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[Source: http://americanadmiraltybooks.blogspot.com]
Official U.S. Navy Photo: USS Dwight D. Eisenhower (CVN-69), USS George H.W.
Bush (CVN-77), USS Enterprise (CVN-65), USS Harry S. Truman (CVN-75), and USS
Abraham Lincoln (CVN-72) at Naval Station Norfolk, Virginia recently.
What's wrong with this picture? To a landlubber probably nothing, but to a naval
historian it is chillingly reminiscent of this picture below.
This is an aerial view of
Battleship Row, Pearl Harbor
on the morning of December
7, 1941 taken from an
attacking Japanese aircraft.
The plume of white smoke in
the center of the picture is
rising from the USS Oklahoma
from a torpedo strike.
We really have to ask
who is responsible for this
concentration of half our
aircraft carrier fleet in one
nice compact location?
Why are they there? Well
obviously
the
USS
ENTERPRISE is there because she is being decommissioned. So it should not be
surprising to see an additional carrier there while she is in, she is going to occupy a berth
at Norfolk for a long time. It might be acceptable to see a second carrier there with the
one additional to the ENTERPRISE for a brief period as one is finishing up and the other
just starting a repair, replenishment. But after December 7, 1941 we should never have
half our centerpiece capital ships within a stone's throw of each other.
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Do we really believe that Russia or China is about to attack
Norfolk? No, but then in 1941 there was only a tiny group of
naval intelligence professionals who thought the Japanese were
about to attack Pearl Harbor, no one listened. However we are at
war with a host of non-state organizations who fear and loath our
carrier fleet. In a tight grouping like that a walk up terrorist attack
could put half the carrier fleet out for more than a year. How
hard is it for terrorist to know when the fleet is in like this. Well,
we discovered it from open Internet sources that we monitor
daily, but a terrorist scout wouldn't have to go to that much
trouble. The situation may be readily viewed on an excursion
boat ride open to the public.
Wanted: Another Revolt of the Admirals
To us this picture demonstrates that we are past due for
another "Revolt of the Admirals". After WW II a Congress
about half as irresponsible as the present one wanted a "peace
dividend" and was busily going about the dismantlement of
the U.S. Navy. The Navy's senior military leadership marched
MEDICAL WAIVERS AND THREATS
OF SUSPENSION & REVOCATION
By Richard A. Block
Earlier this month a towboat Captain I have known for many
years brought papers from the National Maritime Center showing
that the medical department was turning his file over to for
suspension or revocation to the National Center of Expertise
for Suspension and Revocation for failing to provide evidence
that he had renewed his medical waiver on time.
Knowing the significance of such a notice and taking the
threat seriously, I contacted the Chief of the local marine
safety unit who checked his computer and determined that no
such action was pending. Having attended at least 20 S&R
hearings, I understood the seriousness of the threat. The
Captain was immediately concerned for his job and how this
would affect him.
I was also concerned when, digging more deeply into the
case, when I found that he had accumulated a unpaid medical
bill from one local medical provider for over $6,200 from the
previous year when he had obtained the services necessary to
obtain his medical waiver in the first place! He learned
through that hard experience that neither his employer’s
medical coverage nor his Medicare coverage automatically
paid for medical tests used to obtain a Coast Guard waiver to
hold his job. This was a tough lesson and an even more
humbling experience for him was to ask the same doctors to
extend his credit to cover additional testing and further
evaluation to renew his waiver for another year. To their
mutual credit, these hurdles were overcome.
When the Captain read the waiver and the follow-up letters
he misunderstood the meanings of the terminology “annual”
and “two years” that appeared in those letters. In reading the
letters and since I knew the Captain well, I could understand
the cause for the misunderstandings. I would later find out in
additional local consultations that his was far from the only
case of its kind.
I next called the National Maritime Center and was told
flatly and most assuredly that no medical waiver could
possibly be extended for any reason. Case closed!!!
Case not closed! Since the Captain needed to go back to

up Capital Hill and told the Congress what the dangers were if
they proceeded with their foolishness unchecked. It cost
every one of them their career. Politicians don't take kindly to
being publicly corrected. But it was necessary and as a result
when the Cold War broke out we had the naval lead. The
Admirals, their careers ruined retired to private life.
Notice "retired", when you are an admiral you don't get
thrown out on the street because some politician demands
your head on a plate. Admirals by very definition are
retirement eligible before they put the stars on their collars. In
the periodic officer reviews admirals get reviewed too and
most get passed over and must retire. The air is thin at this
level. Every admiral in fact lives on the verge of retirement.
Is it expecting so much of the present generation that they stop
jockeying for position for another star and tell this President
and the squabbling Congress the facts of naval life. Who is
responsible for this classic and totally ill advised
concentration of Aircraft Carriers? Just what kind of admirals
do we have today anyway?
work (if for no other reason than to pay the balance on his
shocking medical bill), I asked the lady I spoke with to transfer
our call to the National Center of Expertise for Suspension and
Revocation that is located at the National Maritime Center. I
remember speaking with a CDR Scott Budka shortly after his
office opened. I knew his office was in the building! Certainly, I
thought, it would be possible to make some arrangements without
involving the administrative law system.
The lady on the other end of the line in the Medical
Department either would not or could not transfer the call and
left us hanging while she summoned and effectively informed
her supervisor about the nature of the call.
Her supervisor, a Mr. John Fitzwater, picked up the phone
and had the case file in his hand.
I explained my
determination to reach the S&R people and was happy to
confirm (for the second time in a day!) that no steps toward
Suspension and Revocation of the mariner’s credential had yet
been taken. However, the Captain and I were able to make a
reasonable accommodation whereby the he could take his
medical tests and go back to work. Within a short period of
time, the tests and consultation required were on their way to
West Virginia. Nevertheless, a blunt answer such as “waivers
are never extended” issued by someone in apparent authority
at the National Maritime Center is enough to discourage some
mariners from continuing in the industry.
Suspension and Revocation is a tool that the Coast Guard
apparently is willing to use to ensure that medical waivers are
kept up-to-date – and is a threat that every mariner should take
seriously. Our Association has seen this tool used recklessly
and abusively in the past and have shared our experiences
with others, including Congress and the DHS Inspector
General in NMA Report #R-204, Rev. 4. S&R remains a tool
that every mariner should take seriously. One only need read
a recent Decision and Order in U.S. Coast Guard v. Hocking
(Docket #2010-0133) to understand how deeply and
irrevocably entrenched NVIC 04-08 (the “Medical NVIC”)
has become since its first fumbling days when it was
presented to MERPAC and TSAC.(1) For many mariners, it
has meant the end of their careers or, like the Captain in this
article, left him at the uninsured mercy of medical bills
beyond his – or any mariner’s control. The message to our
limited-tonnage mariners is that going to sea is not a lifetime
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career. [(1)NMA File #A-1211-YY.]
What Is the Future Role of the Coast Guard's National
Suspension & Revocation Center of Expertise?
[Source: By John E. Lenker, 2011.
Emplasis is ours!
http://www.seattlemaritimelawblog.com/admin/trackback/254299]
Is the future role of the Coast Guard’s National
Suspension & Revocation Center of Expertise to keep a
traveling legal staff to prosecute those holding a mariner’s
license?
The Coast Guard and U.S. Department of Homeland
Security recognize the need for “targeted revitalization of
technical competency and expertise within marine safety” in
the maritime industry, and assert that the National Centers of
Expertise (NCOE) will improve Coast Guard inspector and
investigator competencies in the maritime industry, as well as
insuring uniform application of regulations policy doctrine
and Tactics, Techniques, and Procedures (TTP).
The
Suspension and Revocation National Center of Expertise (SR
NCOE) is located in Martinsburg, West Virginia.
There are more than 200,000 credentialed merchant
mariners for which the Coast Guard is charged to ensure their
competency and professional conduct, that mariners have not
acted beyond the scope of their licensed authority or acted
negligent in their responsibilities. The Coast Guard can and
does reprimand, following a hearing, licensed mariners to
ensure they possess the necessary skill, experience and
character to protect the life and safety of those at sea.
According to a Defense Media Network posting, more than
600 mariner complaints are looked into annually by Coast
Guard Investigating Officers (IOs). The SR NCOE Center is
currently staffed by six individuals, one of which is an
attorney, to assist the local Officer in Charge, Marine
Inspection (OCMI) in presenting the Coast Guard’s case at a
hearing on the suspension and revocation of a mariner’s
license. The IOs are assisted by both military and civilian
employees assigned to SR NCOE.
The SRNCOE and OCMI investigate potential violations
OSHA ISSUES SEAMAN'S PROTECTION ACT
WHISTLEBLOWER PROCEDURES
[Source: Marex – portions deleted but are available in NMA
Report #R-210-A. Emphasis is ours!]
WASHINGTON – The Occupational Safety and Health
Administration has published interim final rules that establish
procedures governing whistleblower complaints filed under the
Seaman’s Protection Act. The Act protects seamen from
retaliation for engaging in protected activity under the Act,
including providing information to the government about an
alleged violation of maritime safety laws or regulations. OSHA
is requesting public comment on the interim final rules.
On Oct. 15, 2010, Congress amended the Seaman’s
Protection Act by enacting Section 611 of the Coast Guard
Authorization Act of 2010. Among the revisions, Congress
transferred the administration of the whistleblower
protections in the Act to OSHA, which was previously
enforced through federal court. Congress also expanded
protected activities under the Act, and adopted the procedures
and burdens of proof provided in Section 31105 of the Surface

