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Honorable Janet Napolitano, Secretary
U.S. Department of Homeland Security
Washington, DC 20528

TWIC Frustrates NMA &

Subject: Continuing Abuse of U.S. Merchant Mariners.

Maritime Security: The Gift

Dear Madam Secretary,
The U.S. Coast Guard, the largest component of the Department of Homeland
Security, regulates the activities and workplaces of approximately 217,000 credentialed
American merchant mariners.
On its website, your Inspector General seeks reports of “corruption, fraud, waste, or
abuse” and has under his control tools such as “investigations and audits” both to
improve your department’s performance as well as to protect our merchant mariners
from exploitation and abuse.
Of the eleven Coast Guard “missions,” marine safety most directly affects American
merchant mariners. Yet in this area, the Coast Guard continues to denigrate the matter of
fatigue, undermanning, and excessive hours of service – all major issues involving
marine safety. This has gone on for decades and it must stop!
For many of our “limited tonnage” merchant mariners, the long-awaited proposed
new towing vessel inspection regulations cast aside fatigue, undermanning, and
excessive hours of service issues until some indefinite future date. For our abused
mariners, this was the final insult.
Since the Coast Guard marine safety directorate appears incapable of acting on these
problems, I want to bring to your personal attention and deliver into your hands three
recent reports that present these matters in detail from three different perspectives.(1)
Two of these reports already are in the hands of Congress. The Coast Guard
Authorization Act of 2010 shows that Congress understands these issues as does the
National Transportation Safety Board that has led the fight for reasonable “hours of
service” regulations since 1989. [(1)Enclosures #1, #2, & #3]
Our Association has dealt with your Inspector General’s office since 2007. In
retrospect, we were particularly impressed with Mr. Richard Johnson and the exceptional
work he performed on DHS Report #OIG-08-51– United States Coast Guard’s
Management of the Marine Casualty Investigations Program. If provided with adequate
support and backing by your Department, I have confidence that Mr. Johnson, as a highly
qualified senior Merchant Marine Officer, has the necessary background, understanding,
and initiative to help resolve these long standing issues. Resolution of these problems
needs a person of this professional background and character who is trusted by mariners.
Very truly yours,
s/Richard A. Block
Secretary, National Mariners Association
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Enclosures: (Annotated)
1) NMA #R-370, Rev. 4. Report to Congress: Abuse of
Mariners Under the Two-Watch System. This report
updates and utilizes information from our entire #R-370
series of reports to present our case and ask for improved
Hours-of-Service legislation from Congress. 176p. This
report was hand-delivered to selected members of both the
House and the Senate.
2) NMA Newsletter #84, article titled: Maritime Unions
NMA SECOND REQUEST TO CONGRESS
[Source: http://americanadmiraltybooks.blogspot.com
Emphasis is Ours!]
Introduction. On March 28, 2012 we alerted our readers to
the publication of the National Mariner's (NMA) report #R-370,
Rev.4 which is now circulating in Congressional offices detailing
the third world like working conditions overtaking 126,000
American seamen serving in the inland towing, offshore service
vessel industry, and several other domestic "work boat" sectors.
In that blog we noted that most of the domestic commercial
“work boat” fleets are manned by American Merchant Seamen
and Officers who do not have union representation. We lamented
the thirty plus year history of employer abuse of seamen in these
fleets and the lack of media, Coast Guard, and Department of
Homeland Security Inspector General attention to this sorry state
of affairs. In that blog we wished out loud for a modern day
Richard Henry Dana and a modern version of his historic Two
Years Before the Mast.
Nothing being written today, unfortunately including the
graphically detailed but matter-of-fact presented reports of the
NMA is awakening a public which should be justifiably angry
over governmental inattention to conditions that are
inexcusable. These conditions according to NMA reports
have not only negatively impacted the health of the pertinent
seamen but have also induced chronic fatigue problems in
the pilothouse and among designated lookouts resulting in
dozens of deaths of ordinary members of the American public
engaged in such non-maritime activity as simply trying to
drive across a bridge over navigable water. In keeping with
our commitment to provide coverage of the latest attempts by
the NMA to correct these long standing problems, we present
in its entirety the NMA's second request to Congress exactly
as it was hand delivered last week to the offices of key
committee members in the House of Representatives.
Date: March 29, 2012
From: Richard A. Block, Secretary, National Mariner's
Association
To: All Senators and Representatives, 112th. Congress
Subject: Second request for action to relieve certain U.S.
Merchant Mariners from Third World like working
conditions and to protect the U.S. Public from harm by
fatigue related marine accidents.
The
National
Mariner's
Association
represents
approximately 126,000 American Merchant Mariners in our
cabotage and OCS trades working mostly aboard tugs,
towboats, offshore supply and support craft, ferries, and
excursion craft, and other workboats generally of 1,600 gross
registered tons and smaller. We speak for both officers and

Testify On Fatigue & Manning Levels.
3) NMA Report #R-408, MAIB Bridge Watchkeeping Safety
Study. Reprint of UK Gov’t Report. 52p.
In addition, our Association filed a series of comments on
this subject in 2011 on the Coast Guard Docket for the
Inspection of Towing Vessels (USCG-2006-24412) as posted
on the internet on http://regulations.gov and discussed in
NMA Newsletter #81, pgs. 1-3.

ratings. Our Association is not a union but a professional
association that monitors, researches, and advocates for our
members and the public.
On Feb. 14, 2003 our Association, by letter to 102
members of Congress, requested Congress to address
meaningful work-hour limitations for our mariners. The
Congress did require the Coast Guard to study the issue and to
eventually produce meaningful regulation. As we write, the
Coast Guard has published highly useful scientific
information on the effects of fatigue induced by a two-watch
system upon our mariners. We have, in turn, produced a 16chapter spiral bound technical report titled: Abuse of Mariners
Under the Two-Watch System, NMA Report #R370, Revision
4, which contains much of the information presented by the
Coast Guard, exemplar cases of collisions and allisions
resulting from fatigue. After our request of 2003, the
Congress also tasked the Coast Guard with enforcing
regulations requiring the recording of working hours in the
ship's log. Due to a lack of follow up regulation, poor
oversight of Coast Guard marine safety functions, and lax
enforcement, our mariners continue to suffer unacceptable
working conditions. Damage to marine infrastructure and
injury to non-maritime citizens continues to happen at
unacceptable rates.
The International Maritime Organization (IMO) provides a
model standard of minimum weekly rest period of 77 hours
and a standard 8-hour work day. Our mariners generally work
12 to 15 hours at a minimum per day and rarely are able to
find 70 hours total rest within a work week. Through the
International Convention on Standards of Training
Certification and Watch Keeping (STCW), mariners in similar
trades in developed nations, and indeed in most of the third
world that is signatory to the Convention, enjoy much
healthier working hours and conditions than American work
boat crews on average. Within our Report #R-370, Rev.4, we
present Coast Guard-generated research that indicates that our
exhausted work boat mariners are daily delivering supplies
and personnel to offshore rigs, and approaching bridges with
large barge flotillas while fatigue-impaired. The average level
of impairment of judgment, perceptive, and decisional powers
has been compared to that of a driver with a blood alcohol
level near the mark where such a driver would be guilty of
“driving under the influence.”
Yet, we have seen no corrective action by the Coast Guard
and our pleas to the Department of Homeland Security, Office
of the Inspector General, for more professional oversight of
the Coast Guard marine safety functions have actually been
met by a deliberate diminishment of professional maritime
personnel from that office (see page 13-2 of our report) and
reassignment of remaining maritime professionals to non
maritime assignments.
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food service on each inspected vessel in 24 hour service.
 Express concern over the apparent lack of enforcement
of section 607 (logbooks) of the USCG authorization act
of 2010.
 Carefully scrutinize any audit reports of the under
reporting of marine accidents by the DHS OIG Office as
we have lost confidence in their maritime expertise and we
believe that accidents are widely under reported within the
fleets our members serve.
 Examine why the Coast Guard internally denigrated its
scientific research on hours-of-service and continues to
allow 6 on and 6 off watch schedules that are
scientifically unsupportable.
 Examine our allegations of long standing lack of formal
safety and vocational training for limited tonnage
engineering personnel on OSVs, towing and small
passenger vessels.
 Examine our allegation that the DHS OIG no longer
employs employees with sufficient technical background
to audit Coast Guard safety programs.

