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NMC’S SEA-TIME EVALUATIONS NEED IMPROVEMENT
[Source: By Charles “Chuck” Kakuska, Professional Mariner Magazine website, Jun 26,
2012. Charles “Chuck” Kakuska is president of Sea K’s Maritime Licensing Service in
Temperance, Mich. A veteran of 25 years in the Coast Guard, Kakuska is former chief of
the Regional Examination Centers in Toledo, Ohio, and Portland, Ore. He has more than
30 years of licensing experience. His office phone is 734-847-1723; FAX #734-647-6580.]
As your ship arrives in port after an extremely lengthy
voyage, your thoughts revolve around your family and a
well-deserved rest. On a smaller yet very significant scale,
you ponder your next merchant mariner credential
upgrade. You volunteered for an extended shipboard tour
to ensure you possessed sufficient sea service to qualify for
that elusive upgrade. Thoughts of added responsibility and
increased financial stability for your family resulted in
increased motivation.
You start the process by submitting a comprehensive
application package to your local Regional Examination
Center. You’ve counted and recounted your sea days to
ensure a smooth process. After several weeks of
heightened anticipation, the white envelope from the
National Maritime Center arrives nestled between your
electric and gas bills. Your thoughts turn to increased study time for the examinations and
another separation from your family. As you begin to read what you anticipated would be
your Approval-to-Test letter, your maritime world is suddenly turned upside down.
Your “evaluator” has determined you have not provided adequate sailing experience to
qualify for the upgrade. Your initial reaction is to question the “evaluator’s” ability to
count, followed by dismay and eventually second-guessing your own ability to count and
understand a confusing set of federal regulations.
This scenario continues to haunt all levels of the maritime industry on a daily
basis. Why has the evaluation of sea service become so complicated and how do we
fix it? It’s extremely easy to place the entire blame at the feet of the Coast Guard
National Maritime Center. I do believe they are the primary cause of the problems
associated with sea service evaluations. How can you adequately regulate an industry
you know very little or, in many cases, nothing about? I believe more comprehensive
training at the National Maritime Center would significantly reduce the problem. The
majority of first level evaluators are actually check-off-list people. If they are able to
answer “yes” to each question on the appropriate checklist, many new credentials are
being issued in a relatively short period of time. The problems arise when they are
tasked with evaluating non-traditional sea time. As the maritime industry becomes
more diverse, not every shipboard position falls into a preconceived space on a
checklist. Though past problems at some Regional Examination Centers are well
documented, why can’t we utilize that local expertise to train some of the NMC staff
to better understand the industry they are attempting to regulate? The Coast Guard
Marine Inspection Program used to assign inspectors to “industry training” in an
attempt to better understand the inner workings of the maritime industry.
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Those individuals returned to their unit with extremely
valuable knowledge, which they shared with other inspectors.
I realize it’s impossible to send each evaluator at the National
Maritime Center out in the field, however I strongly believe
more exposure to the industry and a better understanding of
the varied tasks performed by mariners would help in the sea
time evaluation process. It’s time for the evaluators to
understand “deckineer” is an actual maritime position.
I don’t believe it should be the maritime industry’s
responsibility to train the evaluators at the National Maritime
Center. However, I do believe with our help we can reduce
the number of less-than-stellar evaluations, which should
result in a less painful process for many individuals. The use
of more traditional maritime titles when generating sea service
letters or completing certificates of discharges would go a
long way in assuring mariners receive proper sea time credit.
Shipboard positions such as DEU, though widely recognized
and understood by members of the maritime industry, is
foreign to many of the National Maritime Center evaluation
staff. Because it does not appear in the Code of Federal
COAST GUARD CREDENTIALS
[Source: By Capt. Richard A. Block, Sec’y, NMA]
In light of the National Maritime Center’s deliberate,
precipitate, and still unexplained behavior that, for the past two
years, has frustrated and sabotaged the efforts of many mariners
who relied upon an updated Exam Question, Answer, and
Illustration database as a part of their examination preparation
process, I must express my complete lack of confidence in the
actions of the current and immediate past Commanding Officers
at the National Maritime Center (NMC). Consequently, I have
decided to no longer deal with the National Maritime Center on
behalf of our mariners.
The Coast Guard recognized it had a serious problems with the
entire Marine Safety Directorate following VADM Card’s report
published in 2007.(1) We brought our specific problems with the
NMC to the attention of Congress in 2009.(2) At that time we had
reason to believe we had done enough to bring about much needed

NMA APPEAL UPHELD
ON EXAM Q&A DATABASE
[Note: Contents of this notification were conveyed by email to NMA mariners with valid e-mail addresses in our
Newsletter mailing on Mon. Aug. 13th.]
USCG Letter Granting Our Appeal
August 3, 2002
Appeal 2010-132
Dear Mr. Block:
This is in response to your letter dated November 23,
2010, which we received December 3, 2010, appealing the
decision of the National Maritime Center (NMC) to remove
the complete pool of questions used on Coast Guard
administered
examinations
for
merchant
mariner
credentials, from their website. I have carefully reviewed
your appeal and all documents associated with it. For the
reasons discussed below, your appeal is granted.

Regulations or on their checklist, the mariner can anticipate an
“Additional Information” (AI) letter when his/her file is
evaluated. The letter usually requires a breakdown of days
served in both the deck and engineering departments. This
detailed information is rarely available. Many of the nontraditional maritime titles are driven by contractual
agreements with unions or other outside entities. Is it possible
to utilize those job descriptions for payroll and retirement
credit but utilize more traditional ratings when generating sea
service letters?
As an industry, we need to acknowledge that the old Coast
Guard is gone. The days of sitting down face-to-face with
your evaluator to discuss your sea service are a thing of the
past. The Coast Guard has indicated the centralization of the
maritime licensing program was a result, in part, of the
maritime industry’s complaints about the performance level at
some Regional Examination Centers. They also assured us
the move would result in more consistent evaluations. I’m not
convinced yet we can say, “mission accomplished.”

changes. We were wrong!!! We underestimated the sheer arrogance
of senior Coast Guard officers. [(1)Reprinted as part of NMA Report
#R-401-E. (2)NMA Reports R-428-D & #R-428-D, Rev. 1.]
In expressing my personal frustration in dealing with this
stifling bureaucracy, I have no intention of abandoning
“hawsepipers” or other mariners who experience trouble in
coping with credential exams and/or with the Coast Guard’s
National Maritime Center. However, this is a service that
consumes many hours. I am no longer willing or able to devote
the time to keeping up with the intricate mass of regulations,
policies, and interpretations and reversals that are increasingly at
variance with the realities our mariners face.
Paying professionals to handle credentialing problems has
become an accepted part of the expense of obtaining a credential
that the Coast Guard has ignored since 1995.
I enclosed the foregoing article on “Chuck” Kakuska with
his permission since I can confidently recommend our mariners
to Chuck as the best in the business of resolving the toughest
credentialing problems.
On July 6, 2010, the NMC announced that on July 12,
2010, it would be removing deck and engine examination
questions and answers from its website. In your appeal, you
claim that on July 8, 2010, you notified the Commanding
Officer of the NMC of your objections to the decision to
remove the questions and that you received no response to
your objection. Additionally, you have provided several
documents(1) detailing the history of how the examination
questions and answers were released by the Coast Guard in
1988. [(1)NMA Report #R-428-K]
Since your appeal was filed, the Supreme Court issued a
decision regarding exemptions to the Freedom of
lnformation Act. In light of Milner v. Department of the
Navy, 2011 WL 767699 (U.S. March 7, 2011)(1) I am
directing the NMC to reinstate the previous policy of
publishing examination questions and answers on the NMC
website. [(1)Reprinted in NMA Report #R-428-L.]
This constitutes final agency action on the issues
presented in this appeal.
Should you have questions concerning Coast Guard
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examinations, you are encouraged to contact the National
Maritime Center at IAskNMC @ uscg.mil or (888) I
ASK NMC (427-5662).
Sincerely,
Paul J. Thomas
Captain, U.S. Coast Guard
Director, Inspections & Compliance
Copy: Commanding Officer, National Maritime Center
Recalling Background Information Presented In
NMA Contacts With Members of Congress
After trying to work with Coast Guard officials for over 18
months and being ignored at by the National Maritime Center, the
Director of Prevention Policy (CG-54) that is supposed to handle
“appeals” from the NMC, and the Department of Homeland
Security’s Inspector Generals Office, we turned the matter over to
Congress on Jan. 11, 2012. This is a copy of our explanatory letter
personally addressed to 39 Members of Congress.
Subject: Helping Merchant Mariners to Advance in their
Careers
Dear Representative (or Senator) _____,
Our Association writes on behalf of approximately
126,000 “limited-tonnage” credentialed merchant mariners
who serve both as officers and ratings on thousands of
American-flag commercial vessels. To advance beyond the
basic entry ratings, each mariner must take one or more
written examinations during his/her career.
Since 1988, the Coast Guard made its questions, answers,
and illustrations available to the public. In July 2010, the
Commanding Officer at the National Maritime Center
abruptly changed the agency’s policy and removed about
25,000 questions, answers, and illustrations from public
access on the internet. We question that decision.
I am a former classroom teacher and been active in
maritime education and training since 1960 and in large
measure responsible for the initiating the formal appeal that
resulted in the 1988 release of Coast Guard exam questions,
answers and illustrations to the public. I have trained
“limited-tonnage” mariners since 1970, am familiar with the
educational problems they face, and worked to address them
in a number of textbooks and individual chapters that
specialize in USCG license preparation “subjects” for the past
41 years at Marine Education Textbooks.
While many mariners now attend “approved courses,” the
number of courses required and the cost of many of these
courses has escalated to the point where they are often
prohibitively expensive. For example, the Coast Guard
publication, Proceedings,(1) reported the cost of advancing
from deckhand to Mate/Pilot of a towing vessel can cost
$78,100. This is an investment beyond the means of the
average deckhand. While the 111th. Congress did not pass a
bill to offer government-backed student loans, this placed the
financial burden on individual employers and upon mariners.
[(1)Proceedings, Fall 2008, p.43.]
Many employers, especially small companies, cannot or
do not automatically step in and fill the gap. While well
paying jobs are available, many mariners living from
paycheck to paycheck cannot afford the tuition, travel, or to
take time off work or time away from family. Nevertheless, a
number of impressive work-study programs do fill in some of
the gaps and some companies do step forward to protect their