of law, negligence, misconduct, unskillfulness, incompetence or
misbehavior of persons holding merchant mariner documents,
licenses, certificates or credentials issued by the Coast Guard
and recommends SR pursuant to 46 USC 77when deemed
appropriate. The process begins by the Coast Guard’s issuance
of a complaint against the holder of a Coast Guard credential;
the Coast Guard submits evidence to support the allegations of
its complaint; the respondent/license or credential holder may
submit evidence in rebuttal or mitigation to an administrative
law judge. The judge renders a decision on the basis of
evidence adduced at a hearing and the law, and renders a
decision to the respondent. In the case where an appeal is made
by either party, notice of appeal is filed in accordance with 33
CFR 20.1001(a). Supplementary information and regulatory
information can be found in the Federal Register's article
regarding establishment of Suspension and Revocation of
National Center of Expertise and discussion of the rule setting
forth the technical changes to Titles 33 and 46 of CFR in
establishing SR NCOE and can be found at 33 CFR 1.01-20 and
46 CFR 1.01-15.(1) [(1)74 FR 30935-8, June 29, 2009 and
ALCOAST 131/09. NMA file #A-1292]
The Coast Guard and the Department assert that in
broadening the Coast Guard’s team to handle suspension and
revocation cases, this new team approach will not affect the
process or procedure in prosecuting a mariner. That remains
to be shown from the perspective of the licensed mariner
meeting his or her burden of proof and mounting a defense
to the charges alleged against his or her license or
credential.
SR NCOE Section 1.01-25 has also been updated. 46 CFR
1.01-25(c)(1)(i) now reflects that either party, the Coast Guard
or the respondent mariner (license holder), may appeal an
Administrative Law Judge’s decision (former paragraph 1.0125(c)(1)(i) only addressed appeals filed by the respondent
license mariner).
Licensed mariners should be generally made aware of the
existence and role of the SR NCOE and its support role and
expertise provided to the OCMI.
Transportation Assistance Act.
The interim final rule establishes the procedures and time
frames for handling retaliation complaints, including
procedures and time frames for filing complaints with OSHA,
investigations, appeals of OSHA determinations to an
administrative law judge for a hearing, review of ALJ
decisions by the Administrative Review Board, and judicial
review of the secretary of labor’s final decision….
OSHA enforces the whistleblower provisions of the
Occupational Safety and Health Act and 21 other statutes protecting
employees who report violations of various workplace, commercial
motor vehicle, airline, nuclear, pipeline, environmental, railroad,
public transportation, maritime, consumer product, motor vehicle
safety, health care reform, corporate securities, food safety and
consumer financial reform regulations. Additional information is
available at http://www.whistleblowers.gov/.
Under the Occupational Safety and Health Act of 1970,
employers are responsible for providing safe and healthful
workplaces for their employees. OSHA’s role is to ensure these
conditions for America’s workingmen and women by setting and
enforcing standards, and providing training, education and
assistance. For more information, visit http://www.osha.gov.
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(NMC) Deck and Engine exam question database. We
acknowledge the excellent and perceptive maintenance
accomplished during the period from 1988 to 2008 where the
database was purged of faulty questions and transferred to the
internet to the benefit of the public. We assert that this is and
must remain a Coast Guard function. We assert that MERPAC
should have an important role to play and should place more
emphasis on our “limited-tonnage” mariners and in regard to
engineroom training.(1) [(1)Report, p.29.]

