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Even though it is not yet “Fall” the Towing Safety Advisory Committee (TSAC) met at
the Double Tree Hotel in Downtown Pittsburgh, PA, on Wed. Sept. 1 and Thurs. Sept. 2,
2010. The meeting took place earlier than usual because the committee’s charter expires on
Sept. 11th. The committee cannot meet or even continue its activities unless the committee
charter is approved. TSAC is a “statutory” advisory committee established by Congress.
The Coast Guard suggested that it might declare the committee a “discretionary” committee.
The committee’s acting chair(1) and host of the meeting, Mr. Rex Woodward, a member of the
Port of Pittsburgh Commission, suggested that attendees at the meeting write their
congressional representatives and the Secretary of Homeland Security to ensure that TSAC
continues in operation as a federal advisory committee. [(1) The Coast Guard appoints the
Chairman and Vice-Chairman of their advisory committees.]
The committee charter for the Merchant Marine Personnel Advisory Committee
(MERPAC) expired and their meeting scheduled for later this month was cancelled – a
fact that sent shock waves throughout the marine industry. Our Association has been
unhappy with MERPAC for its role in giving a green light to the Coast Guard to saddle
our mariners with their Medical NVIC that almost brought about the collapse of the
entire credentialing system a year ago. The architect of the plan, retired Coast Guard
Captain Arthur French, M.D., thought that a medical staff of seven or eight could handle
the credentials for 210,000 merchant mariners. At last report, the “new” target medical
staff for the National Maritime Center (NMC) was 35 medical professionals. We believe
that MERPAC should have come down on this sorry scheme much harder than it did.
We believe MERPAC is also showed insufficient concern in recent years for our 126,000
limited-tonnage mariners.
UTV Elizabeth M Accident Report Discussed (CG-545)
Our Association formally requested that the Coast Guard Office of Investigations and
Casualty Analysis (CG-545) discuss this accident, and our request was granted. The
accident report appeared early in March on our internet website as NMA Report #R-390A, Sinking of the M/V Elizabeth M and 6 Barges with Four Fatalities on Jan. 9, 2005 at
the Montgomery Locks & Dam, Ohio River Mile Marker 31.7 and supplements earlier
GCMA Report #R-340-A. The UTV Elizabeth M and six loaded coal barges went over
the dam below Pittsburgh, made national headlines, and was a perfect example of why
vessels in the towing industry need adequate. safety regulations and strict enforcement.
We urge our mariners to read this report. On our website. This was a high profile case
and the Coast Guard did a good job of investigating it.
Revision of NVIC 04-01
On the day the “new” towing vessel licensing regulations went into effect (May 21,
2001) the Coast Guard issued NVIC 04-01 that explained in about 100 pages how the
regulations were supposed to work. Many of our mariners never “got the message” that
the regulations even existed and some Regional Exam Centers bogged down with STCW
at the time never got the word out to mariners about either the new regulations or the
NVIC. Most of our mariners didn’t and many still do not know what a NVIC is.
Hundreds of mariners received bad advice or advice they could not understand and their
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licenses were screwed up. Some mariners are still trying to
put the pieces together almost 10 years later.
The Coast Guard gave TSAC the task of rewriting NVIC
04-01 in light of the many changes. This NVIC also contains
the four Towing Officer Assessment Records (TOAR) for
Oceans and Near Coastal waters, Inland Waters, Western
Rivers, Harbor Assist, and soon will contain a proposed
TOAR Utility TOAR for towing assist vessels.
TSAC’s project on re-writing NVIC 04-01 has been ongoing for the past two years and has been one of college level
“word smithing” led by Roy Murphy of Kirby (who recently
moved to the Coast Guard’s Towing Vessel National Center
of Expertise) and is now headed by TSAC member Capt. Tom
McWhorter of Florida Marine Transportation. The work is
still “in progress” but has come to a halt until the TSAC
Committee Charter is renewed.
Recreational Boating Interface and Barge Lighting
Mrs. Cathy Hammond of Inland Marine Services has
quietly worked behind the scenes for a number of years on
important work that has our Association’s full support and
encouragement.
A study by a member of our Association determined that
in formal interviews with twenty licensed mariners, these
mariners uniformly and without exception expressed their
extreme concern with the “interface” between commercial
vessels and recreational vessels. The answer to the problem
of safely sharing the waterways with recreational boaters
appears to be laws at the state level that require
comprehensive education of recreational boaters to prevent
careless and often dangerous operation around large
commercial vessels including tugs and barges.
Mrs.
Hammond, representing TSAC, has worked with the National
Association of State Boating Law Administrators (NASBLA)
and with the National Boating Safety Advisory Committee
(NBSAC) on boater education issues over the years.
Another major problem that faces recreational boaters and
commercial mariners is barge lighting. A number of deaths
occur each year as recreational boaters slam into barges at
night – even with barges whose lighting complies with the
Navigation Rules. Mrs. Hammond and those she has worked
with on NASBLA and NBSAC have made considerable
progress in their study of barge lighting as pointed out in the
TSAC Work Group that she chairs. Unfortunately, their Coast
Guard grant to study improved barge lighting has run out
although additional work is necessary. From what was
presented at the meeting, the study made possible by the grant
was very productive. A number of new devices have been
tested and evaluated.
The Navigation Rules are very specific about how barges
must be lighted. The first major question is: Would
“additional” lighting that has the potential to prevent future
injuries and fatalities be acceptable under the existing rules?
The next question is: Would additional lighting then be
required under new regulations? If so, how expensive would
it be? Is it possible that any additional lighting, whether
active or passive, instead distract our mariners or recreational
boaters? The alternative to considering all these possibilities
is the continued loss of life and personal injury such as the
collision that occurred between Towboat ELAINE G and
pleasure craft near Ohio River mile marker 568 on July 15,
2001 with six fatalities.(1) [(1) Our file #M-243. Refer to

Newsletter #58, pgs. 9-12, Running In Shutout Fog: The M/V
Elaine G Incident With 6 Fatalities].
Mrs. Hammond was accompanied by Ms. Cecelia Duer,
Executive Director of the National Water Safety Congress,
and a NBSAC member. Ms. Duer’s presence is one example
of members of two or more advisory committees working
together to solve a common problem. The “barge lighting”
project that already has so much to show for it needs
additional funding to continue. We believe it deserves to
continue.
Briefings: Office of Vessel Activities (CG-543)
Mr. Scott Kuhanek spoke on the “Bridging Program”
which is the terminology used to describe the “examination”
of towing vessels under the existing regulations until such
time as the new towing vessel inspection regulations come
into force. Since inspection regulations haven’t even appeared
in a notice of proposed rulemaking (NPRM) in the Federal
Register, it looks as if examinations and handing out decals as
evidence that somebody from the Coast Guard has at least
looked over the individual towing is a step in the right
direction. This is a reincarnation of the voluntary Cooperative
Towing Vessel Examination Program (CTVEP) of the 1990s –
a program that the Coast Guard spent a great deal of effort to
develop only to have it die because of inadequate funding.
It has been very frustrating that the towing vessel
rulemaking package has not yet appeared in the Federal
Register and, as a result, could not be discussed at the TSAC
meeting. The frustration also has reached Congress according
to a report in the Aug. 2 Waterways Journal (p.3) as cited
elsewhere in this Newsletter.
One fact brought out is that it appears that the Coast Guard
believes there are more towing vessels than they originally
believed. The previous estimate was 5,200 while the new
estimate is closer to 6,000 with a very large proportion of the
total on the Gulf coast. This includes towing vessels over 26
feet that are state-numbered but will be subject to inspection.
CDR Greg Case, Supervisor of the Towing Vessel
National Center of Expertise, provided a paper showing the
Customer Service Representatives available at the center.
Their phone number in Paducah, KY, is 270-444-7715 and
their Fax is 270-444-8094.
Briefing: Suspension & Revocation National Center of
Expertise S&R NCOE)
CDR Scott Budka presented considerable data concerning
the Coast Guard’s Investigations and Enforcement program.
His NCOE is located at the National Maritime Center. In a
brief 20 minutes, CDR Budka outlined and summarized many
of the areas contained in the 630-pages of Marine Safety
Manual, Vol.5, Investigations & Enforcement. This was more
than most mariners ever find out about these topics before
being hit with them before they step out of line. Then it is too
late and your options often are a stark choice between
accepting a “settlement agreement” or hiring a lawyer or
going before an Administrative Law Judge (ALJ). Tell us if
we are wrong, but in your career have you ever instructed or
questioned on a Coast Guard exam on these subjects:
— Marine Casualties and Investigations (46 CFR Part 4),
— Marine Investigation Regulations (46 CFR Part 5),
— Chemical Testing (46 CFR Part 16),
— Rules of Practice, Procedure, and Evidence for Formal
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Administrative Proceedings of the Coast Guard (33 CFR Part 20),
— Operating a Vessel While Under the Influence of Alcohol or
a Dangerous Drug (33 CFR Part 95) Or
— Procedures for Transportation Workplace Drug and Alcohol
Testing Programs (49 CFR Part 40).
If you hold a Coast Guard credential and these topics are a
mystery to you, CDR Budka at the S&R NCOE should be a
good source of information. Our Association also has a good
source of information on these topics based upon the true
stories of mariners who have been dragged through the
system. It is NMA Report #R-204, Rev. 1, The Coast Guard
“Injustice” Manual available on our website and in print at
your favorite nautical bookstore.
Briefing: National Maritime Center (NMC)
Captain Anthony Lloyd is the new commanding officer of
the National Maritime Center in Martinsburg, WV. Captain
Lloyd is new on the job and participated in the clean-up in the
Gulf of Mexico. So far, it does not look as if he plans to reinvent the wheel that damaged the careers and aggravated the
hell out of our mariners for the past three years. However, we
will have to wait and see what develops as there are many
threats developing for our mariners from other areas of the
Coast Guard bureaucracy as mentioned in this newsletter.
The Coast Guard recently provided computer access to
credentialed mariners to obtain a personalized license-like
paper resembling the old license forms. Refer to the article on
that subject in this Newsletter.
Public Comments
Our Association was represented at TSAC by three of our
Directors. Public comments are the last item on the agenda.
They are often abbreviated and generally take place as the
audience scrambles to catch a plane. This time, I was the only
speaker and made these comments:
— Introduced NMA Report #R-428-I which is a formal appeal
through the appropriate channels seeking to restore all
25,000 Coast Guard examination databank questions and
answers to the internet and reverse what we believe to be
their arbitrary and capricious removal on July 12, 2010. We
asked that copies of this report be made available to TSAC,
MERPAC, and NOSAC advisory committees. We have

already made this report to Congressional staff members.
Copies of the report were distributed to the public.
— Introduced NMA Report #R-429, Rev. 1, Report to
Congress: Shortcomings on Coast Guard Marine Safety
Investigations. Finishing touches to the report were made
over the Labor Day weekend and distributed over the
internet. I pointed out that investigations of casualties
involving smaller vessels often “missed the mark.”
— Offered our continuing support for Mrs. Cathy Hammond’s
work on barge lighting and recreational boater education.
— Pointed out that the Coast Guard missed the boat in the 1995
STCW amendments for not providing for funding the
expensive training programs many of our limited tonnage
mariners are expected to take. Although Congressman
Cummings has proposed a federal loan program for mariners
in the Coast Guard Authorization Bill (H.R. 3619, 111th
Congress)(1), the Bill is not yet law. [(1)Refer to NMA Report
#R-203-E.]
— Commented that following the proposed STCW path of
requiring a physical examination every two years instead of
every five years would be the final straw that breaks our
mariner’s back.
— Pointed out that NMA had informed the Coast Guard of a
third case of carbon monoxide poisoning. (Discussed
elsewhere in this Newsletter).
— Pointed out the “Lookout” case recently decided by ALJ
Bruce T. Smith(1) and its importance not only to our mariners
but also to proper manning for towing vessel operators.
[(1)Refer to NMA Report #R-207-B. Also see NMA Reports
#R-207 and #R-207-A.]
— Pointed out several cases where serious casualties involving
death and personal injuries on towing vessels (which are still
“uninspected” until the Coast Guard finishes with its
inspection regulations) are being handled by OSHA and not
the Coast Guard.(1) [(1) Refer to NMA Report #R-202-B.]
— In considering all of its work with STCW and especially its
1995 amendments, the Coast Guard has failed to recognize
that the historical dividing line between “upper-level” and
“lower-level” mariners lies at 1600 gross tons and not at 200
GT. They are trying to drive a square plug in a round hole.
Their ignorance is going to lead to results that they and
some industry “partners” really are not going to like.