investments by underwriting training expenses.
Unfortunately, by abruptly slamming the door on the
traditional “home-study” route to advancement in the
maritime industry by removing access to the Coast Guard’s
internet database in 2010 placed unintended obstacles in the
path of many of our mariners. While “going to school” has
undeniable advantages, the “home-study” route has a well
established place that took a serious hit when the Coast Guard
closed its access to the questions, answers, and illustrations
that define the depth of knowledge the Coast Guard expects
the mariners it regulates to attain.
In the attached report #R-428-K, I documented a number
of attempts to gain the attention of Coast Guard authorities.
While “improving” the exam Q&A database is a worthy goal,
it is counterproductive if our mariners cannot access it as they
have done in the past. Since that path is closed, our only
remaining alternative is to respectfully request your
Committee to look into this matter.
Very truly yours,
s/Richard A. Block B.A, M.S (ed.)
Master #1186377, Issue #9
Secretary, National Mariners Association
Appeal Granted
NMA Mariners Respond to the News
NMA notified its members by e-mail immediately upon
receiving the news that our appeal was granted. NMA Report
#R-428-K that details all the work done on this project since
the 1980s was continually updated and can be downloaded
from our website.
Here is a sample of our e-mail returns:
“Congrats my friend. If it were not for your personal
efforts the individual mariner would have suffered for many
years to come. Well done!!!” (Mariner #90)
“This is wonderful news. Congratulations. Well done.
You have done all of us mariners and MET professionals a
great service. I've forwarded this on to the Maritime
Academy Council. They are ecstatic. When we (MAC
representatives) visited NMC last April, Bob Smith and Capt.
Lloyd refused even to discuss the possibility of restoring the
questions to their website. They must be rather chagrined
now. I just hope they will continue to push forward with the
revising of the question bank (with help and advice from the
MAC) and removal of bad and obsolete questions. Now that
they must post any new questions as well, I can't see how they
would object to our help but of course you never know.
Anyway, thanks again for your efforts and perseverance.
Warm regards.” (Mariner #185)
“In fact, good job the first time (1987) and good job the
second time. I did not know that was you who had carried
that out the first time. I actually benefited greatly from your
efforts and remember the big yellow books that were
published by the Coast Guard as study guides that we were
provided at Kings Point as part of our education. Most people
who were smart bought he condensed versions of them with
all of the duplicate questions redacted and all of them broken
up into categories as put out by Mass Maritime. Again – great
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job and great success – in what you just accomplished and in
what you accomplished before and in what you did in
reminding them. (Mariner #144)
“I would like to take this opportunity to thank you for your
tireless efforts on behalf of U.S. Merchant Mariners. This is a
victory over arrogant and self-serving public officials that
carelessly disregard the rights of those that they have been
charged to regulate.” (Mariner #190)
I know you have worked very hard on this appeal. You and
your group have saved our rights as mariners to be able to study
all the trick questions developed by these people. And when I
say trick I mean deceiving questions meant to make you fail.
Thanks for all your hard work. (Mariner #188)
“Congratulations.
This is a huge victory for the
hawsepiper. Richard Block, the Ralph Nader of the U.S.
maritime. Thank you for all you do.” (Mariner #130)
“Congratulations! You are proof that we can all effect
change!” (Mariner #187)
“Great Job Richard! Thank you for all of the effort you
and Gwen put forth on behalf us mariners. I appreciate
everything you do. (Mariner #175)
“Thank you for the information. I will be real curious to see
how long it takes to release the questions. Real interesting
about where Stalfort is working now. I don't trust this Captain
Lloyd any further than I can spit.” (Mariner #189)
“Thanks Richard for your hard work on this subject. As
you remember, I was caught up in this foolishness when the
NMC had LNG questions on my Tankerman PIC-Barge exam.
I did finally pass it, but it was unnecessarily difficult.”
(Mariner #191)
“Thanks for putting up a great fight for us! (Mariner #140)
“Thanks for all of your work on this!” (Mariner #186)
“Unbelievable” (Mariner #184)

Subject: Returning USCG Exam Questions, Answers &
Illustrations to Public Internet Access
References: USCG Appeal #2010-132; NMA Report #R-428K; Your letter of August 3, 2012
Dear Captain Thomas,
Our Attorney has furnished us with a complete text of the
U.S. Supreme Court Decision on Milner v. Department of the
Navy cited in your letter.
While, on behalf of approximately 126,000 limitedtonnage mariners, our Association is pleased to see that our
position as presented to the National Maritime Center (NMC)
and, subsequently on appeal to the Commandant, has
prevailed and that the questions, answers and illustrations will
be returned to public access.
We note that the Milner case cited in your letter was
decided on March 7, 2011 almost 17 months ago. It is only
reasonable to consider that, during this period, that the exam
questions, answers, and illustrations were maintained and used
on a daily basis.
NMA FOIA Request #1: Since your agency has had 1½
years head start, and since your file is under constant
review and use in the preparation of ongoing exams, we
ask by what date may our mariners reasonably expect this
restoration and updating to be completed?
Well over a year ago, our Association began to receive
reports that candidates for engineer credentials were being
examined on questions based upon electrical illustrations
numbering above EL-0200. We submit one such comment
with name redacted as (Enclosure #1). The only illustrations
previously released to the public (before the NMC pulled the
plug on the internet) ended with illustration EL-0107. This
action apparently occurred while the Milner case was still
under review by the U.S. Supreme Court. The introduction of
new exam material reportedly left a number of engineer
candidates, who had been approved to sit for their
examination, without suitable and updated study material
available from commercial sources to allow for their adequate
and customary exam preparation.
Consequently, these
candidates may have failed their exams, had to retake them, or
been denied a license – all at considerable personal stress,
inconvenience, and expense.
Our review of the Milner case fails to see how your agency
could have raised any persuasive or even educationally
defensible argument to support the actions announced by
Captain Stalfort on July 6, 2010 to remove the material cited
above from the internet. In light of the Supreme Court
decision it is clear to us that the Freedom of Information Act
was violated in removing this data from public access.

“WOW” (Mariner #39)
Our Freedom of Information Act Request
To Further Clarify Appeal Results
August 17, 2012
ATTN: CAPT. Paul F. Thomas
Director, Inspections & Compliance
U.S. Coast Guard Headquarters (CG-CVC-4)
2100 2nd.St., SW
Washington, DC 20593-7581
VIA FAX TO: 202-372-1246

NMA FOIA Request #2: We respectfully request a copy of
your agency’s complete file on this matter – with any
claimed exemptions and redactions subject to the views
expressed in the Milner decision. We further request that
all fees for providing this material be waived.
We will make your letter of August 3rd. as well as the
Milner decision available on our website to allow our
mariners to make their own decision about the way that this
matter was handled by the Coast Guard over the past several
years. Since you have reviewed our report on this matter, I
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think you can understand our outlook. Since we do not
provide legal advice, we will encourage those mariners and
others who have been injured by these actions to seek counsel.
Very truly yours, Secretary
National Mariners Association
Enclosure #1 to Letter to Captain Thomas
[Description: Text of e-mail with mariner’s name redacted
addressed to Marine Education Textbooks]
I recently purchased your books to study for my Chief
Engineer-Limited Oceans (credential). As part, I got the
illustration booklet with everything else. I have not taken the
exam yet, but a friend of mine took it last month (same level
as me). He told me there were illustrations in the electrical
module that are not in the book. The book only has 107
electrical drawings. On the test, he saw drawings up in the
200’s and had never seen (them) before. Consequently, he
failed the module and is having a hard time with it as he has
nothing to study (from). I’m afraid I will be in the same boat.
If I don’t have the material to study things I have never seen
before, how can I successfully test for it? Is there an
addendum or whatever for this newer stuff? Has the USCG
changed the test? And pretty much how is this discrepancy
explained? Thank you for your attention in this matter.
s/(name redacted), Engineer, Tug (Vessel Name Redacted).
Response: We understand. Your case is not the first of its
kind. The explanation appears in NMA Report #R-428-K.
(copy enclosed). We will keep you posted.
[NMA Comment: In dealing with a government agency or
any large organization, your complaint does not exist until
you first put it in writing.]
Related Request from MET Under FOIA
August 14, 2012
Dear Sir or Madam,
We respectfully request a copy of every new or changed
illustration that is part of the:
 Merchant Marine Engineering Examination Illustration
Book, and the
 Merchant Marine Deck Examination Illustration Book that was
added to those books since the Coast Guard removed access to
these publications from the internet in July 2010. If that is
inconvenient, we will accept the entire file on both publications.
Our company has published copies of these books for
many years and wishes to update them with the latest
illustrations used on Coast Guard examinations at all levels to
assist students in their examination preparation.
We cite the attached letter as authority for this request and
for directions to the source of these questions.
Please contact me if there are any problems in complying
with this request.
Press Release Issued August 21
Date: Tuesday August 21, 2012 – 12:00 CDST
Contact: V.J. Gianelloni III, Commander, USCGR (Ret.).
Telephone: 985-594-9266 (Bourg, LA)
[B.S (Eng.), Kings Point ’64; J.D. (Loyola Law NOLA ’71);
Member, National Mariners Association Board of Directors;
Licensed Chief Engineer, Steam, Motor & Gas Turbine
Vessels of Any Horsepower, Issue #13.]
Of interest to: 214,000 credentialed mariners, commercial
vessel owners & operators and other maritime interests.