NMA REQUESTS INSPECTOR GENERAL TO AUDIT
COAST GUARD EXAM PROGRAM
February 21, 2013
Attn: Secretary Janet Napolitano
U.S. Department of Homeland Security
Washington, D.C. 20528
Action Requested: Request for DHS-OIG Audit
Subject: Providing Reasonable Public Access to Coast Guard
Examination Questions, Answers, and Illustrations.
References: NMA Report #R-428-K, Rev. 6 (copy attached).
Our File #GCM-287.
Dear Secretary Napolitano,
I ask you to recall my previous letter of June 22, 2011(1) on
unresponsive Coast Guard officials and to assure you that
your intervention did elicit a response although it did not solve
the underlying problem. [(1)Report, p.11.]
In our request to your Inspector General’s “Hotline”(1) our
Association asserted 1) the public’s right to free access to the
latest version of every examination question and answer, and
2) that it is a function of the Coast Guard to maintain
the database current.(2) We believe that in upholding
our appeal and citing the Supreme Court decision in
Milner(3) that the public’s right to access that the Coast
Guard suddenly withdrew in July 2010 now rests on
firmer ground. [(1)Report, p.2–5. (2)Report, p.2,
introductory. (3)Report, p.31.]
Our Association advocates for the interests
of approximately 126,000 credentialed
“limited-tonnage” merchant mariners. I
am writing to you about the consequences of
the unfortunate policy thrust upon our
mariners without warning in July 2010. I
respectfully request that you submit this issue to your
Inspector General to audit all aspects of the Coast Guard’s
entire exam creation policy.
Most “audits” are conducted in search of eliminating waste,
fraud, and abuse and improving efficiency in government. I
assert that the actions taken by officers at the NMC wasted the
time not only of your own employees but seriously damaged the
relationship between the Coast Guard and many parties that
prepare mariners to take (and pass) credentialing exams. I assert
that this policy was harmful to a number of merchant mariners
that contacted our Association and have important stories to tell
about the cost and discouragement this disruption caused them as
they prepared for advancement by denial to information they
needed for adequate preparation. [(1)One example appears on
Report pages 42, 43.]
I request this audit in the hopes that it will lead to more
efficient administration of functions under your Agency’s
purview including the following areas:

 Restore the full and complete database to the internet
including every illustration. We assert that the database was
seriously compromised during the past 2½ years that it was
removed from public scrutiny. For example, there were
approximately 523 illustrations in the former Engineering
illustration book. The ties that connected questions to
illustrations were severed affecting hundreds if not
thousands of exam questions. If permission to use any
“copyrighted” illustration cannot be obtained for public use,
we assert that the Coast Guard should pay to have
professionals draft a replacement illustration.
 Solicit information, investigate, and determine the extent of the
problems that instructors and mariners experienced when the
questions and answers were removed from public
access.(1) We will cooperate and direct examples
to your attention. [(1)Examples include Report
pgs. 19, 20, 42-44.]
 Determine the extent of unresolved
problems resulting from the withdrawal
of information from public access. We
noted some of these issues in the attached
report.(1) [(1)Report, p. 38, 45, 46.]
 Improve the DHS OIG “Hotline” because our
mariners need direct access to report important safety
and security problems. The “Hotline” failed us when
we tried to use it.(1) Several mariners we directed to the
“Hotline” never received a response. [(1)Report, pgs. 2-5.]
 Improve Coast Guard officials’ replies to correspondence
from members of the public.(1) [(1)Report, p. 11.]
 Improve handling of FOIA requests, especially those
involving possible conflicts of interest within the Coast
Guard.(1) [(1)Report, pgs. 14, 21, 22, 24-27.]
I suggest that the attached NMA Report #R-428-K, Rev. 6
be used as a basic background and reference document and
that other interested parties with an interest be asked to
contribute to the audit.
Very truly yours,
Richard A. Block
Secretary, National Mariners Association

 Creation and maintenance of the National Maritime Center
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MERPAC MEETING ANNOUNCEMENT
[Source: Federal Register, Feb, 15, 2013]
Summary: The Merchant Marine Personnel Advisory
Committee (MERPAC) will meet on Mar. 12, 2013 and Mar.
13, 2013 in Houston, TX, to discuss various issues related to
the training and fitness of merchant marine personnel. This
meeting will be open to the public.
Dates: MERPAC working groups will meet on Mar. 12,
2013, from 8 a.m. until 4 p.m., and the full committee will
meet on Mar. 13, 2013, from 8 a.m. until 4 p.m. This meeting
may adjourn early if all business is finished.
Addresses: The Committee will meet in the Red Room of
the West Gulf Maritime Association (WGMA), 1717 Turning
Basin, Suite 200, Houston, Texas 77029. For further
information on the location of WGMA, please contact Mr.
Niels Lyngso at (713) 715-6443.
A public oral comment period will be held each day.
Speakers are requested to limit their comments to 3 minutes.
Please note that the public oral comment period may end
following the last call for comments.
Contact: Davis Breyer, Alternate Designated Federal
Officer (ADFO), at davis.j.breyer@uscg.mil or at 202-3721445 no later than February 26, 2013, to register as a speaker.
Supplementary Information: MERPAC is an advisory
committee and acts solely in an advisory capacity to the
Secretary of the Department of Homeland Security (DHS)
through the Commandant of the Coast Guard. The Committee
will advise, consult with, and make recommendations
reflecting its independent judgment to the Secretary (DHS).
Meeting Agenda - Day 1
The agenda for the Mar. 12, 2013, meeting:
(1) The full committee will meet briefly to discuss the
working groups' business/task statements, which are listed
under paragraph 2 (a)-(g) below.
(2) Working groups addressing the following task statements,
available for viewing at http://homeport.uscg.mil/merpac
will meet to deliberate:
(a) Task Statement 30, Utilizing Military Education,
Training and Assessment for STCW (the International
Convention on Standards of Training, Certification &
Watchkeeping for Seafarers (STCW) (1978), as
amended) and U.S. Coast Guard Certifications;
(b) Task Statement 58, Stakeholder Communications during
Merchant Mariner Licensing and Documentation
Program (MLD) Restructuring and Centralization;
(c) Task Statement 71, Review of USCG Operational
Level Examination (3rd Mate/2nd Mate and 3rd/2nd
Assistant Engineer) Topics and Questions and
Alignment with the STCW Code;
(d) Task Statement 73, Development of Training Guidance
for Engineers Serving on Near-Coastal Vessels;
(e) Task Statement 77, Development of Performance
Measures (Assessment Criteria);
(f) Task Statement 78, Consideration of the International
Labor Organization's Maritime Labour Convention,
2006; and
(g) Task Statement 80, Crew Training Requirements
Onboard Natural Gas-Fueled Vessels Other Than
Liquefied Natural Gas Carriers.
(3) Public comment period.
(4) Reports of working groups. At the end of the day, the