LAWNMOWER FOR SALE
My Wife always wanted a riding lawn mower.
She works all day and was always tired when she came home
from work. I thought that a riding lawn mower would help
her get the yard work done quicker so she would have more
time for the chores inside the house. Even notice the light for
night mowing for after she has made dinner and has done the
dishes.
So, being the handy sort of guy that I am, I made her a
riding lawn mower. I guess I thought she would squeal with
delight or something and give me a big hug. To this day I
have never been able to understand why some women are so
hard to please.
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WARNING – KEEP YOUR EYE ON STCW
By Captain Joe Dady, President, NMA
September’s regularly scheduled Merchant Marine
Personnel Advisory Committee (MERPAC) meeting was
cancelled. The Coast Guard cites failure to have a “signed”
charter as the reason. With MERPAC committee members in
the dark about MERPAC’s future, the Coast Guard can make
key STCW decisions without important stakeholder input.
Does the Coast Guard have the expertise and/or the best
interests of our U.S. mariners at the heart of their decisionmaking process? Established in 1992 at the request of the
Coast Guard Commandant, the MERPAC advises the
Secretary of the Department of Homeland Security (DHS).
There is a fire of doubt of a possible hidden agenda fueled
by the removal of the exam questions and answer database
from the National Maritime Center’s web page and concealing
the true purpose of Coast Guard policy from the public. Their
tight-lipped approach to issuing the even the proposed new
sub-chapter M towing regulations reveals a philosophy of “no
information is good information. This does not sit well with
mariners who expect the Coast Guard to operate within the
traditions of our free and transparent society.
After hearing about a recent article in the Maritime
Reporter stating that the Coast Guard had signed on to the
STCW revisions at the June IMO meeting in Manila, I called
Ms. Mayte Medina at the Coast Guard to reaffirm their intent
to publish a Supplemental Notice of Proposed Rulemaking
(SNPRM) as a next step to STCW as was promised in April.
This “supplemental” notice would describe any proposed
changes from the original notice and seek comments from the
public on those proposed changes.
The Coast Guard decided to go back to the drawing board
after an outcry from industry during the last NPRM comment
period. Ms. Medina explained that the STCW process
requires the Coast Guard to review anything done at the
international level before it can become part of the Code of
Federal regulations (CFR). She assured me that we would see
a notice on the revisions sometime in the future open for
public comment.
The new additions to STCW could have a far reaching
effect in the United States. As such, the Coast Guard will
have a host of issues on their plate, because the sweeping
overhaul of the rules include, among other things:
— Improved measures to prevent fraudulent practices
associated with certificates of competency and strengthen
the evaluation process (monitoring of each country’s
compliance with the Convention);
— Revised requirements on hours of work and rest and new
requirements for the prevention of drug and alcohol abuse,
as well as updated standards relating to medical fitness
standards for seafarers;
— New certification requirements for “able seafarers”;
— New training requirements for modern technology such as
electronic charts and information systems (ECDIS);
— New requirements for marine environment awareness
training and training in leadership and teamwork;
— New training and certification requirements for electrotechnical officers;
— Updating competency requirements for personnel serving on
board all types of tankers, including new requirements for

personnel serving on liquefied gas tankers;
— New requirements for security training, as well as provisions
to ensure that seafarers are properly trained to cope if their
ship comes under attack by pirates;
— Introduction of modern training methodology including
distance learning and web-based learning;
— New training guidance for personnel serving on board ships
operating in polar waters; and
— New training guidance for personnel operating Dynamic
Positioning Systems.
It is always a significant event when the Coast Guard
cancels any advisory committee meeting. Each meeting is
one of the most direct ways for the public to provide their
input to the Coast Guard. In this case, input from our
mariners would have been very important because MERPAC
had tasks assigned to it relating to the implementation of the
2010 amendments to the STCW Convention that will come
into force on Jan. 1, 2012. Timing of the meeting’s
cancellation is both curious and potentially crippling to our
mariners’ interests.
The Shipping Operations Cooperative Program (SOCP)
offered to step in and meet at MITAGS (on Sept. 8 & 9) to
discuss the full range of subject matter related to the so-called
“Manila” STCW amendments. SOCP addresses and promotes
commercial development of new methods, procedures, and
technologies. The effort makes sense in the absence of
MERPAC. How the SOCP rescue effort will be received by
the regulatory part of the U.S. Coast Guard has yet to be
determined. I asked Ms. Medina why MERPAC members
and SOCP could not continue their work through TSAC work
groups to give the uncompleted tasks an official capacity.
That could be a possible solution in filling the void.
[NMA Comment: Captain Proctor indicated at TSAC that
no advisory committee work can move forward if the
committee does not have a signed charter in place. Refer
to the Federal Advisory Committee Act.]
The National Mariners Association has been around long
enough to witness “end runs and broken promises” by the
Coast Guard so there is reason behind our paranoia. There
still remains an important question unanswered: Did the
Coast Guard met the legal conditions of the treaty that
requires taking the “new” 1995 amendments back to the
United States Senate for formal ratification. We see their
failure to do that as an “end-run” and something they should
have done fifteen years ago. As a military force given
sweeping law enforcement powers and powers of supervision
over the U.S. Merchant Marine by Congress, there are serious
implications if the Coast Guard goes ahead with an
international treaty that walks all over our “limited-tonnage”
mariners who represent a majority of all merchant mariners.
Mariners who work on tugs and towboats must keep their
eyes on the ball and speak out on these STCW revisions.
How much will it cost to advance and maintain your
credentials – especially those with obtuse STCW wording – if
the Coast Guard plows ahead without ensuring that these
revisions are fair and backed by the mariners who work in the
industry. Haven’t we had enough crammed down our throats
in the last five years?
Since 2006 the Coast Guard has been telling us that the
“hawsepiper” was an important part of the training process.
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The folks at the NMC promised a distance-learning program
for the hawsepipe mariner that would guarantee an equal
opportunity. Between the chatter, the Coast Guard continues
to partner with the schools while and create new policy that
blocks our working mariner’s career path. They have created
a cottage industry around the licensing and training process
with its cost placed on the backs of our mariners.
Hawsepipers are simply being priced out of the market. Is it

any coincidence that these “approved” schools are filled with
retired Coasties who just happen to be making big bucks as a
result of these Coast Guard policies. Without proper revision
and oversight of the STCW rulemaking, our hawsepipers are
doomed. For the price of a cup of coffee mariners could keep
it open.
Thank you for the creation of this blog. I hope mariners
will wake up.

USCG SAYS, CHERRY PICKING IS NOT AN OPTION

the Newsletter #69 article “NMA Opposition To STCW
’95 Implementation.”]

[Source: maritimeprofessional.com. Brought to our attention
by the Master of Towing Vessels Association. For other
interesting articles and information, visit the "Towing
Forum" at: www.mtvassociation.com .]
STCW Convention protocol to be followed to the letter,
says Jeffrey Lantz, Director of National and International
Standards. DHS provides clarification on a number of issues.
The future of MERPAC, other industry advisory committees
and U.S. training protocols still remains cloudy.
STCW: is the law of the sea…
Responding directly to our (i.e., MarPro) August 10th
article entitled, "STCW Compliance: will we or won’t we,"
the U.S. Coast Guard’s Director of National and International
Standards has affirmed the U.S. position on STCW
compliance, especially as it relates to the so-called "Manila
Amendments." Set to come into force in Jan. 2012, the
Manila Amendments promise the advent of a myriad of
changes for the world’s professional mariner population. In a
letter dated August 18th, Jeffrey Lantz told MarPro, "Cherrypicking is not an option. The United States has fulfilled its
responsibilities and obligations to date and will continue to do
so in the future." Erasing any doubt as to the direction of U.S.
policy in the near term, the declaration also possibly signals a
watershed moment for the American system of maritime
academy training. Not everyone will be happy about that.
The Coast Guard’s latest edict dispelled a great deal of
uncertainty as to the intended level of U.S. compliance with
future, phased-in aspects of the STCW code. In contrast, Coast
Guard presenters at the 2nd annual International eLearning
conference in July were reluctant to say as much and left
attendees scratching their heads as to what might come next.
And as if that wasn’t enough, following closely on the heels of
that event was an August 6th e-mail message which told all 19
Merchant Marine MERPAC committee members that the Fall
MERPAC meeting scheduled for September 8th and 9th in San
Diego had been cancelled. The MERPAC Charter now
apparently sits on the desk of DHS Secretary Janet Napolitano
awaiting her signature. Perhaps only one of a hundred items on
her to-do list – and apparently not very high in priority – the
delayed Charter documentation has created a migraine headache
for the Coast Guard at a time when it is desperately trying to
win back the trust of industry and arguably had started to make
some headway in that regard.
[NMA Comment: Let us be clear that the Coast Guard
does not have the trust of our limited-tonnage mariners.]
[NMA Comment: Our opposition to STCW is outlined in

What it means to you
With one mystery solved and another still brewing, the
Coast Guard will now turn its attention to providing for a
smooth implementation of the new STCW protocols and
perhaps, the preparations for still another to come. Still on the
horizon is a (primarily) Scandinavian proposal to require U.S.
maritime cadets to come into parity with international officer
candidates who now have to log at least one year at sea before
being eligible to receive their first seagoing license. In the
United States, only the U.S. Merchant Marine Academy –
with its inside track to available seagoing cadet billets – can
achieve that standard today.
Some maritime educators, led by Mass. Maritime President
RADM Richard Gurnon, believe that the rule, if enacted, will
mean the end of the U.S. training system which models itself on
a traditional four-year college calendar. A full year of sea time,
coupled with the heightened STCW requirements will likely
push the training cycle to five years, and in the process,
discourage even more American candidates from the long and
arduous trek. Looks like that mariner shortage might get a little
more acute. But the prospect of the Coast Guard providing
some sort of waiver to this (proposed) rule for U.S. academies
is quickly evaporating, especially in the wake of the DHS letter
vowing 100 percent compliance with present and future STCW
conventions. What’s a Mother to do?
Why MERPAC – and now, SOCP – Matter
A vote on the sea time issue at IMO could take place as
early as this January and if past history is any benchmark, the
U.S. is not guaranteed that their wishes will be respected,
regardless of what they might bring to the table. And, while
MERPAC members – now at least temporarily disbanded –
would have liked to weigh in on the matter, it is looking like
that will not happen. Instead, an industry-led group will
unofficially fill the void. The Shipping Operations
Cooperative Program (SOCP) has stepped up and announced a
meeting in Linthicum, MD on September 8-9 to discuss the
full range of subject matter related to the so-called "Manila"
STCW amendments.
Because SOCP already addresses and promotes
commercial
operations
through
the
identification,
development, and application of new methods, procedures,
and technologies, the Coast Guard has embraced the gesture.
According to one DHS employee, who spoke on the condition
of anonymity, as many as 12 U.S. Coast Guard personnel will
attend the meeting, with the caveat that, "SOCP cannot
replace or represent the MERPAC advisory group." With
SOCP’s overall objective to improve the competitiveness,
productivity, efficiency, safety, and environmental
responsiveness of U.S. vessel operations, the effort makes

Newsletter

5

perfect sense. And, as MITAGS Chief Glen Paine told
Marpro earlier this week, "The most important rulemaking
decisions for U.S. mariners since the inception of STCW are
happening right now." He’s right.
All U.S. based vessel operators and organizations that
support vessel operations are eligible to participate in the
program and the meeting in September is open to the public,
provided those who hope to attend sign up on the SOCP Web
site (www.socp.us).
Timing is Everything
The absence of MERPAC’s involvement with the
regulatory process of defining mariner rules comes at a
particularly bad time. Potentially crippling to the interests of
U.S. commercial mariners, MERPAC’s apparent demise also
represents a clear step backwards in the Coast Guard’s efforts
to regain industry’s trust, which (arguably) had deteriorated to
the lowest point in decades following the consolidation of the
17 Regional Exam Centers and a prior track record of
indifferent service in the credentialing and marine safety
missions. Hence, the failure of DHS Secretary Janet
Napolitano to sign the MERPAC Charter – and apparently
others – is particularly puzzling.
Hung out to dry by its DHS parent and the Obama

Administration, the nation’s fifth, military, uniformed
maritime branch is putting its best foot forward in an effort to
get the implementation of the new STCW protocols right. As
always, the devil is in the details. Accepting SOCP’s olive
branch but careful to remain at a distance lest they anger those
higher in the DHS food chain, the Coast Guard and its NMC
are navigating a difficult high wire act, without the safety net
of its 19-member MERPAC experts, while at the same time
trying to placate a mariner community of 200,000+ mariners
and the industry infrastructure that depends on them.
You have heard the old saying: "Work isn’t supposed to be
fun; that’s why they call it work." Assuming that to be true,
then nowhere is it more applicable this year than at Coast
Guard headquarters, especially if your job description
involves mariner credentialing or standards. Given the
necessary tools and political support, the Coast Guard can
accomplish just about anything they set their minds to.
They’ve done it countless times in the past, using that tired
(but true) "more with less" mantra. That was then; this is now.
Unfortunately, and in this case, it is almost as if DHS is
setting them up for failure. Three years of concerted maritime
industry outreach under the Thad Allen regime is about to
come tumbling down. The only question to ask now is: Why?
– MarPro.
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EXECUTIVE SUMMARY
SHORTCOMINGS IN MARINE SAFETY
INVESTIGATIONS
[Read the entire Report #R-429, Rev. 1]