Credential Exam Database
The National Mariners Association (NMA) and the
founder of the National Association of Maritime Educators
(NAME) received official notification granting an appeal of
an extremely detrimental and economically damaging action
by the U.S. Coast Guard’s National Maritime Center that
affected many commercial mariners.
This action adversely affected all merchant mariners
seeking to obtain or upgrade their professional “seamen’s
credentials.” For example, mariners at all levels have seen the
cost of training soar in recent years. In 2008, one towing
company stated in the Coast Guard publication Proceedings
“The cost to advance one deckhand to mate through the
apprentice mate system was … about $78,100.”
USCG credentials are necessary for employment on all
vessels included under the marine inspection laws of the
United States. This includes licensed officers and crew on
virtually all commercial vessels including cargo ships,
tankers, passenger vessels of all sizes, towing vessels,
offshore supply vessels, and even offshore drilling rigs. This
also includes the crews of state toll ferry systems in Louisiana,
Texas, Washington, Alaska, North Carolina and others that
carry millions of passengers each year.
The formal appeal to Commandant Robert J. Papp sought to
reverse his National Maritime Center’s abrupt removal of over
25,000 multiple choice questions used on all USCG deck and
engineering exams for officers and ratings (unlicensed crew)
from the official U.S. Coast Guard website on July 12, 2010.
The Association’s appeal was granted on Aug.3, 2012.
The Secretary of the National Mariners Association
subsequently addressed two further FOIA requests to Captain
Paul F. Thomas, the signer of the notice of approval:
 Furnish a complete copy of the Coast Guard’s file on this
matter – with any claimed exemptions and redactions in
accord with the U.S. Supreme Court’s “Milner” decision.
 When will the database be “back on line”? The database
was withheld from the public for 17 months after the U.S.
Supreme Court’s landmark “Milner” decision while it was
used for creating new exams. In our opinion, any further
delay would violate the intent of the “Milner” ruling.
NMA also will request an official Coast Guard inquiry into
the actions of the former Commanding Officer of the National
Maritime Center who, we understand, deleted the database on
his own authority. There appears to be a conflict of interest
since this occurred less than a month before he retired and
subsequently was employed by the American Bureau of
Shipping (ABS) to develop exam questions for the same
database. This appears to NMA to be highly improper and
possible illegal conflict of interest.
For full details on this matter, go to the NMA website at
www.nationalmariners.us and download NMA Report #R428-K, Revision 3 which also contains a copy of the Coast
Guard letter granting the NMA appeal to return the database
to unrestricted public availability.
NMA encourages mariners who incurred financial
damages such as expenses for study, room, board, travel, book
purchases, as well as attending costly classes as a result of the
unavailability of database exam questions and illustrations
over a two-year period to contact NMA in writing to join a list
of potential plaintiffs in a Class Action lawsuit for recovery of
damages for delayed or lost employment opportunities in
violation of the Freedom of Information Act as determined by
the U.S. Supreme Court in Milner v. Department of the Navy,
decided March 7, 2011.

Heading: Coast Guard Agrees to Reinstate Mariner
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MARINER #182 SPEAKS FOR
ALL OUR HAWSEPIPERS
Preamble
In the introductory letter we send to every new or renewed
NMA member we clearly state the following: “We count on
you to read the paper and then put it in your own words. If
you believe “something must be done” that will benefit other
mariners, ask us if what you are asking makes sense within the
“big picture” – and then we will work effectively to make it
happen. We will try to tell you who the contact person is (for
any given issue) and help you make the contact. But, it works
both ways. Sometimes you will have to tell us…and then
“keep us posted.”
Mariner #182 kept posted on the Exam Question, Answer,
and Illustration issue. He read the long, boring report (our
apologies!), put the issue in his own words, and then took it to his
U.S. Senator and Representative. We are convinced that his
action made a great difference for ALL our mariners. Here is his
letter of appreciation to them for their help.
Mariner #182 Visited His
Congressional Representatives
“I want to thank the offices of Senator Snowe and
Representative Pingree for their efforts to have the U.S.
Coast Guard reinstate the mariner exam database. This is a
real life example of politicians from both of the big parties
helping common citizens who have had their careers
handcuffed by policies of the Federal government.
For decades both the Coast Guard and the Federal
Aviation Administration made public all of their license exam
questions. For example the Coast Guard made available
25,000 multiple-choice questions that a merchant sailor
interested in becoming a Captain could study. In combination
RESPONSE TO OUR ASSOCIATION’S
EXAM Q&A NEWS RELEASE
Introduction
Chief Engineer V.J. Gianelloni’s News Release (cited
above) was issued to the maritime industry’s principal trade
journals and, in addition, to 75 news outlets in all U.S. ports.
We include below an outstanding editorial by Jack Simpson
that seeks answers to some very basic questions about basic
correspondence that was never answered.
CG Grants National Mariners Association’s
Exam Appeal
[Source: Editorial by Jack Simpson, The Waterways Journal,
Sept. 4, 2012. Emphasis is ours!]
To say that government agencies do not move with the
speed of light is an understatement. It is good news that Capt.
Paul F. Thomas, director of inspections and compliance for
the Coast Guard, granted to the National Maritime
Association (NMA) its appeal of the National Maritime
Center’s (NMC) decision to remove the complete pool of
questions used on Coast Guard-administered examinations for
merchant marine credentials from the NMC Web site. But the
appeal was filed November 23, 2010, and notification that the
appeal was granted came with a letter dated August 3, 2012.

with on the job work experience, a very determined sailor
could study this enormous database of questions and
essentially educate himself.
Speaking from personal
experience, many of my fellow merchant mariners have used
this database as a study guide, which helped us prepare for the
difficult license exams. And this is how we sailors pull
ourselves up by our own bootstraps and progress up the
career ladder through the ranks of deckhand, able
seaman, mate, and finally Captain.
But back in 2010, a Commanding Officer in the Coast
Guard's National Maritime Center acted apparently under his
own authority and deleted the database. This action was taken
less than one month before this officer retired and took a
civilian job where he was paid to develop exam questions for
the same database.
This deletion of the exam database struck me as a
dangerous conflict of interest where the goal of allowing
sailors to learn and earn promotion through the ranks was
usurped. It appears a military officer used the so-called
'revolving door' to secure a civilian job by deleting the exam
base while serving in the Coast Guard.
Because this issue was so important to my career as a
sailor, I went in person to the Portland offices of Olympia
Snowe and Chellie Pingree. At Senator Snowe's office Linda
Long was kind enough to sit down with me and take detailed
notes on the problem. And I was equally impressed when
Leslie Merill at Representative Pingree's office suggested she
would contact Senator Snowe's office and work together on
this. And I am pleased to report that thanks to the efforts of
Senator Snowe and Representative Pingree, the Coast Guard
has reinstated the exam database. Thank you all. s/Mariner
#182 (Master)
[NMA Comment: Our Association counts upon support
from members of both political parties.]
The delay was not Capt. Thomas’s fault.
We have been perplexed from the very day the NMC’s
decision was appealed. What common sense lay behind the
decision to deprive merchant mariners of access to the
examination questions? We still have no answer. It is within
the interest of both industry and NMC – the Coast Guard and
NMC are part of the Department of Homeland Security – to
see that applicants for merchant marine credentials are of the
very best caliber possible. In almost every military situation
we can think of, a candidate for a higher rank is told what
skills he/she must demonstrate to make the next grade.
Access to exam questions relating to their application
obviously was helpful to applicants for merchant marine
licenses. In this day of information technology, such access
only makes sense. (While the merchant marine is not military,
it has been controlled by the Coast Guard).
It was on July 6, 2010, that the NMC announced that it
would be removing deck and engine examination questions
and answers from its Web site. It was on July 8, 2010, that
Richard A. Block, secretary of the mariner’s association,
notified the commanding officer of the NMC of objections to
removing the questions, and Block received no response.
Block’s appeal also provided several documents detailing the
history of how the examination questions and answers were
released by the Coast Guard in 1988. (Block, by the way,
edited Marine Education Textbooks for 41 years and worked
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closely with the Coast Guard.)
In his letter to Block, Capt. Thomas wrote, “Since your
appeal was filed, the Supreme Court issued a decision
regarding exemptions to the Freedom of Information Act. In
light of Milner v. Department of the Navy, 2011 WL 767699
(U.S. March 7, 2011), I am directing the NMC to reinstate the
previous policy of publishing examination questions and
answers on the NMC website.” He added, “This constitutes
final agency action on the issues presented in this appeal.” (A
copy of his letter was sent to the commanding officer of the
NMC.)
Truth be known, this issue should never have had to come
into Capt. Thomas’s bailiwick in the first place. It is a
common sense issue and a Texas cowhand could have
cleared up the problem back in 2010. It is certainly to Capt.
Thomas’s credit that he saw the common sense in Block’s
appeal. Block’s efforts went on for years.
Merchant mariners are responsible for delivering a
humongous amount of goods moved to and from the United
States.
Considering the beneficial impact of water
transportation on the economic well-being of the nation, why
did the NMC not respond to Block’s July 2010 letter? It was
a major issue, and it was NMC’s responsibility.
Let us venture a guess. Operating Homeland Security
includes far more responsibility than one director can handle,
particularly when said director most likely is not familiar with
the vital roles of all agencies under its wing.
Such arrangements are not uncommon in Washington. But
the fact that common everyday citizens can, via computer,
secure endless amounts of information within seconds (even
government information) why should it have taken two years
to bring an end to such a simple issue?
Coast Guard to Resume Posting Full Archive Of Mariner
Exam Questions
[Source:
By Dom Yanchunas, Professional Mariner
Magazine Website, Aug 28, 2012. Dom is the Managing
Editor of Professional Mariner Magazine. He took the time to
discuss the matter with us in considerable detail and to plow
through NMA Reports #R-428-K&L.]
After a two-year hiatus, the U.S. Coast Guard has decided
to put its full database of mariner examination questions back
up on the Web.
In 2010, the National Maritime Center (NMC) decided to
remove the full bank of deck and engine exam questions from
its website, arguing that disclosing all of the questions could
harm the integrity of the testing. The complete pool of
questions had been available on the Web since the 1980s,
when a Freedom of Information Act ruling required it.
The National Mariners Association appealed that decision
to Coast Guard headquarters. In August 2012, Commandant
Adm. Robert Papp’s office granted the appeal.
Taking down those exam questions from the Web had
inhibited the ability of license aspirants – often low-paid deck
hands – to prepare for Coast Guard examinations, said Capt.
Joe Dady, president of the National Mariners Association.
“That became a problem for the hawsepiper to go out and
study on his own and not have to spend a lot of money to go
to a school,” Dady said. “It also took away the ability of the
schools and the training programs to have up-to-date training
materials.”