working groups will report to the full committee on what
was accomplished in their meetings. The full committee
will not take action on these reports on this date. Any
official action taken as a result of this working group
meeting will be taken on day 2 of the meeting.
(5) Adjournment of meeting.
Agenda - Day 2
The agenda for the March 13, 2013, Committee meeting is
as follows:
(1) Introduction;
(2) Remarks from Coast Guard Leadership;
(3) Roll call of committee members and determination of a
quorum;
(4) Designated Federal Officer (DFO) announcements;
(5) Reports from the following working groups;
(a) Task Statement 30,
(b) Task Statement 58,
(c) Task Statement 71
(d) Task Statement 73
(e) Task Statement 77
(f) Task Statement 78
(g) Task Statement 80
(6) Other items for discussion:
(a) Report on National Maritime Center (NMC) activities
from NMC Commanding Officer, such as the net
processing time it takes for a mariner to receive his or her
credential after application submittal;
(b) Report on Mariner Credentialing Program Policy
Division activities, such as its current initiatives and
projects;
(c) Report on International Maritime Organization
(IMO)/International Labor Organization (ILO) issues
related to the merchant marine industry;
(d) Report on the implementation of the 2010 amendments
to the STCW Convention; and
(e) Briefings about on-going Coast Guard projects related
to personnel in the U.S. Merchant Marine, such as:
 Proposed Task Statements concerning: Training for
officers and crewmembers aboard ships operating in
polar waters;
 Review of CG-719K (Merchant Mariner Physical
Examination Report) & CG-719K/E (Merchant
Marine Certification of Fitness for Entry Level
Ratings); and
 Development of competency requirements for
engineers working on small vessels with high
horsepower.
(7) Public comment period/presentations.
(8) Discussion of working group recommendations. The
committee will review the information presented on each
issue, deliberate on any recommendations presented by the
working groups and approve/formulate recommendations
for the Department's consideration. Official action on these
recommendations may be taken on this date.
(9) Closing remarks/plans for next meeting.
(10) Adjournment of meeting.
Procedural: A copy of all meeting documentation,
including the Task Statements, is available at
https://homeport.uscg.mil by using these key strokes:
Missions; Port and Waterways Safety; Advisory Committees;
MERPAC; and then use the event key. Alternatively, you may
contact Mr. Breyer as noted above.
Minutes will be available 90 days after this meeting.
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MERCHANT MARINER MEDICAL ADVISORY
COMMITTEE MEETING ANNOUNCEMENT
[Source: Federal Register, Feb, 15, 2013, pgs. 11213-4]
Summary: The Merchant Mariner Medical Advisory
Committee (MEDMAC) will meet on March 14-15, 2013 to
discuss matters relating to medical certification determinations
for issuance of merchant mariner credentials, medical
standards and guidelines for physical qualifications of
operators of commercial vessels, medical examiner education,
and medical research. The meeting will be open to the public.
Dates: MEDMAC will meet on Thursday, March 14, and
Friday, March 15, 2013, from 8:00 a.m. to 5:30 p.m. Please
note that the meeting may close early if the committee has
completed its business.
Addresses: The meeting will be held at the Houston Pilots
facility, 203 Deerwood Glen Drive, Deer Park, TX 77536. For
information contact Lieutenant Ashley Holm, the MEDMAC
Alternate Designated Federal Officer (ADFO), 202-372-1128 or
email Ashley.e.holm@uscg.mil.
To facilitate public
participation, the Coast Guard invites public comment on the
issues to be considered by the committee as listed in the Agenda.
Comments must be submitted in writing to the Coast Guard on or
before Mar. 4, 2013. See the full Federal Register notice for
details. Your materials will be placed on the MEDMAC Web
site https://homeport.uscg.mil to be made available to the
members of the committee and the public.
A public comment period will be held on March 14, 2013,
from approximately 9:15 a.m. to 9:45 a.m., and on March 15,
2013 from approximately 4:40 p.m. to 5:00 p.m. Speakers are
requested to limit their comments to 5 minutes. Please note
that the public comment period may end before the time
indicated, following the last call for comments. Additionally,
public comment will be sought throughout the meeting as
specific tasks and issues are discussed by the committee.
Contact Lt. Holm to register as a speaker.
Supplementary Information: Notice of this meeting is
given under the Federal Advisory Committee Act. The
committee advises the Secretary of DHS on matters related to
(a) Medical certification determinations for issuance of
merchant mariners' credentials; (b) medical standards and
guidelines for the physical qualifications of operators of
commercial vessels; (c) medical examiner education; and (d)
medical research.
Agenda Day 1, March 14
ALWAYS PLAN FOR LARGER SEAS
[Source: By Capt. Joel Milton, WorkBoat. Emphasis is ours!]
U.S. mariners are well acquainted with the National
Weather Service marine weather forecasts that sometimes
keep us company while on watch. But do we get what they’re
saying?
It’s not clear whether mariners actually understand the
information that forecasters are trying to convey to us. At the
user end (mariners, dispatchers, port captains, safety
managers, etc.) of those forecasts, the wind portion is
generally well understood. Predicted seas are not, and this
can prove dangerous and costly.