Since these dangers and abuses continue, we respectfully
ask all Members of the 112th Congress the following:
 Amend 46 U.S. Code 8104(h) and other statutes if
necessary to ensure an effective limit of 12 hours of work
in any 24-hour period applicable to all officers and
unlicensed mariners serving on every U.S.-flag inspected
vessel, and provide appropriate statutory penalties
applicable to corporate officials who require seamen to
work beyond such limits and immunity from prosecution
to ship's officers who comply with such orders but report
the infractions to enforcement authority.
 Require that each inspected vessel in 24-hour service be
manned by at least three (3) fully qualified, credentialed
officers regardless of the length of the voyage.
 Require that each inspected vessel in 24-hour service be
manned by two complete crews that are capable of
performing their duties without disturbing crewmembers
who are off duty except in a bona fide emergency that
could not have been anticipated through proper planning.
 Address the issue of requiring a trained cook to manage
MARINER #182
LETTER TO SENATOR OLYMPIA SNOWE
The Coast Guard should please investigate the removal of
the Coast Guard Exam Data Base (from the internet).
All U.S. Merchant sailors should have the opportunity as
previous generations of sailors have enjoyed to study the
Coast Guard exam data base.
STATUS OF THE USCG EXAM Q&A DATABASE
Anniversary Note: FOIA Turns 46
We all know the main reason why the Fourth of July is an
important date in our nation's history. But did you know that
July 4th. also marks the birthday of the Freedom of
Information Act (FOIA)?
Enacted on July 4, 1966, FOIA has served as one of the
key tools for journalists, investigative groups,(1) and the public
to bring important government records into the light. As you
celebrate our nation's independence this year, make sure to
take a moment to consider the importance of FOIA.
The following article and the report we are adding it to (i.e.,
NMA Report #R-428-K, Rev. 2) documents how a small cabal of
unelected officials in the Coast Guard’s Marine Safety
Directorate were able to hi-jack FOIA as well as to corrupt the
agency’s appeal process. [(1)Investigative journalists at POGO,
Project on Government Oversight, are engaged in an in depth
review of FOIA that we plan to follow closely.]
We intend to keep pressure on Congress to investigate this
matter to improve access to information that will open the door to
our mariners, especially for hawsepipers without ready access to
sufficient funds to obtain Coast Guard credentials by self-study to
improve access to Coast Guard credentials for advancement in
the maritime industry. In doing so, we note that the cost of
obtaining a limited tonnage license has risen dramatically since
1995 (for example, from about $500 to $78,100).
[Source: Edited from Court Reporter Transcript of the March 21,

The removal of this critical “self-improvement” tool … is
a detriment to the many sailors who wish to pull themselves
up by their own bootstraps and attain positions of greater
responsibility and income.
I will very much appreciate Senator Snowe’s and the Coast
Guard Inspector General’s attention to this matter.
Sincerely,
Mariner #182

2012 TSAC Meeting. Presentation by Mr. “Ike” Eisentrout,
Deputy Director, National Maritime Center responding to
question by Capt. Joseph Dady. Emphasis is ours!]
MR. DADY: I did want to just ask you a quick question.
I've been asked to ask the question by a few people. If you
can answer it, what is the logic of removing the questions
from the website for gaining access?
MR. EISENTROUT: Okay. I'll answer that best I can.
Back in 2010, Coast Guard legal opinion was the way the
questions were posted out there, it was mentioned from
members of IMO and a few within our own industry(1) that the
integrity of the examinations was vulnerable because it had the
actual examination questions posted out there in the Public.
[NMA Comment: The Coast Guard has always held the
key to which of their more than 25,000 questions are used
on each of their exams. This information never has been
released to the public.]
The other thing was some folks went as far as even
reconstructing examinations by debriefing mariners(2) that
just took certain exams, and that's how they were
reconstructing these examinations.
There was a law – or I'm sorry, there was a FOIA,
Freedom of Information Act, exemption decision(3) last year
that says right now the Coast Guard is not able to exempt the
Public from having access to those questions, okay.
However, my chain of command has not received direction
to put questions, the actual questions back on the website.(4)
I will tell you that we are responding to a Freedom of
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Information Act request right now that's going to be about
4,000 pages worth of deck and engine questions that from
somebody's going to get from the Coast Guard.(5)
However, Ike's personal opinion, we've got to get
questions out there so that any mariner who wants access to
them can have access to them.(6) You know, if folks are using
the questions to profit by making books and selling them to
mariners, et cetera, that's their decision, but a mariner
shouldn't have to pay for that information. So right now we
don't have them posted.
I can tell you for Captain Lloyd, it is an area of
compunction for him that if we don't post the actual questions,
we are going to have at least a FAA equivalent with practice
exams for all the different licenses put out there on the
Internet, okay.(6) And that's just going to be a matter of
resources because the folks that work day-to-day in the
examination branch, we only have four people in there. So
we got to figure out a way to get some exams out there better
than they are right now.
So I hope that answers your question.
MR. DADY: Just one more question. Any idea of when
those practice exams would be available?
MR. EISENTROUT: I'm hoping in the next several
months. I know Captain Lloyd wants them out there at
minimum, you know, as soon as possible. So we did switch
recently from an examination generation system that was like
20 years old. It was an Access database thing. It worked for
years, but it's the part of modernization that we haven't got
around to yet. And I can tell you that's right in the gunsight
right now is to try to improve that.
The questions I mentioned regarding STCW, there won't
be an STCW-specific examination. There will still be the
current examinations for everything national, but what you
CONGRESS EXPRESSES FRUSTRATION
OVER TWIC CARDS
[Source: Maritime Executive, June 30, 2012. Emphasis is ours!]
The Committee on Transportation and Infrastructure,
chaired by U.S. Rep. John L. Mica (R-FL), held a hearing this
morning to review the status of the Transportation Security
Administration’s (TSA) Transportation Worker Identification
Credential (TWIC) program, implementation of which
continues to be delayed a decade after Congress directed its
establishment.
The TWIC program was designed to meet these
requirements and do the following:
• Positively identify authorized individuals for secure access.
• Determine eligibility of individuals by conducting a security
threat assessment.
• Ensure that unauthorized individuals are not able to defeat or
compromise the system.
• Identify individuals that are permitted secure access but fail
to subsequently maintain eligibility.
Unfortunately, various problems have delayed the TWIC
program. TSA has yet to put in place technology that can
actually read the TWIC’s biometric information, and the
U.S. Government Accountability Office (GAO) has uncovered
significant programmatic weaknesses and raised serious
questions about the security of the program.
When witnesses on the hearing’s first panel failed to provide

will have is questions that are referring to the 2010 Manila
amendments will be incorporated into those examinations, so
we have somebody working for us right now to develop
several thousand questions.
NMA Footnotes
Whose names remain anonymous. Our complaints extend
back to the 1980s as shown in NMA Report #R-428-K, Rev. 1
(1)

(2)

There is nothing new here. Since the USCG continues to
provide insufficient guidance on the depth at which various
topics are tested for different licenses, there is little else
instructors can do to prepare their students to answer Coast
Guard questions.
(3)

Although our Association filed a formal appeal on this
issue, we have not been informed of any such decision.
(4)

Our Association prepared NMA Report #R-428-K, Rev. 1
requesting a Congressional investigation to determine who in
the NMC’s “Chain of Command” is responsible. So far, it
appears that both the Coast Guard Headquarters Appeals
branch and their FOIA people have not done their jobs for the
past two years. We will add these comments from the TSAC
meeting as Rev. 2 to our existing report on the subject.
(5)

This is not our Association’s request.

(6)

We respect and support Mr. Eisentrout’s opinion.