When the NMC removed the full pool of about 25,000
questions, it replaced them with selected sample questions.
Because training programs use the NMC’s website to develop
test questions in their own classes, there were fewer questions
to choose from. That led to the unintended consequence of
abetting instructors to “teach to the test” instead of the full
range of seamanship knowledge, said Capt. John Whiteley,
director of the Inland Waterways Academy at Mountwest
Community & Technical College in West Virginia.
Whiteley’s academy uses an outside software provider to
create unique tests from the available Coast Guard questions.
Releasing the full bank of questions to the public increases the
randomness of those tests.
“It helps in particular because we generate a new test
anytime we have a new class,” Whiteley said. “We’ve had
problems in the past because we had instructors who were
teaching the test. ... This is going to make the test more valid
and it’s going to make the assessment of the student more
valid.”
The questions pertain to areas including general deck
questions, rules of the road, navigation problems and safety.
Engineering topics include electricity, steam plants and motor
plants. For the mariners, schools and creators of training
materials, the most useful questions are those that have
appeared on the most recent Coast Guard examinations.
Previously, diagrams often were included too, said Richard
Block, secretary of the National Mariners Association and a
maritime textbook author.
“What we were trying to get back up are the latest
questions – the recent ones,” Block said. “These are the redhot exam questions that are actually given on Coast Guard
exams, and they’re up-to-date.”
Another benefit is the ability of the industry to see what
the Coast Guard considers to be correct answers. With the test
questions hidden, mariners could not see what answer the
Coast Guard expected. Before 2010, if there were errors,
someone would notice.
“All the schools and the mariners would submit
corrections and point out problems,” Block said. “They were
constantly updated and corrected.”
In a letter granting the appeal, Capt. Paul Thomas, the
Coast Guard’s director of inspections and compliance,
explained that a 2011 Supreme Court decision regarding
Freedom of Information Act exemptions prompted the Coast
Guard to reinstate the previous policy of displaying the exam
questions on the Web.
NMC commanding officer Capt. Anthony Lloyd couldn’t
immediately say when the full pool of questions would be
available again on the website. The NMC uses a different
document system now for exam questions.
“It will occur,” Lloyd said. “My staff is working on it, but
it’s taking a lot of time to prepare it. We manage it
differently, and we’re doing a lot of revisions. We’ve
shuttered questions that became outdated. We’re fully
committed to keeping it up-to-date.”
The NMC recently improved illustrations accompanying
the exam questions, and copyright permissions need to be
reviewed for those new illustrations to appear on the Web, he
said.
Lloyd became the NMC’s commanding officer 10 days
after his predecessor, Capt. David Stalfort, started the policy
of publishing only sample questions.
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DIRECTOR’S CORNER
BLOOD ON BROWN WATER & BEYOND
[We are pleased to present this letter by Capt. Joseph J.
Kinneary, Member of NMA’s Board of Directors.]
Monday, 9/3/12
Mr. Richard Block,
Congratulations on "Blood on Brown Water." Your book is
an excellently written account which exposes the inhumane and
unsafe working conditions commonly found in the maritime
industry. The cumulative force of this and other works you have
compiled on behalf of the National Mariners Association will
withstand the test of time and record for future generations abuses
incurred by maritime workers. Of course in many ways, the
problems you write about in the marine industry are a microcosm
of the issues associated with the rights of workers in middle class
America. Employees are frequently considered and treated as
just another perishable commodity in our profit above all system.
A debt of gratitude is owed to you for expertly recording and
petitioning against injustice.
But what is to be done when the petitions (as you have
frequently stated in your writings) are not heard? I disagree
with the conclusion (in Chap. 4, p. 8-1) that the Courts are
"the last power with any real ability to level the playing field."
I can verify from hard first hand experience that negotiating
the labyrinth of the legal system can be an extremely difficult
and even overwhelming experience. Once (and if) you have
found a decent attorney and are embroiled in the storm, the
pressure to settle your case — from all sides even your own
— for a monetary award having only idiosyncratic and very
limited implications is immense. If you hold your ground on
principle, the judicial system becomes as a Federal Judge told
me a "crap shoot."
And of the "Doctors Caucas" in Congress (Chap. 12)? I
TOWING SAFETY ADVISORY COMMITTEE;
MEETING ANNOUNCEMENT
[Source: Federal Register, Aug. 15, 2012, pages 4900249003. Partial reprint.]
Summary: The Towing Safety Advisory Committee
(TSAC) will meet on Sept. 19 and 20, 2012. On Sept. 19, the
committee will meet to discuss administrative matters and
then recess for the separate but concurrent meetings of the
four subcommittees:
 “Recommendations for the Prevention of Towing Vessel
Crewmember Falls Overboard''
 “Review and recommendations for the revision of NVIC 195, Voluntary Training Standards for Entry-Level Personnel
on Towing Industry Vessels'',
 “Recommendations for the Enhancement of Towing Vessel
Stability'' and
 “Recommendations for Safety Standards of Portable Facility
Vapor Control Systems Used for Marine Operations.''
The committee will reconvene on Sept. 20, 2012. The
meetings of the TSAC on both days and the meeting of the
subcommittees are open to the public.
Dates: On Wed., Sept. 19, 2012, from 8:30 a.m. to noon,

believe your hope of support from this source is misplaced. I
can cite mountains of evidence supporting the conclusion that
the medical establishment's primary concern is the
commodification and marketing of health care products and
services. I suspect the "Doctors" time is already fully
occupied.
So, is there any hope? I think there is. The power we
need does not lie with some attorney who lives up on the hill,
or even with Congress. It lies with the men themselves. I
guess I'm talking about a Union. Not a union organized and
run by knuckle-draggers, who could not leap off a boat quick
enough. But a Union of men and women who take pride in an
honorable profession and are willing and able to risk the perils
of working on the water for an honest paycheck. Men who
don't ask that safety of life, limb, and the environment come
first, but demand it. Men who want to teach their children
there are more important things than even a full belly and a
big screen TV and are willing to prove it if the time comes.
Not a union of men who talk tough and bang pipes at a strike
meeting and then cross a picket line three weeks later because
their wife has hold of their left ear (a.k.a. the 1988 NY Harbor
Boatmen's Strike).
But a Union of mariners whose
communion with themselves and a way of life is more
important than any geographic or company affiliation. A
Union whose members would never scab on another worker
under any circumstance. A Union of boatmen who demand
that a decent meal be served to them by a real cook and not
some "deckineer" who hopefully has washed his hands after
pulling lines, changing oil filters, and the only the Good Lord
knows what else. Symbolically there is a lot more at stake
here than just food.
Self-reliance or despondent whimperer? If the choice is
the latter, perhaps we will be getting what we deserve.
Sincerely,
Joseph J. Kinneary
Phone/ Fax (631) 499-0539
the TSAC will meet to discuss administrative matters, and
from 1:30 to 5 p.m. the four subcommittees identified in the
“Agenda'' will meet. On Thurs., Sept. 20, 2012, the TSAC
will meet from 8:30 a.m. to 4:30 p.m. Please note that these
meetings may close early if the committee has completed its
business. Oral comments may be made at the Sept. 20
meeting. Written comments must be submitted no later than
Sept. 10, 2012.
Addresses: The meetings will be held at the Federal
Center South GSA Facility, 4735 East Marginal Way South,
Seattle, WA 98134.
If you are planning to attend the meeting, you will be
required to pass through a security checkpoint. You will be
required to show state-issued photo identification. Please
arrive at least 30 minutes before the planned start of the
meeting in order to pass through security.
For Further Information Contact: Commander Rob
Smith, Designated Federal Officer (DFO) or Mr. Patrick
Mannion, Alternate Designated Federal Officer (ADFO),
TSAC; U.S. Coast Guard Headquarters, CG-OES-2, Vessel
and Facilities Operating Standards Division; telephone (202)
372-1439,
fax
(202)
372-1926,
or
email
at:
Patrick.J.Mannion@USCG.MIL.
Agenda: On Sept. 19, 2012, from 8:30 a.m. to noon, the
TSAC will meet to discuss administrative matters such as
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logistical support and review the committee charter and
bylaws. The TSAC will recess at noon and starting at 1:30
p.m. the following four subcommittees will convene to discuss
work remaining on their open task statements. These
subcommittees will conclude their meetings at 5 p.m.
Control Systems Used for Marine Operations.
On Sept. 20, 2012, at 8:30 a.m., the TSAC will reconvene.
The committee will review and discuss the four open Task
Statements currently before the committee. The TSAC will
receive briefings from the Task Statement subcommittees to
inform the TSAC of their work, to review and discuss the
research, and to determine the disposition of the Task
Statements. Presentations and discussions will include the
following subjects:
 Presentation from the Towing Vessel Stability Casualty
Data subcommittee and discussion of the task ``Towing
Vessel Stability;''
 Presentation from the Towing Vessel Crewmember
Competencies subcommittee and discussion of the task
Towing Vessel Crewmember Competencies;
 Presentation from the Falls Overboard subcommittee and
discussion of the task ``Prevention of Falls Overboard,
Towing Vessels;''
 Presentation on Task Statement ``Recommendations for
Safety Standards of Portable Facility Vapor Control Systems
Used for Marine Operations.''
 Presentation of Coast Guard initiative for use of automated
identification systems for towing vessels during tow
reconfiguration;
 Presentation
of
potential
Task
Statement
``Recommendations to Improve Operational, Structural or
Other Standards to Enhance Fire Prevention and
Containment Aboard Towing Vessels.''
 Presentation
of
potential
Task
Statement
``Recommendations for Inspected Towing Vessel Manning
Scales for Both Domestic and International Operations'';
 Report from the Supervisor, Towing Vessel National Center
of Expertise.
Public Comment Period.
An opportunity for oral
NEW AND REVISED NMA REPORTS
R-428-K, Rev. 3. NMA Requests An Investigation on
Removal of Public Internet Access to the Coast Guard
Examination Question, Answer, and Illustrations Database.
28p. The most recent revision of this report is dated August 12th.
However, since the Coast Guard announced the release of the
database on August 3rd., we will update the report as new
information becomes available.
We have been unable to evaluate the damage the withdrawal
of the Exam Question, Answer, and Illustrations database has
caused individual mariners. Although we welcome letters and emails from mariners who believe they were injured by these
Coast Guard policies, we will direct such correspondence to
recognized admiralty law firms who may find merit in
introducing a class action lawsuit to recover possible damages
for…
 Failure on an exam given in a Coast Guard Regional Exam
Center caused by any mariner’s inability to properly prepare for
an exam by accessing Questions, Answers, or Illustrations
previously offered and precipitously removed from on the Coast