(1) Remarks from Presiding Officer of the Houston Pilots,
Captain Robert Thompson.
(2) Opening comments by Designated Federal Officer (DFO),
Captain K.P. McAvoy.
(3) Remarks from the Director of Inspections and
Compliance, Captain P.F. Thomas.
(4) Introduction and swearing in of the new member, Chair
and Vice-Chair designations.
(5) Review of Last Full Committee Meeting's Minutes.
(6) Public Comments.
(7) Working Groups reports out.
(8) Working Groups addressing the following task statements
may meet to deliberate-(a) Task Statement 1, Revision of Navigation and Vessel
Inspection Circular (NVIC) 04-08. The NVIC can be
found at http://www.uscg.mil/hq/cg5/nvic/ Medical and
Physical Guidelines for Merchant Mariner Credentials.
(b) Task Statement 2, Top medical conditions leading to
denial of mariner credentials.
(c) Task Statement 4, Revising the CG-719K Medical
Evaluation Report Form for mariner physicals. The
form can be found at http://www.uscg.mil/nmc.
(d) Task Statement 5, Creating medical expert panels for
the top medical conditions.
(e) Task Statement 6, Developing designated medical
examiner program.
Agenda Day 2, March 15
(1) Presentation by the Heart Rhythm Society (Task s1 & 2).
(2) Continue work on Task Statements.
(3) By mid-afternoon, the Working Groups will report, and if
applicable, make recommendations for the full committee
to consider for presentation to the Coast Guard. The
committee may take official action on these
recommendations on this date. The public will have an
opportunity to speak after each Working Group's Report
before the full committee takes any action on each report.
(4) Public Comments.
(5) Closing remarks/plans for next meeting.
NMA Position Statement: We ask that our mariners
consider attending this meeting in Houston, keeping in
mind the Statement of Captain Steven Oravets of NMA’s
Board of Directors published as the lead article in
Newsletter #87 (Sept./Oct. 2012) and distributed to all
medical committee members as representing the position
of our limited-tonnage mariners.
It’s important to remember that seas (the combination of
local wind waves and ocean swells, and the effects from their
interaction) are expressed in feet or meters and indicate the
predicted Significant Wave Height. SWH should not be
confused with maximum wave height. The definition of SWH
(also called Hs) is the average of the highest one-third of
waves (measured from trough to crest) that occur in the wave
spectrum over a given period of time. There is also Hm
(most-probable wave height), H (mean wave height), H1/10
(highest 10 percent of waves), H1/100 (highest 1 percent of
waves) and Hmax (theoretical maximum wave height). On
this scale, Hs falls above H and below H1/10.
So by using these definitions, one should plan for seas
larger, maybe significantly larger, than the heights stated in the
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forecasts. How much larger? They can be bigger than you think.
To calculate H1/10 take Hs and multiply it by 1.27; for H1/100
multiply Hs by 1.67; and for Hmax multiply Hs by 2. So if the
forecast calls for seas of up to 20 feet you should expect a 10
percent chance of 25.4-foot seas, a 1 percent chance of 33.4-foot
seas, and a slight possibility of 40-foot seas.
In other words, those bigger waves are always out there
somewhere and it’s only a question of whether or not you’ll both
be occupying the same point on the surface of the sea at the same
time. The longer you’re out there the greater the probability.
The quick-and-dirty risk analysis is to always be prepared
for the possibility of encountering individual waves of roughly
twice the predicted SWH. If your vessel, the vessel you’re
towing, or the gear connecting them can’t handle those
conditions then you ought not be on that voyage. And I’m not
talking about some one in 10 million freakish monster rogue
wave here. It’s those predictable waves that are routinely
predicted and allowed for in the standard weather forecasts.
TWINKIES & DING DONGS
[Source: West Coast Sailors (SUP) from Orlando Sentinel, Jan.
3. Emphasis is ours!]
Union-busting was the secret filling inside
the demise of Twinkies, Ding Dongs
America lost one of its iconic brands last month when
Hostess, maker of Twinkies, Ding Dongs, Wonder Bread and
other staples of postwar Middle America, closed up shop.
But there was another curious aspect to the story: Hostess
workers were still represented by several Unions, and one of
them, the Bakery, Confectionery, Tobacco Workers and Grain
Millers International Union, had gone on strike. The failure of
management and the bakers Union to reach an agreement, it
appears, precipitated the closing of the company and the loss of
18,000 jobs.
The Twinkie and the Union, going down together – the story
fitted perfectly into a pat journalistic narrative in which Unions
have done their work (thanks for the eight-hour day, folks!) but
now must exit the historical stage.
Unfortunately, reality is not quite so simple. Recently, we
learned – from the Wall Street Journal, no less – that the
company had diverted payments it was supposed to make to
the employee pension fund into other operating accounts.
This at a time when finances were tight and management
nevertheless decided to give itself more bonuses and salary raises.
This is the new America: Bonuses and stock options for the
top brass, pink slips and blame for the working class. Most
Hostess employees had taken steep pay cuts over the last few
years. One of the major reasons the bakers’ Union went on strike
was that the company was not honoring prior pension
agreements.
The version we got from the headlines was a little different:
Union refuses to negotiate, forces 80-plus-year old company to
shut down.
Don’t be mistaken. What happened at Hostess is part of a
long, protracted shift in the American workplace. Companies use
any means at their disposal, including bankruptcy reorganization,
to get rid of Unions. Meanwhile, right-wing think tanks and
pundits demonize Union members as freeloaders and thugs. It

An excellent reference is “Significant Wave Height: A closer
look at wave forecasts,” by Tom Ainsworth of the NWS office
in Juneau, Alaska.
Its last paragraph is well written and very important: “Prudent
mariners know the physical limits of their vessels with respect to
wind speed and wave height. The marine weather forecasts
provide both wind velocity (speed and direction) information and
wave height information. Wave height values, both predicted and
observed, are defined as the significant wave height, Hs. Hs is not
a single value but rather a value which implies a range of heights,
from approximately 60% of Hs to 200% of Hs in the open ocean
(narrower range in the inner channels), occurring in a wave
spectrum! Mariners should not focus on the single significant
wave value in a forecast or observation but recognize the concept
of the wave spectrum, know the definition of significant wave
height, and be able to determine the expected range of wave
heights.”
Thank you and well done Mr. Ainsworth.
has been a decades-long project, and it’s been incredibly
successful.
Look at Michigan. With a law signed recently by Governor
Rick Snyder, it became the 24th state in the nation where a
person can accept a job, along with the benefits negotiated by
Union contracts, and opt out of paying Union dues. In time, this
will undercut the Unions – and their ability to negotiate with
employers.
That Michigan could become a “right to work” state is a
testament to the power of the anti-Union narrative. This is the
very state where the once powerful United Auto Workers was
birthed. But notice how this event is covered. Some in the media
present this as a sad event – it’s always sad when Middle
Americans lose out. Others tout it as a victory for freedom. But
nobody in the media is permitted to register this in outrage, to
decry this as systematic rigging of the system in favor of
employers at the expense of employees.
We also saw this in the coverage of the Chicago teachers
strike – indeed, in any discussion of education reform. We are to
understand that all blame for the problems of public education in
this country can be hung around the necks of the teachers’
Unions. The troubles of public education are legion. Yet other
factors that also affect educational quality receive far less
reflection. Then there is the issue of public employee
compensation, which is said to be bankrupting states. Of course,
Union scolds never pause to ask why legislatures love to
underfund pension funds – that is, to fail to live up to the
contracts the states have negotiated with public employees in the
first place. In this way, politicians are a bit like private equity
operators stuffing companies with debt, squeezing fees and
profits into the right pockets, and shafting patsies like wage
employees and the public.
The National Labor Relations Board has determined that
Hostess didn’t play fair in the negotiations with the bakers’
Union. This news was no doubt met with smirks by those who
regard the board as just another government entity standing in the
way of big business.
Yet for all the bluster about makers and takers, job creators
and moochers off society, one group is habitually left voiceless.
They are the people who actually perform manual work, the
blue-collar employees. They operate forklifts, stand on assembly
lines, drive trucks and, yes, put sugary cream into yellow cakes.
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NEW AND REVISED NMA REPORTS
NMA Report #R-203-A, June 11, 2009.
Maritime
Workforce Development Act. 22p. Congressman Elijah
Cummings (D-MD) sponsored a Bill (H.R. 2651) in the 111th.
Congress for a maritime career training program to make
student loans available to eligible students to provide for
training of U.S. Merchant Mariners. After all the legislative
work was done, at the last moment, the Bill was never
enacted into law.
Needless to say, nothing helpful to our limited tonnage
mariners was accomplished during the 112th. Congress. Many
mariners who want to advance in the industry still need money
to do so. We will ask Congress to re-consider this Bill or a
comparable program in the 113th. Congress. This report
contains a copy of the old H.R. 2651 for your reference and
hopes for better treatment in the future.
NMA Report #R-210-A. Whistleblower Protection for
Merchant Marine Officers. Procedures for the Handling of
Retaliation Complaints Under the Employee Protection
Provision of the Seaman’s Protection Act (SPA) as Amended.
(Contains OSHA Interim Final Rule.) 24p.
Newsletter #84 (p.2) contained an important story where a
INJURED MARINER COMPENSATED