(7)

The Coast Guard is spinning its wheels and wasting its
resources preparing phony “practice exams” because they
provide little material of value for our mariners.
clear answers about an updated timeline for finally approving
TWIC readers so that cards can actually serve their purpose,
Chairman Mica dismissed the panel.
This included a
representative from the Department of Homeland Security who
repeatedly deferred questions to the Transportation Security
Administration, which declined to appear at the hearing.
[NMA Comment: It is a sad day when Congress cannot
get a straight answer from an Executive Branch Agency.
This situation should not be allowed to stand.]
Chairman Mica’s Statement
“We are here today, many years after we have attempted to
implement a Transportation Worker Identification Credential.
This process has gone on since 2002 and unfortunately, I
cannot think of too many programs in government that have
had more delays, more costs to the taxpayers, and more
incidents of failing to perform.
“I am most disappointed we are here. Time after time we
have been promised in this hearing room that the program
would put into place measures that would allow us to identify
who is going in and out of our ports in a secure manner, and
that we would have an identification card for those workers
with biometric capability, and we would have readers for
those cards. Now we’re faced with 2 million cards having
been issued under this program, which is costing the federal
government hundreds of millions of dollars. We still do not
have completion of the biometric requirements that were
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asked for years ago, and promised to us in a number of
hearings.
“So, here we are, just a few months away from the fiveyear expiration of these cards, and now we are going to face
again the cost of deploying cards that have become a joke
within the transportation community. It is intended to be a
sophisticated federal ID that is supposed to help secure our
ports, but it has yet to be used as it was currently intended.
“Finally, what baffles me is there are other agencies that
have developed similar identification credentials and are using
them today. We are reinventing the wheel at great public
expense and great delay in implementation.”
TSA Announces new TWIC Policy
[Source: Edited from West Coast Sailors, Sailors Union of the
Pacific, June 22, 2012 and TSA Policy Update eff. Aug. 30,
2012.]
New policy allows for extension of expiration date,
reduces cost and travel hardship.
The Transportation Security Administration (TSA)
announced on June 15, a major policy change regarding the
Transportation Worker Identification Credential (TWIC). This
is significant for … all mariners and all others in the
transportation trades that are required to possess this
document.
Effective Aug. 30, TWIC holders who are U.S. citizens or
U.S. nationals, and whose TWICs will expire on or before
Dec. 31, 2014, have two options to renew their TWIC. They
may either replace their expiring TWIC with a three-year
Extended Expiration Date (EED) TWIC or obtain a standard
five-year replacement. All TWIC holders should begin the
application process at least 30 days before his or her TWIC
expires.
The EED TWIC is a one-time temporary extension option
intended to provide convenience and cost-savings to workers
pending the deployment of TWIC reader's. TWIC holders
who are not U.S. citizens or U.S. nationals are required to
enroll for a standard five-year replacement upon expiration of
their current TWIC.

their current TWIC before Dec. 31, 2014.
Application process:
Call the help desk (1-866347-8942, Monday-Friday, 8:00
A.M. to 10:00 P.M. Eastern) to begin the application process.
The help desk will confirm whether you meet the eligibility
requirements.
Once the EED TWIC arrives at the enrollment center
specified by the individual, the individual will be notified to
pick up and activate their three-year EED TWIC. You should
turn in your original TWIC upon receipt of the EED, as it will
be revoked at the time of activation of the EED TWIC.
Option 2
Replace your expiring TWIC with a standard five-year
renewal TWIC. This procedure is open to all TWIC holders
for a fee of $129.75 and two trips to an Enrollment Center.
Eligibility:
All TWIC holders (including U.S. citizens, U.S. nationals,
Lawful Permanent Residents, and non-resident aliens) are eligible for this option.
Application process:
• Information about TWIC enrollment and locations of
enrollment centers can be found at www.tsa.gov/twic.
• The standard renewal process for a five-year TWIC
requires an initial trip to capture a recent photograph,
fingerprints, and review documents as well as a second trip
to pick up and activate the card.
You should turn in your original TWIC upon receipt of the
new TWIC, as it will be revoked at the time of activation of
the renewal.
Additional information on both options can be found at:
www.tsa.gov/twic.
[NMA Comment: We have seen a number of cases of
individuals with significant previous maritime experience
who cannot re-enter the industry because they lack the
funds to obtain a TWIC or to apply to the Coast Guard for
a Merchant Mariner Credential. Beyond that, they now
face significant tuition costs for training never previously
required.]

Option 1
Replace expiring TWIC with three-year EED TWIC
(Limited to U.S. citizens and U.S. nationals) for a $60 fee and
one trip to an Enrollment Center.
[NMA Comment: Let’s never forget that issuing TWICs is
a business that TSA farmed out to a government
contractor and that a former Coast Guard Commandant
is on the contractor’s Board of Directors.]
Eligibility:
• Individuals are eligible to obtain a three-year EED TWIC
if they meet the following requirements:
- They are a U.S. citizen or a U.S. national AND
- Their current TWIC is valid and not revoked AND
- Their current TWIC is currently unexpired, but will
expire on or before Dec. 31, 2014.
• If any of the above requirements are not met, then the individual is not eligible for a three-year EED TWIC and should
apply for a standard five-year renewal TWIC (option 2).
• As long as an individual maintains eligibility, he/she can
obtain a three-year EED TWIC prior to the expiration of

MARITIME SECURITY: THE GIFT THAT
KEEPS ON GIVING
[Source: By Capt. Max Hardberger, WorkBoat Magazine,
July 10, 2011. Emphasis is ours!]
The TWIC program, as David Krapf blogged last week, has
been widely reviled as burdensome, unnecessary and ineffective.
But it is only a small part of the skein of federal port security
policies and regulations that have been a gold mine for some
maritime contractors and a nightmare for others.
Now, professing a need to stimulate the economy through
more federal spending, FEMA has ordered U.S. ports to
spend more money on security without regard to
effectiveness.
According to FEMA Bulletin 379: “In light of the current
economic situation and the need for further economic stimulus
… grantees [will have] additional flexibility to accelerate …
spending.” FEMA even suggested ways ports can get around
bothersome laws and regulations, including hiring as many
police and first responders (which are exempt from some
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hiring restrictions), buying maintenance agreements for
previous purchases, and spending as much as possible on
previously approved programs.
There is no doubt that the government and some members
of the private sector see maritime security as a cash cow.
Transportation companies conspire with stevedoring
companies to extort $200 from foreign seamen for a fiveminute ride to the gate, ship owners are forced to hire
minimum-wagers with guns for unneeded protection, and
ports line their pockets with fees and fines related to security.
All of this has little or no real effect on security.
The ugly reality is that terrorists could infiltrate any U.S.
port almost at will. It’s just the nature of seaports and the fact
that terrorists haven’t done this yet doesn’t mean that they
won’t. It’s just a matter of choosing the right target. For
example, within an 80-mile stretch of the Mississippi River
above and below New Orleans, there is the trespass-and-go-to
Leavenworth docks, show-me-any-kind-of-ID docks, and
docks that have no restrictions at all. At any moment, dozens
of foreign-flag ships sit at anchor along this stretch,
completely accessible to any terrorist with a rowboat. To
varying degrees, most ports in the U.S. suffer from the same
haphazard approach to security.
The primary victim of this sham is the U.S. consumer
(and taxpayer), who bears the brunt of its cost. But if a
terrorist threat against one of our ports is ever realized, the
BRIDGING PROGRAM STATUS REPORT
[Source: Edited from the Court Reporter’s transcript of the
March 21, 2012 TSAC Meeting. Presentation by Mr. Patrick
Lee, national vessel towing coordinator from the Office of
Vessel Activities. Emphasis is ours.]
MR. LEE: Good morning once again.
And I'd like to assure the Committee (i.e., TSAC) I'm not
up here to bring another tasking to the Committee.
As we know, the train is in the tunnel in regards to
Subchapter M and the new requirements for the inspection of
towing vessels, bringing forward new baseline requirements
for the inspection of towing vessels and the adoption of items
like third party organizations, and conducting third party
audits of towing vessels. It's going to prescribe those
qualifications and make those required recommendations for
the certification of towing vessels.
In the interim, we have developed a towing vessel bridging
program, and I thought it important to at least let the
Committee understand over the last three years where we’ve
been and where we’re at right now with some measures and
numbers that I've been collecting at headquarters.
As you're aware right now, we've been issuing decals to
those vessels that are in compliance with Subchapter C, the
current regulations required for towing vessels to meet.
In the future, when Subchapter M comes out, the issuance
of Certificates of Inspection will be in order for those vessels
meeting those new regulatory requirements.
Now, you understand that there is no requirement that you
even have a decal on board to operate your vessel, but there
are some substantial differences between this decal and the
Certificate of Inspection.
One of the first things that comes to light is that on a
Certificate of Inspection (COI), your manning complement for