comments by the public will be provided during the meeting
on Sept. 20, 2012, as the final agenda item. Speakers are
requested to limit their comments to 5 minutes. Please note
that the public oral comment period may end before 4:30 p.m.
if all of those wishing to comment have done so.
Minutes. Minutes from the meeting will be available for
the public review and copying within 30 days following the
close of the meeting and can be accessed from the Coast
Guard Homeport Web site http://homeport.uscg.mil; select
these options: Mission>Port and Waterways>Safety Advisory
Committees>TSAC>Meetings/Minutes or>Task Statements or
the online docket for this notice.
NMA Request to TSAC
To Mr. Patrick J. Mannion, ADFO
Dear Patrick,
I am attaching the following NMA Reports for
Consideration at the September 2012 Seattle TSAC Meeting:
I would appreciate it if you could make any necessary
arrangements to do so. Our Association claims no Copyright
on these reports.
 NMA Report #R-451 - Towing Officers Need Stability
Training (Agenda item: "Recommendation for the
enhancement of Towing Vessel Stability").
 GCMA (NMA) Report #R-275, Rev. 3 - Navigation
Bridge Visibility. (Agenda item: "Recommendation for the
enhancement of Towing Vessel Stability"). Although there
have been tremendous improvements in "visibility" since
this report was first presented to TSAC, the stability aspects
of increased weight, height, and wind areas of upper
pilothouses needs further consideration in light of towing
vessel inspection and route considerations.
 NMA Report #R-293-B, Rev. 6. We Urge Congress to Look
Into Overhead Clearance Accidents. (Agenda item: New
Business). We believe that this is a well-documented area
where our mariners need adequate regulatory protection before
moving loads whose height is unknown or inadequately
documented. We suggest that, if necessary, that the Coast
Guard request a Legislative Change Proposal (LCP).
Guard’s National Maritime Center (NMC) internet website prior
to the exam.
 Loss of wages, promotions, or other job opportunities resulting
from having to re-take examinations caused by the above.
 We believe that public officials mentioned in this report should
be held accountable for their actions.
 We believe that our Association as well as all mariners should be
issued a public apology by the Commandant, Admiral Robert
Papp, for his failure to respond tour letter of Feb. 21, 2011 in
which we stated: “Our mariners need your help and direction.”(1)
We never even received the courtesy of a response. [(1)Refer to
NMA Report #R-428-K, Rev.3, Enclosure #5.]
NMA Report #R-428-L. Supreme Court of the United States
v. The Department of the Navy. 36p. Our mariners waited for
more than two years as the Coast Guard and its National
Maritime Center tried to justify their removal of the Exam
Question, Answer, and Illustration Database from public access
on the internet. The Supreme Court showed the Navy (and the
Coast Guard hanging on its coattails) the true meaning of the
Freedom of Information Act and short-circuited future attempts
to deny concerned citizens public access.
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MARAD GIVES OUR JOBS AWAY
Congressman Cummings Urges Obama to Support
Jones Act in Strategic Petroleum Reserve Draw Down

Administration to divide cargoes into multiple vessels to
maximize the use of the Jones Act-qualified fleet.
Additionally, Section 172 of P.L. 112-55 currently prohibits
the Maritime Administration from making a “non-availability”
determination pertaining to qualified U.S.-flag vessels unless
it first provides a list of U.S.-flagged vessels that collectively
have the capacity to transport oil from the SPR to U.S. oil
refineries, along with a written justification explaining why
those vessels are not being used.”
[NMA Comment:
American Waterways Operators
(AWO) president Thomas Allegretti delivered blistering
testimony in late June at a congressional hearing to
examine why U.S.-flag vessels were virtually shut out of
the SPR drawdown. He called the federal government’s
move illegal and unfair, and said the process used by the
MARAD to determine the availability of vessels was a
sham. More than 25 U.S. tank barges were capable of
moving the oil “and not a single one of them got any
work,” he told the committee. Thank you Tom Allegretti.]

AUGUST 21, 2012—Hoping to avoid a re-enactment of last
year’s fiasco by the Administration, U.S. Congressman Elijah
E. Cummings (D-MD), Senior Member of the Committee on
Transportation and Infrastructure, sent a letter to President
Obama urging him to honor existing law regarding the use of
Jones Act-qualified vessels if oil should be released from the
U.S. Strategic Petroleum Reserve (SPR).
“The Jones Act supports tens of thousands of domestic
maritime and shipbuilding jobs and is critical to maintaining
a domestic maritime industry,” Cummings wrote in his letter
to the President. “In the event of another SPR release, all
available measures should be taken to ensure full compliance
with the requirements of the Jones Act.”
In his letter to the President, Congressman Cummings
called the Jones Act “the law of the land, it is the cornerstone
of our U.S. maritime capability.” Cummings pointed out that
the “Jones Act should be waived only in the rarest of
circumstances. However, in 2011, following a draw down
from the SPR, dozens of waivers were issued to allow oil
from the SPR to travel on non-Jones Act-qualified vessels.”
The waivers appeared to have more to do with the
convenience of oil refiners then the availability of Jones Actqualified tanker tonnage.
Cummings was clearly not satisfied with testimony given
by John Porcari, Deputy Secretary of Transportation, at a
Subcommittee on Coast Guard and Maritime Transportation
hearing on June 27 in which the Deputy Secretary provided
some information regarding the waiver process, but was not
clear regarding the steps that would be taken in the future to
maximize the use of the Jones Act fleet should another SPR
draw down occur.
“Of particular concern,” wrote Cummings in his letter to
the President, “during the most recent draw down, numerous
Jones Act-qualified vessels were interested in transporting oil
from the SPR to United States oil refineries but they were not
deemed “available” apparently because they could not
transport oil in lots of 500,000 barrels. A Memorandum of
Agreement among agencies that are now components of DOT,
the Department of Energy, and the Department of Homeland
Security is clear that the Maritime Administration may
determine that multiple vessels are ‘suitable’ to carry oil lots
purchased from the SPR – thus enabling the Maritime

[NMA Comment:
Why has our own Maritime
Administration (MARAD) been allowed to overlook
available American-flag tugs and barges to transport our
government’s strategic oil supply in favor of large foreignflag tank ships? These are jobs for our mariners. Thank
you, Congressman Cummings for your continued support
for our mariners!]
AWO Official Says
Feds Skirted Jones Act During SPR Drawdown
[Source: By D. K. DuPont, WorkBoat.]
Federal bureaucrats showed little respect for the U.S.
maritime industry or the law during last year’s Strategic
Petroleum Reserve (SPR) drawdown, a maritime industry
advocate testified at a recent congressional hearing.
“I said it was illegal. It was also unfair, and I think what it
points up is that this process utilized by the Maritime
Administration to determine the availability of vessels really was
a sham,” said American Waterways Operators president
Thomas Allegretti. “There were more than 25 American-flag tank
barges that were capable of lifting SPR oil during that drawdown
and not a single one of them got any work.”
Instead, the administration issued 44 waivers of the Jones
Act so foreign-flag vessels could carry almost all of the 30
million bbls. of oil that was part of a worldwide release of 60
million bbls. to deal with oil supply disruptions caused by
unrest in Libya, according to a committee memo. The Jones
Act requires that merchandise going from one U.S. point to
another be carried on U.S. built, owned and crewed vessels.
“The Maritime Administration seeks to ensure the
maximum use of U.S.-flag vessels to carry domestic
shipments in fulfillment of the requirements of the Jones Act,”
John Porcari, deputy secretary of the U.S. Department of
Transportation, Marad’s parent agency, said in a statement to
the Subcommittee on Coast Guard and Maritime
Transportation. “In 2011, the otherwise full employment of
the U.S. tanker fleet and loading constraints resulted in limited
opportunities for Jones Act vessels.”
The administration did not grant a blanket waiver of the
Jones Act, he said.
However, as part of the drawdown announcement, the
Department of Energy indicated there would be a blanket
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waiver, which would then allow foreign-flag vessels to carry
the oil, according to the committee memo. The language was
changed a day later after an uproar. The oil was to be sold in
500,000-bbl. lots. A notice of sale set minimum delivery lot
sizes at 300,000 bbls. for vessels and 40,000 bbls. for barges.
But there apparently was no requirement that the oil be
transported in the smaller amounts, meaning it then could move
in 500,000-bbl. lots, effectively disqualifying U.S. vessels.
Rep. Elijah Cummings, D-Md., zeroed in on a Marad
response to two oil companies that said no U.S.-flag vessel
was available “to carry the entire lot of cargo in one trip.”
“It is my understanding that there were Jones Act-qualified
vessels capable of carrying oil released from the SPR,”
Cummings told Porcari. So why were so many waivers issued,
he asked. Porcari said he’d have to get more information, but
in general each waiver was “based on availability at that
specific time.”
TRAGEDY STRIKES AGAIN
A young man, named Jake, that at one time worked as a
seaman, got hurt on the boat he was working on. The sea was
rough and he was being sent below to attend to something for
the Captain. As he was going down the stairs, from the rolling
of the sea, the boat went up and so did he. As the boat came
down, so did Jake. He missed every step going down and
seriously hurt his back and shoulder.
With the hurt and pain he was enduring, Jake’s arm was
put in a sling but that didn’t stop the pain. Jake was on the
boat for two days without any medical attention. Jake had to
deal with the hurt and pain for two days and had to wait until
he got back to the dock before getting medical attention.
When a seaman gets hurt on a boat, it’s his hurt and he had
better deal with it. The office was informed of the accident. It’s
my understanding when an accident happens to a seaman on the
boat, the Coast Guard is to be informed, but they were not.
Yes, tragedy happens on the boat. But the tragedy comes
from those company pencil pushing reps. No heart, no feeling for
the seaman that was hurt. The sum of their attention is to fill their
own wallet to feed their family, pay their big house note, pay for
their nice car. This is how our seamen are paid back.
Jake’s injuries are permanent. The company reps didn’t
view this seaman as a hard worker trying to provide for his
needs just as these pencil pushing reps provide for theirs.
They look as this seaman as a liability.
Jake didn’t ask for this tragedy that happened to him. A
lot of that tragedy also came from the company pencil pushers
after this seaman was already hurt. They put so much other
stuff on him to keep him busy and productive and on the job
after his injury that did further aggravated his injury. The
tragedy that happened to Jake was not enough. The real
liability sits behind the desk pushing their pencil all day or
maybe talking B.S. about their fishing or their golf games,
and, all the while ignoring the seaman that got hurt that also
makes a good living for each of his supervisors.
How many of these company reps have worked on a boat?
How much do they really know about the boats after getting
out of business school with their MBA degrees? They have
education and degree in how to run people’s life and how to
make their money. The one thing they did not get educated on
or a degree in was really caring about their people. They