NEW AND REVISED NMA REPORTS
[Copies of these reports and an index to all reports are available
on line. NMA member mariners without computer access who
need a copy, please call us. Charges for printed copies for nonNMA member are made to cover printing and mailings.]
NMA Report #R-223, Rev. 1. Outer Continental Shelf
Activities. 51p. See the article “Do You Think that OSHA
Protects You in the Workplace” in this Newsletter.
NMA Report #R-370-M. The “Miss Amanda” Incident:
Overworked, Undermanned, and Violating The 12-Hour
Rule. 2p. Report of a 1995 towing vessel accident
emphasizing the facts that small towing companies often are
responsible for the accidents that mariners are involved in.
Cracking down on mariners always has been easier for the
Coast Guard than going after their employers.
NMA Report #R-428-J. Lack of Transparency: Closing
the Coast Guard Exam Question Database to the Public.
6p. In this report, the National Mariners Association submits
a formal appeal of the July 6, 2010 National Maritime
Center’s decision to remove the Coast Guard Q&A database
from the internet. Copies of this report were sent to
MERPAC, NOSAC and handed out at TSAC.
NMA Report #R-429, Rev. 1. NMA Report to Congress:
Shortcomings in Marine Safety Investigations. 51p. Read the
Executive Summary of this major NMA report in this Newsletter.
NMA Report #R-429-C, Rev. 1. Coast Guard Marine
Casualty Investigations. 12p.
Revises and updates
information on “Levels of Effort and Types of Investigations.”
Directs mariners to Marine Safety Manual, Vol. V,
Investigations and Enforcement that describes the entire
investigations program. Lists NMA marine casualty reports.
NMA Report #R-429-V, Rev. 1. NMA Report to Congress
on DHS “Recommendations to Improve the Coast Guard’s
System for Adjudicating Suspension and Revocation
Matters.” 44p. This report reproduces and our Association
essentially endorses the reports from the Department of
Homeland Security Inspector General’s Office. See “DHS
Inspector General Reports on ALJ Reforms” in this Newsletter.
Copies of this report are available “on line.
Renumbered Reports
GCMA Report #Report #R-281 is now #R-290-A
GCMA Report #Report #R-290 is now #R-290-B
[Both are 2001 reports addressed to the International
Transport Workers Federation (ITF).]
Withdrawn and Replaced Reports
GCMA Report #Report #R-332, Rev. 3 replaced by #R350, Rev. 5.
NMA Report #R-395 revised to Revision 3. Refer to article
on page 21.
GCMA Report #Report #R-388.
GCMA Report #Report #R-410.

Our Association responds to the safety, health, and welfare
concerns of approximately 126,000 “limited-tonnage”
credentialed merchant mariners – well over one-half of the
nation’s total of 210,000 merchant mariners. Our mariners,
serving under the authority of Coast Guard credentials, are
employed on vessels of less than 1,600 gross tons such as
tugs, towboats, offshore supply vessels, workboats, small
passenger vessels, etc.
In this report, we contend that many aspects of the Coast
Guard’s “Investigations and Enforcement” as described in
Marine Safety Manual (MSM), Volume V, do not adequately
address the needs of the mariners we serve. Many of these
investigations are deficient in promoting “Marine Safety” as
our mariners interpret that term to include the protection of
their lives and general workplace safety. Furthermore, many
of the policies used by Coast Guard marine inspectors and/or
investigators do not properly focus upon the “Prevention” of
maritime casualties.
This report is not meant to belittle MSM Volume V or the
work, years and variety of experience and scholarship it
represents. Instead, this report focuses upon events and uses
examples our Association expects to see addressed, corrected,
and then included in future policy statements. After all, our
mariners comprise well over half of the U.S. merchant marine!
In this report, we examine the actual accidents and
personal injuries aboard thousands of vessels served by our
mariners.
We assert that properly investigating these
accidents should be a much higher priority item than it is
today because of the dangerous nature of the towing, offshore
oil, and small passenger vessel sectors of the maritime
industry. To achieve maximum benefit, we must be able to
depend upon the work performed by government agencies
such as the Coast Guard’s Office of Investigation and
Casualty Analysis (CG-545) and upon the National
Transportation Safety Board (NTSB).
In such an
examination, our Association’s role is that of a customer.
We are not investigators. We use and must rely upon the
thoroughness, quality, and integrity of the investigative
products produced primarily by the Coast Guard. Our files
currently include records of over 900 maritime casualties of
particular interest to our mariners including many we contend
were never adequately investigated.
46 U.S. Code §6101(i) directs the Secretary of the
Department of Homeland Security (DHS) no later than Jan. 1,
2005 to “publish all marine casualty reports … in an electronic
format.” Although Congress intended that this provision
provide greater transparency, our Association is increasingly
dissatisfied with the obstacles that new Coast Guard policies
placed in the way of obtaining meaningful, timely, and
complete casualty information.(1) We are not impressed with
the incomplete data selected for posting on the Coast Guard’s
cg.mix website. [(1)Refer to Appendix 1 to this report.]
This report explains in detail why our Association believes
Coast Guard investigators do not treat many of our mariners’
reports on shipboard safety, health, personal injuries, working
hours, and unsafe working conditions promptly, thoroughly,
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or objectively. Perhaps that task should fall to inspectors, but
for years their services were detailed to deal almost
exclusively with the “inspected” vessels that paid user fees to
obtain their services.
Our Association cites two major Coast Guard reports from
1994 and 1997 as well as two recent DHS reports that show
the Department of Homeland Security is at least aware of the
type of shortcomings we report. Nevertheless, DHS persists
in continuing to tolerate these shortcomings while ignoring
rising protests.
This report footnotes a number of reports our Association
has made to Congress as well as those to provide information
to our mariners and Federal advisory committees. We
numbered and posted significant government reports as well
as others cited herein on our internet website to make them
readily available. Please treat such reports as supporting
documentation for this report.
Our Association observes that the Coast Guard selectively
enforce many existing regulations without giving much
thought to their impact upon our “limited-tonnage” working
mariners.
This leaves our mariners without effective
protection and undercuts meaningful regulatory enforcement
in the workplace.
The Coast Guard does not use
investigations or its administrative bureaucracy to adequately
or adequately promote maritime safety.
We have seen regulations that would protect our “limitedtonnage” mariners in their workplaces delayed for years or
emasculated by Coast Guard officials by ineffective and
biased enforcement. Two examples are the Coast Guard’s
towing vessel inspection regulations and long overdue
revisions to the outer continental shelf regulations.
For the most part, our “limited-tonnage” mariners are
“hawsepipers.” Many enter the industry with limited formal
educational backgrounds. Our mariners traditionally received
“on-the-job training”(OJT) and limited formal training.
Regrettably, many Coast Guard and corporate officials
underestimate the importance of practical experience, hard
work under difficult and often unsafe conditions, and our
hawsepipers’ experience and dedication to the industry. This is
extremely short sighted as hawsepipers make up most of the
work force serving on vessels of up to 1600 gross register tons.
Only in recent years have expensive Coast Guard-approved
training courses started to replace OJT. To date, this has taken
place with little access to public funding for mariners to take
these courses. Some courses are financially supported by larger
companies desperate to attract the most highly trained personnel
for their operations. Training expenses reach as high as
$78,100(1) for two years of work/study to turn one motivated
deckhand into a mate/pilot of a towing vessel. This expense,
coupled with difficult working conditions, long periods away
from home and family, a general disrespect for the status of our
mariners in society, are all factors that discourage new entrants
into the marine field and conflict with a normal family life.
DHS INSPECTOR GENERAL
REPORTS ON ALJ REFORMS
NMA Report #R-429-V, Rev. 1
On Sept. 20, 2010 we e-mail our membership and
“contacts” list as an “attachment” a copy of NMA Report #R429-V, Rev. 1, titled NMA Report to Congress on DHS

[(1)USCG, Proceedings of the Marine Safety and Security
Council, Fall 2008, p. 43.]
Many of our mariners are discouraged by their employers
from reporting casualties, especially personal injuries, as
required by 46 CFR §4.05-1 and §4.05-10 as well as from
revealing unsafe and unhealthy working conditions. Our
mariners often suffer reprisals and “black listing” within the
industry for doing so.(1) Up to this point, whistleblower
protection for mariners has been a cruel joke and discouraged
both by employers and Coast Guard officials [(1)Refer to
NMA Reports #R-202, Rev. 4 and #R-370-D.]
The Coast Guard is our national marine police force. Part
of their job is to investigate casualties, prevent pollution,
protect the environment, promote safety, and protect the
homeland. The police function also is used to keep merchant
mariners in line.
In this latter function, the local
“Investigation Office” enforces “Administrative Law” with
Suspension and Revocation (S&R) proceedings, “settlement
agreements”, “letters of warning” and similar administrative
tools. We reported to Congress and DHS that some of these
tools are abused and unfairly damage, undermine or destroy
lives and careers of our mariners.(1) We believe Coast Guard
mismanagement of their investigative functions extends far
beyond the local “Investigations” offices and reaches directly
to Coast Guard Headquarters and beyond. [(1)Refer to NMA
Report #R-204, Rev. 1]
This report takes a critical look through the mariner’s eye
at the functions of Coast Guard investigations and their effect
on our mariners. In this report, we deal primarily with
administrative law that affects our mariners rather than “civil
penalties” handled by Hearing Officers or “criminal” issues
handled by agents of the Coast Guard Investigative Services
(CGIS). However, we note in passing that the Coast Guard
punishes corporate violations of law and regulations primarily
with Civil Penalties that often are little more than a “slap on
the wrist” when compared to the way they have come down
on many of our mariners.
Our mariners have lost confidence in the Coast Guard’s
“Marine Safety” program. Changing its name to “Prevention”
has not obscured its failures in key functions like “Inspection,”(1)
Administrative Law,(2) and in Investigation. [(1)Refer to NMA
Report #R-401-E. (2)Refer to NMA Report #R-204, Rev. 1.]
We assert that Congress is on the right track in its legislative
proposals to reform the Marine Safety Program in general.(1)
However, investigations belongs in the hands of professionals
who build their skills over a lifetime in a well constructed and
adequately funded program. While the Coast Guard’s program
looks good on paper,(2) the way it has been carried out in
practice over the past 15 years shows it is in desperate need of a
complete overhaul in management and outlook in dealing with
our mariners. (1)111th Congress, H.R. 3619, Subtitle B, Marine
Safety Administration, §§721-727. (2)Marine Safety Manual,
Vol. V, Investigation and Enforcement.]
“Recommendations to Improve the Coast Guard’s System
for Adjudicating Suspension and Revocation Matters.”
This report incorporates reprints of two recent Department of
Homeland Security (DHS) Reports #OIG-10-107 and #OIG10-108 as well as our own ten-page introduction and review.
For the past decade, merchant mariners called on our
Association to review certain Coast Guard investigations that
went beyond “settlement agreements” and turned into full-
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blown Suspension and Revocation (S&R) hearings brought
before Coast Guard Administrative Law Judges (ALJ).
Rep. Elijah Cummings, Chairman of the House Coast
Guard and Maritime Transportation Subcommittee, convened
a Hearing on July 31, 2007 and subsequently proposed
legislation following a front page story in the Baltimore Sun.
The Coast Guard promptly went to great lengths to deny
everything. The storm passed and eventually the Department
of Homeland Security’s Inspector General thoroughly
investigated and took steps to clean up the mess. This report
shows the full extent of the mess and the extraordinary and
genuine efforts taken to clean it up. Our Association
endorses these steps except for the shabby “hatchet job” to
point the finger of blame toward a retired ALJ who made her
allegations in good faith. Where there was smoke, the
Inspector General found the ashes. Nothing is gained by

declaring there was no fire!
Where our Association found unfairness, we worked to
bring changes to a program that senior Coast Guard officials
overlooked, thereby damaging the careers of our mariners and
threatening to destroy the credibility of the Coast Guard’s
entire Administrative Law system. Over a fourteen-year
period, two former Administrative Law Judges sacrificed their
careers to “blow the whistle” on the offenders. Through the
efforts of the DHS Inspector General’s office and former
Coast Guard JAG Admiral William Baumgartner, mariners
now can see light at the end of a very long and dark tunnel.
We told our mariners’ stories in our 172-page book titled The
Coast Guard “Injustice” Manual (NMA Report #R-204, Rev.
1) and in a series of over 20 reports on this subject. We hope
that today’s report will help to bring closure to this matter
although there is still additional work to do.
working on the OCS. Although this was the principal area
of concern to our mariners for the past eleven years, this
rulemaking never moved beyond the “proposed rule”
stage. [(1)29 U.S.C. §651(b)]

