report #R428 you will see mention of the 1972
report by Captain C.T. Newman.
Captain Terry Newman, a senior Coast
Guard officer was sent to the Gulf
Coast by Senator Russell Long to report
on the licensing, training, and education
situation down here that the Coast
Guard simply lost control of. I intend
to re-publish his report on our website
in the next few weeks as GCMA Report
#R-429-A.. This was a very painful but
basic lesson the Coast Guard had to
learn the hard way because they failed
to pay close attention to what was

happening around them in plain view.
There may well be a historic
parallel today that manifests itself in the
current “personnel shortage.” I believe
this “parallel” deserves your attention.
So I commend the “Newman Report” to
you as worthwhile reading. So, as a
teacher, I conclude this letter and leave
you with a significant reading
assignment rather than a term paper.
Very truly yours,
Richard A. Block
Master #1014425, Issue #8
Secretary, Gulf Coast Mariners
Association
ACL Announces Accelerated
Training Program
American Commercial Lines Inc.
(ACL), Jeffersonville, Ind., announced
last week that it will offer the nation's
first
Inland
River
Pre-License
Steersman training program in partnership with the Northeast Maritime
Institute, Fairhaven, Mass.
The program, which was approved
by the U.S. Coast Guard on August 31,
can shorten the total time of license
eligibility for apprentice mate – the first
stage in the licensing process of a
professional mariner-by approximately
50 percent, ACL said in the
announcement. The program includes
classroom, simulator and sea time.
The new program will initially be
offered only to ACL employees.
ACL and Northeast Maritime
Institute are currently working on the
next phase of the program, which may
further shorten the remaining licensing
period. The end result will be that a
person who is new to the industry could
achieve the rank of full mate in
approximately 30-36 months, a 50
percent reduction in the current five- to
six-year licensing period, ACL said.
"We are very excited that the presteersman training program was
approved by the U.S. Coast Guard, said
Michael J. Monahan, senior vice president-transportation services. "ACL, in
conjunction with Northeast Maritime
Institute, has developed an effective
training program that will enable us to
attract new employees and fast-track
advancement as they become future
leaders on our vessels. Our safety and
training programs are unmatched in the
industry. We are committed to our
employees
and
customers
to
establishing a leadership position in the
transportation industry."
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OSTRICHES FACE REALITY?
By Captain Bill Beacom
[Source: The Waterways Journal, Nov. 6,
2006.]
Management in the towing industry
uses the same approach to facing reality
as the Ostrich. There are currently many
personnel issues confronting the towing
industry that management has no answer
to. Those who think they have answers
are being very quiet so they do not ruffle
the feathers of those who might disagree
with them. Or, they may consider the
effort to keep their own house in order
their only responsibility.
Because of this attitude, the industry
is suffering.
Where
is
the
leadership we see only when ice blocks
the river or droughts shut navigation
down?
The problem of recruiting,
training, and keeping employees is even
more important because it is not seasonal,
nor is it likely to change with an increase
in rain. Because there are many reasons
for the present dilemma, no one answer
will solve the problem. An attitude
change would certainly be a start. That
attitude change must start with the Coast
Guard and work its way down through
everyone in management.
Seven years ago, the National
Transportation Safety Board sent a letter
to all modes of transportation
recommending, for reasons of health and
safety, the regulatory agencies ensure that
all employees be given the opportunity
for adequate rest, taking into account
circadian rhythms, and a regular sleep
time. The agencies responsible for airline
transportation, trucking, and railroads
complied. The Coast Guard replied they
did not have the statutory authority to
enforce compliance, and instead of
figuring out a way to partner with the
industry because the health and safety of
the work force was being threatened, did
nothing. They not only made no attempt
to solve the problem, they ignored it.
This is not surprising, because it
does not meet the industry criteria for
establishing a partnership. Every boat
employee knows what that criterion is.
It must give the companies more
independence to make money. This
translates to a towboater as meaning
that less people must do more work.
That more work has many acronyms –
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RCP, CEMS, VSO, SMS among others
– but not one Coast Guard management
partnership has resulted in compliance
with the NTSB’s recommendation, or
less work. On the contrary things are
much worse now than they were in
1999.
Congress, upon seeing working
conditions worsening and the Coast
Guard doing virtually nothing, wrote
and passed bills in 2004 giving the
Coast Guard the authority to inspect
towing vessels which includes manning
requirements, and to also regulate the
work hours of employees. Two years
later, both the Coast Guard and the
companies are still stonewalling, trying
to come up with an idea for another
partnership that can be implemented
without costing the industry any
money.
The reader can easily
recognize the arrogance of industry in
taking the Coast Guard for granted.
Example: The Towing Safety Advisory
Committee,
which
the
AWO
completely controls, recommended as
part of the new Safety Management
System the following under working
hours: “No crewmember on a towing
vessel may work more than 15 hours in
any 24 hour
period or more than 42 hours in a 72 hour
period, except in an emergency or drill.”
This recommendation includes the
following note: “The working group
considered but did not adopt a
recommendation that all crewmembers
receive a minimum of 6 hours of
uninterrupted rest in every 24 hour
period.” Even slaves were allowed to
sleep after the sun went down. Is it any
wonder the industry can’t attract workers?
It is time to step up and move the
industry into the 21st century or suffer the
fate of those industries that died in the
20th. The naysayers will read this letter
and brag they have always been able to
control the Coast Guard and Congress,
and nothing has changed. I beg to differ.
The two bills mentioned above were
passed with a Republican majority in both
House and Senate, and a Republican
President. This is unprecedented for
Republicans.
Democrats traditionally
have been the only party to champion the
causes of labor. Even if the Democrats
don’t win the House, things are changing,
because Congressman Oberstar will
continue fighting for mariners with more

Republicans at his side. If the Democrats
win, he will be the (Committee Chairman
of) the House Transportation and
Infrastructure Committee, in a Democrat
controlled House and will control House
Coast Guard oversight.
The question is, can we fix it, or do
we leave it up to Congress? The answer
is yes, we can fix it, and a collaborative
solution is always preferred over an
imposed one. We start by doing away
with all “call watches” and one-engineer
boats over 1,800 horsepower. We move
on by re-assigning responsibilities. One
reassignment would be removing the
burden of the Responsible Carrier
Program
and
Crew
Endurance
Management from the Captain. Other
steps must follow but these steps must be
taken immediately.
Some companies have already taken
some steps.
There are people in
management who are as appalled as I am
over the direction the industry is taking. I
could name several but will not
complicate their lives by doing so
because they are in the minority. Instead
of having various industry meetings a
year in which the topics most important to
survival are always purposely left off the
agenda, there needs to be a “return to
reality” meeting to address personnel
problems currently being ignored, with
those being ignored invited. Oops!!!!
While this may be another opportunity to
pack a meeting with “yes men,”
remember a solution has not been reached
by only listening to the voices of those
who are either too intimidated to give
their true appraisal or aspire to a
management position.
This industry
needs to accomplish something positive
that will relieve the malaise and show
mariners the industry also wants its
mariners to be its partners. The election
will be over before you read this letter,
and some of the players may change but
the urgency to address this problem will
not change.
As for the analogy to the Ostrich, that
story was debunked long ago. No animal
that is prey would survive if it hid its
head, and no industry will either.
Capt. Bill Beacom
Sioux City, Iowa

EDITOR INTRODUCES
“ANCIENT MARINER”
COMMENTS

MARINER CREDENTIALS TO
DISPLAY
NEW IDENTITY NUMBERS

GCMA encourages mariners to
express their views in writing. Before
publishing these letters, we do our best
to check for obvious errors of fact as
well as in grammar. We often add
[GCMA Comments] to the text of
articles that express the views of our
Association.
On occasion, we submit articles to
mariners and others respected members
of the maritime community or in their
particular field of expertise (e.g.,
medicine, the law, etc.) for their
comments. These “Ancient Mariner
Comments” are independent opinions
whose authors wish to remain
anonymous. These comments may or
may not reflect the views of the Gulf
Coast Mariners Association. However,
when we publish an “[Ancient
Mariner Comment],” we consider that
comment worthy of our readers’
consideration.

[Source: IOMM&P, Oct 23, 2006.]
Mariners issued a mariner credential
(i.e., license, merchant
mariner
document, or certificate of registry)
dated on or after Oct. 16, 2006, will
notice a change. The Social Security
Number (SSN) is no longer printed
anywhere on the credential. It has been
replaced by a “mariner number.” This
Coast Guard generated number allows
you and the REC to ensure they are
talking about the same John Smith
without using the SSN. The SSN can
still be used, but the mariner number
will be the preferred way to identify a
mariner to the Coast Guard.
The credentials with the SSN are
still valid. A new credential will not be
printed just to remove the SSN.

CONGRESS MAY PROTECT
SEAMAN’S SHORESIDE ACCESS

AL CORNETT (1914-2006)

On Sept. 28, 2006, the House of
Representatives passed the Coast Guard
Authorization Act of 2006. Part of the
language that was passed read:
SEC.
307.
SEAMEN’S
SHORESIDE ACCESS. Each facility
security plan approved under section
70103(c) of title 46, United States Code,
shall provide a system for seamen
assigned to a vessel at that facility and
representatives of seamen’s welfare and
labor organizations to board and depart
the vessel through the facility in a timely
manner at no cost to the individual.”
Congress is expected to return to work
on November 13th and the Senate is
expected to consider HR 5681 at that time.
[GCMA Comment: This is a step in
the right direction – but only a step.]
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[GCMA Comment: Thank God for
small favors.]

[Source: e-Mail from United Mariner,
Nov. 18, 2006.]
Al Cornette age 92, President of
Local 333, United Marine Division of
the
International
Longshoreman’s
Association, current Vice-President of
the Atlantic Coast District and VicePresident of the Executive Council for
the
International
Longshoreman’s
Association for over 30 years died on
November 17, 2006 at Staten Island,
New York.
Al was loved and respected by all
those he represented for over forty-five
years. His leadership will have a
positive impact on the maritime
industry for years to come. He will be
sorely missed. Our deepest sympathies
to his family.

HOW TO HARASS LICENSED MARINERS
RIGHT OUT OF THE MARINE INDUSTRY
Introduction
The Master of a large offshore Supply Vessel
accompanied by his Chief Engineer visited the GCMA
office in late July with a serious problem he needed help
with. The interview, extending over several hours led
GCMA to address the following letter to Captain Fink, the
Commanding Officer of the National Maritime Center in
Arlington, VA.
Initial Letter
Dear Captain Fink,
I am writing this letter on behalf of Captain ¢ …
Captain ¢ runs a 207 foot offshore supply vessel for XXX.
Captain ¢ had a merchant mariner document that expired
on June 21, 2006. Unfortunately, the MMD did not have the
same renewal date as his license and STCW – Nov. 5, 2008 – a
fact that only became known to him only a week ago.
Captain ¢ recently completed his paperwork, enclosed
the payment, pictures, etc. and sent it to REC Oakland, CA
by certified mail on July 26, 2006.
Mr. ¢ ¢ (his employer) will not allow Captain ¢ to
work on the boat until he has his z-card.
Section 702 of the Coast Guard and Maritime
Transportation Act of 2006 gives the Coast Guard the
authority to extend the duration of merchant mariners’
documents of a resident of Louisiana whose records (at REC
New Orleans) were presumed damaged or lost as a result of
Hurricane Katrina. Captain ¢ was working during both
Hurricanes Katrina and Rita and his residence in (Louisiana)
was damaged by the Hurricane Katrina. In fact, he could not
get off the boat for a week after the second hurricane.
On behalf of Captain ¢ , we ask that you verify receipt of
his application at REC Oakland and extend the authority of
his merchant mariners document until such time as the
system requires to process it properly. Please contact the
mariner directly. s/Sec’y, GCMA
Additional Information
[Letter from his employer to REC New Orleans, July 24,
2006.]
Capt. ¢ …has been working onboard the vessel XXX for
the last six weeks due to a personnel shortage.
Please take this under consideration when renewing his
Merchant Mariner Document which expired on 06/21/06.
Thank You,
Vessel Coordinator
Further action
[E-mail from Capt. ¢ to GCMA, Aug. 4, 2006.]
Dear Capt. Block,
I am writing this letter in reference to the letter you sent
Capt. Fink last week. I did not hear from him or receive any
information. Checking to see if he might have sent you a
response.
I spoke with REC New Orleans, and spoke with Chief
Warrant Officer XXX. She spoke with someone in a higher
position and they both said they do not see any reason that I
should not be able to sail under my license since it is current

until 2008 while my MMD is being renewed. I spoke to (my
employer) and had him call REC New Orleans and speak with
Chief Warrant Officer XXX. She told him the same thing.
He (had second thoughts about) what they were saying at
REC New Orleans and called the USCG Marine Inspection
Division. Their response was that if they came aboard the
vessel and found my MMD was in the process of being
renewed, that they were going to tie up the vessel and pull
the Certificate of Inspection.
At this point, who do you believe. This is very confusing
and frustrating. Any help in this matter is greatly appreciated.
Regards, Captain ¢
[Ancient Mariner Comment.] Historically, it was the Coast
Guard investigators that gave mariners the most concern because
they who could do the mariner the most harm. It was the Coast
Guard marine inspectors who could routinely tie up vessels.
In this case the inspector indicated that he would tie up
the vessel and pull its Certificate of Inspection. That
inspector may not actually pull the COI, but would normally
demand that a new crewman be provided before the vessel
sailed if he determined that the MMD had expired. Many
inspectors would not even check the MMD but would only
check the licenses so it is hard to predict which would
happen. Clearly, the Coasties to be most concerned about in
this case are the marine inspectors coming on the vessel.
What one inspector says he will do does not mean that any
other inspector will react the same way to the same situation.
Enforcement is very arbitrary. Unless the REC provides
permissive information in writing, it is relatively worthless
when approaching USCG enforcement personnel.]
Taking Further Steps
[Since this was a pressing employment problem for Captain
¢ , we addressed this fax to the Officer-in-Charge Marine
Inspection, Morgan City, LA on August 7, 2006]:
Memo To: Commanding Officer, MSU Morgan City
From: GCMA
Subject: Personnel Licensing Problem
Dear Sir,
Captain ¢ , an employee of XXX spoke with me on July
27th regarding a problem he his having with his Merchant
Mariner Document described in [Enclosure A]. We faxed a
letter to Captain Fink, but the fax did not go through so we
mailed it next day.
[Enclosure B] is the new law that allows extending the
authority of a MMD. I understand from Industry Day that
the Coast Guard has not yet made up its mind how to handle
this issue. We were hopeful that Captain Fink could resolve
the issue.
[Enclosure C] is an e-mail I received from Captain ¢ that
shows the REC and your Inspection Department have two
conflicting ideas on how this should be handled. Would you
be good enough to resolve this issue for Captain ¢ and
contact him at Cell # or Home #?
[GCMA Comment: The Coast Guard pays its highranking commissioned officers to make tough decisions.
We thought that this was just such a decision that could
be made at the local level whose outcome would affect
only one mariner. Apparently, it was too important a
decision for a mere Captain to make!]
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Reply from Marine Safety Unit,
Morgan City, LA., August 11, 2006.
Richard:
As we agreed from the phone conversation we just
completed:
1. It is illegal at this time for a mariner to operate under an
expired MMD. We both expect, based on the Maritime
Transportation Act of 2006, at any time the Coast Guard
may publish a notice in the Federal Register that could
grant Capt. ¢ some relief.
2. That you will contact Captain ¢ concerning his MMD
and you do not expect (the OCMI) to contact him as you
requested in your letter; and
3. That this fax is the only response you expect from our
unit. s/XXX, Assistant Chief Investigations
A Question of National Significance?
[Letter from Offshore Marine Service Association to
Secretary GCMA and Chairman, Towing Safety Advisory
Committee. July 13, 2006.]
Richard & Mario:
Congress has passed (the Coast Guard and Maritime
Transportation Act of 2006). Section 702 of the Act gives
the Coast Guard the authority to grant extensions to licenses
and documents for mariners living in Louisiana, Mississippi,
and Alabama or mariners whose files were in REC New
Orleans until April of 2007.
We are getting some push back from the Coast Guard in
granting these extensions. They have asked that we
demonstrate the “need.”
Do you believe there are a significant number of
mariners who would benefit by an extension of their license
or document?
Give me a call on my cell,
s/Kenneth B. Parris, Vice President
Offshore Marine Service Association
[GCMA Comment: The Act was signed by the President
on July 12, 2006. Captain ¢ met all the qualifications of
the Act.]
Final Action
GCMA received notification from Captain Fink at the
National Maritime Center of License/MMD Extension on Aug.
16, 2006. We notified Captain ¢ immediately as follows:
TO: Captain ¢
SUBJECT: Temporary License and Merchant Mariner
Document Extensions
This applies to your MMD
I received the attached information from Captain Ernest
Fink, Commanding Officer of the National Maritime Center,
Arlington, Virginia, that describes temporary authority the
Coast Guard received from Congress to extend the
expiration dates on certain mariner licenses and merchant
mariner documents (MMD or Z-Cards).
Congressional staff members consulted with GCMA and
other concerned Associations on this matter in October 2005
shortly after Hurricane Katrina. Congress added this
provision as Section 702 of the Coast Guard and Maritime
Transportation Act of 2006 back in January of this year.
However, it took until about two weeks ago for the bill (HR-