Given that the Jones Act is the law of the land, Cumming
pressed on, why weren’t the oil companies required to break
down their shipment sizes? Porcari didn’t have an immediate
answer.
Allegretti said the government seems to view the industry
as an outsider that would have more opportunity to participate
in the future.
“We have the first opportunity to participate under the law,
not the last,” said Allegretti, who also represented the
American Maritime Partnership, formerly the Maritime
Cabotage Task Force.
As for the future, he said he saw no evidence of a change
in mentality or that anything would be different during the
next drawdown with “99 percent of the oil moving on foreign
bottoms, because the Department of Energy will have
established minimum lot sizes that the oil purchaser will take
full advantage of.”
don’t have the common sense or the heart that goes with the
job to care about what happens to those hard working seamen.
There is a lot more to Jake’s story. There will be a follow up.
Dave, another seaman got hurt on the boat. He had
surgery on his arm. The muscles are damaged. His arm will
never be the same. This seaman had a chance to advance. My
husband took him to a good lawyer. But before the lawyer
could move on with this case, he was fired. The lawyer called
us to find out if we knew anything about Dave; but we knew
nothing. We tried calling him with no success, so we didn’t
push the issue. However, we did find out sometime later that
Dave was still out of work and he still had trouble with is arm.
The company he worked for sure showed him what he they
thought he was worth.
I have sons that work as seamen – not just my husband. They
gave everything to their crew. They care about what happens on
their boats as Captains. They put their heart into their jobs and
use the common sense God gave them. They didn’t get that from
any degree or from their education from a maritime college.
They worked as deckhands, AB, anything and everything their
job called for as a deckhand. They even put up with the BS of
their Captains. My husband always told them – “Let your job do
the talking for you.” Now, two of my sons are Captains and their
crew love working with them. They are what my husband is – a
hard working seamen. These two Captains don’t treat their
crewmembers like these money hungry pencil pushers that care
for no one but lining their wallets with money.
Who in the world am I to write about our seamen? I am a
Seamen’s wife that cares what happens to them.
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OUR MERCHANT MARINERS APPRECIATE
REAL COAST GUARD HEROES
[Source: E-mail from Paul Driscoll, BMCM, USCG (ret’d),
inventor and manufacturer of the Personal Retriever and
NMA Board Member.]
They say that often one's biggest strength can also be his
or her biggest weakness. During a rescue, we would call
unyielding stubbornness – “determination.” On shore I guess
it's just plain stubbornness.
I clung to the idea of making Life Safer, Inc. an American
Company in large part due to my step dad, a disabled vet who
fought in the Pacific in WWII and in Korea. After his wars
ended he had problems coping with all death and killing he had
experienced. He's the main reason I ended up in the Coast Guard
and not the Army or the Marines like I wanted back when I was
17. Now older and hopefully somewhat wiser, I'm grateful for
what he did for me and for the opportunity to experience the
personal rewards of having saved the lives of others.
That's not to say that there's not a down side to rescue
work. I think most career rescue people would admit in a
moment of candor, to having two sets of memories, those they
will always cherish and others they would gladly have erased
if only they could.
As a young boatswain, I was a crewmember of the Cutter
Cape Starr, a 95 foot Coastal Patrol boat. We were out in a
particularly bad storm where a small craft had capsized in
extremely cold water. We maneuvered alongside a man from
that boat who was at best, semi conscious and unresponsive. I
was at the ready as the rescue swimmer and already had one
leg out over the safety line and about to enter the water when
my skipper came out on the bridge wing to better assess the
conditions. A steep set of rolling waves hit us just as he came
MILESTONE RATIFICATIONS OF
SEAFARERS’ LABOR RIGHTS CHARTER
[Source: Maritime Executive, Aug. 20, 2012. Refer to NMA
Report #R-454-A, July 2, 2006.
International Labour
Organisation (ILO) Maritime Labour Convention, 2006. 105p.]
The ILO’s Maritime Labour Convention has now been
ratified by 30 countries, meaning it will go into effect in a
year’s time. The charter sets out the labour rights of the
world’s 1.2 million seafarers.
The ILO has received the 30th ratification of the Maritime
Labour Convention, 2006 (MLC, 2006) fulfilling the last
condition for the first global standard that spans continents
and oceans to go into effect in a year’s time.
“This is great news for the world’s more than 1.2 million
seafarers,” said ILO Director General Juan Somavia. “It was a
dream of the ILO as early as 1920, and I pay tribute to the
international maritime community for having made it a reality.”
The MLC, 2006 was adopted unanimously in 2006 but
there were two requirements still to be met before it could
come into force.
The ratification by Russia and the
Philippines fulfills the requirement that at least 30 ILO
member countries ratify the Convention.
The other
requirement – that ratifying countries represent 33 percent of
the world’s gross shipping tonnage – was met in 2009.

out on the bridge wing. That's when he decided not to allow
me to enter the water. When he gave me the command to
stand down, I looked over the side and the man in the water
was now about three or four feet under the water. I could still
see that his eyes were wide open and when I looked back at
the skipper who was also a close personal friend, I knew he
could read the look on my face, because he was shaking his
head emphatically in the negative to convey his warning to me
not to do what he knew I was about to. He gestured to me to
get back inside the rail and stand down. I finally did. Weeks
later we did the body recovery and the weather was still so
cold that I had to use a large piece of drift wood to pry the
frozen body loose and bag it. To this day, I regret in not
making the attempt to go after that man.
While reducing the loss of life to drownings was our main
objective, there were other objectives we also had hopes of
accomplishing. One of the others ties in with my father's
wartime experiences. I asked some veterans I knew if they
thought that being gainfully employed in the making of
lifesaving equipment would have a positive or cathartic effect
on some of these folks. The groups we spoke with all agreed
that this would be a great thing to see happen. So while I now
believe we have no alternative but to move our company to
foreign shores in order to survive, our experience with heavy
handed regulatory actions are a glaring symptom of what's
going wrong in this country. Giving up on being an American
company that has the potential to do so much good, feels a lot
like stepping back from the railing once again.
Your Stubborn Friend,
Paul
[NMA Comment: Paul has experienced a decade of an
almost complete lack of cooperation from the service in
which he served so proudly for so many years.]
Under the MLC, 2006 every seafarer has the right to:
• A safe and secure workplace that complies with safety
standards
• Fair terms of employment
• Decent working and living conditions on board ship
• Health protection, medical care, welfare measures and
other forms of social protection
The 30 countries represent nearly 60 percent of the
shipping tonnage. This means that seafarers working on more
than 50 per cent of the world’s international shipping will be
covered by the new Convention. “This is a remarkable
achievement,” Somavia said. “Not only are these first 30
ratifications drawn from almost every region of the world, but
the tonnage level is nearly double the required amount.”
The MLC-2006 establishes minimum requirements for
almost all aspects of working conditions for seafarers
including conditions of employment, hours of work and rest,
accommodation, recreational facilities, food and catering,
health protection, medical care, welfare and social security
protection.
“Each State is tasked not only with ensuring that ships
flying its flag meet the ‘decent work’ requirements set out in
the Convention, but also with certifying that those ships
comply with the requirements relating to labour conditions.”
said Cleopatra Doumbia-Henry, Director of the ILO’s
International Labour Standards Department.
This certification will also facilitate inspections of ships.
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The Convention places great reliance on the system allowing
for inspections to be carried out by other countries, known as
port State control. There is also a mechanism, which records
seafarers’ complaints, as well as a reporting mechanism,
which spots failures no matter where a ship travels.
“The maritime labour inspection and certification system
is a big step forward by the ILO in taking concrete and
specific action to address the very serious problems that arise
because of international ownership of ships and the inability
of some countries to ensure that their ships meet international
standards for quality shipping,” Doumbia-Henry said. She
added that the industry has been active in implementing the
MLC ever since it was adopted and often well ahead of the
legal process for national ratification.
The following countries have ratified MLC, 2006
Liberia, Marshall Islands, Bahamas, Panama, Norway,
SYNTHETIC MARIJUANA
April 8, 2012
FREEDOM OF INFORMATION ACT REQUEST
TO: Mr. Robert Schoening
Drug and Alcohol Program Manager
U.S. Coast Guard Investigations and Casualty Analysis (CG545)
2100 Second Street
Washington, DC 20593-0001
Subject: Coast Guard Policy on Synthetic Marijuana
Dear Robert,
Recently, our Mariner #58 – a very reliable and
trustworthy person – approached me and indicated that
crewmembers were using some sort of over-the-counter
synthetic drug, reportedly a synthetic marijuana.
In Louisiana, there was a great outcry over the availability
of these drugs sold with (or as) bath salts. The state
legislature acted, and state and parish officials mounted
campaigns to remove these items from store shelves. I do not
know whether there is any Federal action afoot or, more
importantly for our mariners, what the Coast Guard has
planned to counter this new assault on the drug war. As you
can tell, I am not terribly well informed on this subject and
would like to remedy that and share this information with our
mariners.
In answer to our Mariner’s request and for him to use to
inform his employer (and for us to use to inform our
mariners), I would like to ask the Coast Guard’s position on
these “drugs” and does it differ from their position on other
drugs? Can you direct me to any literature on the subject and
JAIL TIME FOR LYING SURVEYOR
[Source: U.S. Department of Justice.]
A Miami-based ship surveyor was sentenced for lying to
the Coast Guard and for falsely certifying that inspections had
been performed on two ships, which were designed to ensure
that the ships were seaworthy and did not pose a threat to the