EXECUTIVE SUMMARY – OUTER CONTINENTAL
SHELF ACTIVITIES
NMA Report #R-233, Rev. 1
Thousands of our limited tonnage merchant mariners work
on the outer continental shelf (OCS) on offshore supply
vessels, towing vessels, and on construction barges in support
of the offshore oil and gas industry as do thousands of oilfield
workers who often are not credentialed mariners.
Offshore Supply Vessels (OSV) are “inspected” by the
Coast Guard usually under provisions of 46 CFR Parts 125134 (Subchapter L) and occasionally under other subchapters
such as Subchapter I (Cargo and Miscellaneous Vessels) or
Subchapter T (Small Passenger Vessels). Towing vessels
remain as “uninspected” vessels until such time as the Coast
Guard completes its rulemaking project with Final Rules –
tentatively known as Subchapter M.
This report is based on two significant events and
undertakings:
— Event #1. Dec. 7, 1999. The Coast Guard announced a
Notice of Proposed Rulemaking (NPRM) that would
update regulations affecting all operations on the Outer
Continental Shelf (OCS). The greatest impact of this
rulemaking would have been on drilling rigs and other oil
and gas facilities. However, since our concern is with our
“limited tonnage” merchant mariners, we will not examine
these facilities in any depth other than to say that the
absence of updated regulations may have affected the
second “event” – the Deepwater Horizon disaster.
The absence of workplace safety and health
regulations in the offshore industry has become obvious.
In broad terms, it means that the proposed regulations
would have delivered the promise made by Congress in the
Occupational Safety and Health Act of 1970(1) “…to
assure so far as possible every working man and woman in
the nation safe and healthful working conditions and to
preserve our human resources…” by applying new
workplace safety and health rules to our merchant
mariners. These regulations, if enacted, also would also
have applied to oilfield workers including those who died
in Event #2. When introduced in 1999, our Association
recognized that these proposed workplace safety and
health regulations could significantly affect all mariners

— Event #2. April 20, 2010. The sub-sea well blowout,
explosion and sinking of the DEEPWATER HORIZON on
April 19, 2010 followed by a massive oil spill into the
Gulf of Mexico.
The Coast Guard plays a peripheral role in regulating
foreign-flag vessels engaged in the offshore oil and gas industry
including the Drilling rig DEEPWATER HORIZON. The
Department of the Interior’s Minerals Management Service
(MMS) played a central role in leasing and permitting all
drilling and exploration activity on the OCS. In the aftermath
of the explosion, the head of the MMS resigned, the agency
regrouped, reorganized and changed its name to the Bureau of
Ocean Energy Management (BOEM – a typical bureaucratic
maneuver about as obvious and effective as an ostrich’s attempt
to avoid danger by sticking its head in the sand.
The Coast Guard took the lead in cleaning up the oil spill in
an effort that pulled in resources from all over the country.
Previously, as a result of its own shortcomings, the Coast Guard
had attempted to regroup, reorganize and change the name of its
“Marine Safety” program to “Prevention.” Thus, the Coast
Guar already was under close scrutiny by Congress well before
the oil spill. The House Transportation and Infrastructure
Committee carefully assembled new legislation well before the
rig explosion..(1) The new proposed legislation, if enacted, will
add an entire new 46 U.S. Code Section 2116 – `Marine Safety
Strategy, Goals, and Performance Assessments – and make
permanent changes in how the part of the Coast Guard in charge
of marine safety conducts its business.(1). [(1)H.R. 3619 as found
in our Report #R-203-E]
Unfortunately, the DEEPWATER HORIZON disaster leaves
unfinished one of the most important Marine Safety rulemaking
efforts of the past decade(1) where the Coast Guard and its Project
Officer, Mr. Jim Magill, made a bona fide attempt to finally
introduce the type of workplace safety and health regulations
promised by the OSH Act of 1970 that would protect not only our
mariners working on the OCS but also to other offshore oil
workers. [(1)Refer to Docket #USCG-1998-3868; Federal
Register, Volume 64, Pages 68415 – 68505; Dec. 7, 1999.]
Even though the original thrust of this rulemaking effort
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targeted the offshore oil and gas industry on the Outer
Continental Shelf (OCS), all the money, effort, and
manpower expended on this project will be wasted if its
comprehensive review of OSH regulations is not broadened
to apply to all inspected and uninspected vessels regardless
of where they operate.

[NMA Comment: We learned this rulemaking was being
re-examined in late 2009 – too late for the eleven dead and
seventeen injured on the DEEPWATER HORIZON.
However, it is not too late for our mariners who deserve
adequate workplace safety regulations promised long ago
by Congress in the OSH Act of 1970. ]

DO YOU THINK OSHA PROTECTS YOU
IN YOUR WORKPLACE?

The sub-sea well blowout, explosion and sinking of the
DEEPWATER HORIZON on April 20, 2010 followed by a
massive oil spill into the Gulf of Mexico.

NMA Report #R-233, Rev 1 - Summary
Thousands of our limited tonnage merchant mariners work
on the outer continental shelf (OCS) on offshore supply
vessels, towing vessels, and on construction barges in support
of the offshore oil and gas industry as do thousands of oilfield
workers who often are not credentialed mariners.
Offshore Supply Vessels (OSV) are “inspected” by the
Coast Guard usually under provisions of 46 CFR Parts 125134 (Subchapter L) and occasionally under other subchapters
such as Subchapter I (Cargo and Miscellaneous Vessels) or
Subchapter T (Small Passenger Vessels). Towing vessels
remain as “uninspected” vessels until such time as the Coast
Guard completes its rulemaking project with Final Rules –
tentatively known as Subchapter M. Completion of this
rulemaking will not happen soon.
NMA Report #R-233, Revision 1 is based on two
significant events and undertakings:

Coast Guard’s Role
The Coast Guard plays a peripheral role in regulating
foreign-flag vessels engaged in the offshore oil and gas industry
including the Drilling rig DEEPWATER HORIZON. The
Department of the Interior’s Minerals Management Service
(MMS) played a central role in leasing and permitting all
drilling and exploration activity on the OCS. In the aftermath
of the explosion, the head of the MMS resigned, the agency
regrouped, reorganized and changed its name to the Bureau of
Ocean Energy Management (BOEM) – a typical bureaucratic
maneuver about as obvious and effective as an ostrich’s attempt
to avoid danger by sticking its head in the sand.
The Coast Guard took the lead in cleaning up the oil spill in
an effort that pulled in resources from all over the country.
Previously, as a result of its own shortcomings, the Coast Guard
had attempted to regroup, reorganize and change the name of its
“Marine Safety” program to “Prevention.” The Coast Guard
already was under close scrutiny by Congress well before the
oil spill.
The House Transportation and Infrastructure
Committee carefully proposed and assembled new legislation
well before the rig explosion..(1) The new proposed legislation,
if enacted, will add an entire new 46 U.S. Code Section 2116,
`Marine Safety Strategy, Goals, and Performance
Assessments, and make permanent changes in how this part of
the Coast Guard conducts its business.(1). [(1)H.R. 3619. Read
this Bill in our Report #R-203-E]
Unfortunately, the DEEPWATER HORIZON disaster
leaves unfinished one of the most important Marine Safety
rulemaking efforts of the past decade where the Coast Guard
and its Project Officer, Mr. Jim Magill, made a bona fide
attempt to finally introduce the type of workplace safety and
health regulations promised by the OSH Act of 1970 that would
protect not only our mariners working on the OCS but also
protect offshore oil workers on the Outer Continental Shelf.
These regulations are detailed in our report #R-233, Rev. 1..
Even though the original thrust of this rulemaking effort
targeted the offshore oil and gas industry on OCS, all the
money, effort, and manpower expended on this project will
be wasted if its comprehensive review of OSH regulations is
not broadened to apply to all inspected and uninspected
vessels regardless of where they operate.
Our Association learned that the rulemaking was being reexamined in late 2009 – too late for the eleven persons dead
and seventeen injured on the DEEPWATER HORIZON – but
not too late for all our mariners who deserve to have the
comprehensive workplace safety regulations promised long
ago by Congress in the OSH Act of 1970.

Event #1. Dec. 7, 1999
The Coast Guard announced a Notice of Proposed
Rulemaking (NPRM) that would update regulations affecting
all operations on the Outer Continental Shelf (OCS). The
greatest impact of this rulemaking would have been on
drilling rigs and other oil and gas facilities. We do not
examine these facilities in any depth in this report other than
to say that the absence of updated regulations may have
affected the second “event,” the DEEPWATER HORIZON
rig explosion and fire.
The absence of workplace safety and health regulations in
the offshore industry has become obvious. In broad terms, it
means that the proposed regulations would deliver the
promise made by Congress in the Occupational Safety and
Health Act of 1970 (1) “…to assure so far as possible every
working man and woman in the nation safe and healthful
working conditions and to preserve our human resources…”
by applying workplace safety and health rules to our merchant
mariners. These regulations, if enacted, also would also have
applied to oilfield workers including those who died in Event
#2. [(1)29 U.S.C. §651(b)]
When introduced in 1999, our Association recognized that
these proposed workplace safety and health regulations could
significantly affect all mariners working on the OCS.
Although this was the principal area of concern for our
mariners for the past eleven years, this rulemaking never
moved beyond the “proposed rule” stage.
Event #2, April 20, 2010
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DUCKING FOR COVER
By Joel Milton
[Source WorkBoat Magazine, Sept. 2010, p. 10. Emphasis is
ours.]
The July collision between an amphibious Duck boat and a
tug towing a barge alongside on the Delaware River in
Philadelphia has once again brought unwanted attention to the
towing industry.
Two Hungarian tourists died in the
accident and the mate who was on watch
and steering the tug looks like he will be
the unlucky scapegoat.
The key question is the lookout, or
lack of one. Everyone knows that the
Inland Navigation Rules require that a
proper lookout be kept at all times. Rule
5 states that "every vessel shall at all
times maintain a proper lookout by sight
and hearing as well as by all available
means appropriate in the prevailing
circumstances and conditions so as to
make a full appraisal of the situation and the risk of collision."
While that may sound impressive, a "proper lookout" is
not specifically spelled out in the rules. It is safe to say,
however, that if you are involved in a collision you will
almost certainly be found to have had a defective lookout,
even if you had 15 people on the mast with binoculars and
radios. It just goes with the territory.
“DUCK BOATS” ARE UNSAFE
[Source: By Nathan Gorenstein, The Philadelphia Inquirer, July 30,
2010. Contact staff writer Nathan Gorenstein at
ngorenstein@phillynews.com. or 215-854-2797. NMA file #M-166.]
Lawyers for two Hungarian tourists killed in the Delaware
River duck-boat accident launched a public relations effort
Friday aimed at getting the city and Coast Guard to prevent
the ducks from returning to the water.
The duck company, meanwhile, said it wanted to resume
operations this season and was working with the Coast Guard
and the city to come up with an acceptable plan.
[NMA Comment: Why did a previous USCG Captain of
the Port refuse to allow Duck boats to operate in the
Philadelphia area?]
The 15 amphibious vehicles licensed for operations on the
river by Ride the Ducks are undergoing on-the-water testing
and mechanical inspections.
[NMA Comment: We are curious. The Coast Guard
small passenger vessel inspection program is supposed to
be an ongoing program with regular scheduled
inspections. Do the revelations in Admiral Card’s Marine
Safety report impact USCG vessel inspections in
Philadelphia? Refer to NMA Report #R-401=E.]

Simply put, this is a manning issue. In order to provide
an adequate lookout, you must have a sufficient number of
trained personnel on board to perform all the usual duties and
anything else that may come up during routine towing
operations.
On a typical five-man tug crew, the back watch (midnight
to 6 a.m. and noon to 6 p.m.) consists of just the mate and a
deckhand. The captain, engineer and second deckhand are all
off watch and hopefully getting some rest during these back
watches.
In addition to vessel maintenance,
typical duties for the afternoon backwatch
deckhand
include
dinner
preparation, which is normally served
around 5:30 p.m. for the upcoming watch.
Depending on the captain's culinary
expectations, food preparation can be
somewhat involved, which can create a
significant conflict with safety-related
duties, which includes lookout.
In the end, sometimes the two-man
watch isn't enough to meet the conflicting
needs of navigation, vessel maintenance,
cooking, cleaning, and general safety. Usually nothing
happens, but it's always a gamble. And sometimes that
gamble blows up in your face.
[NMA Comment: We recommend that our mariners
review NMA Reports #R-207, #R-207-A; and #R-207-B.
Tell us of any specific problems you face.]