price could also be paid in blood and lives. The low-tech
attack on the USS Cole(1) would be devastating against soft
targets in U.S. ports, and FEMA’s no-strings-attached
spending spree is unlikely to be much of a deterrent. [(1)The
USS Cole bombing was a suicide attack the U.S. Navy
destroyer USS Cole on October 12, 2000, while it was
harbored and refueled in the Yemen port of Aden. Seventeen
American sailors were killed, and 39 were injured.]
What is needed is sensible uniformity (with the
concomitant benefit of commercial predictability), investment
in infrastructure and technology (i.e., face-recognition
software), and getting rid of silly and costly programs like
TWIC. As for any economic stimulus, it should be, as we say
in South Louisiana, just lagniappe.
[NMA Comment: The government has spent over 3½
Billion Dollars using a military contractor with a former
Coast Guard Commandant on its Board of Directors on
this troublesome program. Although each TWIC card
costs each mariner about $130 + considerable harassment
to obtain the card, it costs our government over $1,000 just
to provide this faulty document. Every mariner should
demand government accountability from his Congressman
and the end of this program. As Capt. Hardberger points
out, your TWIC card is your gift to folks that certainly do
not deserve it!]
the towing vessel is required to be placed on that and areas of
service and routes for the vessel. So some substantial differences
between what we are currently doing with decal issuance and
finally Certificates of Inspection (COI).
In Phase 1 of the bridging program that started in 2009, we
started the outreach and education of not just the industry but
our folks as well. We developed a sea school, a training
school that's being held currently in Yorktown and Paducah
both, where we're bringing Coast Guard members and
industry alike to sit down together and understand the
requirements of the current examination of towing vessels and
what's required in the current regulations.
We developed qualification standards for our examiners
around the country, and in a moment I'll tell you how many
we currently have on staff to do that work. We've been
issuing decals under industry-initiated exams to a number of
vessels around the country. And as we continue forward into
Phase 2, we'll start going to the companies that have not
engaged us in Phase 1 to get on to their vessels as well and
start to examine them. And then finally, Phase 3 is the
issuance of the COIs themselves.
In Phase 2, we've developed a very simplified
prioritization matrix for vessels. Companies that have not
participated in Phase 1 and have not had their vessel examined
will be a high priority vessel for us to get on once we institute
Phase 2 of the program.
Those companies participating in Phase 1 but haven't been
able to get all their vessels to us yet will be a low priority
vessel for us. And then obviously, vessels and companies that
have completed those Phase 1 activities will be a non-priority
vessel.
This is going to be hard to see, so I will just talk through
some of the important numbers here. First, I want to talk
about the 2011 year-end close-out numbers. In 2010, we did
1,900 exams on towing vessels around the country. Calendar
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year 2011 was 1,585, which was about an 18 percent decline
between 2010 and 2011 on the industry-initiated exams.
It's this kind of data that we're looking at now that will
trigger us to implement Phase 2 of the program. When we see
a sharp decline we'll know that we've probably gotten all the
companies and vessels that are being brought forward in
Phase 1 and that Phase 2 activity should probably be started.
At the end of 2011, we had conducted a total of 3,843
exams. To do that work, we had 274 qualified examiners
around the country to do examinations. We issued 3,062
decals by the end of 2011. And we're currently tracking a
fleet of responsibility of towing vessels over 26 feet, 5,767.
Total towing vessels in our database are 6,270. So there are
some vessels under 26 feet that we're tracking because we
don't have a clear understanding yet of those 26-foot and
below vessels which ones might be pushing red-flag barges, if
you will, that would bring them into compliance with
Subchapter M.
Now, the current numbers for 2012 to date these numbers
are good as of March 13th. we've done 252 exams so far this
year in the first quarter. We're now at a total of 4,095 exams
total around the country, so we are still progressing with the
exams. We're doing over a hundred exams a month.
To do that work, 285 examiners are now qualified. I've
only got 251, though, that I just noticed that are currently in
positions to do exams. Over the three-year period, we've now
had people move on, so I've got lieutenants that have this
qualification in Kuwait, for example, and I know they're not
doing towing vessel exams over there. We currently have
issued 3,420 decals currently valid on towing vessels around
the country.
The other thing I'd like to introduce is that this year, being
our third year anniversary of the program, and these decals
issued are valid for three years, the first 251 decals that we
issued in 2009 are expiring this year; but next year, in 2013,
there's a potential for another 1,300 decals because the second
year of the program, in 2010, there's going to be again, we did
over 1,800 exams that year. So a lot of these decals have been
valid for three years. Some of them will be expiring soon.
And I know some of the companies have already started
reaching out to the Coast Guard because they want to keep
those decals valid on board their vessels.
This is kind of how our fleet of responsibility is spread out
around the country, and as you note right away, our District 8,
in the middle of the country, has the lion's share of the
vessels.
In fact, I was at sector Houston on Monday. Their fleet of
responsibility for this zone is about 430 vessels themselves.
So if you look at all the other districts up there, none of them
come close to the amount of vessels that the folks here in
Houston have themselves. Houma is the same way. They've
got over 400 towing vessels in their zone, so they’re busy here
in the 8th District.
Since the inception of the program, we have driven a
number of policy letters out of the building, and we are not
doing this in a vacuum. We are using our industry members
and our AWO partnership in working through these policies
and then getting them out to the field for direction.
The first policy letter is 10-02, and we very simply name
these policies after the year that they were issued and the
number in which it's coming out of the office.

So 10-02 provided guidance for the inspection of existing
systems on towing vessels.
The next one that we produced was 10-04. This
established guidelines for the carriage of excess equipment on
towing vessels.
10-05 established guidance for the carriage of electronic
publications. And like I tell a lot of our members is that the
work that we are doing right now with AWO and the industry
has impacted other industries as well. This isn't just for
towing vessels, but it's been applied to all vessels around the
country in the carriage of electronic navigational publications.
Policy Letter 11-02 established guidance of the acceptance
of Perko navigation lights on uninspected vessels of less than
20 meters.
And currently in draft, we're working on a safe manning
document. While we do have policy, we've issued safe
manning documents to towing vessels for over ten years right
now. The policy that we have in Marine Safety Manual,
Volume 3, Chapter 26 is a little bit dated, and we want to
standardize the form that has been issued by units across the
country, that safe manning document form. That will
eventually be replaced by that Certificate of Inspection that
will delineate the manning and the routes of service of those
towing vessels.
So we are working right now, along with our partnership,
to develop a policy letter for safe manning documents and the
issuance to those vessels that go international that are required
to have one. And with this, we'll be developing a standardized
form so that you won't see a different form being issued in Los
Angeles as opposed to New York, for example.
Now, like I told you at the beginning of my presentation, I
wasn't here to give you another task. I think as we move
forward, the implementation of Subchapter M, the revisions
that we might need for the Marine Safety Manual to delineate
manning scales for towing vessels might be something that
your committee (i.e., TSAC) could be ready to help us with.
As you know, the towing industry is vast. There's a lot of
different vessels that are in blue water and (brown) water
service, and so we will have to come up with many different
manning scales that would be applicable to those different
types of vessels that we have out there.
The other thing we did, we put out a Marine Safety Alert
to our inspectors in regards to Hiller Safe Fire Detection
System on board vessels. This item had not been approved or
listed by an independent laboratory as required by regulation.
However, we're working with the industry to give them time
to replace this system with something that is either approved
or listed, and so companies have until the end of this year to
replace that device.
So those are some of the things that we have been doing
with the bridging program for the past 2½ years since it's been
in existence.
[NMA Comment: Two recent changes in the way the
Coast Guard operates its advisory committees is to 1) have
a Court Reporter provide a transcript of the meeting, and
2) to limit comments by members of the public to three (3)
minutes. The latter change makes it clear that Coast
Guard officials prefer not to hear from members of the
public that it cannot control or manipulate – including our
Association.]
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Paper, rags,
glass, etc.
comminuted or
ground1

REGULATORY CHANGES FOR GARBAGE
DISPOSAL
Effective April 2, 2012, a change to 33 CFR §151.53(c)
announced that discharge restrictions are in effect in
SPECIAL AREAS including the Wider Caribbean Region
that, by definition, includes both the Gulf of Mexico and the
Caribbean Sea. This change affects vessels in these waters
that now move from Column 2 to Column 3 (below) and fixed
and floating platforms and associated vessels that are in
Column 4.
Appendix A to 33 CFR §§151.51 through 151.77 –
Summary of Garbage Discharge Restrictions
All vessels except fixed or floating
Fixed or
platforms and associated vessels
floating
platforms &
Outside
Garbage type
3
special areas In special areas2 assoc. vessels
(33 CFR
(33 CFR
(33 CFR 151.71)
151.73)
151.69)
Disposal
Disposal prohibited Disposal
Plastics—
includes
prohibited (33 (33 CFR 151.67)
prohibited (33
CFR 151.67).
synthetic ropes CFR 151.67)
and fishing
nets and plastic
bags
Dunnage,
Disposal
Disposal prohibited Disposal
lining and
prohibited less (33 CFR 151.71). prohibited.
packing
than 25 miles
materials that from nearest
float
land and in the
navigable
waters of the
U.S
Paper, rags,
Disposal
Disposal prohibited Disposal
glass, metal
prohibited less (33 CFR 151.71)
prohibited.
bottles,
than 12 miles
crockery and from nearest
similar refuse land and in the
navigable
waters of the
U.S