889) to make its way through both the House and Senate
Committees, go through a conference committee to iron out
the differences, be passed by both houses and then be signed
by the President.
Please read this notice carefully and carry a copy of it
with you with your expired z-card.
[GCMA Comment: It is unfortunate that the Coast
Guard bureaucracy cannot translate the best intentions
and actions of Congress into timely action that could help
make life a little easier for our mariners especially after
natural disasters like Hurricanes Katrina and Rita.]
[Ancient Mariner Comment. It is clear that CAPT Fink is
attempting to facilitate a remedy to this situation. It is
equally clear that the Coast Guard’s merchant marine
personnel system sees nothing wrong with abusing the
maritime public shown in this case and that routinely occurs
in hundreds if not thousands of cases each year.
The Coast Guard chooses to remain ignorant of issues
that are of critical import to the mariner. Why do our
maritime personnel need to be regulated by a force of armed
warriors – and particularly a force that is not competent in
commercial maritime activities. While the Coast Guard
maritime regulatory activities have some knowledge of
military vessel operations, it has little or no knowledge of
the commercial maritime trades. Few in their organization
ever sailed commercially and none held positions in
commercial business management.
The credentialing part of security will become the
responsibility of the Transportation Security Administration
(TSA) that will be covered by the new credential called the
TWIC. Despite this, the Coast Guard continues to add an
immense burden to the maritime public on security issues,
apparently for no reason at all, since the same items will be
repeated by TSA when it comes out with the TWIC. Why
then is the military involved with z-cards and licenses at all,
and why so duplicative?
Why doesn’t the USCG have a duty in law to facilitate
commerce and insure that the rights of seamen are not
abused? In the first half of the twentieth century governments
made great strides in curing abuses of seamen by private
companies. Earlier, the war of 1812 was fought at least in part
to stop British impressments of American seamen into service
on British naval vessels. Today the abuses of American
seamen are generated to a large extent by the United States
government itself under the guise of regulatory uniformity and
international standards like STCW. Nobody ever consulted
with our lower-level mariners, the vast majority of all
American mariners about STCW.
Aside from GCMA, who is taking the mariners side in the
important issues of the day? To whom can the lower-level
mariner go to for help? Today, GCMA seems to be it.
This situation would seem relatively easy for the Coast
Guard to fix. Why is it that, year after year, the Coast Guard
chooses not to find a way to fix it and give the mariner a certain
means of redressing their grievances?
Where is the
accountability? Because they are a “military” organization,
they see nothing wrong with removing a mariner’s livelihood
through their administrative incompetence without due process.
The time has come for our mariners to demand accountability
or simply pack up and leave the industry.
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GCMA ASKS COMMANDANT
ABOUT 15-HOUR WORKDAY
AS PUBLIC POLICY
On September 17, 2006 GCMA wrote the following
letter to Admiral Thad W. Allen, Commandant, United
States Coast Guard:
Dear Admiral Allen,
The Gulf Coast Mariners Association speaks on behalf of
126,000 “lower-level” licensed and unlicensed mariners who
work on thousands of commercial vessels of less than 1,600
Gross Register Tons throughout the United States as well as
many other mariners who possess no credentials and are
routinely overlooked.
I would like you to consider whether the Coast Guard
supports, as public policy, this statement in the American
Waterways Operators’ (AWO) Responsible Carrier Program (§
V-1) directed to unlicensed crewmen on towing vessels
including deckhands, deckineers, unlicensed engineers, cooks,
and tankermen: “All other crewmembers on a towing vessel
should be permitted to work no more than 15 hours in any 24hour period or more than 42 hours in a 72-hour
period, except in an emergency or drill.”
We already know the “official” Coast
Guard answer is that Congress did not give
your agency the authority to regulate these
work-hours. We also understand that the
Coast Guard has a written “partnership”
with the AWO that they are using to give
the 15-hour workday a life of its own.
Their policy is perpetuated by the Towing
Safety Advisory Committee (TSAC)
working group on towing vessel inspection.
That working group, composed of over 95%
AWO members, appears unwilling even to
support giving our working mariners six
hours of uninterrupted sleep in the same 24hour period. We point out that that doesn’t
even meet third-world standards.
This only one of the reasons our Association moved
beyond TSAC, where we should have a voice, beyond the
Coast Guard itself, and directly to Congress. Since all of our
complaints have a factual basis, it only a short step to engage
the national media.
Unlicensed “deckhands” are only part of the problem.
To understand the problem on line-haul towboats, we ask
you to review GCMA Report #R-375 (enclosed). We
posted this report on our internet website over three years
ago as your staff can tell you. The towing industry also
abuses its unlicensed towboat engineers as GCMA Report
#R-412 (enclosed) clearly shows.
Although the AWO as an Association may observe the
statutory 12-hour work-hour limit for licensed officers, our
website shows that not all its member companies
scrupulously follow their guidance. GCMA Report #R370A (enclosed) is one of a series of reports posted on the
internet that shows how often the work-hour statute is
violated. It took the Coast Guard over four years to
determine that work-hour statutes were violated. Yet TSAC
stonewalled our petition for a regulation to support the

statute in Docket # USCG-2002-13594. We are disgusted!
We believe it is long overdue for the Coast Guard to
ensure that America’s working mariners receive equal
representation with segments of the industry on the Coast
Guard’s advisory committees. In GCMA Report #R-417
(enclosed) we alerted Congress to the specific problems at
TSAC.
As the new Coast Guard Commandant, we can only ask
that you follow a new path and pay greater attention to the
needs of our 126,000 “lower-level” mariners than your
predecessors. s/Secretary, GCMA
Reply
On November 7, 2006 we received the following reply
from Captain L.W. Thomas, Chief, Office of Operating and
Environmental Standards, by direction of the Commandant:
Dear Mr. Block:
On behalf of the Commandant, I am responding to your
letter of September 17, 2006, concerning work-hours onboard
towing vessels. Specifically, you ask if the Coast Guard
supports, as public policy, work-hour standards adopted by the
American Waterways Operators, a national trade organization
representing the U.S. towing and barge industry.
[GCMA Comment: This was a simple question soliciting
a simple “Yes” or “No” answer.]
The Coast Guard is currently engaged in two projects
that relate to your concerns. The first is the
development of regulations that will implement
Coast Guard inspection of towing vessels. It
is unclear yet whether work-hours will be
specifically addressed within this project.
However, we do expect to include a
provision for safety management systems that
will likely address some aspects of
workplace safety including work-hours.
The second project involves Crew
Endurance Management Systems (CEMS).
CEMS is a system for managing the risk factors
that can lead to human error and performance
degradation in maritime work environments. Although
voluntary, CEMS has been found to be successful as a tool
to promote better rest and fitness for crewmembers.
The Coast Guard and Maritime Transportation Act of
2004 provided authority to the Coast Guard to establish
maximum hours of service on towing vessels over 26 feet (46
U.S. Code §8904(c)). However, before establishing new
regulations, the Coast Guard was directed to conduct and report
to Congress on the results of the demonstration project
involving implementation of CEMS on towing vessels.
Additionally, after evaluating the CEMS demonstration
project, the Coast Guard is expected to view casualty data to
determine whether there is statistical evidence to support the
need for new hours of service. The analysis of casualty data
has not begun yet.
Please contact Mr. Dave Dolloff at 202-372-1415 if you
wish to discuss this further. s/ L. W. Thomas.
[GCMA Comment: This response reminds us of a series of
amusing television advertisements aired by the Royal Bank
of Scotland whose point is to cut all the BS and – “Just
make it happen!”]
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TUGBOATMEN FORCED TO CONTEND WITH
ASININE LICENSING REGULATIONS
Overview
The towing vessel license regulations(1) that resulted
from a series of public hearings in the late 1990s and drew
over 787 written and verbal comments from the public went
into effect on May 21, 2001. [(1)Docket #USCG-1999-6224,
64 FR 63228 as amended.]
During the life of the project, the rulemaking process
passed through the hands of three separate project officers, a
Towing Safety Advisory Committee Work Group that met
on at least six occasions, and then dragged on through a fiveyear phase-in period.
The Coast Guard’s overburdened licensing system, with
an acute the lack of first-hand knowledge of the mariners it
tasked to regulate, has failed to adequately address the
rulemaking’s shortcomings. This failure threatens to derail
the careers of a number of the industry’s experienced
mariners at great personal expense to them and a threat to
the continued stability of the shrinking pool of experienced
“lower-level” mariners
The case of Captain ¢ is one of many examples that has
come to our attention. Our attempts to bring the matters
discussed in this article to the attention of the Coast Guard’s
National Maritime Center, the Towing Safety Advisory
Committee (TSAC), The American Waterways Operators
(AWO), and the Offshore Marine Service Association (OMSA)
have not taken the first meaningful step to resolve the problem.
Industry-wide Scope of the Problem
Apparently, Captain ¢ despaired of solving his personal
licensing problem. Consequently, as a strictly personal issue it
now must take a back seat. We informed Captain ¢ that his
problem is shared by many other mariners. Therefore, we
cannot allow the fact that he never paid his $140 “user fee” to
make a formal application for the license stand in our way of
presenting his problem to a wider audience. We are assembling
this and other cases and will follow the advice of Captain Fink
“…to petition the Coast Guard for such action.” However,
since we experienced a depressing number of other mariner
“petitions” steered into left field by Coast Guard officials in the
past seven years, we will also prepare a Report to Congress on
this and other lower-level personnel issues.
Captain ¢ s Problem
Captain ¢ is an experienced tugboat captain with a 100ton Master’s License and a valid towing endorsement.
His license is typical of thousands of similar licenses issued
from about 1987 to 2001. An informal guess by an official
at REC New Orleans indicated that as many as 50% of all
“towing” licenses issued by that office during this period
may have been “100-ton” licenses. The 100-ton licenses
were popular because they required one less year of sea
service than the Operator of Uninspected Towing Vessel
(OUTV) license and allowed the applicant to take the
standard “100-ton” course offered at most license prep
schools during this period. Such courses were offered as
“Coast Guard Approved” courses since about 1995 although
other courses are currently available and exams given at
Coast Guard Regional Exam Centers.

There is certainly no shortage of towing vessels of less
than 100 gross register tons for these licensed Masters and
Mates to operate. During this period, most mariners paid
their own way through school to obtain their licenses and
towing endorsements.
Captain ¢ Presents his Problem to GCMA
Captain ¢ approached the Gulf Coast Mariners
Association and asked us to help him. We contacted the
school he attended. We also contacted Mr. Richard Wells at
the Regional Exam Center in New Orleans and verified
some of the “strange” information he had received. We then
contacted the Commanding Officer of the National Maritime
Center because we believed the problem had “national
significance.”
A Problem of National Significance
Our Letter to the NMC of July 25, 2006
Dear Captain Fink,
This letter concerns Captain ¢ (address + contact phone
#) I believe it also may affect other mariners in similar
circumstances based on information received from his
school that was traced to information they received from
REC New Orleans as well as REC Oakland, CA.
You and I both attended the TSAC working group
meetings that hammered out understandings on the towing
vessel licenses in the winter of 2000-2001. Of course, those
meetings were only “advisory” in nature. However, those
meetings perpetuated basic differences between the 100-ton
Master’s license that allowed a “towing endorsement”
restricted to 100-ton towing vessels and the OUTV license
that became Master of Towing Vessels license and has no
tonnage limitation for most towing vessels under 200 GRT
in near coastal domestic service.
The problem that arises today when a 100-ton Master,
with his towing endorsement (and now holding that
additional full year of experience that originally separated
the two licenses) tries to move to a Master of Towing
Vessels license. The road block that the local Regional
Exam Centers appear to place in the path of upgrading
appear to be unjustified. I believe this problem may arise
from misinterpreting the regulations.
Captain ¢ ’s Problem in Perspective.
Captain ¢ works for Crosby Towing Co., a large local
towing company operating both inland and in the Gulf.
Captain ¢ wants to continue to work for the same company
on domestic voyages (only) in the Gulf of Mexico. He is on
the third issue of a 100-ton near-coastal Master’s license.
He seeks a Master of Towing Vessel license. He does not
want a 500-ton Master license, but wants to retain his 100ton master rating so he can run inspected small passenger
vessels, crewboats, utility boats, and other OSVs of that
tonnage. However, he was told that to upgrade his license
he must test for a “superior route.” This, for a near-coastal
license, is interpreted (by the REC and apparently supported
by the NMC) to mean “oceans.” We suggest that both the
Regional Exam Center and the National Maritime Center reevaluate this issue because it affects a sizeable number of
licensed mariners and it will cost them a great deal of money
for a relatively small raise in grade. This is what it would
cost him in tuition and time off work spent in school – most
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likely “out of pocket”:
• Celestial Navigation Course. School Tuition $1,000 + 12
days @ $400 per day = $5,800.
• Master, 500-ton Upgrade Course. Tuition $1,000 + 30
days @ $400 per day = $13,000. In addition, there would
also be the following separate courses to meet Coast
Guard requirements.
• Advanced Firefighting: Tuition $750.00 + 5 days at school
@$400 per day = $2,750.
• Able Seaman: Tuition $450 + 6 days @ $400 per day =
$2,850.
• Proficiency in Survival Craft $800 + 4 days @ $400 per
day = $2,400.
• Basic Safety Training (STCW) $1,000 + 5 days @ $400
per day = $3,000
• Bridge Resource Management (BRM) $300 + 3 days @
$400 per day = $1,500.
• Flashing Light (signaling) $150 + 1 day @ $400 per day =
$550.
Grand Total: $31,850.
Although this figure is just an estimate based upon the
time an average mariner would have to take off work to
complete the courses, the classroom time does not include
the time off work on the weekends that classes typically are
not in session. It does not include room, board, or travel if
the mariner does not live close to the school.
This difference is even more shocking when you
consider that Captain ¢ probably spent less than $1,000 to
obtain his present 100-ton license a decade ago. Unless he
“upgrades” his license, no matter how much additional
experience he gains, he will never be able to operate a
tugboat between 100 and 200 GRT offshore until he
completes this additional training. He will be faced with
making this sizeable investment or his employer will have to do
so as a direct result of a small misstep he made in his career
path in sitting for a 100-ton license rather than an OUTV
license about a decade ago.
In Captain ¢ ’s case, the route he seeks is NOT a superior
route; it is the same near coastal route he already has on his
license. After three issues, he can find his way around in the
Gulf of Mexico or on other domestic coastwise routes.
It gets better: To go for an “oceans” license, he was told
he must take and pass Celestial Navigation at the Unlimited
Masters level…all of this to operate in the Gulf of Mexico
and coastwise. This geographic area is well covered both by
Loran C and GPS which are much more accurate and userfriendly than is Celestial.
Celestial courses take a minimum of three weeks,
involve intensive training that is not always easy to grasp.
The course is costly, and the school made it clear that it is
NOT trying to sell him this course. They informed GCMA
that this REC “policy” – apparently verified by personnel at
least two RECs – is based upon 46 CFR Table 10.464-1.
If this is the way the RECs interpret 46 CFR Table
10.464-1 (and I disagree with the interpretation by plain
reading) I believe it will discourage any mariner who has a
100-ton license with a towing endorsement from ever
advancing beyond the 100-ton stage and running larger
towing vessels in the towing industry.
I also question why Captain ¢ would need a TOAR (to
upgrade his license) since he was continuously employed in
the towing industry for a number of years and is NOT

returning from suspension or revocation. As a former vessel
owner, I can see why it might be a good idea to let him serve
as mate for 30 days on a larger vessel to become familiar
with the vessel characteristics. However, to require a
separate license transaction(1) requiring 30 days service that
will take a minimum of 16 weeks (112 days) at a lower wage
when the industry is so short of licensed personnel doesn’t
really make much sense. [(1)A typical license transaction at
the time the letter was written took 16 weeks.]
I would appreciate any guidance you could give Captain
¢ in the matter discussed above.
[Personal note to Captain Fink]
We can discuss the following items the next time we
meet in Washington at MERPAC or TSAC:
The difference between the 100-ton and towing officer
test. Several years ago, I reviewed the written towing test
that formerly was given at the OUTV stage and is now given
at the Apprentice Mate/Steersman stage. I am also very
familiar with the 100-ton test, having reviewed it and
provided a number of questions to NMC in 1997 in line with
the newly revised T-boat regulations. I even received a nice
letter (of appreciation) from Admiral Card at the time.
The basic difference as I recall was in the plotting
problem where a candidate for Master of over 100 GRT and
for towing licenses work a plotting problem with a number
of steps where an error on one step can throw off subsequent
steps. The 100-ton test, on the other hand, has individual
problems where one answer does not depend on the preceding
answer and each problem is graded separately. If this (minor)
difference still exists, I believe the towing officer should be
prepared for the more difficult test.
If there are other differences that can be identified, and
are meaningful, they too should be tested. Throw in the
usual “upgrade” re-test on the rules of the road if you want.
Require that extra year of service the people who took the
100-ton test skipped out on in the 1990s (but accept the time
served on towing vessels as counting for that experience as
long as they can show it). Then let the candidate upgrade
without all the flack these guys now are running into from
the RECs gratuitously inventing things they really know
nothing about.
We are creating problems where they should not exist.
In the 1980s, the 100-ton test was considered a pretty-solid
test. In 1987-1989 CDR (later RADM) George Naccara
modified the scope to allow mariners to break in on small
towing vessels of less than 100-tons if they took a “towing
endorsement” 10-question test. It let them get into the
industry with less time and receive instruction in all the
basics including Subchapter T regulations that, of course, do
not apply to towing vessels. It was a good idea then, and
just as good an idea now – limited to the smaller vessels.
However, the 100-ton license gave the students an insight
into Coast Guard “inspection” and all that that entails. That
was Lagniappe – a little something extra for those who work
on tugs and towboats (today)!
For the offshore towing industry, the important tonnage
figure was always 200 tons, NEVER 100 tons – and this
was to escape the (licensing) requirements of the Officers
Competency Certificates Convention of 1936 (and Act of
1938).
Suddenly, “100-tons” has become a difficult
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roadblock for reasons of licensing. We recognized and dealt
with it in TSAC in the winter of 2000. However, it (the
tonnage issue) affects offshore as well as inland towing
vessels. It is artificial (i.e., unnecessary for the most part)
and mariners need to overcome it easily by administrative
means or the existing personnel crisis will become intolerable
for the towing industry. I don’t think I am asking the Coast
Guard to give anything meaningful away.
I recently heard of a towing vessel operator who is
building six towing vessels “under 100 tons” for obvious
licensing reasons. This really should not be a necessary
consideration. It should not be a matter that concerns a
naval architect until the vessel reaches 200 tons – and that
only for near-coastal routes.
Now, Congress has decreed that towing vessels will be
inspected. GCMA has been insisting (continuously since
2000 in GCMA Report #R-276) that inspection be done the
same way with towing vessels as it is done with small
passenger vessels and OSVs. When that happens, GCMA
will push for all towing vessel licensed officers to be tested
on the new towing regulations the same way tankermen were
tested in 1980 – a thorough open book inspection rules test
at renewal time….involving a forced reading of the
regulations preferably ASAP or at least before renewal. You
can’t play the game unless you know the rules.
As I seem to be more involved in hearing this litany of
complaints, the more I believe that the answer lies in
centralizing control and giving unified answers and
treatment to all our mariners. I believe that unifying
inspection regulations requiring essentially the same
treatment for small passenger vessels, OSVs, and towing
vessels can lead to simplifying and unifying training
requirements for (all) lower-level (deck) licenses.
s/Richard A. Block, Sec’y, GCMA
Reply from Captain Fink dated August 9th.
This is in your reply to your letter dated July 25, 2006,
concerning Captain ¢ and his application for renewal of his
license.
If Captain ¢ is not satisfied with the decision of the
Regional Examination Center, he must appeal that decision.
The appeal should begin at the office where the decision was
made; i.e., REC New Orleans. If the issue is not resolved to his
satisfaction, he may appeal to the cognizant District
Commander and ultimately to the Commandant.
[GCMA Comment: Unfortunately, Captain ¢ never
submitted a formal application so there was nothing to
“appeal.” The problem remained unresolved.]
[GCMA Comment: The prospect of taking a Celestial
Navigation course and taking all the extra schooling
required for a 500-ton license to continue the job he is
now performs but on larger tonnage vessels discouraged
Captain ¢ from even applying for an upgrade. It will
discourage other mariners as well.]
If you or Captain ¢ believe that the regulations should
be amended, you may petition the Coast Guard for such
action. See Title 33, Code of Federal Regulations, section
1.05-20 for further information….
Sincerely, E.J. Fink