"We're anxious to resume," said Bob Salmon, a spokesman
for the Georgia-based company, "but we are still working with
the Coast Guard and trying to work through what we need to
do to get them back in operation."
Attorneys for the families of the victims, tourists Dora
Schwendtner and Szabolcs Prem, say a federal analysis of a
1999 accident in Arkansas shows that the ducks' design,
combined with canvas canopies, makes them unsafe for use as
tourist craft.
[NMA Comment: The Army designed DUKWs for use in
amphibious operations in World War II. Most of these
vessels were built in this era. Why does the Coast Guard
continue to grant many of these obsolete antiques
exemptions from seat spacing and aisle width
requirements of 46 CFR Subchapter T especially after the
huge loss of life in 1999 in Arkansas?]
The Coast Guard did not respond to that claim, but said in
a statement that the agency "will continue to work closely
with Ride the Ducks and the City of Philadelphia to ensure
that all safety issues related to the operation of these vessels
are addressed."
The tourists died July 7 when Duck 34, carrying 35
passengers and two crew, was struck by a 250-foot-long
barge being pushed by the tug Caribbean Sea. The tug's mate
has taken the Fifth Amendment and declined to be
interviewed by the National Transportation Safety Board.
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Regulations require commercial craft to keep a proper
lookout.
The duck was anchored on the edge of the shipping lane after
its motor failed during the water portion of the tour. Salmon said
the duck's captain broadcast a warning on the marine radio
channel used for communications between vessels.
He added that the "rules of the road" that govern vessels
also make it the "obligation of a vessel under way to avoid a
disabled vessel."
The NTSB report cited by the attorneys recommended that
the Coast Guard require the amphibious vehicles to install
"reserve buoyancy," which could keep even a vessel swamped
with water afloat.
[NMA Comment: Without adequate reserve buoyancy
these steel vessels sink like a rock.]
In the 1999 Lake Hamilton, Ark., accident that left 13
dead, the NTSB found that as the duck sank, "the natural
buoyancy of passengers' bodies forced them into the overhead
STEPPING ON TOES
After being married to a seaman for over twenty-five
years, I have earned the right to speak out on behalf of my
husband, my boys, and all the hard working seamen.
I have four of my sons who are seamen. It seems that by
speaking out about a company that wrongfully discharged my
husband I stepped on somebody’s toes. But what the hell, it
seems like the truth hurts.
Some years ago my husband was working for Double
Eagle Towing Company. He was prepared to go on a trip to
Puerto Rico, but refused to leave because the GPS was not
working right. My husband reported the problem to the
office. The person he reported the problem to wanted him to
make the trip even though the GPS was not working properly.
The GPS helps the Captain to reach his destination safely.
The person at Double Eagle told my husband to bring the boat
in and to come into the office the next day to talk to boss man.
The next day, he went in and was fired for NOT making the
trip to Puerto Rico.
I am tired of this “pencil pusher” crap. I started speaking
out and writing about the wrong that was done to my husband
at that time.
My husband also used to work for Cal Dive at one time.
The boat my husband was on was being worked on, and one
of the boss men from the office wanted the cable controls to
be run down stairs out side the wheelhouse. My husband told
the boss man it wouldn’t work, that the controls needed to be
connected in the wheelhouse. My husband was fired, and I
wrote a second “wrongful discharge” letter supporting his
position. And yet, it goes on. Because I dared to speak out,
these company officials hold a grudge against me, but they are
taking it out on my husband.
These events occurred in the past, and many years have
passed, and my husband recently went to Cal Dive looking for
a job. The crew he used to work with some years ago are still
working on the boat and would like him back.
When my husband went to Cal Dive to see about a job, The
same guy that previously worked at Double Eagle and who fired

canopy, which acted like a net to entrap them and prevent
their vertical escape." The vehicle was not operated by Ride
the Ducks.
"I'm asking the city and the Coast Guard to look at the
NTSB report," said Robert J. Mongeluzzi of Philadelphia, one
of the lawyers representing the victims. "I would bet that
there is nobody in the city who even knew about the report."
[NMA Comment: We examined Report NTSB/MAR
02/01 and the USCG Marine Board Report. Conclusion 3c
states that” Dukws have features which make them
inherently less safe than conventional small passenger
vessels.” It appears that “safety” plays a diminished role
in the Coast Guard’s “Prevention” (sic) program.]
Salmon said the canopies on Ride the Ducks craft are
designed to allow easy egress in the case of an accident.
A Coast Guard regulation requires at least a 32-inch
opening between the side of a boat and the bottom of the
canopy; Salmon said the Philadelphia ducks have 42 inches.
him for not going on the trip to Puerto Rico because the boat’s
GPS was not working, is now working for Cal Dive. This guy
told my husband that his wife was promoting a union.
It was almost 10 years ago when I was asked by the unions
to speak on a radio. I gave them permission to air my story
about the wrong that was done to my husband on the radio.
These “pencil pushers” in “management” don’t hold the
certificates that my husband has that he worked so hard and
for so many years to attain. He took an oath to abide by the
rules and regulations of the Coast Guard. My husband will
not, in any way jeopardize the lives of his crew, which he is
responsible for. That’s why he refused to make a tow from
Florida to Puerto Rico without a functioning GPS years ago.
However, these office “pencil-pusher” types don’t care about
seamen like my husband who cares for the crew he is
responsible for. These “pencil pushers have their pay checks
to bring home and pay their bills to keep a roof over their
heads. Why should they care if they fire a good worker like
my husband that takes cares of his crew and will cover for
their inept management and will not take unnecessary risks
that could lead to a disaster.
These office “pencil-pushers” would not in any way, shape
or form put themselves in this position of responsibility that
they expect the captains to wrongfully do. If one of their
captains loses his license as a result of the orders they give,
the office will not accept any responsibility. If these bosses in
the office want a captain to do something they know is wrong
or dangerous, they should be held accountable.
I may be just a seaman’s wife, but I understand what my
husband goes through. These educated men don’t seem to
understand or care about a good captain, like my brother-inlaw who is now in a wheel chair, paralyzed. None of the
unconcerned “pencil-pushers” has bothered to call my sister to
find out how my brother-in-law is doing after their actions led
him to his confinement to a wheelchair and as a result of
paralysis. How concerned are they?
I’m not promoting a union. Neither the Gulf Coast
Mariners Association nor the National Mariners Association
ever was a “union”. I’m just speaking out on behalf of my
husband, my boys and all our seamen that are working so hard
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to make a better life for themselves. If it steps on any one’s
toes, so what! Oh, well – I guess the truth hurts.
What I’d like to know is where are the owners through all
this. It would seem like they would show some kind of
concern for their workers. The seamen have hearts. They
know they have a big responsibility to their crew.
The owners of these boat companies had better open their
eyes and pay attention to what is going on in their company.
If not, they will not only lose good captains and hard working

seamen, there will be accidents that will be brought on by
these heartless, uncaring “pencil pushers”.
A seaman’s wife.

COAST GUARD LOOKS INTO
BARRACUDA BITE INCIDENT

they are fishing, according to federal and state rules.
The Fury boat was in the Rock Key area, which is a
Sanctuary Preservation Area (SPA), where throwing food
into the water, chumming and all fishing is banned.
Sanctuary Superintendent Sean Morton declined to comment
specifically on the case, but confirmed that throwing bagels or
other food "would be considered a discharge" in that area.
Offenders could face fines as high as $130,000 for
violating sanctuary rules, but Morton added such matters are
often up to officer discretion and vary given the severity of the
offense.
Amid the investigation, Casasola is struggling to come to
terms with how badly she was injured, her
mother said. Casasola underwent about seven
hours of reconstructive surgery in Miami the
day after the 3-foot fish bit her right hand
while she was snorkeling with her family near
Rock Key on Aug. 1.
Now she can't cheer, play soccer or do
much physically, given that doctors are
worried that sudden movement will further
damage her hand, Segura said.
"She can't really do any activities for a
year and must keep her hand in one position,"
Segura said. "A year from now doctors will know how her
hand will work, but for now she is very upset and just wants
to do the things she used to do."
Because Casasola is right-handed, she will have to rely on
the patience of teachers, classmates and her family to help her
complete her classwork, Segura said, adding she hopes that
won't be an issue, given the community reaction when
Casasola was released from the hospital.
"We had all these flowers sent from the school staff, and
teddy bears from her cheer coach and other cheerleaders,"
Segura said. "There were balloons and cards from friends and
all these people. I was very surprised."

[Source: By Adam Linhardt , Florida Keys News. Citizen
Staff, alinhardt@keysnews.com. Emphasis is ours.]
The Coast Guard on Wednesday questioned a Key West
snorkel charter crew about a 9-year-old girl being bitten by a
barracuda, after the family said the crew had thrown bagels
in the water to attract fish.
The agency is trying to determine if the Fury Water
Adventures boat captain violated any laws when Poinciana
Elementary School student and cheerleader
Michelle Casasola was injured, said Coast
Guard Lt. Cmdr. Michael Herring.
Company co-owner Scott Saunders
previously denied the allegations to The
Citizen, but on Wednesday declined to
comment further.
"I was there and met with the Coast
Guard," Saunders said. "I stand behind my
company, which does a great job. The Coast
Guard will investigate and I will cooperate
fully."
Herring said the Coast Guard also has talked with the girl's
mother, Jessica Segura, and Segura's lawyer, Tallahasseebased lawyer John Foote of the firm Fonvielle, Lewis, Foote
Messer, who could not be reached for comment.
"I have not filed any lawsuit," Segura said Wednesday.
"That is something that is still being considered and I'm
waiting to hear from the lawyer."
The law firm's private investigator, Steve Gauding, was in
Key West Wednesday, looking for "anyone with personal
knowledge about the incident."
The Florida Keys National Marine Sanctuary and its
parent agency, the National Oceanic and Atmospheric
Administration (NOAA), also will be brought into the
preliminary investigation.
The sanctuary prohibits "discharging or depositing of
materials" in the Atlantic Ocean or Gulf of Mexico, although
recreational and commercial anglers can chum the water if
SLEEP DEPIVED IN THE WHEELHOUSE?
[Source: Pamela Glass, WorkBoat Magazine.]
Are you getting enough sleep on the job?
A group of researchers at Northwestern University wants
to know. They are studying the sleep patterns of towing
vessel crews and will eventually recommend ways for
mariners to improve their onboard sleeping patterns with the

[NMA Comment: After almost 11 years, we continue to
speak out on behalf of our “limited-tonnage” merchant
mariners.] Although never a union, we support those
unions and associations who look out for the interests of
their mariners.]

[NMA Comment: The “Fury” is a small passenger vessel
operating out of Key West, Florida. We will follow this
story as it develops. NMA file #M-838.}

goal of promoting alertness and safe vessel operation.
The Northwestern University Anchor Sleep/Nap Sleep
Study is funded by the American Waterways Operators and
will build on earlier studies sponsored by AWO and the
Coast Guard’s Crew Endurance Management System.(1)
Previous research has shown that getting seven to eight hours
of sleep in two steps – a longer “anchor sleep” and a shorter
“nap sleep” – can be equally effective on the job as one
uninterrupted chunk of sleep. [(1) Refer to NMA Report #R-
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401-D, U.S. Coast Guard. Report on Demonstration Project:
Implementing the Crew Endurance Management System
(CEMS) on Towing Vessels.]
Northwestern researchers recently finished a series of five
two-week visits aboard towing vessels operated by Ingram
Barge, K-Sea, Marquette Transportation, Canal Barge and
DeLoach Marine Services. Five additional trips with other
AWO-member companies are scheduled in the months ahead.
The study team reports that crewmembers are getting close
to eight hours “time in bed” per 24-hour period, however
actual sleep time is about six hours, according to AWO.
Researchers are trying to determine the reasons for this pattern
and develop possible recommendations for improving the
quality and quantity of sleep that crewmembers obtain.
[NMA Comment: Researchers as well as Congress must
understand that only the Master and Mate/Pilot of towing
vessels are limited to 12-hours of work in a 24-hour
period. Other “crewmembers” have no such limitations.
AWO’s Responsible Carrier Program suggests a 15-hour
work day is reasonable. We disagree. Companies should
man any vessel in 24-hour service with two full crews.
Refer to NMA Report #R-370-G.]
In addition to affecting a person’s cognitive abilities,
chronic sleep loss can also contribute to health problems,
including weight gain, high blood pressure, and reduced
power of the body’s immune system, according to a report by
the Harvard Women’s Health Watch. For towboat crews,
fatigue can be a contributing factor to human errors that lead
to vessel accidents. A Coast Guard analysis of towing vessel
accidents revealed that human factors accounted for 54
percent of the medium- and high-severity incidents and about
40 percent of the low-severity incidents.
So what are your experiences with sleeping onboard?
What are the impediments to a good rest period, and do you
have any suggestions for improving your shut-eye?
[NMA Comment: We have a whole series of reports (#R370) on violations of the 12 hour rules.]