Bosnia and Herzegovina, Spain, Croatia, Bulgaria, Canada,
Saint Vincent and the Grenadines, Switzerland, Benin,
Singapore, Denmark, Antigua and Barbuda, Latvia,
Luxembourg, Kiribati, Netherlands, Australia, St Kitts and
Nevis, Tuvalu , Togo, Poland, Palau, Sweden, Cyprus,
Russian Federation, Philippines.
When it comes into effect, the MLC, 2006 will replace 37
existing ILO maritime Conventions and related
Recommendations adopted since 1920.
For more information, visit the International Labour
Organization.
[NMA COMMENT: The United States does NOT appear
on the list of countries that ratified the agreement. We
doubt that current undermanning that leaves mariners to
perform 84 to 106 hour workweeks and would be
considered decent working conditions.]
tell me where should I look in the existing regulations? Am I
overlooking something that is already there? I have the regs
in 49 CFR Part 40, 46 CFR Part 16 etc.
(End FOIA Request)
Dear Mr. Block:
We are in receipt of your letter dated April 8, 2012. We
determined that it is not a Freedom Of Information Act
Request as it is not related to any process or investigation that
is currently taking place under US Coast Guard jurisdiction.
The Coast Guard position on the use of these illicit drugs is
the same as for other Schedule I and II controlled substances is
not allowed. Recently the Drug Enforcement Administration
(DEA) has identified these drugs as being Schedule I
controlled substances. Please see the Federal Registers dated
March 2, 2011 and March 1, 2012 for DEA action for the
synthetic cannabinoids and the Federal Register dated
September 9, 2011 and October 21, 2011 for rescheduling
action for Cathinones (Bath Salts).
The Coast Guard has urged marine employers to adopt
policies prohibiting the use, possession and distribution of
these Schedule I substances in the workplace. If there is a
report received by a Coast Guard Investigating Officer of a
mariner using these controlled substances, action will be taken
against the credential if there is a credential held by that
individual.
There is not a Federal approved lab that can do this testing
under Federal Authority at the current time.
If you-have any questions, please contact myself or Mr.
Robert C. Schoening at 202-372-1033.
Sincerely,
Captain David Fish
Chief, Investigations and Casualty Analysis
CG-INV
crew or the marine environment, announced Ignacia S.
Moreno, Assistant Attorney General for the Environment and
Natural Resources Division at the Department of Justice,
Wifredo A. Ferrer, U.S. Attorney for the Southern District of
Florida, Rear Admiral William D. Baumgartner, 7th Coast
Guard District Commander, and Jonathan Sall, U.S. Coast
Guard Investigative Service Special Agent in Charge.
Alejandro Gonzalez, 60, of Miami-Dade County, Fla., was
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sentenced in U.S. District Court for the Southern District of
Florida to 21 months in prison.
On May 24, 2012, a federal jury found Gonzalez guilty of
lying to a Coast Guard inspector and a federal agent about the
drydocking of the M/V Cala Galdana, a 68-meter cargo vessel, in
San Juan, Puerto Rico, in April 2009 and December 2009.
Coast Guard inspectors in San Juan discovered the vessel
taking on water in August of 2008 and requested the last
drydocking of the vessel. Gonzalez concocted a false story
about the vessel being drydocked in Colombia in 2006 when
he knew it was not. Gonzalez repeatedly claimed the vessel
had been drydocked in Cartegena, Colombia, in March of
2006, while evidence at the trial proved conclusively that the
vessel was never in Colombia during 2006.
Gonzalez was also convicted of falsifying documents for
the M/V Cosette, a 92-meter cargo vessel. As the surveyor
on behalf of Bolivia,(1) Gonzalez certified the ship as safe for
sea while the vessel was docked in Fort Pierce, Fla., in
November 2009. When the vessel shortly thereafter arrived in
New York City harbor, Coast Guard inspectors discovered
exhaust and fuel pouring into the engine room, endangering
the crew and the ship. For his action, Gonzalez was convicted
of making a false statement and obstructing a Coast Guard
JAIL TERM FOR MAGIC PIPE ENGINEER

[Source: Maritime Executive, Aug.16, 2012]
An Italian headquartered shipping company and the chief
engineer of one of its ships were sentenced yesterday in
federal court in Mobile, Ala., for deliberately falsifying
records to conceal discharges of oily wastewater from the ship
directly into the sea.
Giuseppe Bottiglieri Shipping Company S.P.A, was
sentenced by U.S. District Court Judge Ginny Granade in the
Southern District of Alabama to pay a $1 million criminal
fine, serve four years of probation, and make a $300,000
community service payment to the National Fish and Wildlife
Foundation. The company must also fund and implement a
comprehensive environmental compliance plan during the
term of probation.
Judge Granade sentenced Chief Engineer Vito La Forgia
to one month in jail.
Giuseppe Bottiglieri Shipping Company S.P.A., the owner
and operator of the M/V Bottiglieri Challenger, pleaded guilty

Port State Control examination. [(1)NMA Comment: Bolivia
doesn’t even have a coastline although it does have Lake
Titicaca, the world’s highest commercially navigable lake. It
is time to end the “flags of convenience.”]
“Mr. Gonzalez is being held accountable today for making
false statements and certifications to Coast Guard inspectors
whose job it is to ensure the safety of ships at sea,” said
Assistant Attorney General Moreno. “Ship surveyors serve a
crucial public safety role, and when they abdicate their
responsibility they put mariners in danger and our nation's
waters at risk of contamination. Mr. Gonzalez's prosecution
should send a message that we will not tolerate this type of
egregious behavior.”
“Surveyors are responsible for the safety of the ships they
inspect. When they fail to do their jobs properly, lives are put
at risk,” said U.S. Attorney Ferrer. “Today’s sentence should
remind those few surveyors who need reminding of the great
responsibility that they carry and the consequences of their
actions.”
The prosecution was handled by Assistant U.S. Attorney
Jaime Raich and Trial Attorney Kenneth Nelson, of the
Environmental Crimes Section of the Justice Department’s
Environment and Natural Resources Division.
on July 11, 2012, to a violation of the Act to Prevent Pollution
from Ships for failing to properly maintain an oil record
book as required by federal and international law.
Mr. La Forgia, the ship's chief engineer, pleaded guilty on
July 12, 2012, to violating the Act to Prevent Pollution from
Ships.
According to papers filed in court, between Dec. 19, 2011,
and Jan. 25, 2012, Mr. La Forgia and other senior Bottiglieri
Shipping Company employees discharged oily bilge waste
from the M/V Bottiglieri Challenger on multiple occasions as
the vessel sailed from Singapore to Brazil and then from
Brazil to Mobile.
The vessel arrived in the Port of Mobile on Jan. 25, 2012,
and underwent a Coast Guard inspection. Based on
information provided to the Coast Guard by engine
department crewmembers and evidence discovered during the
Coast Guard's inspection, it was evident that there were
internal transfers and discharges of oily waste into the
ocean that were not recorded in the vessel's oil record
book as required.
The deliberate overboard discharges of oily waste were
accomplished through the use of a "magic pipe" that connected
the ship's purifier sludge tank with the ship's bilge holding tank,
the contents of which were then pumped overboard without first
being processed through required pollution prevention control
equipment designed to detect and prevent discharges containing
more than 15 parts per million oil.
"The U.S. relies on vessel crews and their management
companies to provide accurate logs and records when
calling on U.S. ports to ensure oily wastes are discharged
properly at sea," said Kenyen Brown, U.S. Attorney for the
Southern District of Alabama. "The U.S. is fully committed
to prosecuting those cases where vessels cover-up improper
oily waste discharges at sea through the use of falsified logs.
Our aim is twofold, to preserve our natural resources for
future generations, and second, to clean up a corrupt
corporate culture that would place greed above all else. I
am also pleased that my office was able to play a role in
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securing another $300,000 for waterway preservation and
conservation projects in the Mobile Bay and throughout the
Southern District of Alabama. This prosecution would not
have been possible without the hard work of the U.S. Coast
Guard at Sector Mobile and District Eight, Coast Guard
Criminal Investigative Service, the Environmental Protection
Agency Criminal Investigation Division and Department of
Justice, Environmental and Natural Resources Division,
Environmental Crimes Section."
[NMA Comment: Although most of our mariners serve on
smaller vessels, the same laws apply to us as well. If your
vessel has an oily water separator (OWS), be sure that it is
maintained in good working order. If it is not operable be
sure to make appropriate logbook entries and detail all
contacts with your office to obtain shoreside service on the
HOMELAND INSECURITY
[NMA Comment: How much stupidity can our nation
survive? Heads need to roll over this $500,000,000 loss to
taxpayers caused by an unhappy shipyard worker.]
-AFFIDAVIT OF JEREMY GAUTHIER
I, Jeremy Gauthier, am a Special Agent with the Naval
Criminal Investigative Service (NCIS), currently assigned as
the Assistant Special Agent in Charge for the-Northeast-Field
Office of NCIS, and I swear that the following is true. I make
this affidavit in support of the issuance of a criminal
complaint charging Casey James Fury with arson within the
special maritime and territorial jurisdiction of the United
States, in violation of Tide 18, United States Code, Section 81.
1. USS Miami (SSN 755) is a United States Navy Los
Angeles Class attack submarine. Built in Groton Connecticut by
the Electric Boat Division of General Dynamics Corporation, she
was commissioned in 1990. At all times relevant to this
Affidavit, USS Miami has been in dry dock aboard the
Portsmouth Naval Shipyard (PNSY) within the District on
Maine. On May 23, 2012, the Miami sustained a fire
concentrated in the forward portion of the ship. The fire was first
reported at approximately 5:30 pm that day. Fire crews from the
Miami, along with the PNSY and numerous local fire
departments, battled the fire for approximately 12 hours, finally
extinguishing it on the morning of May 24. The fire caused
extensive damage to the forward portion of the vessel. The Navy
has estimated the damage at four hundred million dollars.
Preliminary fire scene examination was unable to identify a
specific cause or precise origin of the fire due to the extent of the
damage. However, the fire appears to have started in a stateroom
on the Second Deck, Middle Level of the ship. Forensic
investigation is still being conducted.
2. On June 16, 2012 at about 7:00 p.m., a second fire
ignited in the dry dock cradle on which the Miami rests. This
fire was quickly extinguished and caused little or no damage.
While forensic investigation is still being conducted regarding
this fire as well, preliminary investigation indicates that the
fire was started using isopropanol (alcohol) wipes.
3. At all times relevant to this Affidavit, Casey James
Fury, age 24, has been a civilian employee working aboard the
USS Miami as a civilian painter and sandblaster. He was
working aboard the Miami at the time of the first fire on May
23 and was working in the dry dock beneath the sub at the