Petition vs “Appeal”
Since Captain ¢ had not filed a formal application,
GCMA had nothing to “appeal” on his behalf. You must
pay your “user’s fee” in order to obtain the formal
personally-delivered rejection that two Regional Exam
Centers already advised the school that he would receive if
and when he did submit an application. Why submit an
application and spend $140 when you already know the
answer. This is why GCMA may choose to “petition” the
Coast Guard for changes in regulations rather than submit a
formal “appeal” on Captain ¢ ’s behalf.
[GCMA Comment: Although it is not tested on licensing
exams, we believe every “lower-level” mariner needs to
be familiar with the appeal process – at least the
governing
regulations
that
changed
recently.
Consequently, we published GCMA Report #R-436, The
Coast Guard Appeal Process.]
TSAC Turns a Cold Shoulder to Mariners
The Towing Safety Advisory Committee has no direct
influence on towing issues. However, the Coast Guard
called upon a TSAC Working Group to advise it on
establishing the new towing vessel regulations in that went
into effect in May 2001. The Gulf Coast Mariners
Association traveled to Washington and participated in most
of the half-dozen “work-group” meetings held during the
winter of 2000-2001. Attendance at these meetings cost the
Association considerable time and approximately $6,000 in
expenses but provided us with an insight into what really
was going on “behind the scenes” in the nations capital.
Since the Licensing Work Group still exists (although
with many new faces), and since GCMA believed something
was seriously wrong with the regulations, we submitted the
following letter to Mrs. Jennifer Carpenter, Chairperson of
the Work Group, on Sept. 12, 2006:
Mrs. Jennifer A. Carpenter
Senior Vice President, Government Affairs & Policy Analysis
The American Waterways Operators
801 North Quincy Street, Suite 200
Arlington, VA 22203
Subject: License Upgrade Problem for Presentation to TSAC
License Working Group
Dear Jennifer,
This letter concerns an inquiry by a Captain ¢ (a real
person) that I believe affects a number of other mariners
with 100-ton Master licenses with towing endorsements. It
is based on information received from the school guidance
counselor that was disseminated by staff members at REC
New Orleans as well as REC Oakland, CA. I contacted Mr.
Richard Wells at REC New Orleans to determine if the
information was factually correct and determined it was.
I understand that Captain ¢ (and possibly a significant
number of other mariners ) were discouraged from making an
application for raise of grade based in part on that information.
You facilitated the TSAC working group meetings that
hammered out understandings on the towing vessel licenses in
the winter of 2000-2001 that created the licensing regulations of
May 21, 2001 as well as provided input to NVIC 04-01
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released at the same time. While the TSAC meetings were only
“advisory” in nature, they perpetuated some basic differences
between the 100-ton Master’s license that allowed a “towing
endorsement” restricted to 100-ton towing vessels and the
existing OUTV license that is now the Master of Towing
Vessels license.
Mariners grandfathered into Master of Towing Vessel
licenses have no tonnage limitation on inland waters and
western rivers. However, OUTV for near coastal licenses in the
past were limited to vessels of no more than 200 gross register
tons on domestic waters by the Officers Competency
Certificates Convention of 1936 and Act of 1938.
Captain ¢ has a 100-ton Master license with a towing
endorsement. He is on his third issue of his license. He
wishes to upgrade his license to run larger vessels but only is
interested in raising his towing license to 200 GRT for use in
domestic service in the Gulf of Mexico. He does not want to
use it in foreign waters such as Mexico or the Bahamas. He
wants to keep the 100-ton Master part of the license so he can
be flexible and react to future job opportunities, but his real
interest in seeking advancement is to operate towing vessels of
between 100 GRT and 200 GRT.
Like many mariners, perhaps far more than we (in the
TSAC Work Group) realized in 2000, he had chosen to sit
for the 100-ton license exam rather than the OUTV exam.
While he may have chosen to do it because it required one
less year of sea service, he now has well over a year (in fact,
many years) of creditable service under his belt. However,
he now finds that this choice was a serious career-choice
mistake than prevents him from operating towing vessels
between 100 and 200 GRT.
The problem that arises today when a 100-ton Master, with
his towing endorsement tries to upgrade to a Master of Towing
Vessels license. The road-block that the REC appears to place
in the path of upgrading may be insurmountable from a
financial and educational standpoint for some mariners. I
believe this problem may arise from work that our license work
group may have failed to do or that Washington has
misinterpreted the regulations.
Another problem also exists in that at least one REC
requires candidates with 100-ton Master licenses with
towing endorsements who do decide to upgrade to 500 ton
Master (and presumably to any higher license) to complete a
TOAR. I do not recall that was ever part of the working
group understanding in 2000-2001.
Captain ¢ ’s Problem in Perspective. Captain ¢
works for a large local towing company operating both on
inland waters and in the Gulf. Captain ¢ wants to continue
to work for the same company on domestic voyages (only)
in the Gulf of Mexico. He is on the third issue of a 100-ton
near-coastal Master’s license. He seeks a Master of Towing
Vessel license.
Captain ¢ does not seek a 500-ton Master license, but
wants to retain his 100-ton master rating so he can run
inspected small passenger vessels, crewboats, utility boats,
and other OSVs of that tonnage. In fact, there are some 185foot offshore supply vessels and a number of 165-foot and
145-foot supply vessels that only require his 100-ton license.
However, he was told that to upgrade the near-coastal portion
of his towing license he must test for a “superior route.” This,
for a near-coastal license, is interpreted to mean “oceans.” In
Captain ¢ ’s case, the near-coastal route he seeks is NOT a

superior route; it is the same route he already has on his
license. After three issues, he can find his way around in the
Gulf of Mexico or on other coastwise routes.
In speaking with Mr. Richard Wells at REC New
Orleans, there appears to be no (reasonable method)
provided in the regulations for Captain ¢ to extend his
towing endorsement from 100-tons to 200-tons without
taking a full 500-ton test complete with Celestial Navigation,
STCW, and all the other bells and whistles. (Mr. Wells) has
sought guidance from Washington on this matter and
reportedly has received none. Celestial Navigation is a
three-week, $1,500 course and is academically challenging
for many mariners who will never use it and whose vessels
are not equipped with a sextant and publications for it nor
are they required to be.
GCMA also sought guidance from Washington. In a
letter dated August 9, 2006, Captain Fink stated: “If Captain
¢ is not satisfied with the decision of the Regional Exam
Center, he must appeal that decision.” We would help him
do so, but he never made formal application – he, like other
candidates, was discouraged from doing so.
Captain Fink continues: “If you or Captain ¢ believe
that the regulations should be amended, you may petition the
Coast Guard for action.” GCMA is prepared to do so on
behalf of Captain ¢ . However, before doing so, I would
like to bring the matter before the reconstituted TSAC
licensing working group and/or the full TSAC committee in
the upcoming meeting for advice.
Possible Petition (Appeal) Issues: Here are some items
that could be included in an appeal under 33 CFR §1.05-20. I
believe that a discussion within the working group might bring
out other issues and would give GCMA a sense of how to move
forward. As an alternative to a formal GCMA petition to the
Coast Guard, TSAC might want to provide advice directly to
the Coast Guard. In my informal discussion with Mr. Wells,
from his perspective in New Orleans, he indicated that the
number of persons holding 100-ton Master licenses might
approach 50% of towing vessel licensed officers and have a
significant effect on the availability of towing vessel officers in
domestic near coastal waters….
TSAC Leaves the Ball in Our Court
Our letter to Mrs. Carpenter continued to recite issues
outlined above. Copies of the letter were sent to Mr.
Richard Wells, REC New Orleans, and to the Offshore
Marine Service Association, that represents a number of
offshore towing companies. We assume that Mrs. Carpenter
notified the members of the TSAC License Work Group of
the issue. Unfortunately, issues important to our mariners
were so badly trampled by this meeting that any protest
would have been insignificant. We received no response
from either Mr. Wells or OMSA.
[GCMA Comment: The matter was not brought before
TSAC in its semi-annual meeting in St. Louis on
September 20-21, 2006.]
Since this is a “mariner” issue, GCMA is prepared to go
it alone if necessary when we believe we are doing our best
to help our lower-level mariners. By now, we know that we
cannot look forward to any support from trade associations
like AWO and OMSA who have proven time and again to

Newsletter 14

have little genuine concern for any mariner issues that do not
have the potential to save or generate their member
companies money!
Unfortunately, the Towing Safety Advisory Committee
did not schedule us any time to present the issue in a public
forum at their semi-annual meeting in St. Louis on
September 20-21. However, I did have the opportunity to
meet with former Coast Guard Commanders Luke Harden
and Mr. Dave Dolloff – both now civilian Coast Guard
employees – who are “veterans” of the towing license
rulemaking project.
Our discussion in the hallway outside the meeting room
revolved around the personal issue of Captain ¢ and even
involved a long-distance call to the school he attended.
However, although well intentioned, it solved nothing yet
left both men better informed of some of the problems
currently facing this particular aspect of the towing license
program. Unfortunately, there are additional issues that this
article does not cover.
Captain ¢ Gives Up
Following the TSAC meeting in St. Louis, GCMA wrote
to Captain ¢ informing him of the difficulty of pursuing his
case without a formal application for a license upgrade.
Nevertheless, we will pursue this issue as a “petition” and
not an “appeal.”
[Ancient Mariner Comment. This is a perfect example of the
problem with the current regulatory system. No one in the
Coast Guard seems to understand or care how the 100-ton
Master’s license with a towing endorsement situation evolved
nor how it should be fairly remedied.

UNDER THE BRIDGE
By Capt. Joel Milton
[Source: This article was published in WorkBoat in two
parts in the Sept. and Oct. 2006 issues. Capt. Joel Milton
works on towing vessels.
You can reach him at
joelmilton@yahoo.com. Emphasis is ours.]
Scores of vessels pass under bridges everyday on the
nation's waterways. However, to perform this relatively
routine maneuver safely, you must know the air draft of your
vessel and tow.
Mandatory pre-voyage plans, which came about
specifically to prevent groundings and bridge allisions due to
the complacency of some ill-advised mariners, are only as
good as the information that goes into them.
It is the duty of the officer on watch to know all the,
particulars of the tow, including its air draft. The air draft
must be accurate, to at least the nearest foot (rounded up, of
course). Being "in the ballpark" isn't good enough, especially if the estimated difference between the bridge clearance and air draft is less than 10 feet. The narrower the gap,
the more important it is to be accurate.
There are a number of factors that affect the available
clearance under a bridge. Tides, prevailing weather and sea
conditions, river levels, water salinity, and the tow's trim,
must all be considered. Clearances that are listed on nautical
charts are normally the smallest you will get at mean high
water. However, construction or maintenance projects may

Many of these towing vessel Masters have years of
experience and should not have to upgrade to get the 200-ton
towing license.
This was never envisioned when the
regulations were passed, for if it were, there would have been a
great outcry and commensurate remedy. It is apparent that
outcries about an erroneous interpretation of the regulations,
subsequent to the issuance are easy to ignore or simply indicate
that any interpretation favorable to an individual could not have
been what was intended. Too much knowledge about the
details of the arcane Coast Guard licensing system has become
a method that Coast Guard officials use to abuse mariners to
their heart’s content and continue be unresponsive to the needs
of the individual mariners and the regulated maritime industry.
The Coast Guard has no concept of the mariners’ job or
the industry he works in, but only the regulations that were
drafted and crafted under the direction of Coast Guard
military or former-military personnel. Those who arbitrarily
interpret the merchant marine personnel regulations in such
a negative manner are terribly ignorant of the commercial
trade they regulate.
As an item of National Significance, it would seem that the
Coast Guard should find a way to give the mariner what he or
she needs and not direct him or her down another blind alley.
I don’t care what the technical problem is the Coast Guard
should fix it and give these people the licenses they need. To be
arguably technically correct and abuse hundreds of mariners is
ludicrous and must not be tolerated a day longer!].
[GCMA Comment: Our petition for regulatory relief was
prepared and mailed on Sunday November 26, 2006 to the
Executive Secretary of the Marine Safety & Security
Council as required by 33 CFR 1.05-20.
temporarily reduce these clearances.
On the Western Rivers you must think about pool levels
and river gauge readings. Many suspension bridges have
variable clearances along their spans, but the navigation
channel may or may not be at the highest point. Always
consult an up-to-date chart and the "Local Notice to
Mariners" when planning a passage.
Then there are the fabled "unforeseen" events. Maybe you
correctly calculated that you would safely clear your tow (e.g.
a derrick barge) with around two to three feet to spare, but you
didn't factor in the oblivious boater that just blew by you in his
motor yacht pulling a three-foot wake; or a sudden freshet
flows down the river, raising the water level and throwing off
your calculations. You are then treated to the spectacle of the
crane's boom toppling over in
a shower of sparks as chunks of concrete rain down. Oops!
Cutting it close brings with it an increased risk of a mishap;
and always expect the unexpected.
If bridge clearance information is readily available, why
do tugs continue to strike bridges time and time again with
their barge tows?
What is often cited as a cause is insufficient or non-existent
pre-voyage planning. In other words, the captain, mate, or pilot
screwed up. This seems to be a quick and simple answer.
Tugs and towboats routinely move equipment, such as
construction or heavy-lift barges with large derricks or
cranes that belong to someone else. This often makes it
difficult, if not impossible, to obtain accurate air drafts. At
some point during the quest for information, you're usually
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passed off to some foreman who often doesn’t know the
answer. A common response is “I’m not sure, maybe so and
so feet.” If you push for a more precise answer, they often
tend to have little patience.
Therein lies the problem. We are legally obligated to
obtain air-draft information prior to getting underway to
ensure a safe passage by conducting a pre-voyage plan.
However, no one seems to be required or obligated to
provide us with this important information. We're often left
to rely on sketchy estimates and luck, hoping that "just
about" is good enough. Often it isn't.
To help alleviate this ongoing problem, the Coast Guard should
make it clear to owners and operators of equipment moved on
navigable waterway that they are legally responsible to provide all
the information we need to plan a safe voyage. If current law and

EXPERIENCED GCMA MARINER RECOUNTS THE
TRIALS & TRIBULATIONS OF
RENEWING HIS LICENSE
On July 13, 2006 we received a call from Captain ¢ who
had been attempting without success to renew his license
through REC Memphis – incredibly for over 11 months.
Initial Action by GCMA
GCMA does not have the staff or any special access to a
Regional Exam Center to offer a license renewal service for its
members. After hearing the story of Captain ¢ ’s run-around as
well as discussions at MERPAC of the plans to “improve” the
medical waiver system described by the Coast Guard’s resident
medical expert, Captain French, we decided to bring the matter
to the direct attention of Captain Ernest Fink, Commanding
Officer, of the National Maritime Center in Arlington, VA on
July 13th in the following letter:
Dear Captain Fink,
I received a call from Captain ¢ whose license expired on
July 3, 2006. Captain ¢ reported to me that he applied for
renewal 11 months early in August 2005. Because his
renewal for his eleventh issue was mishandled in 2001 at REC
New Orleans, he applied for his twelfth issue directly to REC
Memphis. Consequently, his application was NOT affected by
the floodwaters of Hurricane Katrina although he reported he
rode out the storm at work in the Mobile area.
Captain ¢ claims that REC Memphis sat on his application
for seven months and then requested a report from an
ophthalmologist. Later, and separately they then requested a
report from his Audiologist. If the evaluation had been
completed thoroughly, he should only have received one request
and his application would not have been held up as long.
He recently contacted a Mr. Eric Renker at REC
Memphis who reportedly told him his application finally had
been forwarded to Washington for medical review. I assume
that that review is being performed in your office by the
Doctor that conducted the MERPAC briefing on the medical
waiver process.
Captain ¢ reported substandard service in a letter
written to the Commandant that was published in the
Waterways Journal on July 30, 2001. [Enclosure #1] He
actively uses his license and needs it without further delay.
We would appreciate any assistance you could give him to
expedite delivery of his license as he has had several
immediate job opportunities and there is a personnel
shortage in the inland towing industry.
You can contact him at XXX for any further information or