STATUS REPORT ON TOWING VESSEL
INSPECTION RULEMAKING
[Source: By Carlo Salzano, The Waterways
Journal, Aug. 2, 2010, p.3.]
Washington, D.C. – Rep. James Oberstar
(D-MN),
Chairman
of,
the
House
Transportation and Infrastructure Committee,
has urged Homeland Secretary Janet
Napolitano to release the long awaited notice
of proposed rulemaking on towing vessel
inspection.
In his letter to Napolitano, Oberstar said
that by releasing the vessel inspection notice,
her department could avoid charges of “inadequate
government oversight and a failure of government to live up
to its responsibilities.” Oberstar pointed to those charges that
were heard following the Upper Big Branch Mine accident
that killed 29 miners and the Deepwater Horizon rig accident
in the Gulf of Mexico.
Legislation adding towing vessels to the list of vessels
subject to Coast Guard inspection and authorizing the
Department of Homeland Security to establish a safety
management system requirement for towing vessels was
passed by Congress in 2004. The bill was supported by The
American Waterways Operators.
Oberstar warned Napolitano that if' her department does
not release and implement its rulemaking, the towing industry,
mariners and the public will face more towing vessel
accidents of the kind that prompted Congress to act in 2004.
[NMA Comment: There was nothing to report about the
towing vessel rulemaking project at the last TSAC
meeting. Our Association made it clear that we want to
know the reasons why the project has been held up for so
long. The Coast Guard does not have to explain the delays
now, but we want and expect to hear the truth later!]

will request that the TVNCOE look further at potential points
of entry of carbon monoxide into towing vessels, especially
manned areas. Please be aware, however, that OSHA has
regulatory oversight of this workplace safety matter.
Employers and employees should contact OSHA to report
specific issues.

THREE MARINERS REPORT
CARBON MONOXIDE POISONING
[Follow-up from Newsletter #71, July 2010, p. 12]
Aug, 12, 2010
National Mariners Association
Attn: Mr. Richard Block
124 North Van Avenue
Houma, LA 70363-5895
Dear Richard,
This is in response to your letter of 15 July 2010,
to RADM Kevin Cook highlighting the dangers of
carbon monoxide poisoning and recent reports of
mariners in the towing industry that suffered from
exposure. We share your concern.
Recently, the Coast Guard's National Towing Vessel
National Center of Expertise (TVNCOE) developed an
instruction to educate our examiners and focus on the dangers
of leaking exhaust systems, and how to detect problems. I

[NMA Comment:
Towing vessels remain
“uninspected” vessels until the inspection
rulemaking is promulgated. Refer to NMA
Reports #R-202-B and #R-202-C when making
reports to OHSA.]
Of interest, the Coast Guard has published
information emphasizing the dangers with carbon
monoxide to recreational boaters:
http://www.uscgboating.org/safety/carbon_monoxide.aspx.
This site includes links to NIOSH Engineering Reports on
Carbon Monoxide and The Center for Disease Control's
information page on Carbon Monoxide dangers. As the
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TVNCOE is preparing its new website rollout very soon, I
have asked that links to this information and other published
information on Carbon Monoxide be made readily available to
the towing industry.
Lastly, as you may be aware, there are currently no
regulations that specifically address the inspection for, or
detection of, carbon monoxide on board towing vessels
regulated under 46 CFR, Subchapter C. Once the Notice of
Proposed Rule Making (NPRM) is published to establish new
regulatory requirements for towing vessels, your association
will have the opportunity to comment to the docket regarding
this matter.
[NMA Comment: Our Association wants to see protection
DRD TOWING pleads guilty
[Source: Compilation of press reports. NMA File M-788]
DRD Towing, the company whose towboat caused a
collision with the tank ship Tintomara that resulted in a major
oil spill on the Lower Mississippi River in New Orleans on
July 23, 2008 pleaded guilty on Sept. 8, 2010 to operating
vessels with unqualified and overworked captains.
DRD Towing Co., that at one time operated 22 towing
vessels, pleaded guilty to violating the Ports and Waterways
Safety Act and the Clean Water Act, said U.S. Attorney Jim
Letten.
Randall Dantin, a 46-year-old co-owner of the company,
pleaded guilty to obstruction of justice for deleting payroll
sheets from a company computer that showed some
improperly licensed workers were used to operate towing
vessels. Federal prosecutors recommended a sentence of 21 to
27 months in jail.
Russell’s older brother Daniel Dantin, Jr. pleaded guilty to
two charges on behalf of their now-closed towing company,
DRD Towing Company, Ltd. which operated the UTV Mel
Oliver and supplied its crew.
A Coast Guard investigation revealed John Paul Bavaret
II, a sleep-deprived apprentice mate without a captain at his
side, was at the tug's helm, a violation of Coast Guard rules.
At the time, the vessel’s Master was in Illinois attempting to
patch a relationship with a girlfriend according to testimony in
a Coast Guard hearing. The incident resulted in a massive
training effort to teach Coast Guard boarding parties about the
intricacies of towing vessel licenses followed by a massive
sweep called “Operation Big Tow.”
The collision caused 283,000 gallons of fuel to surge into
the river from the ruptured tank barge, even though the tank
ship that sliced the barge into two parts never ruptured. The
lower Mississippi River was closed from New Orleans to the
Gulf for six days.
Prosecutors said DRD Towing pleaded guilty to running
towing vessels in Louisiana and Texas with unqualified and
overworked crews between Jan. 1, 2007, and July 23, 2008.
Company captains were paid extra money for working many
more hours than they were allowed to and operating boats
without the required backup captains, prosecutors alleged.
Our Association warned the Coast Guard as well as the
UTV Mel Oliver’s owner, American Commercial Lines
(ACL), about substandard conditions on this vessel a year
earlier when the vessel was operated by Versatility Marine, a
wretchedly substandard operating company that openly

against Carbon Monoxide as part of the new towing vessel
inspection regulations.]
Questions concerning this letter may be directed to Mr.
Patrick Lee of my staff; he can be reached at (202) 372-1135
or Patrick.J.Lee@uscg.mil
Sincerely,
Eric Christensen
Captain, U. S. Coast Guard
Chief, Office of Vessel Activities By direction
[Copy: Towing Vessel National Center of Expertise]

mistreated its employees.(1) ACL moved the UTV Mel Oliver
from a “bad” operating company to DRD Towing, an
operating company that was even worse. [(1)Refer to NMA
Report #R-202, Rev. 4, Case #9 – Towing Company Must Pay
For Endangering Its Mariners’ Health.]
DRD also pleaded guilty to illegally discharging oil in the
2008 accident, a misdemeanor. The oil that spilled into the
river came from an ACL tank barge the Mel Oliver was
pushing. The Tintomara, a 600-foot Liberian-flagged tanker,
slammed into the ACL barge when the UTV Mel Oliver
suddenly changed course and pushed the barge across its bow.
U.S. Attorney Jim Letten said the case "demonstrated the
extraordinary damage to our environment which can occur
when maritime companies and individuals fail to meet basic
standards through shortcuts and simple greed."
Ivan Vikin, the special agent in charge of the
Environmental Protection Agency's criminal enforcement in
Louisiana, said DRD had "a history of operating undermanned
vessels that are often staffed with unqualified personnel. This
manner of 'doing business' is both dangerous and criminal and
will not be tolerated."
[NMA Comment: The Coast Guard tolerated this method
of doing business for many years. Refer to NMA Report
#R-429, Rev. 1.]
DRD faces fines of up to $700,000. Sentencing was set
for Dec. 15 before U.S. District Judge Ivan Lemelle. Dantin
faces up to five years in prison and a fine of up to
$250,000. Sentencing was set for Dec. 8 before Judge
Lemelle. Vinny Mosca, Dantin's lawyer, said his client "made
an error in judgment" and that "he wants to get all this behind
him." Mosca said Dantin was no longer working on the river.
An Associated Press probe that followed the Mel Oliver
crash revealed that a federal program to recruit more tugboat
pilots may have backfired by allowing thousands of novice
captains to take the helm and contributing to a 25 percent
increase in the number of accidents on the nation's rivers.
Their review of Coast Guard records indicated the U.S.
tugboat fleet was increasingly piloted by captains who spent
as little as one year in the wheelhouse. At the start of the
decade, the Coast Guard was under pressure from the shipping
industry to revamp its training and licensing process for river
pilots because an older generation of captains in their 50s was
beginning to retire, creating a labor shortage, the AP probe
found.
Instead, the Coast Guard began to harass older personnel
with a new “medical NVIC” (NVIC 04-08) and completely
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rewrote the licensing regulations. This combination drove
many of the more experienced mariners from the towing
industry. While this was taking place, the Coast Guard’s
performance of the “credentialing” process fell so far behind
and delays were so long that Congress finally had to look into
the matter.(1)
Starting in 2001, the Coast Guard moved to scrap the
time-honored "master's system" in which captains handselected rookies that showed the best potential for pilot
training and replaced it with a new system where employers
picked wheelhouse trainees and paid for them to serve a year
as "apprentice mates/ steersmen. Under the new system, a
mariner could get behind the controls of a tug after just a year
supposedly spent in wheelhouse training whereas under the

old arrangement new pilots had to spend years proving to their
Captain(s) that they were capable of standing a watch by
themselves as they worked their way up to the captain's
position. [(1) Refer to NMA Report #R-429-I.]
Charges are also expected against employees of DRD
Towing which operated the UTV Mel Oliver but apparently
were not identified in court records except by their initials in
plea agreement documents.
The Coast Guard, Congress and the industry moved to
close some of the loopholes in licensing, monitoring and
safety revealed by the accident.
The Coast Guard still has not released the investigation
report on the Mel Oliver-Tintomara incident.(1) [(1)This is not
at all unusual. Refer to NMA Report #R-429, Rev. 1.]
workers are replaced by local labor. Only the Captain of
the workboat would be from the USA. Thus most of the
crewmembers of the workboats will suffer the loss of these
jobs.
· There are 10,000 OSV's worldwide. Far more than are
needed for the number of oil rigs worldwide. Most of our
Gulf Vessels and their crews, simply won't make it, if the
rigs move to other countries.
· 3 Deep Sea Rigs have left the Gulf. One already had plans to
leave before the BP Spill. The other 2 left due to the moratorium.
One went to the Congo and may return depending on what
happens with the moratorium, but the second, which moved to
Egypt, has no definite plans for returning.
· Most Rig Operators are waiting till November 31 to make
decisions for their future, but they are making their
contingency plans.
· The Rig Operators and Workboat Companies will need "a
clear, transparent regulatory framework, which can be
complied with," before they can make good business
decisions.
· The permitting process for the shallow water rigs has
become very difficult since the spill. The Deep Sea Rig
operators are very concerned that the permitting process
will become even more difficult for them, and that if the
moratorium is lifted, it may still take several weeks or
months to get the new permits and resume work.
· The Oil Rig Industry is working to remind the government
and the public that the industry has a long track record of
working safely. The BP Oil Spill is a "One Type Thing"
and a "One Operator Event," which should not reflect
badly upon the entire industry.

OIL SPILL IMPACT
[Source: Apostleship of the Sea, Aug 26, 2010, Summary of
Workboat Magazine Webinar "Spill-o-nomics: The Economic
Impact of the Gulf Oil Spill on the Workboat Market.”]
Workboat Magazine held a webinar yesterday that AOS USA
was able to attend. It was very helpful to understanding the
bigger picture of how the BP Oil Spill is impacting the Workboat
Industry and the Oil Rig companies and workers, all of which are
part of the People of the Sea, whom we are to serve.
The effects of the spill on the workboat operators has been
difficult to detect, as many of them were working to clean up
the spill. Now that the spill has been shut down, and much of
the clean up is done, the vessels are now being taken off of
clean up duty.
So now, we will begin to see the measurable effects.
Some of the major points made during the seminar are as
follows:
· Not every workboat in the Gulf of Mexico has the
capability to work elsewhere, due to Certification
Certificates, STCW compliance, etc.
· It takes 3 supply boats to handle the needs of 1 Deep
Water Rig. There are 33 of these Rigs. Thus 99
workboats and all the crewmen of these boats are being
impacted.
· 800 skimmer boats were working the Clean Up. These
boats will also be looking for work now.
· Vessels that can follow their Service Providers (the rigs)
will need to do so. So that means if the Oil Rigs move to
other countries, the workboat companies will have to
follow them.
· When a supply boat moves out of the Gulf, however, the
NOAA ENFORCEMENT AGENT
TRANSFERRED TO WASHINGTON JOB
[Source: By Richard Gaines, Richard Gaines can be reached
at 978-283-7000, x3564 or at rgaines@gloucestertimes.com]
[NMA Comment: NOAA uses the same Administrative
Law Judges as the Coast Guard although the Department
of Commerce has its own Inspector General.]
Andrew Cohen, federal fisheries' law enforcement agent in
charge of the Northeast region, whose efforts to shutdown the
Gloucester Seafood Display Auction sparked an inspector
general's probe bringing revelations of an agency without