NEW BALLAST WATER MANAGEMENT
REGULATIONS
[Source: 77 FR 17254-17230, March 23, 2012. New
regulations were effective on June 21, 2012. Refer to Docket
#USCG-2001-10486 http://www.regulations.gov.]
New Ballast Water Discharge Standard
The Coast Guard amended existing regulations on ballast
water management. The “old” regulations dealt with ballast
water exchange (BWE). However, the “new” regulations
establish a standard for the allowable concentration of living
organisms in ballast water discharged from ships in waters of
the U.S. now known as Ballast Water Management (BWM).
Instead of “exchanging” ballast water, in the future the water
must he “treated” on board the vessel with expensive new
equipment that must be installed on board. Some of this
equipment has not even been invented. The Coast Guard is

Victual waste
not
comminuted or
ground

Victual waste
comminuted or
ground1

Disposal
prohibited less
than 3 miles
from nearest
land and in the
navigable
waters of the
U.S
Disposal
prohibited less
than 12 miles
from nearest
land and in the
navigable
waters of the
U.S
Disposal
prohibited less
than 3 miles
from nearest
land and in the
navigable
waters of the
U.S

Mixed garbage See Note 4
types4

Disposal prohibited Disposal
(33 CFR 151.71)
prohibited.

Disposal prohibited Disposal
less than 12 miles prohibited.
from nearest land

Disposal prohibited
less than 12 miles
from nearest land,
except in the Wider
Caribbean Region
special area, where
disposal is
prohibited less than
3 miles from
nearest land
See Note 4

Disposal
prohibited less
than 12 miles
from nearest
land and in the
navigable
waters of the
U.S.
See Note 4.

Note 1: Comminuted or ground garbage must be able to pass
through a screen with a mesh size no larger than 25 mm. (1
inch) (33 CFR 151.75).
Note 2: Special areas under Annex V are the Mediterranean,
Baltic, Black, Red, and North Seas areas, the Gulfs area,
and the Wider Caribbean Region. (33 CFR §151.53).
Note 3: Fixed or floating platforms and associated vessels
includes all fixed or floating platforms engaged in
exploration, exploitation or associated offshore processing
of seabed mineral resources, and all ships within 500m of
such platforms.
Note 4: When garbage is mixed with other harmful substances
having different disposal or discharge requirements, the
more stringent disposal restrictions shall apply. [77 FR
19543, Apr. 2, 2012, Docket #USCG–2011–0187.]
also amending its regulations for engineering equipment by
establishing an approval process for ballast water management
(BWM) systems.
The numerical limits set by the discharge standard in this
Final Rule are supported by reports from the National
Academy of Science and the U.S. Environmental Protection
Agency Science Advisory Board in 2011 as the most stringent
that vessels can practicably implement and that the Coast
Guard can enforce at this time.
There is a required Ballast Water Management (BWM)
Reporting system that will apply to a much larger number of
vessels than in the past. Consequently, if your vessel carries
any ballast water, you should understand that there will be
new requirements.
How Important is This Rulemaking
For Our “Limited Tonnage” Mariners?
The problem these new regulations attempt to solve is an
ongoing multi-billion dollar problem that has seriously
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degraded our environment. Unless you understand the
background of the problem, this appears to be nothing more
than another bureaucratic muddle. Nevertheless, since many
vessels carry ballast water for one reason or another, this
rulemaking will affect:
 Deck officers who must make required reports for each
voyage.
 Engine officers or ratings who must operate pumps or
ballast water treatment plants when they are installed. The
ballast water will have to meet “discharge standards.”
Vessel owners and operators will be held responsible for
any failure to meet discharge standards.
When the Coast Guard and EPA get together to stir up
“stuff” life for our mariners can become very disagreeable
very quickly. Forcing people to do things they do not
understand is especially aggravating. However, we believe
that understanding the background of the problem can help
mariners cope with another dose of bureaucratic
harassment. There is a problem, a serious problem, and here
is its background. By understanding the problem, you may
take the steps to be part of the solution.
Ballast Water Discharges
Caused a Multi-Billion Dollar Problem
[Source: 58 FR 18330-18335, Apr. 8, 1993.]
The Great Lakes. Historical records suggest that more
than 100 non-native species recently were introduced into the
Great Lakes. The introduction of non-native fish and other
aquatic organisms through the discharge of ballast water has
been proven to alter the balance of our ecosystem, often doing
great harm to the system, the environment, and our economy.
Scientists believe that in the 1980s alone, ballast water
discharges introduced six nuisance species to the Great Lakes
including two species of zebra mussel that caused catastrophic
damage to the environment.
Many vessels take on water as ballast in foreign harbors or in
their near-shore waters. These waters are often rich in living
organisms. When these vessels arrived in the Great Lakes to take
on cargo, they discharged their ballast water. Any organisms
contained in the ballast water then entered the fresh water of the
Great Lakes and their tributary waters. Many of these
transplanted species did not survive in this new environment.
However, some of those that did survive quickly adapted and, in
some instances, thrived in their new environment, particularly
where there were no natural predators to control their population
growth. This uncontrolled population growth significantly
harmed the delicately balanced ecosystem not only of the Great
Lakes but also the western rivers system with its outlet to the
lakes through the Chicago Sanitary and Ship Canal and the
Hudson River through the New York State Barge Canal system
(aka Erie Canal).
The zebra mussel provides a good example of the harmful
effects of a newly introduced species. In June 1988, this small
bivalve mollusk, native to the Black, Azov, and Caspian Seas
in eastern Europe, was discovered on the Canadian side of
Lake Saint Clair in the Great Lakes. In July of that year, it
was discovered on the United States side in the western basin
of Lake Erie. Scientists believe that it was introduced in 1986
in its pre-adult planktonic phase by the discharge of
freshwater ballast of vessels from northern Europe, where it
had spread throughout the last century.
The zebra mussel is a major fouling pest-species. Hundreds