precedent don't require this, then new legislation is in order.
The benefit to the public would be considerable, and the
burden which is now on the boat operators and boat crews
would shift to the owners of the equipment, who should
know the dimensions.
The whole thing comes down to communications
problem. Continuing to play "pin-the-tail-on-the-captain”
when things go wrong just isn't cutting it.
[GCMA Comment: The matter of overhead clearance
accidents is so important that we brought it to the
attention of about 100 Members of Congress in GCMA
Report #R-411, Rev 4, titled Congressional Oversight is
Necessary to Prevent Continuing Overhead Clearance
Accidents. Captain Milton is “right-on”!]
confirmation you may need from him.
Very truly yours, s/Sec’y, GCMA
Additional Information
On July 15, 2006 GCMA received a copy of a “Conditional
Medical Waiver” worded as follows:
“This is to acknowledge that I, ¢ , have been informed by
the U.S. Coast Guard Regional Examination Center, New
Orleans, LA of the following: The license is based on your
physical condition at the time of issuance. To ensure that you
continue to be physically competent to perform the duties
required of a license holder, you must, every two years, during
the life of this license provide a report of physical examination
that has been completed within one month of the anniversary
date of the license. A graded exercise stress test and
audiology review (is) required every two years. The report
must also be provided within one month of the anniversary
date of the license. Failure to provide the report of a physical
examination as specified will result in violation of the
conditions for issuance of the license and may serve as
grounds for action under 46 CFR Part 5.”
[GCMA Comment: The reference to 46 CFR Part 5 is to
enforcement by Suspension and Revocation Proceedings.]
Captain ¢ penciled note to GCMA: “Now (July 17), the
CG (Memphis) is requiring a company to certify that I am
familiar with the company’s safety and emergency plans.
[GCMA Comment: This appears to be a clumsy attempt to
micromanage a licensed mariner’s conduct on the job – and
a nuisance for a trip pilot.]
[Ancient Mariner Comment. It is worth noting that, no
matter how much in advance you submit an application, the
Coast Guard will almost invariably make sure that you are
without a viable license for at least weeks if not months when
your old license expires.
The Regional Exam Centers and the National Maritime
Center makes up their rules as they go along. Apparently, the
government can change the requirements for a license at any
time it wants. According to their rationale, making the license
holder sign a Conditional Medical Waiver means that the Coast
Guard can institute Suspension and Revocation proceedings if
the license holder does not fully comply with the terms and
conditions of the acknowledgement.
I particularly chuckle at the additional demand that from the
REC presuming that any and all employers certify the license
holder is familiar with the company’s safety and emergency
plans. What about plans that are not formalized or in writing?
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Also, I would be willing to bet that a 35-year old
renewing with similar ailments would not be required to
perform the biennial physicals and tests. This looks very
much like age discrimination although I am sure they could
rationalize a facile argument to the contrary. The Coast
Guard apparently believes that any applicant on his 11th
issue is so old that he may fail and physically crumble before
our very eyes at any time now.
It appears that many Coast Guard officials interpret their
duty is to protect U.S. waters from licensed American mariners
who may become more hearing impaired or cannot pass a stress
test as they grow older. They seem to have no duty to the
experienced mariner who is on the eleventh (or even seventh or
eighth) issue of license. They want to eliminate older personnel
from the maritime work force as if they are part of a military
organization with military type duties. They seem to want to
turn the maritime into the military where everyone is under age
40 and retirement is at age 50.
Through this arbitrary system of adding requirements
whenever they feel like it, the Coast Guard has imposed a
significant change upon the maritime industry without any form
of due process or direction from the Congress. These abuses
are all rationalized and, to their viewpoint, legal.
Since the individuals making and enforcing these
regulations are not from the marine industry, they have no
duty to protect or nurture the personnel they regulate.
Situations like this occur because the government’s
interpretation of history and the reading of the regulations is
done from an enforcement perspective by finding every
possible excuse NOT to issue a license and NOT to find a way
to facilitate the needs of the mariner AND, for that matter, the
entire industry. If Coast Guard officials are allowed to
continue to take this position, there is little or no hope for
those mariners who seek to build a career in the industry.
The most important fact in this case is that the Coast Guard
bureaucrats went out of their way to prevent this older mariner
from renewing his license.
Shouldn’t age discrimination apply to actions of Coast
Guard licensing officials? Under existing law, that can’t
happen because you must have the United States government’s
permission to sue it.]
This LicensedMariner Previously Reported Substandard
License Renewal Service
[Source: The mariner cited a letter he sent to the Editor of the
Waterways Journal that was published in the July 30, 2001
issue with this “Editor’s Note: Following is a copy of a letter
sent to the Commandant of the U.S. Coast Guard.]
“We now have fees to alleviate the burdens of the Coast
Guard. In obtaining the eleventh renewal of my license, it is
obvious to me that the renewal services have deteriorated.”
[GCMA Comment: After renewing his license eleven times,
we believe Captain ¢ was in an excellent position to
evaluate the quality of the services he received.]
“The Coast Guard is requesting mariners to initiate the
renewal process within two to three months of the expiration
date. I renewed early in 1996 and LOST six months. My
renewed license was dated before the date of the old license.”
[GCMA Comment: The Coast Guard recently took steps to
rectify this condition and permit a delayed issue. However,
a mariner must specifically request this service and then
trust that the REC will not forget and leave him without his
license and hopelessly tangled in its red tape.]
“This time: On April 16, I was told there was a backlog of

about four weeks for renewals. My renewal application was
received by the Regional Exam Center in New Orleans three
weeks before the expiration date. A total of NINE weeks later,
I received the renewed license. One week was simply void
because I was requested to submit the same information that I
had submitted with the application. It took five days of many
attempts to contact the writer, who then agreed there was
already enough information supplied. Once, among my many
inquiries of the status of the renewal, I was told, “I am busy and
must attend two retirement ceremonies within 30 minutes.
Call back next week and talk to ___.”
[GCMA Comment: Our mariners have no sympathy for
military change-of-command and retirement ceremonies that
needlessly intrude upon the business day, involve civilian
employees, and disrupt the orderly flow of business in offices
that are chronically under-staffed and behind in their work.]
[GCMA Comment: Mariner user fees are supposed to
pay for service from government employees.
As
taxpayers, we expect that service to be delivered every
single business day except Federal holidays.]
“During the period of six weeks after expiration, I
repeatedly asked to deaf ears, for an extension, or permit, in
order to work. I had to refuse seven jobs as trip pilot from
four companies.”
[GCMA Comments: Delays at the REC in 2001 cost this
Captain six weeks pay as a trip pilot. Using today’s wage
scale, this would amount to $21,000 out of our mariner’s
pocket in lost work and lost employment opportunities.
Trip pilots like Captain ¢ work as independent
contractors for a number of different employers.]
“A grace period is not unusual with some financial
contracts. If the Coast Guard cannot process renewals in a
timely manner, a grace period of at least the length of time
of their backlog should be allowed.”
[GCMA Comment: This is a reasonable request that
should be implemented considering the financial impact
these delays have on our mariners.]
“The Coast Guard’s procrastination in this matter was
very expensive for me. I sincerely pray that the publication
of this will enable some not to endure this ordeal.”
s/Captain ¢ , Baton Rouge, LA
Final Disposition
GCMA received this e-mail from Capt. Ernest Fink,
Commanding Officer of the National Maritime Center, on
July 27th., two weeks after our original FAX. “Captain ¢ ’s
medical waiver was approved on July 14 approximately two
weeks after we received the information requested. Thanks
for bringing this to my attention.
[GCMA Comments: Delays at the REC in 2006 as
reported in this article cost this Captain two weeks pay
as a trip pilot or about $7000 using today’s wage scale.
Mariners like Captain ¢ have a right to be angry and
seek redress for their losses.]
[Ancient Mariner Comment. It is absolutely amazing what
these government employees can and will say to mariners.
They have no fear.
They have become monolithic
bureaucrats, unresponsive to the public they serve and with
no shame. Worst of all, nobody in authority seems to care!]
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GCMA COMMENTS ON USCG NVIC ON
MEDICAL & PHYSICAL GUIDELINES
[Editorial Note: It is rare for the Coast Guard to request
comments on a “guidance” document such as a Navigation
and Vessel Inspection Circular. The Coast Guard drove this
NVIC through MERPAC that did not appear to be too
enthralled with it. There are already 40 comments on the
Dockets website at http://dms.dot.gov (search for 25080)
that we encourage our readers to review to determine the
true impact of this latest disaster.]
November 25, 2006
U.S. Department of Transportation
Docket Management Facility
400 Seventh Street, SW
Washington, DC 20590-0001
VIA FAX TO: (202) 493-2251
DOCKET #USCG-2006-25080
Dear Sir or Madam,
The Gulf Coast Mariners Association represents those
“lower-level” mariners who serve on commercial vessels of less
than 1,600 gross register tons. This letter responds to the draft
NVIC on Medical and Physical Evaluation Guidelines for
Merchant Mariner Credentials in this docket as follows:
The issue behind this NVIC is the Coast Guard’s
inappropriate response to the October 2003 accident
involving the Staten Island Ferry ANDREW J. BARBERI.
The NTSB found that two persons with necessary training,
skills, and credentials should have been in the pilothouse of
the ferry at the time of the accident. These matters were
addressed appropriately at trial. While the NTSB also
addressed medical matters, we believe the draft Coast Guard
NVIC is an over-reaction that unnecessarily and arbitrarily
threatens the careers of many of our lower-level mariners.
With this NVIC, the Coast Guard has introduced a
document that represents a “military mindset” in dealing
with important health issues that have the potential to end
the career of many civilian merchant mariners by age 50.
This means that for many mariners there will be no viable
career path in the maritime industry that will allow them to
continue to work in this industry until they reach retirement
age – currently age 65. This may not be evident to those just
entering the industry at a relatively young age. However, it
will have an immediate effect on many older trained and
experienced mariners already in the marine industry. One of
the most serious problems facing the boat owners who
employ our lower-level mariners is the impending retirement
of a large number of skilled and experienced mariners. The
introduction of this NVIC and its potential for expanding the
“red tape” and bureaucratic harassment already prevalent in
the licensing system could not possibly have come at a
worse time for our mariners and the industry as a whole.
We hate to disillusion the Coast Guard officials in
Washington who are so completely out of touch with our
working mariners already, but most mariners remain in the
industry work well beyond age 40 to 50. While this
proposal may be sound for military health administrators, it
is controversial and creates far more problems than it solves

for our civilian merchant mariners.
It appears that the Coast Guard has a distorted view that
their duty is to protect our waters from licensed American
mariners who may become more hearing impaired or unable
to pass a stress test as they advance in age. Coast Guard
administrators seem to recognize no duty to serve the trained
and experienced mariner who is on an advanced issue of his
license. It appears through this proposed NVIC that the
Coast Guard wants to eliminate older personnel from the
maritime work force as if they were part of a military
organization with military type duties. In doing so, it
appears that Coast Guard officers plan to turn the Merchant
Marine into the only type organization they are familiar with
– a military organization. In such an organization, everyone
should be under 40 so they can always put out unlimited
exertion for whatever purpose they are engaged. We
respectfully disagree.
Most physical requirements for Coast Guard credentials
have been in place for many years and most mariners
understand them. However, through this arbitrary system of
adding health and physical requirements whenever they feel
like it in “guidance” documents like this NVIC, the Coast
Guard will impose a significant change upon the maritime
industry in general and significant expenses upon our
mariners in particular without any form of due process or
direction from the Congress. These abuses of their authority
are all rationalized, and in the Coast Guard’s view, perfectly
legal. We respectfully disagree.
It appears that the Coast Guard is making this up as they go
along. Apparently, the Coast Guard believes it can change the
requirements for a license arbitrarily at any time that they so
choose. According to this rationale, making the licensee sign a
Conditional Medical Waiver (as happened recently to one of
our mariners) means that the Coast Guard can institute
Suspension and Revocation Proceedings if the mariner does not
fully comply with the terms and conditions of any waiver he
may be granted. We object to this type of threat.
A great deal of this NVIC appears to be poorly concealed
Age Discrimination although we are certain that the Coast
Guard has a persuasive rationalization indicating it is not.
Many of our mariners have called our office and expressed
this belief.
We profoundly regret that the Coast Guard also seems to
believe that their superintendence of the Merchant Marine
includes no duty to protect the health of our mariners,
especially older mariners.
However, the Gulf Coast
Mariners Association takes a contrary position. We hereby
state that these are the duties we believe the Coast Guard
has to protect the health and welfare of our lower-level
mariners. We believe the Coast Guard must concentrate on
these preventive measures rather than arbitrarily endanger
the careers of our mariners.
• A duty to ease the unreasonable work-hour burden
placed on our mariners. The Coast Guard permits 15hour workdays for unlicensed crewmembers.(1)
• A duty to address the work-hour abuse faced by licensed
officers under the existing two-watch system as well as
many working on 24-hour tugboats on a “one-watch”
system.(2)
• A duty to support Public Health policy by requiring boat
owners to institute no-smoking policies in public and
sleeping areas of the boat to protect mariners against the
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hazards of second-hand smoke as discussed in the 2006
Surgeon General’s report on smoking. Since the Coast
Guard can do it on their own cutters and bases, they must
seek comparable authority from Congress to do so on
commercial vessels to protect the health of our mariners
who serve on these vessels.(3)
• A duty to encourage boat owners to take positive and,
verifiable steps to reduce the workload on older mariners
instead of trying to “run-off” older mariners.(4)
•A duty to require audio surveys on all commercial
vessels as a first step to protect our mariners’ hearing
from excessive noise.(5)
• A duty to require a survey on all vessels over 25 years
old to determine the presence of asbestos and determine
the threat it poses to our mariners.(6)
• A duty to require a standard entry-level physical exams
of all mariners to determine from the outset whether they
are suitable for service in the merchant marine. This
should include not only those sitting for a license or a
merchant mariners document (MMD) to work on a
vessel of more than 100 GRT but also those who work
on smaller commercial vessels. There are thousands of
mariners working on vessels of less than 100 tons that
the Coast Guard never even counted as merchant
mariners and does not have a any information on.(7)
• A duty to recognize that the towing industry and the
offshore oil industry are dangerous industries for
mariners.(12) Since there is no longer medical coverage
for mariners at Public Health Service facilities, the Coast
Guard should require employers to provide full medical,
disability, and death benefit coverage for merchant
mariners that would include coverage for any and all
medical tests the Coast Guard may order during their
credential renewal process.
• A duty to recommend to Congress authorization for
disability coverage (SSI) for merchant mariners who are
disabled on the job or whose health problems develop
after an initial physical examination does not allow them
to return to a job afloat.
• A duty to eliminate the ineffective CG-2692 as an
instrument for reporting personal injuries and to replace
it with a reporting form similar to the OSHA-300 series
of reports where employers must keep track of their
employees’ injuries.(8)
• A duty to assign a higher priority to creating new
regulations to provide for safe potable water to
commercial vessels (as mandated by Congress in 2004)
as well as providing sanitation training for all those who
carry out food preparation for others on vessels in 24hour operation to prevent the spread of food borne
illnesses.(9)
• A duty to recommend Crew Endurance Management
(CEMS) training (only) for all mariners and disallow
CEMS as a method that allows companies to under man
their vessels.(10)
• A duty to require training in CPR, First Aid, and stress
avoidance(11) for all mariners on every commercial
vessel. CPR and First Aid training is necessary because
some vessels are manned by as few as two mariners.
The Gulf Coast Mariners Association prepared a number
of reports that further discuss our comments. Rather than
burden this Docket, these reports are available on our

internet website at the address shown in our letterhead. We
urge the Coast Guard to consult these reports before taking
further action on this NVIC.
Very truly yours,
s/Richard A. Block, Sec’y, GCMA
(1)

(2)

(3)

(4)

(5)
(6)

(7)

(8)
(9)

(10)

(11)
(12)

Footnotes:
GCMA Report #R-412. Towboat Engineer’s Death
Points to Need for Changes in the Law.
GCMA Report #R-370-A. Report to Congress: Violation
of the 12-Hour Rules: Webbers Falls Accident Revisited.
GCMA Report #R-370-B. Violation of the 12-Hour
Rules: The Tug Chinook Strikes and Damages the Lake
Washington Bridge.
GCMA Report #R-370C, Rev.2. 12 Hour Rule
Violations: The Winkler Case.
GCMA Report #R-370-E. Crew Endurance: Work-Hour
Laws and Regulations Need Review.
GCMA Report #R-370-G. Crew Endurance: The
CallWatch Cover-up..
GCMA Report #R-370-D.
Work-Hour Abuse,
Whistleblower
Protection
and
“Deadhead
Transportation.
GCMA Report #R-341. Rev.3. Smoking and Merchant
Mariner Health & Welfare Issues: A Petition to
Congress.
GCMA Report #R-341-A. The Health Consequences of
Involuntary Exposure to Tobacco Smoke. Executive
Summary of 2006 Surgeon General’s Report.
GCMA Report #R-370. 12 Hour Rule Violation: The
Verret Case. (12 pgs)
GCMA Report #R-349. Jan. 20, 2003. Protecting
Mariners’ Hearing.
We recommend that the Coast Guard enforce the
guidance contained in NVIC 6-87, Recommended
Procedures for Control of Asbestos and Other
Respiratory Hazards on Board Merchant Vessels, Outer
Continental Shelf Facilities, and Deepwater Ports to the
same extent as they enforce COMDTNOTE 6260 on their
own vessels. Failure to do so fails to provide equal
protection to our mariners who work on vessels over 25
years old.
GCMA has already submitted formal
complaints to OSHA and the Coast Guard in re:
Blackman v Global Industries. File GCM-102.
GCMA Report # R-428. Rev.1. Report to Congress: The
Forgotten Mariners. Maritime Education & Training for
Entry-Level Deck & Engine Personnel. Pages 1-4 cite
the fact that the Coast Guard failed to count a significant
number of merchant mariners serving on vessels under
100 gross register tons. Many of these vessels are as
much as 185 feet in length.
GCMA Report #R-292. Rev.1. Enforcement of Existing
Accident and Injury Reporting Requirements.
GCMA Report #R-395. Rev.2. Safe Potable Water and
Food Service for Commercial Vessels of Less than 1,600
Gross Register Tons: An Appeal to Congress.
GCMA Report #R-370-F. Crew Endurance Management
Systems.
GCMA Report # R-403. Stress and the Licensed
Mariner.
GCMA Report #R-351. How Safe Is The Towing
Industry?
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TOWBOAT CAPTAIN HIGHLY CRITICAL
OF AWO AND PHONY DRILLS
By Captain Gary Hensley
[Source: Correspondence between Captain Gary Hensley
and Captain Ernest Fink, Commanding Officer, U.S. Coast
Guard National Maritime Center, Arlington, VA dated Oct.
31, 2006. Edited for clarity and reprinted with permission of
Capt. Hensley.]
Dear Captain Fink:
I am writing to you as a very concerned mariner with
over thirty (30) years experience within the Inland Towing
Industry. I currently hold a (license as) Master of Towing
Vessels on Near Coastal Waters, 4th issue. I am considered
an independent contractor. What this means is that I work
for various companies at different levels within the
wheelhouse, sometimes serving as Captain and sometimes as
Pilot. Working with various companies allows me the
freedom to choose my work schedule as well as meeting
other Captains that I have known for years by voice and by
the vessel they ride. It also allows me the opportunity to see
exactly how many companies, Captains and their crews,
react to different levels of emergencies, as well as their
safety practices, which include fire drills, safety meetings,
man-overboard drills and abandon-ship drills. In my years
of experience in the towing industry, I have experienced
many new rules and regulations. Most of these new rules
and regulations have been for the betterment of our industry
and the company who instilled these rules and regulations
upon their crews. Some have fallen through the cracks in
some company’s policies and operating procedures.
As I stated earlier, I am very concerned about the new
regulations that require companies’ “Letter of Service” to
reflect the number of safety meetings, fire drills, manoverboard drills and abandon-ship drills that a mariner has
attended. I am also concerned that these meetings and drills
have to be a part of the American Waterways Operators
(AWO) Responsible Carrier Program, (RCP).
Some
companies are not members of the AWO, and then again,
there are companies that are members, but do not wish to be.
The companies that are members of AWO that do not want
to be are forced into joining this organization for the simple
fact they need to stay in business. It has been stated
publicly, and at various Towing Safety Advisory Committee
(TSAC) meetings by members of the TSAC Committee, and
by members and non-members of the AWO, that AWO is
unable to enforce their own Responsible Carrier Program.
[GCMA Comment: The Responsible Carrier Program
(RCP) parallels existing Coast Guard regulations. It
provides no “enforcement” mechanism.
The existing
regulations are being upgraded and replaced with new vessel
inspection regulations that the Coast Guard will enforce.]
Being an independent contractor, I have worked on many
vessels, only to come on watch and to be told by the Captain
that they held a Safety Meeting that morning while I was
sleeping and I needed to sign the meeting form showing I
was in attendance. When this is done, I have no way of
determining if the meeting or drill was actually held. I have
been on vessels where the meetings and drills were not held
at all, and we were just told to sign the form. I feel that this
document is nothing more than a forgery, and as I
understand it, it is also a legal Federal document, since our