[Source: Maritime Executive, Feb. 4, 2013;
http://www.chaloslaw.com.]
Eastern District of New York Awards Injured Seaman $1.7
Million under Jones Act
In Frederick J. Harrington, Jr. v. Atlantic Sounding Co., Inc.
et. al, the United States District Court for the Eastern District of
New York awarded Frederick Harrington $1,728,948 under the
Jones Act, 46 U.S.C §30104, for injuries sustained as a result of
the defendants’ negligence while he was employed as a seaman
aboard the defendant vessel MV Candace.
Prior to the accident, the plaintiff was fifty-two (52) years
old with only a high school education. Over the course of his
work history, plaintiff served as a hull technician in the United
States Navy and had held several civilian maritime positions.
Prior to plaintiff’s injury, he had received exemplary reviews
from all of his supervisors and was able to do any task
assigned to him with no physical limitations. Additionally,
immediately prior to joining Weeks Marine Inc., the plaintiff
had obtained his Merchant Marine License, which required
passing an extended series of tests as well as obtaining letters
of recommendation from past employers.

mariner won a wrongful termination suit for $245,000 through
an attorney and with OSHA intervention. This was a result of
an important Congressional action taken in the 111th.
Congress that our Association pushed for many years. OSHA
has now become the protector of abused mariners.”
This is a very complicated issue that the NMA Report #R210 explains. NMA Report #R-210-A contains the new
OSHA regulations that govern how OSHA will operate in
handling complaints of retaliation against mariners.
We want to caution mariners that this is an extremely
complicated issue and one in which action should never be
taken lightly. It is one in which you will need the services of
an attorney. Nevertheless, we presented the documents for
you to review without attempting to provide legal advice that
we are not qualified to do.
NMA Report #R-428-K, Revision 6. Report to The
Secretary of Homeland Security: Request for Audit to
Define and Reaffirm the Public’s Right to Access the
Coast Guard’s Professional Examination Question &
Answer Database. 49p. It took a Supreme Court ruling to
make the Coast Guard return the entire exam Question and
Answer database to the public. In reviewing the disconnected
remains of the database, it is only reasonable to ask for
assurances that something like this never happens again.
On April 10, 2005, the crew of the Candace was tasked with
moving an underwater pipeline, submerged off the coast of
Panama City, Florida. Prior to moving the pipeline, the Candace
was first required to lift the anchor that was attached to either end
of the pipeline. This required the crew engaging in a process
called “anchor pulling.” In order to lift the anchor, a tugboat is
required to position itself near a buoy, floating on the surface of
the water, which is connected by a pennant wire to the anchor on
the floor of the ocean. Once the boat is in position, one of the
seamen approaches the edge of the boat and uses a boat hook to
capture the pennant wire. The seaman who captures the pennant
wire then pulls the wire onto the boat, where the eyelet can be
connected to the boat’s trip hook. The boat’s towing winch is
then used to reel in the pennant wire, thereby lifting the pipeline
anchor off the ocean’s floor.
Plaintiff was tasked with pulling the anchors, despite the
fact that the plaintiff and his fellow crewmembers had no
experience pulling anchors attached to floating pipelines
and had not received any instruction or training on how to
perform the job safely. Plaintiff’s injury was caused when
the plaintiff caught hold of the pennant wire. The boat moved
out of position, causing the pennant wire to go taut, which
twisted the plaintiff’s back, causing his injury. The plaintiff’s
doctor diagnosed plaintiff with having a herniated lumbar disc
and right foot drop that was a result of a severely compressed
nerve in plaintiff’s lower back. Plaintiff underwent surgery
and attended physical therapy. However, his doctor found
that he was unable to sit or stand for longer than thirty (30)
minutes at a time and was unable to lift, push or pull anything
greater than twenty (20) pounds.
In order to recover under the Jones Act, a plaintiff must
establish, by a preponderance of the evidence (1) that at the
time of his injury, he was acting in the course of his
employment as a member of the vessel’s crew; (2) that the
defendant was negligent; and (3) that the negligent act caused
the plaintiff’s injury. Under the Jones Act, an employer is
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liable to its employee if the employer’s negligence played any
part, even the slightest, in producing the injury or death for
which damages are sought.
The Court found that the plaintiff sustained his burden of
proof, establishing that defendants breached their duty of care
to plaintiff through their negligent operation and handling of
the Candace and that such negligence proximately caused the
plaintiff’s injuries. Further, because Weeks Maritime Inc. did
not provide any instruction or training to its crew as to how
best to perform the task of anchor pulling, or outline the risks
FEDERAL JUDGE CLEARS BOLLINGER SHIPYARD
IN FRAUD CASE
[Source: By Dale K. DuPont, WorkBoat, Jan. 31, 2013]
A federal judge Wednesday dismissed the Department of
Justice’s suit against Bollinger Shipyards Inc., Lockport, La.,
over the stretching of eight Coast Guard cutters, saying the
government needs to specify where fraud occurred.(1) [(1)Refer
to Newsletter #79, pgs 17, 18.]
The suit filed in 2011 claims Bollinger “made material
false statements to the Coast Guard” about the hull strength of
the 110' Patrol Boats (WPBs) that were converted to 123' at a
cost of $78 million. “The first converted cutter, the
Matagorda, suffered hull failure when put into service,” the
government said. Efforts to fix it and the other vessels were
unsuccessful, and the cutters have been taken out of service.
The suit sought damages from Bollinger under the False
Claims Act for the loss of the vessels.
The government’s allegations “do not add up to a plausible
theory of fraud,” said U.S. District Judge Sarah Vance in New
Orleans. “The government still has not said what was false
about Bollinger’s section modulus calculations so that an
inference can be drawn that whoever made them had to know
they were untrue. The government has already abandoned one
theory of fraud. It is time for it to plead with particularity

associated with anchor pulling, the plaintiff was able to prove
that the Candace was unseaworthy while plaintiff was
engaged in line-anchor pulling. As a result, Judge Gershon
awarded the plaintiff $478,948 in lost wages, $500,000 for
past pain and suffering, and $700,000 for future pain and
suffering.
To read a copy of the Eastern District of New York’s
decision, click here. For more information on this decision
and how it may apply to specific facts and circumstances,
please contact us info@chaloslaw.com.
what the fraud is.”
The judge said the government’s complaint “does not even
allege that Bollinger made an intentionally false or recklessly
untrue statement, or acted with deliberate indifference.”
Instead, the suit alleges “that Bollinger’s 7,152 cubic inches
statement to the Coast Guard was consistent with an internal
statement made by Bollinger’s chief naval architect, not that
Bollinger knew one thing internally but said something
different to the Coast Guard.”
A Bollinger spokesman said the company had no
immediate comment on the judge’s order.
Bollinger, which built the original vessels, expressed
disappointment when the lawsuit was filed. The work was
completed in 2006, Bollinger said in a statement, and, “Throughout
this process, Bollinger has been open and cooperative with the
government, and we remain committed to providing the
government all necessary information and assistance to bring this
matter to a close. Bollinger has tried to find a way to resolve this
matter short of litigation, but we are fully prepared to defend our
good name aggressively in a court of law.”
Judge Vance gave the Justice Department 20 days to
amend its claims.
A Justice Department spokesman said Thursday via email, "We’re reviewing the matter and have no further
comment at this time.".
Read
the
judge’s
40-page
order
here:
https://ecf.laed.uscourts.gov/doc1/08516287573

[Source: By Wendy Laursen, Maritime Executive. Feb. 20,
2013]

on tankers, VLCCs, pure car carriers and U.S. Military Sealift
Command vessels as well as container ships, and he was one of
the first deep sea pilots to do a generic ECDIS (Electronic Chart
Display & Information System) course, although to do so is now
becoming regulation for pilots in the UK.