of millions of them now grow on and inside pipes, screens,
conduits, boat bottoms, floats, buoys, rocks, submerged objects,
and native animals and plants. As a filter-feeding organism, it
removes vast quantities of microscopic organisms from the
water, the same organisms that fish larvae and young fish rely
upon for their food supply. The zebra mussel also completely
covers rocks and other substrates normally used by Great Lakes
fish for laying eggs.
Since its introduction into the Great Lakes, the zebra
mussel reproduced and spread to each of the Great Lakes, the
Saint Lawrence River, and the New York Barge Canal system
(i.e., Erie Canal). By 1993, it clogged water intakes to
municipal water-filtration and electric power plants in
Michigan, Ohio, and New York. The economic impact on
communities affected by the introduction of this single nonnative species into the Great Lakes was estimated to have
reached $5 billion by the year 2000 – a fact that will give you
a better idea of the scope of the “ballast-water” problem these
evolving regulations attempt to solve!
Natural range
expansion and secondary transfer media has led to its
establishment in all connecting waters of the Great Lakes and
eventually will lead to its establishment in many other North
American rivers and lakes.
Ballast Water Exchange (BWE): The Initial Approach to
Ballast Water Management
At the outset, the most practical method of helping to
protect the Great Lakes from foreign organisms in discharged
ballast water was to exchange ballast water (BWE) in the
open ocean, beyond the continental shelf. Water in the open
ocean contains organisms that are adapted to the physical,
chemical, and biological conditions (such as high salinity) of
the ocean. These organisms will not, or are unlikely to,
survive if introduced into a freshwater system.
Another method of protecting the Great Lakes and other
areas from non-indigenous(1) species carried through ballast
water is to retain the ballast water on board vessels while they
are in the Great Lakes. Seals on the tanks or holds carrying
ballast water will ensure that there is no accidental or
intentional discharge.
However, most vessel operators
loading and unloading cargo in the Great Lakes need to
discharge ballast water, necessitating the ballast water
exchange requirements first published in a final rule for the
Great Lakes in 1993. [(1)Vocabulary: Non-indigenous = not
native to an area; imported.]
In addition to ballast water exchange and retention, there
are other possible methods of ballast water control. They
include discharging ballast water to reception facilities ashore,
heating or chemically treating ballast water, disinfecting
ballast water with ultraviolet light, depriving ballast water of
oxygen, installing filters, and modifying vessel design.
However, there was only limited research and practical
experience on the cost, safety, effectiveness, and
environmental impact of these methods when the first
regulations were introduced and the problem needed
immediate attention. Research and development of new
methods continues today and is reflected in the 2012 Final
Rule that sets out “achievable, measurable, and protective
“Phase 1” standards (i.e., current IMO standards) that clearly
reduce concentrations of coastal organisms below current
levels attained with “ballast water exchange” with research
continuing on more stringent “Phase 2” standards for the
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future that are at present unachievable and immeasurable.
In the 2012 regulations, the Coast Guard will phase out
Ballast Water Exchange in favor of more protective methods
of Ballast Water Management to best prevent the introduction
and spread of non-indigenous invasive species into our waters.
However, this will not happen overnight and until the new
BWMS equipment is “approved”, installed, tested and in
operation, the old Ballast Water Exchange (BWE) methods
will be in effect and must be reported. That is the purpose of
the “reporting pages” in the back of the Ballast Water Record
Logbook (MET Stock #BK-110).
International Recognition of the Invasive Species Problem
The introduction and spread of non-indigenous species by
a vessel's ballast water also has been a focus of attention at the
International Maritime Organization (IMO). IMO, the United
Nations' specialized agency for maritime affairs, recognized
this issue as an international problem that required an
international solution.
In Nov. 1990, IMO’s Marine Environment Protection
Committee (MEPC) formed a working group to consider
research information and solutions proposed by member states
of IMO and by non-governmental organizations. The MEPC
working group concluded that voluntary guidelines were the
appropriate first step in addressing this problem. Those
guidelines called for ballast water exchange in the open
ocean as a primary method of helping control the further entry
of these nuisance species. This action was followed in 1997
by IMO Resolution A.868(20) and later by the IMO Ballast
Water Management Convention which has not yet entered into
force. The new U.S. regulations in effective June 21, 2012
reflect the requirements of the IMO BWM Convention – but
there will be more to come later!
Canada Took Action on the Great Lakes
The Canadian Voluntary Guidelines. In May 1989, the
Canadian Coast Guard introduced the first voluntary guidelines
for controlling ballast water discharges into the Great Lakes. The
Canadian Coast Guard developed these guidelines in full
consultation with the U.S. Coast Guard, the Great Lakes Fishery
Commission, and representatives of commercial shipping. These
guidelines encouraged all vessels inbound for the Saint
Lawrence River and the Great Lakes to exchange freshwater
ballast collected in foreign harbors or near coastal waters for
saltwater ballast collected from the open ocean. This exchange
was to occur far enough from any coastline so that the new ballast
water contained few organisms, if any, that could survive in the
freshwater of the Great Lakes.
U.S. Also Took Early Action on the Great Lakes
U.S. Legislation. On Nov. 29, 1990, the United States
enacted the Non-indigenous Aquatic Nuisance Prevention and
Control Act of 1990.(1) The Act required the U.S. Coast Guard,
in consultation with the government of Canada, to issue
voluntary guidelines to help prevent further spread of aquatic
nuisance species into the Great Lakes in vessels' ballast water.
Joint U.S. and Canadian voluntary guidelines, which closely
tracked the Canadian guidelines discussed above, went into effect
on Mar. 15, 1991. [(1)16 U.S. Code §4701 et seq.)]
Including vessels that achieved only partial ballast water
exchange, participation by the commercial shipping industry
was high with an estimated 90% rate of voluntary compliance.

The Act required that the regulations apply to vessels that
enter a U.S. port on the Great Lakes after operating on the
waters beyond the Exclusive Economic Zone (EEZ). The Act
further required that the regulations prohibit the operation of a
vessel in the Great Lakes if the Master of the vessel did not
certify that he had complied with the requirements of the
regulations. The scope of these first regulations was limited
to the Great Lakes.
Penalties. The Act, unlike the “voluntary guidelines”,
provided for both civil and criminal penalties. Any person who
violated the regulations was liable for a civil penalty not to
exceed $25,000 with each day of a continuing violation counted
as a separate violation. This figure was later adjusted upward to
maintain the same effect as a result of inflation.
Any vessel operated in violation of the regulations is
liable, in rem, for any civil penalty assessed for that violation.
“In Rem” means that the vessel itself may be proceeded
against in court. Any person who knowingly violated the
regulations would be guilty of a Class C felony upon
conviction. A Class C felony is punishable by not more than
12 years in prison and a fine of not more than $250,000 for an
individual or not more than $500,000 for an organization.
This is serious stuff!
U.S. Regulations Expand to the Hudson River
Congress soon realized that it was necessary to implement
ballast water regulations for vessels entering the Hudson River
after operating beyond the EEZ.(1) [(1)Vocabulary: EEZ =
Exclusive Economic Zone that generally extends no farther
than 200 miles offshore.]
The Hudson River is connected to the Great Lakes through
the New York State Barge Canal System, which allows for the
movement of shallow-draft commercial and recreational
vessels throughout the state's waterways. As a result of this
connection, species released from a vessel's ballast water into
the Hudson River can migrate, or be transferred by vessels
navigating the canal system into the Great Lakes. A final rule
was published to protect the waters of the Hudson River in
late 1994.(1) [(1)59 FR 67632-67634, Dec. 30, 1994.]
Ballast Water Management Regulations
Now Apply in All U.S. Ports
Purpose of these regulations. To comply with the National
Invasive Species Act of 1996 (NISA), the Coast Guard
established both regulations and voluntary guidelines to control
the invasion of aquatic nuisance species (ANS). Ballast water
from ships is one of the largest pathways for the intercontinental
introduction and spread of invasive species. The final rule
promulgated in June 2004 extended the system that protected the
Great Lakes and Hudson River to the rest of the United States
and required reporting with penalties in place for noncompliance. The Ballast Water Record Book contains copies of
the mandatory reporting forms that still remain in use today!
The “Voluntary” program was not successful! In 2002 the
Secretary of Transportation based on information received from
the Coast Guard determined and reported to Congress that the
voluntary Ballast Water Management program was inadequate.
As a result, the Coast Guard converted the voluntary
program into a mandatory program and applied it to apply to
all ports and places under U.S. jurisdiction. The basic ballastwater exchange (BWE) program for the Great Lakes and
Hudson River remained virtually unchanged and…
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 Required operators of vessels entering U.S. waters to
submit a ballast water management report.
 Promoted ballast water management for operators of all
vessels in U.S. waters.
The 2012 rules still require “Ballast Water Management”
but will gradually replace exchanging the ballast water at
sea and far from shore with expensive new treatment
machinery that will process the ballast water on board the
vessel and treat it so that it will be free of invasive species that
NEW REGULATIONS
CO2 FIRE SUPPRESSION SYSTEMS
[Source: 77 Federal Register, June 7, 2012, pgs 3386033894, Docket #USCG-2006-24797. Emphasis is ours!]
The Coast Guard amended current regulations for fire
suppression systems on most classes of commercial vessels.
The amendments clarify that approved alternatives to carbon
dioxide systems may be used to protect some spaces on these
vessels, and set general requirements for alternative systems.
Additionally, certain new carbon dioxide systems must be
equipped with lockout valves and odorizing units to protect
persons after a carbon dioxide discharge.
The final rule is effective July 9, 2012.
Comments and material received from the public, as well as
documents mentioned in this preamble as being available in the
docket, are part of docket USCG-2006-24797 and are available
on the Internet by going to http://www.regulations.gov, inserting
USCG-2006-24797 in the ``Keyword'' box, and then clicking
“Search.”
For further information contact LCDR Suzanne Hemann,
CG-5214; telephone 202-372-1356.
Carbon dioxide (CO2) systems are suitable for suppressing or
extinguishing fires in certain vessel spaces. They work by
flooding spaces with CO2. CO2 flooding deprives a fire of the
oxygen it needs to burn, but these same systems have also killed
people who were in CO2-protected spaces when the odorless CO2
gas was discharged accidentally, or without adequate warning to
ANNOUNCEMENT OF TSAC VACANCIES
[Source: Edited from 77 FR 31631-31632, May 29, 2012.
Docket No. USCG-2012-0458]
The Coast Guard seeks applications for membership on the
Towing Safety Advisory Committee (TSAC).
This
Committee advises the Secretary of Homeland Security on
matters relating to shallow-draft inland and coastal waterway
navigation and towing safety.
Applicants should submit a cover letter and resume in time
to reach Patrick Mannion, the Alternate Designated Federal
Officer on or before July 13, 2012 by E-mail to
Patrick.J.Mannion@uscg.mil or Fax at (202) 372-1926 or by
mail to Commandant (CG-5222), U.S. Coast Guard, 2100
Second St. SW., STOP 7126, Washington, DC 20593-7126.
For further information telephone Patrick at 202-372-1439.
Normally, the Committee is expected to meet at least twice a
year either in the Washington DC area or in a city with large
towing centers of commerce and populated by high concentrations
of towing industry and related businesses. The Committee may
also be called to meet for extraordinary purposes. Subcommittees