industry is governed and directed by the United States
Department of Homeland Security. If this is so, I do believe
that signing a Federal document such as this, when the
meeting or drill was not held, would be a Federal Criminal
Offense. This is common practice among AWO Member
companies, as well as non-AWO member companies.
Therefore, I hope you see where part of the problem lies.
[GCMA Comment: GCMA witnessed the Coast Guard
actively prosecuting lower-level mariners for false
statements on license applications and Oil Record Book
entries. Since there are few secrets afloat, mariners need
to be concerned about prosecution for falsifying drill
participation records when no drill has been held.]
Captain Fink, I take my chosen profession and
responsibilities seriously. I feel that I am a professional and
deserve the respect that my position onboard a vessel is
entitled to receive. For me to sign a document such as this is
an insult to my integrity, professionalism, and morals. I feel
that if I have to stoop to such tactics, I am no better off than
the convict on death row, for after all, I just may be allowing
the death of some young man one day. Without the proper
training that safety drills teach us, some day some young
man may be in an emergency situation and not have a clue
as to what to do because all he did was sign a little piece of
paper that said he attended or performed a drill of some type.
[GCMA Comment: Unlike inspected vessels, existing
regulations still do not require towing vessels to conduct
"man overboard" or "abandon ship" drills. However,
there are many well documented cases of mariners falling
overboard both from towing vessels and from the barges
they tow. Refer to GCMA Report #R-276, Items 12 & 62.]
As I stated earlier, I have been in the industry for over 30
years, and in that time, I have worked for both AWOmember and non-member companies. I have worked on
vessels where the company was non-AWO, and they
performed some type of drill weekly and held a discussion
after the drill to evaluate themselves and their performance.
I have also worked with companies where the Captain has a
member of the crew chose the discussion for the safety
meeting for that week. The reason this is done is that the
deck crew works as a team and they see things those in the
wheelhouse do not see, as for example, a deckhand walking
outside at night on the deck with no flashlight or going on
the tow at night without notifying the wheelhouse. These
are just a couple of things that the crews have discussed in
safety meetings. I have discovered that when the drills and
meetings actually are held, the crews perform better, faster
and more efficiently; they do not stand around waiting for
someone to tell them what to do. They already know what
to do when they hear that General Alarm sound.
Everywhere we turn today, we see giant billboards
alongside the interstates and highways, help-wanted ads in
local newspapers, signs alongside the ICW, stickers and
signs on boats and barges. Even most of our trade
magazines, such as The Waterways Journal, WorkBoat,
Professional Mariner, write about the manpower shortage
within the American maritime industry. Those who work on
the vessels have known for a long time that there is a
shortage of personnel, but more so, a shortage of qualified
personnel. There is also a significant turn-over rate within
the maritime industry for entry-level deckhands. The hours
they are expected to work are atrocious at times. I
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personally have shut down a vessels job because the deck
crew, which consisted of only two (2) deckhands, had been
working for almost 20 hours non-stop. One time I notified
the AWO-member company as to what I did. I was very
nicely told by the Vice President of Operations to let the
deck crew get 2 or 3 hours sleep and then get them up to
finish the job because as long as the boat sat idle the
company was not making any money. Is that what our
industry has come down to, profit over safety?
The Coast Guard, along with different organizations and
medical physicians, has stated publicly that the human body
needs 7 to 8 hours uninterrupted sleep to rejuvenate itself. Any
man that stays awake and works for over 20 hours cannot be
their safest with only 2 or 3 hours sleep. Also, most of these
young men have not received proper training before they step
foot aboard a vessel, only because the company offers no
training or does not have the time or resources to train them.
Many of the companies look at mariners as now is another
warm body to fill an opening onboard a vessel.
Crewmembers that do have some degree of experience
are over-worked and do not have the time to train the entrylevel deckhands, because most of the time you only have one
experienced deckhand onboard, if you are even that
fortunate. The experienced deckhand is also the cook and
engineer since most towing vessels on the Intracoastal
Waterway only work with 2 deckhands onboard. So,
therefore, you can see where the experienced man does not
have enough hours in his day to train the entry-level hands.
As I stated before, there are only a small handful of
companies that offer limited training to their crews. With the
new Apprentice/Steersman license requirements for a deckhand
to move to the wheelhouse, most companies push their
deckhands with enough service time to get their license so they
can be trained as a Steersman. The companies also are forcing
some of their Captains to become Designated Examiners so
they can sign off on a Steersman so he can take the next step to
becoming a Mate/Pilot. I am a Designated Examiner. I went to
school on my own, paid for it out of my own pocket, and
submitted my own application to become a Designated
Examiner. I did this to try and bring respect and integrity back
into the inland towing industry. I did it so that whenever I sign
off on a man, he is properly trained and knows what to do in
almost all circumstances he may find within his career as a
Master or Pilot of Towing Vessels.
Those of us who have been in the towing industry for a
number of years have made this career their life. We live it
everyday, on and off the vessel. Some of us try to keep up
with all the new rules and regulations. We attend training on
our own with our own money, because we know that someday
we may need that training and will be prepared.
In the past, Captains were treated with dignity and
respect, not only by the crewmembers but by the companies
as well. Today we are treated as “boat drivers.” Although
companies have taken all our authority away from us, they
call us “Supervisors.” When we have a “problem child”
onboard and we request they be removed from the vessel, all
the company does is shuffle him to another vessel who will
probably return him to my boat in a couple of months. The
companies do this because of the personnel shortage.
In the past, Captains chose who they wanted to train and to
pass our talents on to. Nowadays, we are forced by the company
and the AWO to train just about anybody. The Captain used to
have the authority to tell the company when a trainee-pilot was
ready to be turned loose and stand his own watch. Today, they
have a fixed time limit as to when they are ready.
I have been a Captain for 20 years, and I learn something

new every day when onboard my vessel. The day I stop
learning will be the day they lay me six-feet underground.
Our industry is constantly changing. Everyday we have
something new to contend with. We are no longer Captains
on an inland towing vessel; we have become secretaries,
marriage counselors, engineers, and managers.
It is truly a shame what the AWO and other trade
organizations are doing, not only to the inland towing
industry, but to the American maritime industry, which
includes the offshore sector. They are doing it in the name
of profit and not for safety or their employee’s health and
well being. The AWO now encourages management to
work the deck crews for at least 15 hours each day, and this
is done with no overtime pay. I sat in on one AWO-member
company Captains’ meetings. I listened to the President of
the company say that there was no problem in finding
personnel to work on the vessels, but there was a problem
retaining that individual. That should tell management that
there is a problem with what the entry-level employees have
to put up with when they board a vessel.
In recent research reports, the United States Department of
Labor stated that the American maritime industry was third in
the nation in accidents, injuries and deaths. I ask you how this
could be if the AWO’s Responsible Carrier Program was
everything the AWO led the United States Coast Guard to
believe it to be. The answer is very simple: most AWO
companies have hired retired USCG personnel to manage their
safety programs for the simple reason these men know where
the loopholes are and how to get around them. If you would
just take a look at what is going on within the industry, you
would see this as well. The Towing Safety Advisory
Committee has always been chaired by a member of AWO.
There is not one non-AWO member company represented on
TSAC. And let’s not forget that former Coast Guard personnel
are now on AWO’s payroll in some capacity.
Captain Fink, all one has to do is to look at the statistics on
accidents, injuries and deaths in our industry compared with the
national average, and you will also see the AWO Responsible
Carrier Program has lots of flaws in it. I feel that the
Responsible Carrier Program would be a great program, if
everyone including Captains, Pilots, deck crews, and
management personnel enforced the program to its fullest
extent, in compliance with regulations and common sense.
[GCMA Comment: Our mariners consistently point out
that some companies in the towing industry only follow
the Responsible Carrier Program when convenient to do
so. Hundreds of smaller companies are not represented
by AWO and are under absolutely no obligation to follow
their program. New towing vessel inspection regulations
need to level the playing field for all companies.]
The uninspected towing industry is moving forward to
become inspected vessels. If some Captains are not holding
the proper drills and safety meetings now, what are they going
to do when our vessels become inspected vessels under Coast
Guard supervision? I feel that the USCG, AWO, companies,
and mariners need to be more actively involved in making this
transition a smooth one. I also feel that the USCG, AWO, and
individual companies need to get an unbiased third party
involved with this process to look into my allegations that
some Captains are just “shuffling papers” for the sole purpose
of completing requirements handed down by the USCG and
the AWO’s RCP. Please feel free to contact me if you have
any questions about this letter.
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DENIED SAFE HARBOR
By Captain David Whitehurst
On Oct. 26, 2006, I was on the M/V EAST WIND,
Official # 569124, with two loaded barges in tow. I was
forced to seek safe harbor during a severe storm at Barbers
Cut off the Houston Ship Channel at Morgan’s Point. I
experienced a horrifying situation just above the Exxon
Docks on the Houston Ship Channel while outbound
pushing a tow with a load of butadiene crude (CDC) and a
second barge loaded with styrene.
There were very bad thunder storms in the area that
produced high winds and blinding rain.
I approached what we call the Baytown “high lines.”
These are high energy electrical power lines that cross the
Houston Ship channel. There are large towers on both sides
of the Houston Ship Channel that suspend the power cables
carrying the high voltage electrical power across the ship
channel. These towers sit on concrete piles driven in the
water on the edge of the ship channel with no type of
concrete or steel cell to protect the legs of the towers from
being struck by passing vessels.
I was southbound and there was a large-body tankship in
bound. We made passing arrangements to meet on the one
whistle side (port-to-port). Just as I was about to meet this large
ship, a thunder storm hit us and all visibility went to zero due
the high winds and blinding rain that this thunderstorm
produced. I was unable to use my radar because the heavy rain
blacked it out. All I could make out was a large dark spot in the
rain that was the large ship – and even that was in and out.
When the rain cleared off so I could see the high voltage tower
sitting on the south edge of the ship channel, my tow was
pointed straight for the tower, and it was less than a thousand
feet from the head of my lead barge.
I steered hard to starboard and came full ahead on both
main engines to steer my tow into the south bank and
aground since I did not think that my towboat has sufficient
horsepower to stop the tow before it would hit the tower.
We were very close to the tower and the tide and current
already were running outbound swiftly helped by added
water from the heavy rains in the area. As my tow turned to
starboard I shifted both engines to full astern and as the head
of the tow was headed toward the south shore. The tow’s
headway stopped before the lead barge grounded although
the tow was well out of the ship channel by this time. I was
surprised and thankful that the tow did not go aground

M/V ZEUS KNOCKS OUT
BAYOU SORREL PONTOON BRIDGE
[Source: Misle Activity #2279927; Misle Case #217394;
MSU Baton Rouge, LA. GCMA File M-532 & GCMA
Report #R-411.]
The accident.
“On 20 January 2005, the UTV Zeus was transiting
northbound on the Intracoastal Waterway Morgan City to
Port Allen route with the barges when they allided with the
Bayou Sorrel swing bridge. The Bayou Sorrel swing bridge
was left out of service for seven (7) days. There (were) no
further casualties as a result of this incident.”

although that would have been
preferable to ramming the tower. Then, I backed the tow
into the ship channel and headed outbound.
I called Houston traffic, (U.S. Coast Guard Vessel Traffic
System) and inquired about seeking safe harbor in Barbers Cut
from other storms in the area. VTS instructed me to contact the
Houston Port Authority on VHF Channel 14. I switched my
VHF radio to channel 14 and called for the Houston Port
Authority. After making contact with the Port Authority, I
requested safe harbor. After a short pause the voice stated that
my request was denied. I then made a formal request as
Captain on duty and formally pleaded that I be allowed the seek
safe harbor in the turning basin as we had done previously in
similar circumstances for many years. I was told to standby and
after some time the voice on the radio instructed me to call
(281) 470-1800 and ask for the command center ask for
“Bruce.” I did as instructed. Bruce told me that I should seek
safe harbor some other place.
I thank the Good Lord that the storms let up and I safely
made it to Bayport, Texas were we were able to find safe
harbor.
I cannot understand how the Houston Port Authority has the
authority to deny a licensed Captain safe harbor for his vessel
and crew. What is the difference between Barbers Cut and
Bayport since towing vessel Captains and Pilots have used both
harbors for years for safe harbor. Both have mud banks that are
used to push up to and hold up doing bad weather.
If the issue is one of homeland security, then that dog
doesn’t hunt because Bayport has a number of chemical
docks and there is a much larger container facility being
built at Bayport.
I am seeking an answer to this question: Who gives any
Port Authority the right to put a vessel or its crew in harms
way by denying them safe refuge from bad weather?
[GCMA Comment: Captain Whitehurst contacted Mr.
Raymond Butler, President of the Gulf Intracoastal Canal
Association. This was more than a casual question and its
reply elicited a 25 page report by Christopher F. Murray
published in the Ohio State Law Journal citing the famous
international cases of the ERIKA and the CASTOR.]
[GCMA Comment: The question is simple, basic, and
remains unanswered. How about some pro-active and
timely direction from the Coast Guard. Also, how about
providing some substantial protection for the base of
these highline towers?]
Other information GCMA gleaned from the accident
report:
•The towboat ZEUS was pushing a 670-ft.x 54-ft. “redflag” tow consisting of two loaded barges, with a 1,700
hp towboat during daylight hours in clear weather.
•The mariner’s experience in the industry and with Kirby
Inland Marine was 13 years with 5 years in his current
job or position according to the CG-2692 accident report.
•Penalty: None.
The Bridge Operator stated: “At 2:57 PM M/V ZEUS called
for bridge opening northbound with two loads. I told (the) boat
that we were in curfew from 3:00 PM to 4:30 PM. At 4:25, I
told him we still had about 7 minutes left. He said O.K. At
4:30 he called again, and I told him I would be opening (the)
bridge. I blew (the) horn, put down the gates, opened (the)
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aprons, and started moving the bridge. Halfway open, the boat
called and told me, “If I had another gear, I should use it now.”
I told him I didn’t: I was pulling on (it) as fast as I could. ZEUS
hit (the) pontoon and pushed in.”
The Coast Guard’s narrative by MST2 ¢ ¢ ¢ states in
part: “At roughly 16:30, Mr. ¢ called the bridge operator to
let her know he was making his approach, and he didn’t
have enough time to stop to make sure the bridge was open.
The bridge told Mr. ¢ the bridge was opening as fast as it
could. At roughly 16:35 the barge Kirby 30712 made
contact with the bridge, which was two-thirds of the way
open. The allision left the bridge inoperable for seven days.
The main concern in this case was the lack of
communication. Although there was plenty of conversation
back and forth between the ZEUS and the bridge, both sides
did not understand the other.”
Regulations Ignored
The Coast Guard’s job is to enforce regulations. 33 CFR
§117.478 in force in its present form since September 16,
1996 clearly announces the “school bus” curfew from 3:00
PM to 4:30 PM on State Route 75.
Bridge regulations of this type are initiated with
widespread public input and must pass through the full
rulemaking procedure that, in most cases involves written
comments and even public hearings.
The Captain’s
“impatience” resulted not only in considerable damage to the
bridge but also seriously interrupted the lives of people
living along the bayou that require the services of the bridge
not only to send their children to school but also to conduct
their everyday lives.
Although the accident site is equidistant from Morgan
City and Baton Rouge, it was probably fortunate for the
mariner that it fell under the jurisdiction of the ineffective
Baton Rouge Marine Safety Unit.
33 CFR §117.5 states: “Except as otherwise required by this
subpart, drawbridges shall open promptly and fully for the
passage of vessels when a request to open is given in
accordance with this subpart.” It appears that the bridge tender
did her best to comply promptly with the request and did not
“unreasonably delay”(1) the opening of a draw after the
required signals were given.(2) [Although there are hundreds
of regulations governing bridges over navigable waters, the
Coast Guard has no regulations requiring copies of the
regulations to be carried on towing vessels (1)Required by 33
CFR §117.15. (2)Prohibited by 33 CFR §117.9.]
Furthermore, Coast Pilot #5 that covers the Morgan CityPort Allen Route(1) states in part: “…a pontoon bridge crosses
the bayou. The bridge is operated by cables that are suspended
just above the water when the bridge is being opened and
closed. The cables are dropped to the bottom when the bridge
is in the fully open position, but remains suspended while the
bridge is fully closed. The approaches to the bridge are marked
by signs. The bridge tender monitors VHF-FM channel 13.
Extreme caution is advised in the area of the bridge. Do not
attempt to pass through the bridge until it is fully opened and
the cables are dropped to the bottom.” [(1) 46 CFR §164.72
requires towing vessels to carry a copy of the Coast Pilot unless
engaged exclusively in towing on the Western Rivers. The
accident report did not explore whether the vessel carried a
copy of Coast Pilot #5 or whether the Captain ever consulted it
in planning his voyage.]
We ask, what could possibly be more explicit than these
Coast Pilot directions?
The Coast Guard classified this event as a “Serious
Marine Incident” The definition at 46 CFR §4.03-2(d) puts
it in this category because it involves damage to property in
excess of $100,000 – in this case, considerably in excess of