Executive in Action: Captain Antony Tibbott, Deep Sea and
Coastal Pilots, Ltd., UK
Captain Antony Tibbott has
spent his life on container ships
and reefers. First as a master and
now as a pilot, he has enjoyed
watching a new generation of
officers come into the industry.
Times have changed since he was
a young officer taking bearings and
plotting a vessel’s position on
paper charts. Back then, he was
taught to always use all means
available to fix a vessel’s position.
Today Tibbott navigates the English Channel and North Sea,
anchoring vessels off European ports when required. He works

Pros & Cons
Far from being against ECDIS, he has embraced it, but
there are limitations. Like other experienced masters, Tibbott
does not have the same unfailing confidence in the system that
younger officers do. Many of the masters he knows are also
uncomfortable about not having paper charts on board. There
were serious glitches in some early ECDIS systems, such as
not displaying stranded wrecks, and although these have been
addressed many anomalies still remain.
“Dispensing with paper charts is the cheaper option in the
long run, I suppose,” he explains, “but I feel at this stage of the
ECDIS rollout it isn’t the best way to do it. Shipowners might
argue that it is the requirement and they are not going to spend
more money on paper charts, but I think a lot of officers would
feel that having a paper chart system in the background would be
advantageous. I’m getting this feedback all the time.”

ECDIS & PAPER CHARTS
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Tibbott’s most recent assignment found him on a 350m
container vessel without paper charts. He asked a young
officer on board if he could fix the vessel’s position without
the GPS functionality of the ECDIS system. The officer
eventually worked it out, but it took some time navigating
five-deep through the menu system. For the young officer
involved, it was a potentially valuable lesson.
“Young officers have much more faith in electronics than
older ones,” he cautions. “We’ve all read the manuals that say
in the event of a power failure backup sources will kick in, but
I have been in a situation on a bridge where we have lost all
the electronics. When we did get power back there were still
problems.”
With only ECDIS available the ability to handle a GPS
malfunction should be part of the safety management system
on the ship, says Tibbott. “The master should have standing
orders to the effect that the officer should practice fixing the
vessel’s position on the screen by manual means using
bearings at least once a watch,” he adds.
Looking Out the Window
Tibbott sailed the world as master between 1991 and 2009.
At times he had as many as five cadets on board. “I used to say
to them that electronic charts are not always right, and they would
look at me as if I came from Mars.” He would ask them to count
all the visual display units on the bridge and would not accept
their answer until he had pointedly shown them the windows.
“These are visual display units also,” he chided.
Although marking a bearing on a chart is time spent not
looking out the windows on the bridge, at least it does involve
going outside to take the bearing. Young officers, no longer
needing to do this, however, are not taking the extra time to
focus on the windows as their confidence in ECDIS is so
strong. With some officers, the time saved by ECDIS will just
enable them to do more paperwork, not use the windows to
improve their situational awareness.
There is a growing tendency for seafarer competence to be
measured by administrative and electronic expertise, but this can
mask poor performance when basic seamanship is required, says
Tibbott. Routine situations can turn into emergencies very
rapidly, and the current design of some ECDIS systems does not
help. It is possible that the alarm that sounds when an ECDIS
system has reverted to dead reckoning mode is easily missed, he
says, and visually may only involve a small alert on the corner of
the screen. This is inadequate.
“The rollout of ECDIS needs a bit more input from
experienced seamen,” he concludes.
THE NEXT TERRORIST ATTACK
[Source:
Passed on to us by Chief Engineer Leon
Manderson, subject of NMA Report #R-412-A, with this
message: “It’s quite obvious that many awful attacks could
take place within this country, mostly because we are much
too complacent. It will take a few such actions to wise us
up...Too bad. I promise this will make you think!]
Do you know who Juval Aviv is? He was Golda Meir's
bodyguard and the Israeli Agent upon whom the movie
'Munich' was based. Golda Meir appointed him to track down
and bring to justice the Palestinian terrorists who took the
Israeli athletes hostage and killed them during the Munich