standards or controls, is reportedly moving to a new position.
Unofficial sources Wednesday said Cohen was being
reassigned to the office of Alan Risenhoover, acting director
of law enforcement. Cohen said, "I may be" changing jobs.”
Decorated by NOAA in 2007 with the "Administrator's
Award" and quickly promoted up the chain of command, he
began his law enforcement career as a national park ranger,
and was a polarizing figure during the years he was in charge
of investigations along much of the Atlantic coast.
Risenhoover, who had no law enforcement experience and
instead had been director of sustainable fisheries, was put into the
director's office in March after Dale J. Jones, the longtime chief
of fisheries police and Cohen's direct superior, was put on paid
administrative leave – unannounced at the time – after sworn
assertions of misuse of the fund of fines from fishing interests
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and official document shredding by Jones.
Cohen and his team of roughly a half dozen agents at the
Gloucester office remain under scrutiny by investigators for
U.S. Commerce Department Inspector General Todd Zinser.
The Inspector General’s (IG) investigators have been in
Gloucester for extended periods this summer assigned to a
detailed re-examination of the campaign waged under Cohen's
command against the auction, linchpin of the seaport economy
here and the No. 1 platform for the sale of seafood from the
Gulf of Maine.
Risenhoover did not return phone calls, and after giving
the semi-confirmation to the Times in a brief telephone
conversation, Cohen did not call back as he had promised to
discuss the change further.
For his admitted efforts at "targeting" suspect violators of
the Magnuson-Stevens Act and a campaign in June 2009 to
tarnish the reputation of the auction with a public relations
attack leaked to The Boston Globe, Cohen became public
enemy No. 1 in Gloucester's fishing community.
In a Globe interview sparked by Cohen's leaked advance
notice of an effort to shutdown the auction, he said of the auction:
"They are a problem which is why we are prosecuting them."
Larry Ciulla, president of the auction, declined to
comment on Cohen's employment situation. But Rep. AnnMargaret Ferrante, who helped launch the industry uprising
against NOAA law enforcement excesses, said, "It appears
there's now two ways that NOAA deals with alleged
wrongdoing – a paid 'vacation' for Dale Jones and a new
assignment for Andy Cohen."
The public relations campaign also earned Cohen a stern
lecture from a federal judge, who noted the American legal
tradition of allowing cases to settle before attempting to
impose punishment.
At the time, the business owned by the Ciulla family was
fighting a shutdown order based on NOAA's interpretation of a
tangled legal struggle dating back nearly a decade. The events
included an alleged forced entry to the business, according to a
police report filed by auction employees and a mass raid
conducted by Cohen's armed agents weeks later in late 2006.
Months after the leak and the shutdown order, on the eve
of a Congressional oversight subcommittee hearing into the
misdeeds of NOAA law enforcement, the auction settled three
intertwined cases by paying a small fine but remained clear of
any liability or admissions.
A law enforcement forum in Gloucester at NOAA's
regional offices scheduled in the spring to attempt to quell
outrage at the IG's findings was cancelled after Mayor
Carolyn Kirk suggested the community boycott the event to
protest the announced featured roles of Cohen and Charles
Juliand, who heads the regional Office of General Counsel for
Enforcement and Litigation.
Cohen had been in charge of the agents – police investigators – of
the northeast division of the Office of Law Enforcement of the

National Oceanic and Atmospheric Administration since 2004.
During that period, according to the IG's January report,
fishing interests in the northeast region, Maine through the
Carolinas, were assessed fines five times greater than other
regions' charged for similar violations.
An additional IG's report this summer revealed that fines
collected into an Asset Forfeiture Fund, close to $100
million over a 4½ year period through January 2009, were
used as if the fund was an uncontrolled debit account.
NOAA's Office of Law Enforcement used the fund to
acquire more vehicles than it had agents. According to the
IG, the ocean police force had 202 vehicles and 172 agents.
The fund was also used for extensive case-unrelated
overseas travel.
Cohen was among the 22 members of the U.S. delegation
that spent $109,000 charged to the fund on a five day trip to
Trondheim, Norway, in 2008 that was cited by the IG as an
example of travel that was not case related or a justifiable use
of the fund's proceeds.
Cohen has been at NOAA for 23 years and was promoted
to agent in charge by Dale Jones, then the director of law
enforcement. Both Cohen's and Jones' reputations have
suffered in the spate of revelations around the national probe
into NOAA law enforcement excesses by the U.S. Commerce
Department inspector general.
Jones was put on administrative leave last spring, still
paid at the $158,000 a year level.
With the auction appealing the shutdown order trumpeted in a
press release distributed by Cohen and given to the Globe hours
before the auction was notified of the attempted action, U.S.
District Judge Douglas Woodlock, to whom the matter had been
appealed after the underlying penalty was affirmed by NOAA
administrator Jane Lubchenco, saw miscarriage of justice and
demanded sworn statements from Cohen and the agents reporting
to him. Woodlock enjoined NOAA from taking any action
against the auction while its appeal was pending.
NOAA issued no follow-up press release updating and
correcting the one Cohen slipped to the Globe and later the rest of
the press corps. State Sen. Bruce Tarr, R-Gloucester, described
the record created by the affidavits as proving the efforts to
harm the auction were "calculated and intentional."
Kirk said, "It is clear to me upon reading Special Agent
Cohen's affidavit that manipulation of the media is an
important part of NOAA's strategy in dealing with the
Gloucester Seafood Display Auction. "When I read the
Boston Globe stories at the time, I couldn't believe how onesided the coverage was," she added. "I applaud the judge for
looking into this further."
The IG was called in by Lubchenco shortly after the
showdown in federal court that backed the auction. Her hand
was also forced by letters from the Massachusetts legislative
leadership and the Congressional and Senate delegations.

NEW PRINT-IT-YOURSELF LICENSE-LIKE
CERTIFICATE

theme. Keep the thing as it was in a digital, printable format.
The feeling that all USCG ideas are “written in stone”
before the comment period is ever opened to the public is now
concrete. The words "Officer" and "License" have been
carefully removed. "Master" is printed as if on rice grain and
the issue number was discarded completely. The catch phrase
"Honor the Mariner" is getting old and by the way 2010 is
also the "International Year of the Mariner" if you couldn't
tell. You can view yours here:
http://homeport.uscg.mil/mmcert

If you have not seen the new printable certificate the Coast
Guard has offered up in place of the officer’s license, get ready
for a laugh. The overwhelming comments on record from
mariners, the National Pilots Association, various mariner
organizations and even USCG Enlisted Officers who hold the
"US Merchant Marine Officers License" all have one common
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Jeff Lantz is the Director, Commercial Regulations and
Standards for the Coast Guard’s Assistant Commandant for
Marine Safety, Security and Stewardship.:
Jeffrey.G.Lantz@uscg.mil
For other interesting articles and information, visit the "
Towing Forum" on the Master of Towing Vessels
Association website at: www.mtvassociation.com
Best regards,
Captain Jordan May
Co-Director, Master of Towing Vessels Association
www.mtvassociation.com
541-220-9559

certificates for display purposes only. Use of this
certificate for service in the capacity listed is strictly
prohibited
· Only MMC credential data will be available for printing.
· There are two methodologies available, via the drop down
menu below, to enter the system:
· Enter your reference number and your last name.
· Enter your last name, date of birth and last 4 digits of the
your social security number.
· If you have any questions or concerns about the data you
receive, please contact the National Maritime Center at
iasknmc@uscg.mil or 1-888-IASKNMC (domestic US
calls only).
· Additional information regarding U.S. Merchant Mariner
Credentials can be found at http://www.uscg.mil/nmc/.
Data viewed on this site is updated daily at 0700

Merchant Mariner Certificate
— This tool is intended for Merchant Mariner's to print
TRICO BANKRUPT AGAIN
[Source: Internet article, “Trico's U.S. Operations Files for
Bankruptcy,” Aug. 27, 2010.]
[NMA Comment: Cats and corporations can have more
than one life. During its first lifetime, Trico bought,
repaired, and operated a large fleet of OSVs ready for the
scrap yard. See Newsletter #27 (“Trico Brownlisted and
Bankrupt”), Newsletter #24, (“Lawsuit Claims Local
Company Misled Shareholders”), and Newsletter #12,
(GCMA Supports Trico Mariners Rights to Organize”)]
Trico Marine Services, Inc. (NASDAQ:TRMA)
announced that its U.S. companies and its Cayman Islands
holding company have filed voluntary petitions for relief
under Chapter 11 of Title 11 of the United States Code (U.S.
Bankruptcy Code) in the United States Bankruptcy Court for
the District of Delaware.
Aside from the Cayman Islands holding company, Trico's
foreign subsidiaries were not included in the filing and will
not be subject to the requirements of the U.S. Bankruptcy
Code. Trico's U.S. and worldwide operations are expected to
continue without interruption during the restructuring process.
Chairman of the Board of Directors, President and Chief
Executive Officer, Richard A. Bachmann commented, "Over
the last several months, we have worked diligently to improve
our liquidity, including through the sale of $3 million of noncore assets, the sale of a North Sea class vessel for $16 million
and additional cost-cutting initiatives.
While we are
beginning to see indications of improved operational
performance, the combination of a sluggish economy, a highly
leveraged balance sheet and imminent interest payments due,
has led us to determine that a court-supervised restructuring is
the best course of action for the company and its stakeholders.
While we are continuing discussions with our lenders, the
Board decided to begin this process now in order to get the
Company's restructuring underway without delay. We intend
to move through this process as quickly as possible.
Throughout the restructuring process, we will remain focused
on operating our business worldwide while continuing our
efforts to manage costs, strengthen our balance sheet and gain
financial flexibility in order to position Trico as a strong and
profitable competitor in our industry."
In conjunction with the filing, Trico has received a
commitment for up to $35 million in debtor-in-possession

(DIP) financing from Tennenbaum DIP Opportunity Fund and
other funds managed by Tennenbaum Capital Partners, LLC
(collectively, "Tennenbaum"), of which $10 million will
represent incremental liquidity. The company expects that,
upon Court approval and satisfaction of other customary
conditions, the DIP financing, combined with cash from the
company's ongoing operations, will provide funding to
support the business. In addition, the company anticipates
that it will meet its obligations going forward to its
employees, customers and suppliers.
Separately, the company announced that Trico Shipping
AS and its affiliates have reached an agreement in principle
for $22 million in senior secured multi-draw term loan
financing from certain holders of its 11 7/8% Senior Secured
Notes representing approximately 80% of the Trico Shipping
Notes and Tennenbaum. The closing of this financing
arrangement is subject to obtaining required consents, as well
as certain other closing conditions of Trico Shipping AS and
its affiliates. This financing would be used to fund operating
expenses and other working capital needs.
"We look forward to working together with all of our
stakeholders to complete a successful financial restructuring,"
said Bachmann. "Our global operations are expected to
continue without interruption throughout the restructuring
process, and we remain committed to providing our customers
with high quality service. We appreciate the ongoing
dedication of all our employees, whose hard work is critical to
our success and the future of the company."
Trico will file a series of motions with the Court to ensure
the continuation of normal operations, including requesting
Court approval to continue paying employee wages and
salaries and providing employee benefits without interruption
and to continue use of its bank accounts and insurance
policies. The company expects the Court to approve these
requests. During the Chapter 11 process, suppliers will be
paid in full for all goods and services provided after the filing
date as required by the U.S. Bankruptcy Code, and Trico has
taken steps to ensure continued supply of goods and services
to its customers.
Trico has established a toll-free Restructuring Information
Hotline for employees, suppliers, customers, investors and
other interested parties, in the United States at 1-888-3698929 or internationally at 214-647-7656. More information is
also available on Trico's website, www.tricomarine.com,
where the company has set up a special restructuring section.
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WHAT’S IN A NAME?
At a TSAC Meeting held on Sept. 18, 2008 at MITAGS, I
had occasion to rise and make a brief comment about the
confusion caused by the Coast Guard’s constant changes in
names, designations, addresses, phone numbers, and job titles.
My comments were made following a brief presentation by
Rear Admiral Watson, then the Director of Prevention Policy.
As Admiral Watson had stepped out of the room for a
moment, so I directed my remarks to the TSAC committee
“sponsor,” Mr. Jeff Lantz. I thought he might understand the
frustration I had the distinct impression I shared with a fairly
large audience. I don’t think so!
“Marine Safety” became “Prevention”
I guess I am not the only person that finds the rapid
turnover of Coast Guard personnel as well as job titles
confusing. Six months later, in a boreass report from the
Department of Homeland Security titled Independent
Evaluation of USCG Prevention programs – Marine Safety
and Marine Environmental Protection(1) I came across others
who made the same point where it was put in writing for all to
see and for the Coast Guard’s parent agency to comment
upon. [(1)Available as NMA Report #R-204-B.]
Here are comments that other people made
on page 67 of the report:
Comment: "The shift in CG organization has
been a disaster from the industry perspective. In
the past industry had "the guy" to go to. Now no
one in the industry knows where to go. RADM
Salerno is stretched too thin. Not customer
focused at all."
Comment: "Industry has extreme difficulty
finding out who to contact in the CG to resolve
issues or ask questions – what office response
or prevention? Phone numbers or e-mail
addresses? It’s a core problem, we can't find to talk to."
Comment: “CG is really compartmentalized at HQ; it is
tough to get answers to questions."
Comment: "HQ/Sector organizations seem to have been done for
CG, not for customers. It's hard to know who to contact any more. "
The report continues…
Organization and Leadership – Headquarters
Compartmentalization and Fragmentation of the
Prevention Program. Under the pre-9/11 marine safety
program, the Chief of Marine Safety, a two-star admiral, was
recognized by the Coast Guard, industry, state and federal
partners, and the international maritime community as the
Coast Guard's lead in all maritime safety-related issues. The
resource office (G-MR) within Office of Marine Safety
provided oversight and policy guidance for marine safety
resource and personnel issues.
Since 9/11, Prevention in the USCG Headquarters
reorganized twice – first as the Offices of Response and
Prevention, and later following the Department of Defense
numbered model. Under the latest model, marine safety