that figure. The Coast Guard report carries a USCG
classification as “routine” and a “Level of Investigation” of
“data collection.” There is no evidence in this report that
any Coast Guard investigator ever got off his or her butt to
do anything more than make a couple of phone calls and
shuffle some paperwork. We received the pitiful results of
this “accident investigation” 15 months after the accident.
The investigator from the Baton Rouge Marine Safety
Unit was MST2 ¢ ¢ ¢ – an enlisted person and not a
commissioned Coast Guard officer. We do not know
whether the investigator of this accident received any formal
training in his/her job. We have no idea of his/her
experience level or time in grade. However, we do know
that person submits his/her work product (in this case, the
completed and approved accident report file) to his/her
officers in the Coast Guard chain of command. These
officers must bear responsibility for failing to properly
assign responsibility for this accident and not simply rubberstamp the drivel we received.
In reviewing the 1994 report titled U.S. Coast Guard
Marine Casualty Investigating and Reporting: Analysis and
Recommendations for Improvement(1) mentioned earlier, we
understand that the Coast Guard has had its share of
problems with their investigators. To date, these problems
have evaded public scrutiny although Congress certainly
knows of them. [(1)Published on our website as GCMA
Report #R-429-A]
“Data Collection”
Based on our examination of earlier “investigations”
with river towing companies, we have reason to suspect that
a number of investigations, especially those at the “Data
Collection” level of investigation are susceptible to
corporate influence. Again, this is in part, the matter of
convenience. Why literally “get your feet wet” going out
into the field in the rain, heat, cold, night or day when you
can solve the problem or get the answer to your questions
with a couple of easy phone calls. This mindset will
probably continue just as long as the Coast Guard considers
“data collection” as more important than preventing
accidents. This type of thinking leads to the satisfying
conclusion that a “completed report” has greater value than
an “accurate report.”
In the M/V ZEUS case, we have no idea whether Kirby
Inland Marine influenced a Coast Guard employee to “go
easy” on its impatient Captain. There is no sign that the
Coast Guard ever filed any charges in this case. This means,
of course, no paperwork and no hassle. We have no idea
whether Kirby disciplined Captain Impatient for his brash
disregard of the regulations. We had no idea whether Kirby
Inland Marine ever paid the State of Louisiana for damage to
the bridge, but, we asked them!
As a long-term employee, we believe Captain Impatient
must have had the benefit of Kirby’s training program –
although it certainly was not evident in this instance. Well,
when at first you don’t succeed, there is always re-training.
As an employer, Kirby could require re-training. Then,
again, a Coast Guard Administrative Law Judge also can
order it if the matter had ever been brought to his attention –
as was not done.
The Coast Guard shuffles its personnel from office to
office from time to time to serve their needs. However, it
appears that very few of the Coast Guard’s military
personnel have much experience performing the same types
of work our mariners perform. Yet, they have the ability to
alter our lives by their individual decisions. Will that
“accident” cost you $0 (as in the Bayou Sorrel Bridge
accident) or will a much less costly accident cost a licensed
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mariner $13,500 as it did Captain ¢ ¢ in an accident where
the damage was only $5,000. The implication that a penalty
could even be greater is a threat the Coast Guard uses
against mariners who even consider standing up and
presenting their side of the story to an Administrative Law
Judge. There needs to be some reasonable limit to
“administrative” penalties the Coast Guard can impose. We
submitted GCMA Report #R-429, GCMA Report to
Congress: How Coast Guard Investigations Adversely
Affect Lower Level Mariners so that both Congress and the
Department of Homeland Security would know the problems
our mariners face with the existing system.
Certainly “Data Collection” is a worthy goal of any
government agency – and the Coast Guard does collect data.
What they do with that data is another thing, For example,
we asked the Coast Guard to interpret the data and explain
why over 1,300 uninspected towing vessels – almost onequarter of the nation’s entire fleet of towing vessels – sank,
flooded, or capsized in the 12 year period from 1992 to
2004. Even Congress took note of that fact and questioned
an additional 500 fires and a number of explosions. We are
still waiting for the Coast Guard to interpret the meaning of
this data since we cannot ask them to prepare such an
interpretation from scratch under FOIA. We believe such an
interpretation is important in light of the fact that it will
impact the new rules that will be written to formally inspect
towing vessels.
In the M/V ZEUS case, however, the rush to pick up the
phone and “collect data” led the Coast Guard investigator to
miss the entire point of the case. If the bridge is “slow” you
can’t impatiently ram your way through it. The bridge is
waterway infrastructure, owned by the State of Louisiana,
and installed across the waterway to serve the people who
depend on the highways of the state and its political
subdivisions. Yet Coast Guard regulations reduce the state
to the role of a mere “bridge owner” with no recourse other
than going to court after the fact to protect state property.
On Feb. 3, 2005 the Highway Foreman wrote and requested
a copy of the same accident report we received.
Action: GCMA Letter to the Louisiana
Secretary of Transportation & Development

On May 28, 2006, GCMA wrote the following letter to
Johnny B. Bradberry, Secretary, Louisiana Department of
Transportation and Development on the Bayou Sorrel Bridge
allision:
Dear Mr. Bradberry,
The Gulf Coast Mariners Association represents
mariners who work on tugs, towboats, and offshore supply
vessels that operate in the Eighth Coast Guard District
including Louisiana. Among other things, our mariners are
concerned about correcting unsafe operations aboard towing
vessels that damage bridges and other waterways
infrastructure.
Among our tasks, we review Coast Guard accident
reports that our mariners bring to our attention. One such
accident occurred on January 20, 2005 at the Bayou Sorrel
Bridge on the Morgan City-Port Allen Waterway knocking
the bridge out for seven (7) days.
In our review, we note that your Department asked for a
copy of the Coast Guard’s investigation under the Freedom
of Information Act. We received our copy dated May 4,
2006, a portion of which we enclose for identification as
[Enclosure #1]. Frankly, we find the report deficient in a
number of ways. Knowing nothing more about this accident

other than what the report tells us, we do not believe that this
is the way that loaded tank barges should be maneuvered in
proximity to moveable bridges. In other words, we support
the bridge tender’s statement.
As a concerned Louisiana taxpayer, I seek further
information on this accident from your department.
Specifically, I seek copies of documents showing the extent
of damage to the bridge, police reports if any, and whether
the state has been completely reimbursed for these damages.
Our Association’s concern about protecting our
infrastructure and environment extends beyond the
boundaries of the state of Louisiana.
I enclose as
[Enclosure #2] a copy of GCMA Report #R-340. I draw
your attention to the remarks of GCMA Director Captain
Larry P. Gwin (p.2) presented to the Coast Guard’s Towing
Safety Advisory Committee several years ago in
Washington. I highlighted one report (p.10) of an oversize
tow that demolished a dock on the Baton Rouge waterfront
with damages approaching $1,000,000 practically ignored
by the local press. These and other reports are posted on our
website. We encourage your DOTD boat crews to make use
of the information we present for mariners on this website.
[Enclosure #3] is a recent revision of GCMA Report #R411, (Congressional Oversight is Necessary to Prevent
Continuing Overhead Clearance Accidents) that we (sent) to
send to members of several maritime committees in the U.S.
House and U.S. Senate that, with a cover letter, will propose
to solve another problem facing bridges in Louisiana and
other parts of the country.
We invite you and members of your department to call
upon the expertise of one of our Directors, Captain David C.
Whitehurst of White Castle, who has spent his life as a
licensed master of towing vessels and is familiar with just
about all of the bridges on state waterways. He originally
alerted us to the problem at the Bayou Sorrel Bridge.
s/Secretary, GCMA
Excerpt from Reply from LA DOTD
Obtained Under the Open Records Act

“As you will note, the final cost of repairs were
#315,496.72. The original estimate for repair was $350,000,
so we did come in well below that coat. To date (Oct. 27,
2006) there has not been payment from Kirby Inland Marine
or their insurer for these damages, as negotiations are still
underway.”
The State of Louisiana filed suit in the 18th Judicial
District in Iberville Parish on January 19, 2006 claiming the
cause of the action was:
•Failure to keep a proper lookout.
•Failure to maintain control of the motor vessel.
•Failure to take the proper evasive action to avoid the
resulting collision.
•Failing to stop or slow the motor vessel in time to avoid
the resulting collision.
•Operating said motor vessel in a generally careless and
reckless manner.
•Any and all other acts and omissions which will be
shown at the trial of the matter.
In reviewing the paperwork covering the repairs, we
found that the reconstruction of important parts of the bridge
caused considerable additional inconvenience and delays to
local residents that extended for months following the
accident. As for the vessel owners, they went on their merry
way, never looked back, and never paid the bill.
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NEW & REVISED GCMA REPORTS
GCMA Report #R-315-E (Series)
This report titled Drug, Alcohol and Other Convictions
and How They Affect Your License and MMD updates and
replaces GCMA Reports #R-345 and R-380, Rev. 1 and
continues the consolidation of drug and alcohol topics in the
“R-315” Series of reports.
New in this report, GCMA takes a stand against the
“Assessment Periods” and other bureaucratic heavy-handed
policies that have delayed and discouraged many mariners
from pursuing careers in the industry.
GCMA Report #R-395, Rev. 2
We updated this report titled Safe Potable Water and
Food Service for Commercial Vessels of Less than 1600
Gross Register Tons: An Appeal To Congress to indicate
that the Coast Guard has done nothing to implement the
Congressional mandate to regulate the potable water issue.
We entered the article from the last newsletter announcing
the lawsuit of a mariner poisoned by the potable water on his
boat. We urge mariners to contact us with their specific
complaints on this issue.
GCMA Report #R-383, Rev. 3
We updated this report titled Designated Examiner
Qualifications; The Good, The Bad, and The Ugly to include
a “Horrible Example” of a program run amuck and its very
expensive impact on a hapless mariner trapped between a
rock and a hard place. We are still awaiting an updated list
of Designated Examiners requested under FOIA in early
October.
GCMA Report #R-370-G
This report, recently renumbered from R-375 as part of
the 12-Hour Rule Violation Series is titled Crew Endurance:
The Call Watch Cover-up. Captain David Whitehurst
intends to present this report at the WorkBoat Show in New
Orleans in a panel discussion on crew retention. The report
was updated and Captain Beacom’s “Ostrich” article
appearing in GCMA Newsletter #44 urging the elimination
of “Call Watches” was added to this report.
GCMA Report #R-428-C.
This report titled Maritime Education and Training:
Functional Job Analysis (FJA) of Maritime Personnel points
to the time when Congress directed the Coast Guard to bring
Drilling Rigs under inspection in 1978 and Offshore Supply
Vessels in 1980. We reproduced most of the meat from the
1980 FJA report in this document.
The Coast Guard knew relatively little about drilling rigs
and offshore supply vessels in those years and set out to
study them in preparation for writing regulations. The
Functional Job Analysis was an important part of that study.
Now, the Coast Guard is making plans to inspect the
nation’s 5,200 towing vessels. From what we see, the Coast
Guard has very little first hand knowledge of the towing
industry. We wonder why they do they not conduct a FJA
and learn how our mariners earn their living and fix most of
the problems our mariners have complained about for years.
Our mariners deserve much better than they have received
either from the Coast Guard or the AWO that purports to
speak for the entire towing industry.
GCMA Report #R-234, Rev. 1
This report titled Towing Vessel Regulation Logbooks
provides guidance on how to maintain an accurate and

comprehensive logbook on a towing vessel.
Many mariners are confused because Coast Guard
regulations do not specify the type of logbook an
"uninspected" towing vessel must keep. There is no "approved" Coast Guard form or format. Selecting a logbook is
generally left up to the boat owner or, for vessels on a longterm charter, to the charterer.
Towing vessels on an international voyage are required
to keep a publication called an Official Logbook. This book
is furnished free of charge by the Coast Guard (CG-Form
706B Revised April 2003). The master must surrender the
Official Logbook to the Officer-in-Charge, Marine
Inspection (OCMI) at the end of each international voyage.
In light of the new towing vessel officer licensing and
manning regulations, we suggest that each mariner maintain
his/her own personal records as well as a vessel logbook as
information in these records will be required for license
renewal.
One of the favorite types of logbooks used on towing
vessels in the past was a "Diary." This is a hard-bound book
of lined, blank pages with only the date printed at the top of
the page. Although a diary may still be used, Coast Guard
regulations now require that certain specific information be
recorded in the vessel's logbook. Although you can record
this information in a diary, it may be hard to recall exactly
which information you are expected to record.
It is also possible and may even be company policy to fill
out daily logs on a computer if one is provided.
Nevertheless, Coast Guard regulations still require you to
record and maintain certain specific information. No matter
whether you use a computer or a logbook furnished by your
employer, as a licensed officer be sure that you record all the
information required by current Coast Guard regulations.
The information in this report will help you to do this part of
your job effectively.
GCMA Report #R-229, Rev. 1
This report titled Towing Vessel Manning covers the
principal laws and regulations that affect towing vessel
manning as well as the principal abuses of the system. An
expanded list of other GCMA reports directs the reader to
specific instances of documented regulatory abuse.
The Coast Guard turned a deaf ear and blind eye to
mariner complaints for far too many years – and to the point
where we have been forced to appeal to Congress to
intervene on behalf of our mariners.
GCMA Report #R-276-A
This report titled, Towing Vessel Inspection: Mariner
Suggestions & Initiatives Submitted to the TSAC Towing
Vessel Inspection & Licensing Work Groups, is a new report
that supplements the information in GCMA’s principal
report dealing with the new towing vessel inspection
rulemaking currently in progress at Coast Guard
Headquarters. GCMA followed the work of the Towing
Safety Advisory Committee very closely and submitted
alternative suggestions from our mariners. Like GCMA
Report #R-276, we furnished copies of this report to the
Coast Guard’s Project Officers so it will put our mariners
“on the record.”
GCMA Report #R-415, Revision 2
We updated and revised this report on Nov. 25, 2006 for
presentation at the WorkBoat Show in New Orleans. This
report will be one in a new series of reports titled Coast
Guard Mismanagement of Lower-Level Merchant Marine
Personnel. This report deals with Training and Licensing
Problems for Towing Vessel Officers.
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GCMA Report #R-415-A (Series)
This report titled Objectionable Employment Practices:
Headhunting deals with the use of employment agencies
who deduct their fees from mariner wages for the “privilege”
of securing employment in the maritime industry. GCMA
has taken a stand on this issue and urges mariners to report
specific abuses to us.
GCMA Report #R-415-B, Rev. 1 (Series)
This report titled Medical & Physical Evaluation Guidelines
for Merchant Mariner Credentials describes the 202 new
“guidelines” that takes a preemptive strike at denying mariners
their credentials or tangling them in an incredible amount of
medical red tape. One mariner goes so far as to describe this
medical morass as “202 reasons to fail.”
GCMA Report #R-428-E
This report titled Maritime Education and Training:
Lower-Level Engineering Programs provides guidance to
mariners who are interested in making a career in the
engineroom.
GCMA Report #R-429-E, Rev. 1
This report titled Accident Investigations” is a reprint of
an article written by Capt. Tuuli Messer in Professional
Mariner 72 titled “If You Are Involved in An Accident,
Don’t Expect to be Read Your Rights.” Captain Messer is
the author of the Master’s Handbook on Ship’s Business, 3rd
edition, is an attorney, and knows her subject. Let her words
be a warning to all licensed mariners.
Additional GCMA Reports
Our webmaster, Captain J. David Miller has expanded
our GCMA website to include these older titles previously
available only in print:
• GCMA Report #R-324.
Assessor's Manual for
Conducting Mariner Assessments. [USCG. DOT, 2000.
6 pgs.]
• GCMA Report #R-347,. Nov. 8, 1996. OSHA/USCG
Authority Over Vessels. [OSHA Directive CPL 2-1.20.
Delineates authority between USCG & OSHA]
• GCMA Report #R-352. Mar. 17, 2003. Unfair Labor
Practices in the River Industry.
• GCMA Report #R-357. Rev.1, May 23, 2001. The

THE REAL ADVANTAGE OF
LICENSE DEFENSE INSURANCE
[Source: Mariner Letter #23. Refer to GCMA Report #R342, License Defense Insurance; Income Protection
Insurance and Civil Legal Defense]
Captain ¢ ¢ was operating a towing vessel pushing a
barge on the Mississippi River near New Orleans when he
dozed off and the barge ran aground.
The Coast Guard reportedly “investigated” the accident
but the investigator never got off his ass to visit the vessel as
part of his “investigation.” Instead, the Coast Guard
investigator called the Captain’s employer.
On the day in question, Captain ¢ ¢ claims he was the
only licensed officer on the towing vessel although the Coast
Guard report states he was the “head Captain.” (No, they
didn’t call him Captain of the Head!).
Few companies ever will admit to having only one

Prestige’s Oozing Sparks Debate [Article, Insight
Magazine.- USCG Revolving Door Policy]
• GCMA Report #R-363. Apr. 3, 2003. Report From the
Subcommittee on Liftboat Operations to the National
Offshore Safety Advisory Committee of the U.S. Coast
Guard.
• GCMA Report #R-376. EEOC. Federal Laws Prohibiting
Job Discrimination. Questions GCMA Report # and
Answers.
• GCMA Report #R-378. Sep. 22, 2003. Hydrogen
Sulfide – A danger to Mariners. (9 pgs).
• GCMA Report #R-381. Nov. 23, 2003. Extinguishing
the Federal Right of Way- A Mariner Issue [Gassoway
Lake Case.]
• GCMA Report #R-385. Nov. 29, 2003. Changes in the
Colregs.
• GCMA Report #R-386. Jan. 18, 2004. Comparative
Report: Towboats in Canada & the United States. (3 pgs)
• GCMA Report #R-387. Jan. 18, 2004. Canada Shipping
Act: Towboat Crew Accommodation Regulations. (11 pgs).
• GCMA Report #R-392. Mar. 16, 2004. Local Notice to
Mariners: Changes in Distribution Methods. [Extract
from 69 FR 9837, Mar. 2, 2004. LNM.]
• GCMA Report #R-394. Mar. 30, 2004. Inspections May
Be Part of New Towboat Safety Regime [Waterways
Journal article by By Bill Evans.]
• GCMA Report #R-396. May 1, 2004. How Western
Rivers Mariners Lost Their Administrative Law Judge.
GCMA Report #R-342, Rev. 5
We recently revised this report titled, License Defense
Insurance; Income Protection Insurance and Civil Legal
Defense, to incorporate a recent newsletter article and to
suggest that employers consider providing their law-abiding
Masters, Mates, and Pilots with at least basic license defense
insurance in light of recent examples of Coast Guard actions
against mariners licenses.
For around $200+ per year you can insure that a
competent admiralty attorney will advise you before you are
tempted to sign a “settlement agreement” with the Coast
Guard for any reason or undergo any other administrative
action. You could spend $5,000 or more “out of pocket” if
you do not insure yourself.
Most mariners are “out of their league” in dealing with
the Coast Guard on protecting their own licenses. Here is
one recent example.
Captain on a 24-hour boat. There were two deckhands on
the boat, one named “Scott” (last name forgotten) and
another whose name he does not recall. However, one is
identified as “Hebert” in the Coast Guard report, but we
were unable to tell in discussing the matter with the Captain
which of two deckhands the report refers to.
At the time of the accident Captain ¢ ¢ had been on duty
and working for approximately 18 hours straight.
Unfortunately, such abuse of work-hours is endemic in the
towing industry in this area. The Coast Guard could have
determined this was the case by visiting the boat. Of course,
Captain ¢ ¢ could have lost his license for operating more than
12 hours in a 24-hour period – although that did not happen.
The deckhand told the employer the Captain was
drinking beer on the boat, was drunk and fell asleep when
the barge ran aground. The Coast Guard could have
determined that was the case if they only had visited the boat
– which they apparently did never did.
When Captain ¢ ¢ met his relief at the dock, he was told
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he had been fired and that it was up to him to talk to the
office about it. When he called the office, the Port Captain
told Captain ¢ ¢ that he was fired because he could not get
along with the crew and did not go into any details. Captain
¢ ¢ promptly got a job with another towing company and
dismissed the incident.
Two Weeks Later…
About two weeks later, Captain ¢ ¢ received a letter from
the Coast Guard Marine Safety Office in New Orleans that
accused him of drinking on the job and causing the grounding.
This was the first he knew of the accusation.
Captain ¢ ¢ stated to us that he had never been given a
drug or alcohol test in regard to this accident. Nothing in the
accident report we received under FOIA showed a signed
statement from the deckhand or any corroborating evidence
that he had been drinking. The accident report contained no
test results.
The only choice that Captain ¢ ¢ faced in the
“Settlement Agreement” he was presented with was to
surrender his license voluntarily for 4 months or go before
an Administrative Law Judge and face a 12-month
suspension. He immediately sought an attorney and found
that he would be required to post a $3,000 retainer and that
costs could ultimately go as high as $10,000. It was at this
point where an investment in license defense insurance
would pay for itself!
Unable to pay $3,000, Captain ¢ ¢ simply mailed his
license to the Coast Guard investigator. He never spoke to
anyone or visited the Coast Guard investigations office.
However, Captain ¢ ¢ stated that he did write a statement
“LIFE ON THE MISSISSIPPI”
TRAINING AVAILABLE
When Mark Twain was learning about life on the
Mississippi, he "apprenticed" under seasoned river pilots
aboard the steamboats running the channels, bends, bars, and
snags of the "Father of Waters." This was the training
method for captains and pilots on the western river's until the
passage-of the Towing Vessel Licensing Act in the 1972.
A shortage of properly licensed towing operators
developed shortly after towing licensing regulations went
into effect. The western rivers towing industry, met this
challenge by establishing the National River Academy at
Helena, Arkansas. By the mid 1970s, this shortage was
eliminated, and the National River Academy reduced its
enrollment and eventually shut down.
A new shortage of seasoned pilots has developed on the
western rivers, as well as other segments of the towing and
offshore marine workboat industry. To meet this training need,
the state of Louisiana has developed a two-year co-operative
marine training program, starting in early January 2007.
Located at the Louisiana Marine and Petroleum Institute
of L. E. Fletcher Technical Community College in Houma,
LA, the training will lead to various licenses, documents,
and certificates of training required for the deck and
engineering departments of vessels of inland, near coastal,
and ocean navigation routes.
The early training will emphasize the basic marine
training needed by all persons working on vessels. Later
specialized training provides for the unlicensed positions of
deckhand, able seaman, and licenses of towing, 100, 200,