[Source: Marine Log, Jan. 31, 2013]
All efforts to tow the minesweeper USS Guardian off a
reef in the Philippines having failed, the Navy has decided
that the only way remove the ship without causing further
damage to the reef is in pieces. Meantime, investigators are
looking into whether faulty digital chart data might have
been a factor in the grounding.
ABC News reports Capt. Darryn James, spokesman for the
U.S. Pacific Fleet, as saying that the Navy now plans to cut
the ship into pieces to get it off the reef. Two heavy lift shipborne cranes will arrive at the scene by Friday to begin to
salvage the ship. The process is expected to take a month
USS Guardian ran aground on Tubbataha Reef the night of
January 17.
The 23 year old Avenger-class mine
countermeasures ship had just completed a port call in Subic
Bay and was en route to Indonesia and then on to Timor-Leste
to participate in a training exercise when the grounding
occurred.
Tubbataha Reef, approximately 80 miles east-southeast of
Palawan Island and located about 400 miles south of Manila,
is both a Philippines natural park and a UNESCO World
Heritage Site.
A U.S. Navy investigation to assess the circumstances
surrounding the grounding that occurred in Philippine waters
will include information on faulty digital navigation chart data
that misplaced the location of Tubbataha Reef.
The U.S. National Geospatial-Intelligence Agency (NGA)
has provided the Navy preliminary findings of a review on
Digital Nautical Charts (DNC) that contain inaccurate
navigation data and may have been a factor in the grounding.
This action followed up on initial contact made by NGA
when the mapping organization first realized there might be a
potential inaccuracy regarding the Tubbataha Reef digital
chart. NGA has reviewed data from more than 150,000
square nautical miles in the surrounding area and found no
additional errors.
Since DNC mapping is used for safe navigation by
Guardian and other U.S. Navy ships, Navigator of the Navy
Rear Adm. Jonathan White has released precautionary
guidance to all Fleet and ship commanders. White's message
states, "initial review of navigation data indicates an error in
the location of Tubbataha Reef" on the digital map.
"While the erroneous navigation chart data is important
information, no one should jump to conclusions," said U.S.
Pacific Fleet spokesman Capt. Darryn James. "It is critical
that the U.S. Navy conduct a comprehensive investigation that
assesses all the facts surrounding the Guardian grounding."
Olympic Games.
In a lecture in New York City a few weeks ago, Aviv
shared information that every American needs to know, but
that our government has not yet shared with us.
A little background: Aviv predicted the London subway
bombing on the Bill O'Reilly show on 'Fox News', stating
publicly that it would happen within a week. At the time,
O'Reilly laughed and mocked him, saying that in a week he
wanted Aviv back on the show. Unfortunately, within a week
the terrorist attack had occurred.
• Juval Aviv also gave intelligence to the Bush
Administration about 9/11 a month before it occurred. His
report specifically said that they would use planes as
bombs and target high profile buildings and monuments...
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I think we all know what happened, right?
• Congress has since hired Aviv as a security consultant.
Aviv predicts that the next terrorist attack on the U.S. will
occur within the next few months. Forget hijacking airplanes,
because he says terrorists will NEVER try hijacking a plane
again as they know the people on board will never go down
quietly again. Aviv says that our airport security is a joke 'that
we have been reactionary' rather than proactive in developing
strategies that are truly effective.
Example 1: Because an idiot tried to light his shoe on fire,
now everyone has to take off their shoes
Example 2: A group of idiots tried to bring aboard liquid
explosives, and now we can't bring liquids on board.
He says he's waiting for some suicidal maniac to pour
liquid explosive on his underwear; government security will
then have us all traveling naked!
Last but not least, our airport security looks for metal, but
the new explosives are made of plastic!
Currently, our government only focuses on security when
people are heading to the gates. Aviv says that if a terrorist
attack targets airports in the future, they will target busy times
on the front end of the airport when and where people are
checking in. For example, it would be easy for someone to
take two suitcases of explosives, walk up to a busy check-in
line, ask a person next to them to watch their bags for a
minute while they run to the restroom, and then detonate the
bags before security even gets involved. In Israel, security
checks bags before people can even enter the airport.
Aviv says the next terrorist attack here in America is
imminent and will involve suicide bombers and non-suicide
bombers in places where large groups of people congregate,
such as Disneyland, Las Vegas casinos, shopping malls,
subways in rush hour, train stations, etc., as well as in rural
America this time (Wyoming, Montana, etc.). The attack will
be characterized by simultaneous detonations around the
country involving at least 5-8 cities, including rural areas.
Aviv says terrorists won't need to use suicide bombers in
many of the larger cities, because at places like the MGM
Grand in Las Vegas, they can simply valet park a car loaded
with explosives and walk away.
Aviv says all of the above is well known in intelligence
circles, but that our U.S. Government does not want to 'alarm
American citizens' with the facts. The world, however, is
soon going to become 'a different place', Aviv says, where
issues like 'global warming' and political correctness will have
become totally irrelevant.
On an encouraging note, Aviv says that Americans don't
have to be concerned about being nuked. He says the
terrorists who want to destroy America will not use
sophisticated weapons. Instead, they like to use suicide, as it's
cheap, it's easy, and it's effective and they have an infinite
abundance of young, ignorant, fanatic militants more than
willing to 'go see Allah'.
Aviv also says the next level of terrorists over which
America should be most concerned will not be coming from
abroad. They will instead be 'home grown' meaning they will
have attended and been educated in our own schools and
universities right here in the U.S. These young terrorists will

be most dangerous because they will know our language and
will fully understand the habits of Americans; but that we
Americans won't know/understand a thing about them.
So, what can America do to protect itself? From an
intelligence perspective, Aviv says the U.S. needs to stop
relying on satellites and technology for its intelligence.
Instead, we need to follow Israel's, Ireland's and England's
hands-on examples of human intelligence, both from an
infiltration perspective as well as to trust 'aware' citizens to
help. We need to engage and educate ourselves as citizens;
however, our U.S. Government continues to treat us, its
citizens, 'like babies'. Our government thinks we can't handle
the truth' and are concerned that we'll panic if we understand
the realities of terrorism. Aviv says this is a deadly mistake.
Aviv recently created and executed a security test for
Congress by placing an empty briefcase in five well-traveled
spots in five major cities. The results? Not one person called
911 or sought a policeman to check it out. In fact, in Chicago,
someone tried to steal the briefcase!
In comparison, Aviv says that citizens of Israel are so well
'trained' that an unattended bag or package would be reported
in seconds by citizen(s) who know to publicly shout,
'Unattended Bag!' The area would be quickly & calmly
cleared by the citizens themselves. But, unfortunately,
America hasn't been 'hurt enough' yet by terrorism for their
government to fully understand the need to educate its citizens
or for the government to understand that it's the citizens who
are, inevitably, the best first-line of defense against terrorism.
Aviv also was concerned about the high number of
children who were in preschool and kindergarten after 9/11,
children who were basically 'lost' without parents being able
to pick them up, and schools that had no plan in place to best
care for the students until their parents could get there. (In
New York City, in some cases this was days!) He stresses the
importance of having a plan that's agreed upon within your
family, to respond to in the event of a terrorist emergency. He
urges parents to contact their children's schools and demand
that the schools, too, develop plans of actions, as they do in
Israel. He says we should all have a plan that is easy enough
for even our youngest children to remember and follow.
Does your family know what to do if you can't contact one
another by phone? Where would you gather in an emergency?
Aviv says that the U.S. Government has in force a plan
that, in the event of another terrorist attack, will immediately
cut-off EVERYONE's ability to use cell phones, as this is the
preferred communication source used by terrorists and is often
the way that their bombs are detonated. How will you
communicate with your loved ones in the event you cannot
use phones, internet? Bottom line, you need to have a plan!
If you believe what you have just read, then you must feel
compelled to send it to every concerned parent or guardian,
grandparents, uncles, aunts, whatever and whomever. Nothing
will happen if you choose not to do so, but in the event it does
happen, I promise this particular email will haunt you.
NMA Comment: Don't be in the category of saying, "I
should have sent this to...", but I didn't believe it and just
deleted it as so much trash.
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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!

124 North Van Avenue
Houma, LA 70363-5895
Phone: (985) 879-3866
24 hr. Fax: (985) 879-3911

INFORMATION CENTRAL
We Publish License Study Books

Master, mate & Operator (up to 1600 GT)
Able Seaman & Lifeboatman
Workboat Engineer
Tankerman
Towing Vessel Officer’s Guide
QMED Oiler, Electricity, Boiler & Machine Shop
Logbooks: Deck, Engine, Radio, Ballast, Towing
Marine Safety Signs and Stencils
NMA Members are always welcome.

Get 20% discount

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+
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