broken equipment.]
[NMA Comment: If your vessel is not required to keep an
Oil Record Book and/or a separate engineroom logbook,
be sure that you make entries in your vessel’s rough
logbook and record all contacts with your office about
repairing broken OWS or other equipment that could
cause an oil discharge or sheen.]
[NMA Comment: Our Association worked for years with
Congress to require adequate hours-of-service recordkeeping
in official logbooks used on workboats – 46 U.S. Code §11304.
Use these same logbooks to record “A loss of main
propulsion, primary steering, or any associated component or
control system that reduces the maneuverability of the
vessel” as required by 46 CFR §4.05-1(a)(3).]
time of the second fire on June 16.
4. On May 24, Special Agent Brett Holey interviewed
Fury about the first fire and he told Boley the following: He
arrived for his shift at approximately 3:00 p.m. on May 23 and
was assigned to do needle gunning (paint stripping) in the
torpedo room aboard the USS Miami with Michael Huff, a coworker. He worked in the forward end of the torpedo room
while Huff worked at the aft end of the torpedo room.
Another civilian employee tapped Huff on the shoulder and
told him to pull the fire alarm because there was smoke. Huff
got Fury's attention and Fury saw smoke billowing into the
torpedo room. He departed the torpedo room through the aft
end, climbed up the ladder well near the entrance to the
torpedo room and turned right at the top of the ladder well.
He stepped out into the hallway and looked to the left toward
the forward end of the boat and saw the entire hallway filled
with smoke. He then turned to the right, toward the aft end of
the submarine and departed the submarine through the aft
escape trunk.
5. On June 18, 2012, Special Agent Rachel Wynalda
interviewed Fury about the second fire and he told her the
following: At the time of the fire, he was working in the area
of the Main Ballast Tank (MBT) at the forward end of the
submarine, which is located within the basin (cradle) of dry
dock #2. He was working with Christopher Marquis when a
fire alarm sounded, around 7:00 p.m.. He had to get Marquis
out of the MBT since Marquis did not hear the alarm. He then
secured his equipment and departed the dry dock area. On
June 25, 2012, Fury gave a sworn written statement in which
he denied any involvement in either of the two fires.
6. I interviewed Fury again on July 18, 2012. The
interview was conducted in an office aboard PNSY. Fury was
not in custody, and I informed him that he was free to leave at
any time. This time, Foxy admitted setting the June 16 fire.
Specifically, orally and in a sworn written statement, Fury told
me the following about his involvement in that fire. He was
working with Christopher Marquis on June 16 in the area of
the Main Ballast Tanks within the city dock area, stating at
approximately 4:30 p.m.. Marquis worked inside the tank
while he was his safety watch. As the safety watch, he was
wearing green colored overalls, a hard hat, ear plugs and
safety glasses. At some point, he began texting his former
girlfriend and attempted to convince her that the guy she
started seeing was not just a friend like she had been claiming.
Fury explained that he became anxious over the text
conversation with his ex- girlfriend and wanted to leave work.
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At around 6:30, he started pacing in the area of the MBT's and
eventually walked aft toward a cut out in the hull near the
back of the boat. His mind was racing and he observed a
plastic bag containing isopropanol (alcohol) wipes on a keel
block in close proximity to the hull cut area of the boat. He
removed the alcohol wipes from the plastic bag and stuffed
them into a corner around fire resistant wood underneath the
hull cut on a structure used to hold the boat up while in dry
dock. He set the isopropanol wipes on the wood and set a
piece of plywood over the wipes. He subsequently lit the
isopropanol wipes on fire with a lighter and returned to the
MBT area. Shortly after he arrived back at the MBT's a fire
alarm had been activated. He notified Marquis who got out of
the tank and they departed the boat. On July 19, Fury and I
went to the location of the second fire and he explained to me
his movements on June 16 related to the fire. Also on July 19,
Fury continued to deny any involvement in the first fire.
7. John-Cunningham is a civilian employee (refrigeration
mechanic) at PNSY who was working in the USS Miami at
the time of the second fire. In an interview with Special
Agents Nathan O'Connor and Kevin Cozzolino, Cunningham
stated that, from his position, he could see the location where
he later learned that the second fire ignited. At about 7:00,
Cunningham saw a person, whom he could not identify, near
that location. Cunningham then smelled "something funny"
and went to investigate. He saw a fire, approximately 15 to 18
inches high on plywood beneath the submarine. The source of
the fire appeared to Cunningham to be some alcohol wipes.
8. Although Casey Fury admitted his involvement in the
second fire in the July 18 interview and the July 19 meeting,
he continued to maintain that be did not cause the first fire.
Fury agreed that he would submit to a polygraph examination,
which I then scheduled for Friday, July 20. Timothy Bailey is
a Special Agent with the Naval Criminal Investigative Service
and is trained as a polygraph examiner. According to Special
Agent Bailey, he met with Fury in an office at PNSY and Fury
signed & document expressing his voluntary agreement to
engaging in the interview without the presence of an attorney.
Fury was not in custody. During the administration of the
polygraph examination, Bailey questioned Fury about the May
23 fire and Fury initially denied involvement. Bailey detected
that Fury was being untruthful in his denial and he so advised
Fury. Fury then admitted to Bailey that he had caused the
May 23 fire. Specifically, Fury told Bailey the following: At
approximately 4:00 on May 23, he boarded the Miami and
began working in the torpedo room on the midlevel with
Michael Huff. While in the torpedo room, he stripped paint
with the use of a needle gun within the forward area of the
torpedo room while Huff worked at the aft end of the torpedo
room. At approximately 5:30 his anxiety starting getting
really bad and, from what he could recall, he grabbed his
cigarettes and lighter and left the torpedo room, where he
passed Huff. Huff was facing down needle gunning, which
put Huff's back to him. Additionally, Huff was wearing ear
plugs and ear muffs so Huff would not have been able to hear
him. Fury ended up going up the stair way up to the middle
level and went forward into one of the state rooms. He was
not sure which state room but related it was not far from the
stairs he used to, go up to middle level. He went into a state
room and saw a bunk with three beds. On the top bed were
bags of equipment and rags. The bags were blue plastic type
bags. He was not sure what was in the other blue bags, but
knew one of them had rags in it, which were different pieces
of clothes that had all kinds of colors and designs. He could

not remember for sure but believed there were items on the
middle bunk. Fury recalled that there may have been a small
red vacuum on the top bunk but he did not remember the size
of the vacuum for sure, but believed that it was approximately
a foot and a half by a foot. He set the aforementioned rags on
fire with a BIC lighter and after seeing flames approximately
two inches high on the rags he departed the State Room, went
to the torpedo room and returned to needle gunning. He was
subsequently notified by Huff about smoke, Huff pulled the
fire alarm and he exited the boat. The reason he set the fire
was in order to get out of work. Fury further explained to
Bailey that he had failed to admit his involvement in the May
23 fire when he was interviewed on May 24 because he was
scared and because everything was blurry to him and his
memory was impaired due to his anxiety and the medications
he was taking at the time. He explained that he was taking
Celexa for anxiety and depression, Klonopin for anxiety,
Ambien for sleep and Xertec for allergies. I have learned on
June 21, 2012, Fury checked himself into an in-patient mental
health facility and checked out of the facility on June 23.
9. Later in the day on July 20, Fury accompanied S/A's
Holey and Comolino on a walk-through of the USS Pasadena,
which is an attack submarine very similar to the Miami. In
that walkthrough, Fury showed them the path that he took at
the time beset the fire on May 23, as described in paragraph 8
above. Fury also demonstrated to the agents how he set the
fire in a state room aboard the .P.asadena. 'The agents and
Fury did a similar walk through on the Miami, and Fury again
described his actions on May 23, although due to the
destruction of the vessel, the description was quite general.
10. On July 20, 2012, 1 interviewed Mark Ayotte, Production
Supervisor at PNSY, by telephone and he told me the
following: Part of Ayotte's duties include conducting
inspections of the boat for cleanliness, possible safety issues,
which he normally does twice a day. On May 23, 2012, at
approximately 3:40 p.m., he was in State Room #1 aboard the
USS Miami and noticed a 2.5 gallon shop vac, red in color,
immediately to his left on the floor just inside the door. He
recalled stepping on a bunch of black power cords that were
unplugged from a tall yellow cylindrical vacuum and a short
grey in color vacuum with a slightly larger diameter than the
other two on the deck. He then went to the bunks located in
the state room and recalled on the top bunk, towards the
forward end, was a 24" by 24" blue colored poly ethylene
(plastic) bag with about eight pig mats, clean and unused,
folded in half, which are used for oil absorption. Ayotte saw
another 24" by 24" blue poly bag at the aft end of the bunk,
which contained about six to eight cotton rags with simple
prints on them along with a pair of brown cotton gloves, clean
and unused. He noticed another red shop vacuum and a white
plastic bottle, with an exempt sticker on it, meaning it was
exempt from hazardous material control, on the top bunk.
Based on the above, I have probable cause to believe that
Corey James Fury has committed the crime of arson within the
special maritime and territorial jurisdiction of the United States,
in violation of Title 18, United States Code, Section 81.
s/Jeremy Gauthier
Special Agent, Naval Criminal Investigative Service
On July 22, 2012, Jeremy Gauthier appeared before me
and swore that the above statement by him is true.
John H. Rich III
United States Magistrate Judge
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MAJORITY OF NEW JOBS ARE LOW WAGE
[Source: AARP.]
It turns out that stubbornly high unemployment isn’t our
only big problem when it comes to the job market. We’re
two years into the economic recovery but the majority of jobs
being created aren’t comparable to those we’ve lost. In fact,
the low-wage jobs being added to company payrolls are
outpacing higher-wage occupations on a scale of nearly three
to one.
A new report from the National Employment Law Project
finds that the majority of jobs being created pay $13.83 per
hour or less. The occupations that have grown the most in the
last two years: retail salespersons, food preparation workers,
laborers and freight workers, waiters and waitresses, personal
and home care aides, and office clerks and customer
representatives.
While the lack of good jobs is a concern for workers of all
ages, it’s a special concern for 55-plus adults who got laid off
during the recession. If the majority of jobs they’re fighting
for pay far less than what they were making in the old days,
they’re going to have a hard time rebuilding their retirement
savings — assuming they’re lucky enough to get a job in the
first place.
[NMA Comment: Many of our former mariners face this
problem that was created by the Coast Guard and its new
medical evaluation system that short-circuited their
careers. It is time to “downsize” the bloated bureaucracy

at the National Maritime Center with almost twice the
number of employees it had just a few years ago. We
suggest that it is time for Admiral Papp to appoint a new
Commanding Officer for the NMC.]
Older jobless workers have been out of work for close to a
year, on average. Many have taken on part-time jobs because
they couldn’t find full-time work.
Annette Bernhardt, the report’s author, called “America’s
deficit of good jobs” an issue that will shape the economy for
decades.
“We’ve seen strong productivity growth over the last 30
years,” she says, “but the majority of workers have not seen
that translate into their paychecks.”
Since the first quarter of 2001, the report showed, the
number of jobs had grown by 8.7 percent in lower-wage
occupations and by 6.6 percent in higher-wage occupations.
The number of jobs in mid-wage occupations had fallen by
7.3 percent.
The report, which analyzed job trends during and after the
Great Recession, also found that:
 Lower-wage jobs (from $7.69 to $13.83 an hour)
represented 21 percent of the jobs lost during the recession
but 58 percent of those added in the recovery.
 Jobs that paid in the mid range ($13.84 to $21.13 an hour)
made up 60 percent of the losses during the downturn but
just 22 percent of those created during the recovery.
 Higher-wage jobs ($21.14 to $54.55 an hour) remained
about the same: 19 percent were lost and 20 percent were
added to the economy.

Our Website is
www.nationalmariners.us
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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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