disagreeing with the proposed suspension on the bottom of the
form where it asked whether he agreed or disagreed with the
penalty.
However, this statement was ineffective and
apparently went unnoticed or unquestioned by the Investigating
Officer or the Administrative Law Judge.
Captain ¢ ¢ told us that he had a problem with the
deckhand “Scott.” The believed that the problem was that
the man had worked for the company longer than Captain
¢ ¢ and apparently was more important to the company
than the captain.
Captain ¢ ¢ never had the opportunity to confront his
accuser in this matter. He had enough of working for that
towing company that he was happy to look for another job.
Receiving this notice in the mail from the Coast Guard was a
shock he could not deal with effectively. We estimate
Captain ¢ ¢ ’s lost wages calculated at $250 per work day at
$21,000. At today’s wages of $400, the figure would
approach $33,600 based on a 14 & 7 work schedule.
Captain ¢ ¢ received his license back after suspension.
However, the implication that he had been “drinking on
duty” remained in his file. Recently, the National Maritime
Center rejected his application to become a Designated
Examiner. Their denial was based on his accident record – a
record they refused to go back and investigate since his
signature on a “Settlement Agreement” admitted his guilt.
An attorney could have provided this mariner with good
advice, and if this story is true, could have represented him
before the investigating officer and if necessary before an
Administrative Law Judge.
It not only would have
uncovered the truth but also revealed shoddy Coast Guard
investigative practices.
500, 1,600 ton and unlimited tonnage deck officers, A
further specialization as oilers, and other ratings, as well as
licensed engineers of
diesel-powered vessels is also
available after the basic marine seaman training. The
Training will alternate every six weeks between formal
classroom and practical training in the Houma facility and
internship on-the-job training aboard vessels in the workboat
and/or towing vessel fleet.
Further information is available at www.lefletcher.edu
and at booth 2932 of the Workboat Show in New Orleans:
Nov. 29, 30, Dec. 1, or Contact the school at (985) 857-3658
between 7AM and 3 PM, Monday through Friday,
Mark Twain would not recognize the modern Mississippi
today with all the levees, locks and dams, aids to
navigations, revetted riverbanks, and the modern towboats
pushing up to ten acres of barges. Even more daunting are
the pilothouses of these vessel: with controls for power
plants of up to 10,000 horsepower and electronic and
communications equipment that can "see" around bends in
the river and talk to the company office hundreds of miles
away, yet he would easily recognize the skills of the men
who man the pilothouses, rig the towboats, and keep the
vessel's machinery running.
Yes, it is true even on the river, “The more things
change, the more they stay the same.” And training for
"Life: on the Mississippi” is still a long and demanding
adventure. However, for the first time in almost 30 years an
organized formal marine training program is available for
the western rivers and other workboats.
[Contact: MarianneMcCrory, Institutional Development at
985-876-8900 Ext. 106 (office) or 985-876-8961 (fax).
mmccrory@lefletcher.edu.]
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ADDITIONAL COMMENTS ON TWIC
(Transportation Worker Identification Credentials)
[Source: Article by Captain Joel Milton, WorkBoat, “On the
Water,” Nov. 2006.]
Mariners will soon have a new card in their lives, and it
isn't from American Express or VISA. The Transportation
Worker Identification Credential – the TWIC – is the latest
addition to the growing regulatory burden being shouldered
by our industry.
Mariners must pay the Transportation Security
Administration a user fee of $159 for the privilege of applying
for and receiving – after a wait of up to two months – a TWIC.
The Coast Guard and TSA recently came up with a plan to
replace all our existing USCG-issued documents with a single
Merchant Mariner Credential (MMC). But anyone interested in
a maritime career must first get their TWIC before they can
even apply for the new MMC. Now that should really boost
mariner recruitment efforts!
Mariners already have a perfectly good form of positive
identification. It's called a Merchant Mariner's Document
(MMD), and it's been around for ages. Since 9/11, the Coast
Guard has issued a new and improved tamper-resistant
version of the MMD. It has your picture on the front, and
thumbprints and a machine-readable magnetic stripe on the
back. Getting this card requires a thorough background
check to ascertain whether or not the mariner is a security
risk. Neither the TSA nor the Coast Guard has explained
why mariners need more than an MMD.
If in fact the current MMD isn't good enough, it should
be relatively simple for the Coast Guard to produce MMD
that would be compatible with the new TWIC system. This
would save mariners from having to deal with another
separate bureaucracy that has little or no regard for us.
The Coast Guard has stated that it would be undesirable

HARBOR TUGS AND THE ONE-WATCH SYSTEM:
THE COAST GUARD RESPONSE
GCMA Newsletter #43 (Oct. 2006) directed a letter to two
branches of the Coast Guard dealing with the work-hour problem
experienced by many mariners working on harbor tugs. One
response to our letter of Oct. 5, 2006 was drafted by Captain
L.W. Thomas, Chief, Office of Operating and Environmental
Standards (G-PSO) in a letter dated Nov. 7, 2006.
Reply
This is in response to your letter of Oct. 5, 2006,
requesting guidance on the 12-hour rule as it affects towing
vessels on a one-watch system. In your letter, you describe a
specific instance where an individual may be working in
excess of the maximum work-hours authorized on towing
vessels.
Licensed individuals employed on towing vessels are
restricted by statute (46 U.S. Code §8104(h)) from working
more than 12 hours in a consecutive 24-hour period except
in an emergency.
The Coast Guard attempted to clarify work-hour
requirements in Policy Letter 4-00, dated April 26, 2001.

because more than one form of ID could be confusing.
Confusing to whom? In the U.S., police have managed to
deal with over 50 different state and territorial drivers
licenses that are presented to them motor vehicle operators.
I find it hard to believe that TWIC-compatible MMDs,
which are designed to be primarily machine-read IDs, would
confuse anyone.
[Joel Milton works on towing vessels. can be reached at
joelmilton@yahoo.com]
[Source: West Coast Sailors, SUP President’s Report, Sept.
22, 2006. Letter to the Secretary of Homeland Security.]
Dear Secretary Chertoff,
This is to register the objection of the Sailors’ Union of
the Pacific to recent changes in the Transportation Workers’
Identification program. Specifically, the postponement of
the purchase and installation of biometrics card readers,
while still requiring workers' to pay for new background
checks and the card itself, is unfair and ill-advised. Without
card readers the TWIC is little more than another expensive
identification card, and the security benefits of the programsuch as access control to secure areas-are deeply
undermined.
We further object to being forced to pay for the background
checks and card production, since it is our contention that U.S.
port security is the responsibility of the U.S. government,
including its cost. But, forcing a cost that should properly be
the government's onto the maritime workforce is one thing; to
do it for a card that may never be used as intended is quite
another. We urge you to be fair to the nation's maritime
workers and direct TSA to stop the entire program until it can
be implemented as Congress intended.
Sincerely,
Gunnar Lundeberg
President/Secretary-Treasurer
From your letter I note you are familiar with the policy letter
which defines “work” as “…any activity that is performed
on behalf of the vessel…”
If a mariner has reason to believe that he or she is operating
in violation of law or regulation, that person should report such
violations to the cognizant Officer in Charge, Marine Inspection
(OCMI). The OCMI has the authority to investigate possible
violation of law or regulation.
[GCMA Comment: Although the OCMI has the “authority”
to investigate, what does a mariner expect the OCMI to find
IF he investigates? Logbook entries will have to bear out any
expected findings. This is why accurate logbook entries are
crucial. However, the Coast Guard never promulgated
logbook standards. Refer to our Petition to the Coast Guard
on logbooks at Docket USCG-2002-12581.
Go to
http://dms.dot.gov and search for 12581.]
As you are aware, the Coast Guard is currently drafting
regulations to establish Coast Guard inspection of towing
vessels. It is unclear yet whether work-hours will be
specifically addressed. However, we do expect to include a
provision for safety management systems that will likely
address some aspects of workplace safety, including work
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hours. I encourage you to follow this important rulemaking
closely and provide input to the docket once it has been
opened for public comment.
Please contact Mr. Dave Dolloff at 202-372-1415 if you
wish to discuss this further. Sincerely. s/ L.W. Thomas.
[GCMA Comment: If mariners refused to work for
companies that expected them to work more than 12 hours

IF IT’S A JOB WORTH KEEPING
IT’S A JOB WORTH FIGHTING FOR
[Source: By Steve Stallone, The Dispatcher, International
Longshore and Warehouse Union, Nov. 2006.]
Alcatraz Ferry Workers Fight to Keep Jobs.
A hole was blown in San Francisco’s formerly solid
union waterfront when the federal government awarded the
contract for the ferry run to Alcatraz Island to a non-union
company.
Ever since the former high security prison was turned
into a popular tourist attraction in 1973, the ferry boats to the
island in the middle of the bay have been operated by members of the Inlandboatmen's Union (IBU), the Marine
Division of the ILWU, and the Masters, Mates and Pilots
MMP). Last year the Bush administration's National Park
Service (NPS), which runs Alcatraz as part of its system,
took bids for the ferry run. On Sept. 27, 2005, NPS
announced it was giving a new, 10-year contract for the ferry
run to Hornblower Yachts, Inc., an organization that runs
dinner cruises on the San Francisco Bay out of Oakland with
non-union crews.
With that move some 15 IBU ferry deckhands and 35
MMP captains, deckhands, customer service reps, and ticket
agents lost their jobs and the health care coverage for them
and their families. Payments toward their pensions ceased.
"It's definitely a hardship on all of them," said Marina
Secchitano,(1) San Francisco Regional Director of the IBU.
“The possibility of losing their jobs has been hanging over
their heads for a year now and it makes it difficult for their
families to plan even the smallest things knowing they may
be unemployed."
[(1)GCMA Editorial Note: Marina
Secchitano represented maritime labor and stood up for our
working mariners for years on AWO-dominated TSAC
committee.]
Within a couple of months, Blue and Gold Fleet (B&G),
the union ferry operator that has been taking tourists to the
island for 32 years, filed a protest in the Federal Court of
Claims on the grounds that NPS had improperly evaluated
the proposals. B&G alleged the contract should be subject
to the Service Contract Act (SCA), a long-standing labor law
requiring a successor of a federal contract to pay the same
level of wages and benefits as the current contractor. B&G
asked for an injunction to stop the transfer of the contract.
The two unions, the IBU and MMP, also filed suit in
U.S. District Court in Oakland in March 2006 seeking an
injunction against awarding the contract to Hornblower on
the basis that the bid violated the SCA.
Then-Democratic Minority leader Rep. Nancy Pelosi
from San Francisco wrote a letter to the Dept. of Labor (

a day, the Coast Guard would not have to belabor the
issue.]
[GCMA Comment: Since the Coast Guard has a sorry
record of taking care of its own seamen, our mariners
cannot expect much concern from the Coast Guard
about abusive work-hours. To see what we mean, refer
to GCMA Report #R-304, Rev. 1, Small Boat Station
Search & Rescue Program on our website.]
asking it to expedite its investigation into whether the SCA
applied to the Alcatraz contract. Pelosi also wrote letter to
the NPS asking for an explanation on why it allowed
Hornblower an approximately 60 percent increase in the
ferry ticket price when it had not yet even proven it could do
the work..
U.S. District Court Judge Claudia Wilkins ruled that the
SCA did apply to the Alcatraz contract and only the Dept. of
Labor could say it didn't. The Dept. of Labor eventually
determine the law did apply 10 days before Hornblower
started the run.
The unions also mobilized to use their political and
community support.
The San Francisco Board of
Supervisors passed a resolution supporting the union ferry
workers retaining their jobs and urging the San Francisco
Port Commission consider the impact on public safe of not
having the experienced union crews on board and the impact
Fisherman's Wharf tourism business to relocate the Alcatraz
ferry service elsewhere on the waterfront.
Supervisor Aaron Peskin held public hearing to address
the environmental, business and traffic impacts of moving
the ferry service from B&G's Pier 41 to Hornblower's Pier
31½ that both Hornblower and the NPS declined to attend.
The Port of San Francisco has also complained to
Hornblower that it hasn't responded to repeated requests
from the port for information on changes it is making to its
pier facilities that may require environmental review.
Neighborhood groups Citizens to Save the Waterfront
and the Telegraph Hill Dwellers filed a lawsuit in San
Francisco Superior Court against Hornblower to stop the service from Pier 31½ starting without an environmental review
of the impact of the transfer of 1.3 million passengers per
year from Pier 41.
In the face of all this opposition, Hornblower and NPS
proceeded ahead and started the ferry run on Sept. 25.
"They've displayed tremendous arrogance, acting as if
the law doesn't apply to them," said AMP California Branch
Agent Captain Ray Shipway. "They've just gone ahead
without the review for the intensification of use that the port
requires."
San Francisco Mayor Gavin Newsom and Pelosi's office
intervened in negotiations between unions and Hornblower
trying to get an agreement that would result in the hiring of a
majority of the union workforce and voluntary recognition
of the IBU and MMP as the collective bargaining agent of
the workers.
When Hornblower advertised for the new jobs on its
ferry run, most all the B&G workers applied. But only a
handful were called in for interviews and even fewer were
hired. The unions filed an Unfair Labor Practices charge
with the National Labor Relations Board alleging
discrimination on the basis of union affiliation.
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"We feel this charge will hold up," Shipway said. "They
passed over the most qualified people for job."
Hornblower filed its own charges with the NLRB on the
unions, alleging the unions were picketing its operation to
coerce it into recognizing the union. The company also
alleged the unions are engaging in an illegal secondary
boycott since the Alcatraz ferry is operated by one of the
company's subsidiaries, and is seeking an injunction to keep
the unions from picketing.
The unions have been picketing the Hornblower dock
every Sunday, trying to get tourists to pass on the boat ride.
They have been getting wide-spread support from the labor
movement, including not just ILWU Locals 6, 10, 34 and 91,
but also the San Francisco Labor Council, the Teamsters,
postal workers, teachers, machinists, the Sailors Union of the
Pacific and the Marine Engineers Beneficial Association.
The California Labor Federation has sanctioned a boycott of
Hornblower in support of the IBU and the MMP.
On two successive weekends several of the union