have damaged our nation’s water quality.
Like all machinery, there will be expenses and problems.
The rules that have been put in place will address these
problems. Hopefully, they will do so effectively.
In any event, whether the ballast water is “managed” by
exchanging it at sea (the old way) or by treating it on board
(the new way), the results must be reported as before in the
pages in the Ballast Water Logbook or by electronic means
and communicated to the proper authorities.
evacuate. This final rule addresses that risk by requiring lockout
valves (“lockouts”) and odorizing units (“odorizers”') for most
new CO2 systems, specifically those installed or altered after July
9, 2013. (“Altered” means modified or refurbished beyond the
maintenance required by the manufacturer's design, installation,
operation and maintenance manual.)
New CO2 systems protecting spaces containing more than
6,000 cubic feet will need lockout valves. The lockout must
be locked in the “off” position during maintenance or
testing of a CO2 system, to prevent its accidental discharge
during those times of heightened risk to personnel.
All new CO2 systems will need odorizers. In the event of
a discharge, the odorizer will inject a wintergreen scent that
will linger as long as harmful amounts of the discharged gas
are present, to alert personnel to that presence.
Existing Coast Guard regulations require CO2 systems in
certain spaces on towing vessels, tank vessels, cargo and
miscellaneous vessels, mobile offshore drilling units (MODUs),
offshore supply vessels, public nautical school ships, and large
passenger vessels (“Subchapter H” vessels) and allow their use
on “Subchapters T&K” small passenger vessels.
In recent years, fixed extinguishing systems using “clean
agents” were developed and accepted as comparable to CO2
systems in their ability to suppress fires, but that do not pose
the same risks to persons onboard.
The Coast Guard wants to make the public aware that
these alternative “clean agent” and “water mist” systems exist
and are approved as alternative systems and “regulatory
equivalents” to older CO2 systems.
and workgroups may conduct intercessional telephonic meetings
when necessary for specific tasking.
As specified in 33 U.S.C. 1231a, the Committee consists
of 18 members:
 Seven members represent the Barge and Towing industry
and reflect a regional geographical balance;
 One member represents the offshore mineral and oil supply
vessel industry;
 One member represents active licensed Masters or Pilots of
towing vessels with experience on the Western Rivers and
the GIWW.
 One member represents active licensed Masters of towing
vessels in offshore service.
 One member represents Masters on active ship-docking or
harbor towing vessel.
 One member represents licensed or unlicensed towing vessel
engineers with formal training and experience.
 Two members represent each of the following groups – Port
districts, authorities, or terminal operators; and Shippers (of
whom at least one shall be engaged in the shipment of oil or
hazardous materials by barge);
 Two members represent the General Public.
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The Coast Guard will consider applicants for five positions
that expire or become vacant on Sept. 30, 2012, namely:
 Two representatives from the Barge and Towing industry;
 One representative from the offshore mineral and oil supply
vessel industry;
 One representative from shippers; and
 One member from the general public.
To be eligible, applicants should have expertise,
knowledge, and experience relative to the position in the
towing industry, marine transportation, or business operations
associated with shallow-draft inland and coastal waterway
EMPLOYERS DON’T REPORT
MARINER INJURY CLAIMS
[Source: Arnold & Itkin, 1401 McKinney St., Ste. 2550,
Houston, TX 77010]
By law, offshore employers are required to report
employees’ work-related injuries to the Coast Guard within
five days of an accident. Unfortunately, investigations by the
National Mariner’s Association (NMA) and the Department of
Homeland Security have revealed that many companies do not
report incidents within the required time period; some claims
never get reported, and some claims are only filed months
after the fact, using fabricated incident reports as their basis.
For over 60 years, the Coast Guard has been charged with
the task of investigating accidents that occur at sea, with the
joint objectives of discovering safety lapses and preventing
future accidents. The Coast Guard cannot fulfill that role,
however, if they do not receive reports of accidents or if the
reports they receive are falsified.
Part of the problem is that the Coast Guard is already
overwhelmed by the number of accidents which they have to
investigate. As of a 2006 report, the Coast Guard had a
backlog of 4240 accident reports to investigate. 58% of those
investigations had been sitting open for over six months.
THE JONES ACT FLEET'S FINEST HOUR
AN EVACUATION BIGGER THAN DUNKIRK
[Source: American Admiralty Books. Go to their blog at
http://americanadmiraltybooks.blogspot.com]
In our "Merchant Marine Interest" section one of the books
that we recommend for every American to read is titled “The
Way of the Ship.” We highly recommend this book because it
is the first real attempt by maritime historians to effectively
describe the importance and national security contributions of
our domestic fleets that carry people, and goods and perform
services on our inland and coastal waters.
We have taken pains to explain the vital role that these
commercial work vessels and their crews have played as a reserve
for our traditional deep sea Merchant Marine which is often
weakened in times of peace. We have lamented the number of
times the Congress has failed to act to protect this domestic fleet
from foreign competition. We have often used examples from
World War II and Vietnam to illustrate our high regard for the
vessels and crews of these domestic fleets. We had every intention
to tell you as soon as we could about the latest example of how

navigation and towing safety. If you are selected as a nonrepresentative member, or as a member who represents the
general public, you will be appointed and serve as a Special
Government Employee (SGE) as defined in section 202(a) of
title 18, United States Code.
Each member serves for a term of up to 3 years. Members
may be considered to serve consecutive terms. All members
serve at their own expense and receive no salary, or other
compensation from the Federal Government. The exception
to this policy is the possible reimbursement of travel and per
diem expenses depending on fiscal budgetary constraints.
Since the Coast Guard cannot handle the volume of accident
reports they have already received, it is no surprise that they
have little interest in pursuing companies that do not report
accidents or challenging incident reports that are filed late or
with missing or questionable information.
The Coast Guard has not taken any steps to ensure injured
mariners will receive legally mandated accident investigations
in a timely fashion, so the NMA has taken matters into its own
hands. The organization is petitioning Congress to investigate
the Coast Guard’s refusal to enforce accident reporting
requirements in the marine industry. The NMA has also
asked Congress to enact additional laws requiring employers
to report all worker accidents, and treat and compensate those
workers, with penalties being levied against organizations that
fail to do so. Finally, given the Coast Guard’s failure to
maintain their duties to mariners, the NMA has asked
Congress to reassign marine accident investigation duty to the
Department of Labor.
If you or a loved one has suffered from an injury while
working offshore and your employer is refusing to help you,
you may be able to seek compensation. At Arnold & Itkin, an
offshore injury attorney is familiar with Jones Act regulations
and other laws designed to protect mariners in similar
situations. Contact the firm today for a free consultation
regarding your case.
much this fleet and its crews can contribute to national security in
the form of their activities in the evacuation of Lower Manhattan in
the wake of the terrorist attacks of 9/11. A maritime evacuation,
bigger than Dunkirk. But we really can't tell the story better than
the professional cinematographers and narrator Tom Hanks in the
video that we have hyper-linked to below.
http://www.youtube.com/embed/MDOrzF7B2Kg?rel=0
Posted by American Admiralty Books
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POLICE COMMENTS FROM CRUISER
AUDIO/VIDEO SYSTEMS

NEW AND REVISED NMA REPORTS

1. “You know, stop lights don’t come any redder than the one
you just went through.”
2. “Relax, the handcuffs are tight because they’re new.
They’ll stretch after you wear them a while.”
3. “If you take your hands off the car I’ll make your birth
certificate a worthless document.”
4. “If you run, you’ll only go to jail tired.”
5. “Can you run faster than 1200 feet per second? Because
that’s the speed of the bullet that’ll be chasing you.”
6. “You don’t know how fast you were going? I guess that
means that I can write anything I want on the ticket, huh?”
7. Warning! You want a warning? O.K. I’m warning you to
not do that again or I’ll write you another ticket.”
8. “Yeah. We have a quota. Two more tickets and my wife
gets a toaster oven.”
9. “How big were those ‘two beers’ you said you had?
10. “No sir, we don’t have quotas anymore. We used to but
now we’re allowed to write as many as we can.”