program was re-organized into Marine Safety, Security, and
Stewardship and headed up by a two-star Admiral (CG-5).
The re-organized program has a broader role and is less
focused on Marine Safety/Prevention issues. Under the new
system a one-star admiral is responsible for Coast Guard
Prevention Policy (CG-54); six 0-6 program managers report
to him. The resource staff that was dedicated to broad and
integrated marine safety policy, workload, and workforce
analysis, and that provided overarching prevention standards
and oversight, was eliminated under the re-organization. The
functions performed by the resource staff were subsequently
assigned to offices outside of CG-54 and, in some cases, even
outside of CG-5. These external offices are not solely
dedicated to the prevention mission, but serve as a resource
for all Coast Guard missions.
Without the Prevention Policy Directorate (CG-54) having a
coordinating office, the six Directorate Program Managers (each
directing an office) may individually conduct internal oversight,
policy development, and resource direction for their portion of
the overall prevention program However, none is responsible for
the overall program and all are inherently in competition with one
another for limited personnel and budget resources. This
fragmentation of prevention policy, workforce, and resource
planning and execution diminishes the effectiveness and
efficiency of the overall prevention program.
Recommendation (ORG-1): Establish an
office solely responsible and accountable for
coordinating and integrating Prevention
policy, planning, workload analysis, workforce
analysis, and budgeting in order to improve the
overall effectiveness and efficiency of the
Prevention program.
Headquarters Numbering System. Federal
partners, industry, and USCG personnel do not
understand the new Coast Guard reorganization and the numbering system for its
offices. Stakeholders and customers have complained that the
numbers are meaningless and make it very difficult to
determine to make contact, ask questions, or resolve issues.
Industry interviewees stated that the new numbering system
appeared to be developed for internal purposes, was not
customer-focused, and inhibits communication with the
Coast Guard. Furthermore, the online phone book is
organized only by the office numbering system, rendering it
unusable as well.
Recommendation (ORG-2): Use office names, followed by
office numbers, when communicating with Coast Guard partners,
industry, and other stakeholders. Include publicly accessible
contact information for the Coast Guard offices and officers
involved in public outreach activities. The Coast Guard may
consider extending this practice for internal Coast Guard
correspondence as well, since their personnel are as confused
by the system as their customers and stakeholders. Since the
Coast Guard has an external customer focus, we recommend
maintaining a clear naming system in perpetuity.
The question now becomes – What if anything does the
Department of Homeland Security plan to do to fix this
problem now that they know it exists?
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TIDBITS
New Jersey Port Authority Will Increase Height of
Bayonne Bridge
[Source: MM&P Sept. 20, 2010]
The New Jersey Port Authority has agreed to spend up to
$1 billion to raise the Bayonne Bridge so bigger ships can
pass under it. A spokesman for the Port Authority said New
Jersey's economy would get a much-needed boost from the
plan to raise the height of the bridge, which connects Bayonne
with Staten Island.
The $ 1 billion deal will cover the cost of raising the
bridge around 60 feet, to 215 feet. The Port Authority has
been studying ways to accommodate larger ships for some
time. Last year, the Army Corps of Engineers concluded that
raising the bridge to 215 feet would be the best solution. But
Port Authority officials said they're still not sure whether the
bridge will be modified or completely replaced.

favorite chair. Open the package and remove the thermometer.
Now, carefully place it on a table or a surface so that it will not
become chipped or broken.
Now the fun part begins. Take out the literature from the
box and read it carefully. You will notice that in small print
there is a statement: "Every Rectal Thermometer made by
Johnson & Johnson is personally tested and then sanitized."
Now, close your eyes and repeat out loud five times, I am so
glad I do not work in the thermometer quality control
department at Johnson & Johnson. Have a nice day, and
remember, there is always someone else with a job that is more
of a pain in the ass than yours! Now - if you haven't got a smile
on your face and laughter in your heart, you're just an old sour
fart; maybe you should go and work for Johnson and Johnson.
Enjoy life now – It has an expiration date!

NOIA President Drilling Moratorium Job Losses
[Source: NOIA Marine Link.com, Sept. 17, 2010]
“Today’s report from the Obama Administration on the
job losses caused by their blanket deepwater drilling
moratorium downplays the true impact being felt in the Gulf
Region,” said Randall Luthi, President of the National Ocean
Industries Association. “It will be no comfort to these
unemployed workers to read how their plight could be worse
had the Department’s earlier estimates of 23,000 rendered
jobless been realized.”
The report, released at the Senate Committee on Small
Business and Entrepreneurship hearing, reduces the original
projections of 23,000 lost jobs resulting from the gulf drilling
moratorium to between 8,000 to 12,000, and predicts that
most of those will be temporary losses.
“The original estimate of 23,000 job losses was based on
the assumption that offshore energy companies would lay off
their entire drill-rig related workforces,” said Luthi.
“Thankfully, offshore oil and gas companies are good
corporate citizens who have retained their skilled employees
during this unprecedented time, in hopes that the moratorium
is lifted soon, permits are issued and drilling activity resumes.
However, this ability to keep these workers without work
cannot last much longer.”
Luthi said the report also fails to recognize that many
displaced workers were given work assisting with oil spill
response and cleanup. Since the flow of oil has been stopped
for some weeks now, these temporary jobs will end, and these
workers will only be able to resume full-time work when Gulf
drilling activity resumes.

Telephone Area Code Scam
[Source: e-mail]
This sounds like a serious warning. 809 Area Code.
We actually received a call last week from the 809 area
code. The woman said 'Hey, this is Karen.. Sorry I missed
you – get back to us quickly. I have something important to
tell you! We did not respond. Then this week, we received
the following e-mail:
“Do Not DIAL AREA CODES. 809, 284, AND 876.
This is very important information provided to us by AT&T
and is being distributed all over the U.S. This is pretty scary,
especially given the way they try to get you to call and talk.
Be sure you read this and pass it on.
They get you to call by telling you that it is information
about a family member who has been ill or to tell you
someone has been arrested, died, or to let you know you have
won a wonderful prize, etc. In each case, you are told to call
the 809 number right away. Since there are so many new area
codes these days, people unknowingly return these calls. If
you call from the United States, you apparently will be
charged $2425 per-minute. Or, you'll get a long recorded
message. . They will try to keep you on the phone as long as
possible to increase the charges.
Why It Works: The 809 area code is located in the
Dominican Republic. The charges afterward can become a
real nightmare because you did actually make the call. If you
complain, both your local phone company and your long
distance carrier will not want to get involved and will most
likely tell you that they are simply providing the billing for the
foreign company. You'll end up dealing with a foreign
company that argues they have done nothing wrong.
Please forward this entire message to your friends, family
and colleagues to help them become aware of this scam.
AT&T verifies it's true :

An Even Worse Job
[Source: e-mail]
When you have an 'I Hate My Job day', (even if you're
retired, you sometimes have those days), try this out:
Stop at your pharmacy and go to the thermometer section
and purchase a rectal thermometer made by Johnson &
Johnson. Be very sure you get this brand.
When you get home, lock your doors, draw the curtains
and disconnect the phone, so you will not be disturbed.
Change into very comfortable clothing and sit in your

Don't Leave With Lights On
[Source: e-mail]
Below is a picture of a CFL light bulb from my bathroom.
I turned it on the other day and then smelled smoke after a few
minutes. Four-inch flames were spewing out of the side of the
ballast like a blowtorch! I immediately turned off the lights,
but I'm sure it would have caused a fire if I were not right
there. Imagine if the kids had left the lights on as usual when
they were not in the room.
I took the bulb to the Fire Department to report the
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incident. The Fireman wasn't at all surprised and said that it
was not an uncommon occurrence. Apparently, sometimes
when the bulb burns out there is a chance that the ballast can
start a fire. He told me that the Fire Marshall had issued
reports about the dangers of these bulbs.
Upon doing some internet research, it seems that bulbs made
by “Globe” in China seem to have the lion’s share of problems.
Lots of fires have been blamed on misuse of CFL bulbs, like
using them in recessed lighting, pot lights, dimmers or in track
lighting. Mine was installed in a normal light socket.
I bought these at Wal-Mart. I will be removing all the
Globe bulbs from my house. CFL bulbs are a great energy

saver but make sure you buy a name brand like Sylvania,
Phillips or GE and not the ones from China.

REPORT TO CONGRESS – PROVIDING SAFE
POTABLE WATER FOR MERCHANT VESSELS

mariners’ concerns that fresh water used for drinking,
cooking, and bathing carried and stored aboard and delivered
from many vessels is often of poor quality, carelessly
handled, and stored, never tested, and consequently often is
unpalatable, unsafe, and unsanitary. Although we reported
this information to several Federal Executive Branch agencies
including the Coast Guard, we were led in circles by the
bureaucracy until Congress clearly delineate responsibility for
regulating potable water quality and quantity by statute to the
Secretary of Homeland Security.
The Coast Guard opened a docket(1) on July 11, 2005 and
solicited input from the public and thereafter stonewalled the issue.
Subsequently, Congress provided additional billets for Coast
Guard inspectors and investigators. Since the problem remains,
we respectfully ask Congress to call upon the Coast Guard to use
its inspectors and investigators to revisit and attend to this issue
on behalf of our working mariners. [(1)70 FR 39699-39700, July
11, 2005, Docket #USCG-2005-20052.]

Executive Summary – NMA Report #R-395, Rev. 3
The National Mariners Association speaks on behalf of the
safety, health, and workplace issues affecting approximately
126,000 “limited tonnage” merchant mariners serving on tugs,
towboats, offshore supply vessels, small passenger vessels and
other workboats. We respectfully ask Congress to ensure that
the Coast Guard follows the 2004 Congressional mandate to
ensure that the potable water systems on all vessels under
1,600 GRT are properly constructed and the water in those
systems is regularly tested to ensure clean and sanitary fresh
water for drinking, cooking, laundry, and bathing purposes.
Before Sec. 416 of the Coast Guard and Maritime
Transportation Act of 2004 became law on Sept. 9, 2004 and
amended 46 U.S. Code §3305, our Association presented our

I would like to join the National Mariners Association. I understand that full membership dues are $36.00 a year.
I am enclosing $ ______________ (check) (money order). Date: ________________________________ ______________
Please fill out this application and mail it with your check to NMA at 124 North Van Avenue, Houma, LA 70363-5895.
Capt./ Chief/ Mr./ Mrs./ Ms. Name: ________________________________ ________________________________ ________
(Circle One)
Physical Address ________________________________ ________________________________ _____________________
City________________________________ ____State _______________________ Zip
(If you’re mailing address is different from your physical address please indicate below)
Mailing Address ________________________________ ________________________________ ______________________
City________________________________ ___ State _________________________ Zip
Home Phone _______________ Cell Phone_____________________ (Fax) or (Alternate Phone) No._________________
(Circle One)
Email Address
(We will e-mail your Newsletter to this address unless you tell us otherwise)
Names of Family Members ________________________________ ________________________________ _____________
(We are a family oriented organization)
________________________________ ________________________________ ________________________________ ____
Employer
How Long
Job Title or Position
Licenses and all endorsements you hold & the waters they cover, Include the ratings on your USCG credential.
________________________________ ________________________________ ________________________________ ____
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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
20% discount on courses $500+
FAX: (985) 537-1225

NATIONAL MARINERS ASSOCIATION
124 NORTH VAN AVENUE
HOUMA, LA 70363-5895
PHONE: (985) 851-2134
FAX: (985) 879-3911
Email: info@nationalmariners.org
Website: www.nationalmariners.org

ADDRESS CORRECTION REQUESTED

Newsletter

22