AN ANGRY AND FRUSTRATED MARINER
WRITES TO THE COMMANDANT
[Source: Captain William West. Slightly edited.]
October 24, 2006
Dear Admiral Allen,
I write to you today because of the wrongful denial of
my "upgrade" and the abuses of your :staff. This started 11
months ago when I applied for several upgrades I am
entitled to.
In November of 2005, I applied to upgrade my Inland
Master license from less than 100 ton, to less than 500 tons my,
inland towing Master from less than 100 tons to less than 500
tons and my near coastal license from OUPV to Mate of less
than 100 tons. I received an approval letter totally ignoring my
towing upgrade, (that was) the main reason for me to apply.
This was appealed in January of 2006. This first appeal
was ignored as "invalid" for over 3 months even though I
have an interagency e-mail treating it as an appeal shortly
after it was penned. A "denial letter" arrived which did not
reflect any statutes.
This "denial" was appealed in April 2006. This was also
"rubber stamped" (and) denied contrary to statutes and again
appealed.
The next "denial," also inconsistent with any statutes,
was penned by Captain M.E. Landry, of Boston, on June 9
2006. Contrary to the law this was never mailed even
though it was supposed to have been appealed in 30 days.
This was obtained by a "Freedom of Information Act"
requested by the Gulf Coast Mariners Association in August
of 2006 and forwarded to me. This was appealed on
September 2006 to the National Maritime Center.
In August along with the June 9 "denial", I received a letter
written on May 25 by Commander Miller, also of Boston.
Commander Miller's letter made some serious false allegations
about me, wrongfully threatened to suspend my license and was
"forwarded out" as though I had been convicted of something.
Commander Miller's letter appears to violate my civil rights and
I am sure has kept me from obtaining work.
On October 17 2006, Donald Kerlin (at the National
Maritime Center) sent me a letter, which again denied my

officers, including Secchitano and Shipway, and other
members and unionists have been arrested in civil
disobedience actions during the picket line demonstrations.
Although Hornblower has been running the Alcatraz
ferry without them for several weeks now, the unions remain
optimistic that they will prevail in the long run. They plan to
continue the Sunday morning pickets at Pier 31½ to keep up
the pressure on the company and to maintain the visibility of
the issue. The NLRB rulings may yet help too.
"We could win in a way where Hornblower would have
to hire our people and abide by the IBU contract,"
Secchitano said.
And now that the Democrats have swept the House of
Representatives and San Francisco's Pelosi will be the
Speaker of the House, setting the legislative and budget
agenda, things have changed significantly.
"The National Park Service needs its budget from
Congress and that means it will have to respond to Pelosi's
concerns," Secchitano added.
appeal. This letter stated "final agency action" also in no
way reflected the statutes.
I spoke with Donald Kerlin) on October 19. Mr. Kerlin
clearly demonstrated his ignorance of these matters. As
such, I left a message for Captain Fink.
Captain Fink returned my call on Oct. 20 2006. Captain
Fink and his unnamed cohort proceeded to tell me that their
actions are justified by 46 CFR §10.209, 46 CFR §10.210
and 46 CFR §10.464.
Immediately after I hung-up the telephone, I sought out
these statutes and conferred with my advisors. These statutes
DO NOT in anyway justify not issuing the upgrade I am
entitled to, In fact 46 CFR §10.210 figure 10.210 is part of
NVIC 4-01 and totally proves I am entitled to this upgrade.
I completed the tests requested, although not all were
reflected in the CFR's. I was issued a new license, without
the towing upgrade, in April of 2006.
The main obstacle appears to be the Towing Officer
Assessment Record (TOAR). I am not required to do one for
this upgrade and have clearly proven this.
Many mariners such as me have wrongfully been told to
complete a TOAR. Most of the other guys and I do not have
access to (a Designated Examiner) complete a TOAR, which
your staff wrongfully pushes at us.
I now know that at least 40 lower-level mariners, some
say over 100, are having similar problems with your agency.
Many of us have been so wronged that this will continue to
haunt your agency for years.
I am currently unemployed because of this. I will remain
unemployed and or underemployed until this is resolved, as will
many of us. Sincerely, William A West
[Ancient Mariner Comment. This is a great example of how a
government agency can twist and turn the regulations and go out
of its way to be unresponsive to the needs of the mariner. The
case in point concerns a response to a request for upgrade that
was ignored. It does not appear that the original request was
denied. If there is no formal denial, there is nothing to appeal.
Why have they done this to the mariner? First, it is
because they can. They proved they have the power to use
the process to be unresponsive to his needs as an individual
as well as to the needs of all our lower-level mariners!
It is curious that they continued to deny the appeal, even
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though there no denial to formally appeal. The denial was
for the lack of an affirmation. Is there no one in the Coast
Guard with any common sense? Their only intent is to
insure that everyone that gets a towing license has a TOAR,
regardless of what the regulations say.
The TOAR system is a direct transplant from the military
system of training. It works fine in the military, but not at
all in the commercial maritime industry.
This requirement for a TOAR has become what in
government circles is described as a sacred cow. A “sacred
cow” is an written or unwritten rule that must be followed at
all costs at all times and can only be overturned by a Coast
Guard official with serious potential harm to his/her career.
The fact that the TOAR is not technically required for all
towing licenses was never examined. It is not relevant to the
continued standing of the TOAR. However, under no
circumstances will anyone in the Coast Guard violate this
sacred cow. Right, wrong, or ugly, that is a fact.
One might say, “If only I could get them to set aside their

COMMENTS ON A.I.S.
By Captain Larry P. Gwin
I notice that some towboats simply turn their Automatic
Identification System (AIS) equipment off when navigating
the Lower Mississippi River above Baton Rouge Harbor, as
the Coast Guard only requires it to be on and working below
this point.
The AIS is a powerful tool when coupled with the proposed
electronic charting system. It will show the course and speed of
vessels within a 5 to 10 mile radius.
Why do some people still not use the AIS system or, on the
other hand, why do they use the AIS system to keep from using
radios according to the regulations in the Radiotelephone Act for
passing, meeting, or overtaking situations. I can only guess that
maybe they are either somewhere they are not supposed to be or
just don’t want anybody to know where they are.
I had occasion traveling southbound with a large tow
after I broadcast my position on the air and came around a
sharp bend only to be surprised to find a vessel stopped or
still proceeding northbound or be northbound and suddenly
see traffic on radar approaching the area I am in. This would
be fine if you were not in a narrow channel or bend. This
starts a scenario for a close quarters situation or even a near

NAPPING IT’S ALL THE RAGE!
[Source: National Sleep Federation, Fall 2006, Vol 8, Issue 4.]
Napping: A Habit of Highly Successful People?
Have you ever felt the urge to put your head down on
your desk and take a short nap after lunch? Most of us
would resist such temptation for fear of being labeled lazy
and unproductive. But consider that some of the most
notable figures in history are known to have been
consummate nap-takers, including Winston Churchill,
Napoleon Bonaparte, Albert Einstein, Leonardo Da Vinci,
and John F. Kennedy. What's more, recent research is
providing evidence that a well-timed afternoon nap may be
the best way to combat sleepiness, improve work
performance, and overcome the grogginess commonly
known as the "midday dip."

prejudice and examine the facts of the situation, I’m sure
they will agree with me.” This will never happen!
That is, of course, not to say that the TOAR reasonably
indicates minimal required knowledge of the mariner – that of
course many of us professionals know that it does not. I think it
may be easier to discredit the entire TOAR system of training
than to get the Coast Guard to accept that not everyone has to
have a fully executed TOAR to be qualified.
In fact, the TOAR system does not work as many experts
within industry have long predicted. We believe that is
leading us to severe licensed personnel shortages because it
does not work now and will not work. Now, why don’t we
ask: “Okay, Coast Guard, you caused this mess, what are you
going to do to fix it. We all told you this was going to
happen.” I’ll bet the Coast Guard does not even have a
statistical base showing how many licensed personnel are
needed in the various trades or the extent of the shortfall and
whether or not the shortfall is growing. But, they will
continue to demand that we use this failed experiment.]
miss. When you finally do get them to talk on radios as they
are supposed to, the question they ask is, “Are you AIS
equipped?” Of course you know the vessel should be as he
is southbound toward the Baton Rouge Harbor area.
However, you receive an answer like this: “Yes, I am but I
have it turned off.”
The next question is why did you turn it off? You are
then told that because AIS is not required here. Then you
ask: “Well, didn’t you hear me check for traffic?” Most of
the time you will hear a reply something like this: “But I
knew where you were” or “I can see you on radar” or
“Besides, another vessel told me who was coming.” These
are all pretty feeble excuses in my book!
As I said earlier, the AIS is just a box that sends out a
position where vessel is, and when it is coupled with electronic
charting system it can became a powerful tool. I believe if AIS
is used properly in conjunction with the radio it would greatly
reduce close calls, accidents, and arguments.
Also it will increase situational awareness and good
seamanship practices. I believe the AIS could also serve as
a supplemental lookout which will probably be brought up in
admiralty court cases if it has not happened already.
Nowadays the licensed mariner must “work smarter” to
survive in a profession that can add to the liability of holding
a marine officer’s license.

Napping and the Biological Clock
Contrary to popular belief, except for insomnia sufferers, a
brief afternoon nap does not necessarily interfere with
nighttime sleep. In fact, an afternoon nap may be perfectly
compatible with a finely-tuned biological clock. For most
people, the sleep/wake cycle includes being awake for about
16 hours and then asleep for about eight. But, what many
people don't realize is that the body's clock is set with two
distinct dips in alertness within a 24hour period: one at about
2:00 am and another at about 2:00 pm, corresponding to the
midday dip. Fighting off the urge to sleep during these times
is challenging, especially for someone already suffering from
sleep deprivation.
Gregory Belenky, MD, Research Professor and Director of
the Sleep and Performance Research Center at Washington
State University, recommends naps as a way to make up for lost
nighttime sleep. He says, "The beauty of naps is that they add
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to total recuperative sleep time,” adding that “A large number

of the world's people divide their sleep into two blocks (with the
afternoon sleep called a siesta in Spanish-speaking countries).
It is even possible that divided sleep is more recuperative than
sleep taken in a single block.”
The Benefits of Napping
Experts agree that the best way to fight fatigue is to get
enough sleep every night. But, for some people, especially
those who work long hours, have care-giving responsibilities
or work at night, this can be an ambitious goal. Even people
who do get enough sleep regularly may feel the effects of the
midday dip, especially after a heavy meal. Studies show that
taking a nap is a great way to increase alertness and reaction
times, improve mood, and reduce accidents. For many
people, napping is also a highly pleasurable experience.
Some of the benefits you can expect
from a short snooze include:
• A better mood -people report feeling better after a nap.
• Increased alertness - reaction times improve after a nap.
• Safety - people have fewer accidents when they're alert.
• Better performance - you're more productive after a nap.
A Performance Booster
Fatigue impairs performance and can be dangerous in certain
settings. For people who work as commercial drivers, police
officers, soldiers, doctors, and other safety-sensitive jobs,
alertness can mean the difference between life and death. Take
pilots as an example. Mark Rosekind, PhD, President and Chief
Scientist of Alertness Solutions in California and former Director
of the Fatigue and Countermeasures Group at the National
Aeronautics and Space Administration (NASA), conducted an
experiment in which he instructed NASA pilots to take short naps
when possible during long haul flight operations. Dr. Rosekind
found that compared to long haul pilots who did not nap, the
napping pilots had a 34% boost in performance and a 54% boost
in alertness that lasted for 2-3 hours.
Can Napping Make You Smarter?
There are a variety of studies that nighttime sleep
improves learning.
The idea is that newly learned
knowledge or skills are integrated in the brain during sleep.
But, does a nap serve the same role? A new study by
researchers at Harvard University has provided strong
evidence that it does. The Harvard researchers found that
taking a 60-90 minute nap has a benefit similar to that of
nighttime sleep and that combining nighttime sleep with
napping has twice the effect.
Napping: How Long is Best?
A recent study in the research journal Sleep examined the
benefits of naps of various lengths and no naps. The results
showed that a 10-minute nap produced the most benefit in
terms of reduced sleepiness and improved cognitive
performance. A nap lasting 30 minutes or longer is more
likely to be accompanied by sleep inertia, which is the
period of grogginess that sometimes follows sleep.
For optimal alertness, try these napping strategies:
• Keep naps short: 10 minutes is best.
• Take a nap just before fatigue usually sets in.
• Consume caffeine after a nap to combat post-nap
sluggishness.
Can Napping Protect against
Drowsy Driving Crashes?
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Most people are aware that driving while sleepy is
extremely dangerous. Still, many drivers press on when they
feel drowsy in spite of the risks, putting themselves and others
in harm's way. While getting a full night's sleep before driving
is the ideal, taking a short nap before driving can reduce a
person's risk of having a drowsy driving crash. Sleep experts
also recommend that if you feel drowsy when driving, you
should immediately pull over to a rest area, drink a caffeinated
beverage and take a 20-minute nap.
Naps + Caffeine: a Winning Combination
for Night Shift Workers
Shift work, which means working a schedule that
deviates from the typical "9 to 5" hours, may cause fatigue
and performance impairments, especially for night shift
workers. In a 2006 study, researchers at the Sleep Medicine
and Research Center affiliated with St. John's Mercy
Medical Center and St. Luke's Hospital in suburban
St. Louis, MO, looked at the effectiveness of taking naps and
consuming caffeine to cope with sleepiness during the night
shift. They found that both naps and caffeine improved
alertness and performance among night shift workers and
that the combination of naps and caffeine had the most
beneficial effect.
James K. Walsh, PhD, one of the researchers who
conducted the study, explains, “Because of the body’s
propensity for sleep at night, being alert and productive on

CALLING ALL MARINERS
REPORT LICENSING PROBLEMS
Over the past several months,
GCMA
received
an
extraordinary number of
mariner complaints about
deteriorating
service
at
Regional Examination Centers
and the inability of our mariners to contact
many of these RECs by telephone.
We want to ask each mariner who reads this newsletter
to keep track of:
• each call you place to any Regional Exam Center – date,
time, etc..
• the name of each person you speak to at the REC.
(Specifically ask the person you speak with to state his or
her name.)
• if you were unable to make contact with a live person to
answer your question be prepared to tell us.
• if an automated answering service gave you insufficient
or unsatisfactory information and why it was
unsatisfactory.
• if the quality of the information you received from the REC
was satisfactory and helpful to you. If not, tell us why not!
• if you were unable for any reason to determine the status
of your application from the REC.
• whether the service you received was courteous or not.
• whether the application itself or its instructions were
confusing in any way – and tell us in which ways.
Although GCMA does not prepare license applications
for mariners, we understand that between 50% and 80% of

the night shift can be challenging, even if you’ve had enough
sleep.” "Napping before work combined with consuming
caffeine while on the job is an effective strategy for
remaining alert on the night shift."
Are Naps for You?
In spite of these benefits, napping isn't always the best
option for everyone. For example, some people have trouble
sleeping any place other than their own bed, making a nap at the
office or anywhere else unlikely. Other people simply have
trouble sleeping in the daytime; it could be that certain
individuals are more sensitive to the midday dip than others those who are may feel sleepier and have an easier time
napping. Finally, naps can leave people with sleep inertia,
especially when they last more than 10-20 minutes. Sleep
inertia can take time to wear off and has been known to
impair performance.
What It All Means
By now you're probably thinking about ways to incorporate
naps into your daily routine. Keep in mind that getting enough
sleep on regular basis is the best way to stay alert and feel your
best. But, when fatigue sets in, a quick nap can do wonders for
your mental and physical stamina.
For more information log onto www.sleepfoundation.org.

all license applications are not
prepared properly and are returned to
mariners for completion for a variety of reasons.
Since most mariners we speak with carry cell
phones, we believe many problems could be
resolved with a simple phone call.
Tell us if you have had such an
experience, for example if
your
applications
was
backlogged for months on end
and then rejected by mail requiring the entire
package to be resubmitted. If you were treated in such a
manner, we want to know how much these delays have cost
you in:
• time off work or time without a job (multiply # of days by
the salary you would have received each day you did not
work.
• Lost opportunities for a better job (multiply # of days by
the difference in pay).
• Anger and frustration. Your description of the specific
situation you encountered).
• whether you believe the “user fee” you paid to obtain
your license was reflected by the quality of service you
received from the Coast Guard.
[GCMA Comment. Although the National Maritime
Center has made promises for the future, we believe
that there are changes in the licensing system that
MUST be made immediately. We will take the
information from the past year that you provide us
with to push for immediate changes in the licensing
system. We have seen enough of the licensing “horror
stories” as reported in this Newsletter].
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UPDATED GCMA “BROWN-LIST”

GCMA fields a significant number of complaints on
employment issues from lower-level mariners in as fair a
manner as possible. When a mariner gets a “raw deal” we do
what little we can to get to the bottom of the problem.
However, we are not and never have been a labor union, and
we have no formal contractual relationship with any employers.
The vast majority of our “lower-level” mariners work
as “employees at will.” Unfortunately, this means that
they do not work under a labor contract negotiated through
collective bargaining that could control their conditions of
employment and provide the machinery to resolve their
grievances. Without such a contract, most of our mariners
can be fired or demoted at any time, for any reason
whatsoever whether fair or not. There is little recourse for
most of our mariners unless such termination is clearly
illegal – and only then with the help of an attorney.
When one of our mariners is mistreated, we take the
matter very seriously. As a mariners’ Association, we
keep track of these incidents. When our mariners look
for a new job, we want them to obtain jobs with
employers who respect them and will treat them fairly.
We assign companies whose names appear in our
records as having mistreated one or more of our
mariners to our “Brown List.”
Mariners must make their own decisions about their
employers. As a service to dues-paying members of
GCMA (only) we can inform you of some of the specific
incidents that led us to “Brown List” a company. Then

you can decide whether you want to learn the same lessons
the hard way by working for one of these “Brown Listed”
companies. We can only tell our mariners that those who
fail to learn the lessons of History (as recorded by other
mariners) are destined to repeat them!
We did not add any additional names to our list this month.
Brown Listed Companies:
? Abdon Callais Offshore.
? American River Transportation Co. (ARTCO)
? American Commercial Barge Lines (ACBL)
•BJ Services, Inc.
•Chet Morrison Contractors, Inc.
? Coastal Towing, LLC & TLC Marine Svc.
? Delta Towing.
? ENSCO.
? Five Bs Towing Inc.
? Frazier Towing
? Global Industries Offshore
? Gulf Pride Marine Service, Inc.
? Guidry Brothers/Harvey Gulf Marine
? L&M Botruc Rentals
? Maryland Marine
? Stapp Towing
?Steel City Marine Transportation, Inc.
? Tidewater Marine
? Trico
? Western Kentucky Navigation Company (WKN)
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Lafourche Merchant Marine
Training Services, Inc.
Offers you the courses you need!

License upgrades, radar and celestial endorsements
help you stay at the top of your career!
Let Lafourche Merchant Marine meet your training needs. Here’s a
sample of our Courses:
•500/1600 Gross Ton Master or Mate prep class
•100/200 Gross Ton Master/USCG-approved (testing done on site)
•Upgrade 100 Gross Ton Master to 200 Gross Ton Master/USCGapproved (testing done on site)
•Radar Observer/Radar renewal /USCG-STCW approved (testing done
on site)
•Able Bodied Seaman/USCG-approved (testing done on site)
•Celestial Navigation 200/500/1600/STCW Gross Ton/USCGapproved (testing done on site)
•Basic Safety Training/STCW-approved/USCG-approved (testing done
on site)
Ù The following modules are available: Elementary First Aid and
CPR, Personnel Safety and Social Responsibility.
•Visual Communications (Flashing Light)/ STCW-approved/USCGapproved (testing done on site)
•Shipboard Coordinator (Fishing Industry)/USCG-approved (testing done
on site)
•American Red Cross First Aid and CPR/USCG-approved
•Master of Towing Vessels/USCG-approved (testing done on site)
Assistance with U.S. Coast Guard paperwork $75.00 per consultation.
This service is only $30.00 for those enrolled in LMMTS courses.

CALL US AND ENROLL NOW.
LAFOURCHE MERCHANT MARINE TRAINING SERVICES, INC.
4290 Hwy 1
GCMA members get a 10%
Raceland, LA 70394
discount on courses under $500 &

PHONE: (985) 537-1222
FAX: (985) 537-1225

GULF COAST MARINERS ASSOCIATION
P. O. BOX 3589
HOUMA, LA 70361-3589
PHONE: 985-879-3866
Email: info@gulfcoastmariners.org
Website: www.gulfcoastmariners.org
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20% discount on courses $500+