NMA Report #R-429-K, Revision 2. Report to Congress:
Ending Public Internet Access to the Coast Guard Exam
Q&A Database Was Arbitrary and Counter-Productive.
30p. Added as Enclosure #18 the information contained in the
article titled Status of the USCG Exam Q&A Database that
appears in this Newsletter. The report is a complete summary
of our Association’s attempts to return the data base for access
by all merchant mariners.

HOW THE PATHFINDER LOST ITS WAY
[Source: By Bruce Buls, WorkBoat Magazine.]
Irony #1: A tug named Pathfinder sets a course directly
towards a well-known and clearly marked rock pile in
Alaska's Prince William Sound.
Irony #2: The tug is part of a fleet of escort and response
vessels under contract to Alyeska Pipeline Service Co. to
ensure the safe transit of tankers to and from its crude oil
terminal in Valdez, Alaska.
Irony #3: The tug runs aground at full speed on Bligh
Reef, the same reef that snagged the Exxon Valdez and set in
motion changes to the oil transportation industry that included
escort and response tugs in Prince William Sound.
Irony #4: Three weeks prior to the Dec. 23, 2009,
grounding, which released some 6,410 gallons of diesel fuel
into the surrounding waters, the Pathfinder received an award
for environmental excellence at a Chamber of Shipping of
America ceremony for 32 years of service without an incident.
The former captain of the Pathfinder, Ronald Monsen,
was sentenced in federal court to 36 months of probation with
the first six months to be spent in home confinement. Monsen
was also fined $15,000 and will be required to do 50 hours of
community service. Monsen had previously pleaded guilty to
violations of the federal Clean Water Act.
The Justice Department press release from acting U.S.
Attorney Kevin Feldis in Anchorage, Alaska, reveals what
happened: “After scouting for ice, Capt. Monsen kept the
BOTTLED ROCKETS
[Source: By Jessica Hathaway, Editor in chief, National
Fisherman. www.nationalfisherman.com]
This Fourth of July week, the biggest display of fireworks
may well be at the NMFS' Seattle office of law enforcement.
The boom could be heard in February when a report from
Commerce Department Inspector General Todd Zinser
revealed alleged misuse of funds gleaned from fishing fines
within the agency, including the purchase of a $300,000
luxury yacht that some agents were using for social outings.

Pathfinder in Prince William Sound until it was time to
communicate his ice report at 6:00 p.m., expecting that he
would then be released from scout duty and be allowed to
return to Valdez harbor. While waiting until 6:00 p.m.,
Monsen altered the autopilot course back to Valdez by
manually bypassing or skipping two way points on the preprogrammed Global Positioning System (GPS) course that
would safely guide the Pathfinder’s travel out of Prince
William Sound and back to Valdez harbor.
“At 6:00 p.m., the second mate called in the ice report and
the tug was released from ice duty. Monsen then reached over
the second mate, placed both engines full speed ahead, and
engaged the autopilot to steer the vessel directly to the Rocky
Point waypoint. Monsen did not chart his position, or attempt
to determine his exact location via GPS or any other method.
As a result, when Monsen engaged this course, he did not
know the location of the Pathfinder, was unaware that the
vessel was 1.5 miles due south of Bligh Reef, and did not
recognize that he had just set a course that was taking the
Pathfinder directly into the reef.”
“After hitting the throttles, Monsen turned to the bridge
computer, which required facing aft, and “checked his e-mail
and schedules and played computer games.” The vessel was
left on autopilot “and no one was at the controls,” said Feldis.
Hello Bligh Reef. Goodbye job, career, reputation, six
months of freedom and $15,000.
The Pathfinder was eventually towed back to Seattle,
where it remains in “layup status.”
I wonder what happened to the award plaque.
But the light show didn't begin until mid-May when
NMFS reportedly abruptly replaced the regional law
enforcement chief, Vicki Nomura, reassigned her to the
agency's headquarters in Silver Spring, Md., and began
conducting a review of her office's activities.
What remains to be seen is whether this investigation reveals
more abuses and what will be done to rectify the damages.
In the Northeast, NMFS and NOAA have thus far fallen
flat on calling abusers to the carpet. In fact, purchase of the
boat was approved by Dale Jones Jr., then director of law
enforcement for NMFS. Jones is now wrapped up in fineabuse scandals on both coasts. Yet, he remains a NOAA
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employee, having been shifted into a position that pays more
than $150,000 a year.(1)
[NMA Comment: As reported in NMA Report #R-204, Rev.
3, The Coast Guard Injustice Handbook, the probe into the
actions of the Administrative Law Judges continues.]
The inspector general deserves praise for unearthing these
CONCORDIA CAPTAIN SPEAKS OUT:
ADMITS DISTRACTION
[Source: Maritime Executive, July 11, 2012. Emphasis is ours!]]
In a recent interview for an Italian television
broadcast, the captain of the now semisubmerged Costa Concordia confirmed that he
was distracted by a phone call just moments
before the cruise ship crashed and capsized
off Giglio Island – where over 30 lives were
taken.
[NMA Comment: We cite distraction by
cell phones and other electronics as being
increasingly prominent factors in major
accident investigations.]
As Francesco Schettino detailed the tragic incident during
the interview, he mentioned that destiny played a role. He
also expressed taking full blame for what happened and for
being distracted, but insisted that another crewmember was at
the helm of the ship at the moment it struck the reef.
According to Bloomberg BusinessWeek News,
prosecutors have alleged that the Concordia cruised too close
to the island in a publicity stunt, and shortly before it rammed

abuses. But what's the point of exposing them if the only
"punishment" is to reassign to well-compensated positions
the high-level officials under whom widespread corruption
appears to have been status quo? It's all sound and no fury.
The oceans may need some help, but NMFS law enforcement
has to be treading some of the nation's murkiest waters.
Meanwhile, those of us who keep our eyes on the industry
are waiting for the grand finale.
the reef Schettino was on the phone with a retired sea captain
on Giglio.
Continuing in his description, Schettino states that he
ordered manual navigation, but didn’t have the command. He
again expressed deep regret and sorrow in losing his vessel, as
well as passengers. He maintains that this was a complex
event and that in his attempt to guide the sinking
liner to shallower waters, instead of
immediately ordering an evacuation, he
potentially saved lives.
Schettino's house arrest order has recently
been lifted, but he must remain in his hometown
near Naples during a criminal investigation in
which he is accused of manslaughter, causing a
shipwreck and abandoning the liner while many
passengers and crew were still aboard. A court
hearing later this month on evidence in the case,
including information from the ship's "black box" data
recorder, could shed light on what went wrong and on who or
what is to blame, and likely will figure in a judge's decision on
whether Schettino should be ordered to stand trial, reports
BusinessWeek.
Passenger witnesses said they were shocked to see that
the captain was already on shore when they were being
evacuated. Schettino claims he helped direct the evacuation
from the island after leaving the ship.
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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)
 The following modules are available: Elementary First Aid and
CPR, Personnel Safety and Social Responsibility.
•Visual Communications (Flashing Light)/ STCW-approved/USCG-pproved
(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
NMA members get a 10%
Raceland, LA 70394
discount on courses under $500
PHONE: (985) 537-1222
& 20% discount on courses
FAX: (985) 537-1225
$500+

Cut here and mail to NMA 124 N Van Ave., Houma, LA 70363

I would like to join the National Mariners Association. I understand that full voting membership costs $36.00 a year. .
I am joining as a member and enclose $___________ (cash) (check) (money order) Date: _______________________
Name: __________________________________________________________________________________________
Family Members: _________________________________________________________________________________
Home Address: ___________________________________________________________________________________
Mailing Address: _________________________________________________________________________________
Telephone #: (Residence): _________________ (cell phone): ___________________ (fax:) ___________________
Employer: _______________________________________________________________________________________
E-Mail Address: __________________________________________________________________________________
Job Title or Position: ______________________________________________________________________________
USCG License and or MMD: (Title) __________________________________________________________________
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