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OVERHEIGHT TOW CRASHES INTO BROOKS BRIDGE

[NMA Comment: This is the latest in a string of “Overhead Clearance Accidents”
we continuously reported to Congress in NMA Report #R-293-B, Rev. 6. We
reiterate that the Master of a towing vessel must have reliable factual information
about his vessels’ air draft immediately available in the pilothouse. Inform bridge
tenders and Coast Guard officials and to ensure safe passage under every type of
charted overhead obstruction. The Master also must have the same information
about the air draft of his tow. We assert that the company that owns or operates
the towing vessel should be designated by law and regulation to furnish that
information to the Master of the towing vessel before the vessel gets underway.]
[NMA Comment: Proper “Voyage planning” must become an important component of
all inland tows. This was reiterated by the Coast Guard investigation report of Apr. 28,
2006 (Actions on Recommendations, pgs. 3, 4) on the Sept. 15, 2001 ramming of the
Queen Isabella Causeway Bridge that resulted in multiple fatalities.]
A tow carrying a crane crashed into the west side of the Brooks Bridge at Fort
Walton Beach, Florida, on Wed. Mar. 20, 2013 damaging parts of the span and rupturing
the main water line to Okaloosa Island. The bridge was closed to motorists and
pedestrians for hours, snarling traffic for miles in each direction.
Crews from the Florida Department of Transportation and the Okaloosa County
Water and Sewer Department worked throughout the night to make repairs to the bridge
and the 16- inch water main that provides the water supply to Okaloosa Island. Although
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there was reported to be 900,000 gallons of available water in
storage, by that evening officials were urging island residents
to conserve water if possible.
The crash occurred at 3:15 p.m. as the tugboat Miss Lizzy
was pushing four barges two-by-two east in Santa Rosa
Sound, according to officials at Coast Guard Station Destin.

The crane on one of the barges hit the bridge.
The allision took down portions of the bridge’s concrete
guardrail and broke a water main running underneath the
eastbound sidewalk on the bridge. Concrete and water from the
pipe cascaded into the water below. Fortunately no one was hurt
and no vehicles crossing the bridge were damaged, but the bridge
was closed immediately to vehicular and pedestrian traffic.
It didn’t take long for traffic to snarl in both directions.
Motorists were directed north off U. S. Highway 98 west of
FIGHTING REGULATORY HEADWINDS
By Mariner #94
I've watched our organization fight regulatory headwinds
for many years and for very good reasons and you've certainly
made far better headway than I have thus far. Unfortunately
for both of us, our government has too many influential
partners and too little time for the needs or concerns of small
organizations and average individuals, even in cases where
people are losing their lives, unless of course it's covered in a
major headline event.
They pay little or no attention to back page stories on
things like the drowning of one lone mariner or citizen, even
when it's occurring countless times each year. Unsafe
working conditions or unfair treatment of people are of little
or no concern to those who see the companies doing this as
their own potential future employers once their time in federal
service is complete. I see little hope of ever seeing officials
within this government-industry partnership taking the moral
high road and holding their potential future employers
accountable for their actions. So without the aid of a big
monetary or political stick or wide media focus, a small
organization like the National Mariners Association or the
average citizen can't even get the attention of elected officials
anymore.
Like yourself, I've had little success in trying to resolve
issues in a discreet or internal manner. It's clear that even
after 28 years of distinguished service in the Coast Guard this
organization has no ear to hear it's own failures, let alone take
any action to make them right. As a retired member and

the bridge and re-routed over the Mid-Bay Bridge. The Coast
Guard also closed the area to all boat traffic.
When the crane struck the bridge, the forward end of the
barge reportedly lifted out of the water but kept moving
forward for about 15 seconds as the crane tipped back so far
that it touched the barge behind it.
average citizen, I do not have the power that will be needed to
right some very egregious wrongs. As an individual and
along with numerous other small entities and individuals I
personally encountered have started to weed through a number
of supposedly non-profit organizations that advertise their
high and noble objectives. I often discover that they are little
more than Political Action Committees (PAC) masquerading
as benevolent 501-C3s to avoid taxes; and it's clear they have
little intention of taking any action except for gaining
advantages on things falling within their own agendas or
doing what their affiliated parties tell them to.
This reminds me of the kind of scheming and intrigue Ben
Franklin faced in his dealings with the Crowns of Europe
during his time as ambassador for the Colonies. If I've learned
anything during this entire ordeal, it's that in issues involving
government and politics, complexity is too often just
camouflage for corruption.
This latest group that I mentioned looks good on paper and
the exchange I had in my first contact sounded promising, but
that's all I know right at the moment. I may have jumped the
gun in bringing this to your attention, but I thought it might be
an encouraging development. Unless or until there are some
substantive developments I will keep a lid on this issue. l
know what a full plate you have.
Speaking of carefully assessing these organizations, our
organization has a long history of being on the correct/ethical
side of issues mariners face. In a perfect world where the
missions of government agencies are carried out by people of
noble character, our group would have been sought out for
counsel.
Unfortunately that clearly has not been the
environment you've had to operate in and not the kind of
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individuals that you've had to deal with; and we're now both
getting a bit long in the tooth, and forgive me for saying this,
but you do have a bit of a lead on me in that area. So I remain
hopeful to see you draw into your efforts the kind of resources
needed to meet our objectives and get these allies up to speed
on the history of events that have transpired on your watch,
before you have to stand down your effort and take more time
for yourself and your family. While you may be a walking
encyclopedia on these merchant mariner issues and problems,
I see no other individual, group, or association that will be
able to fill the void if you go off line before that knowledge
that is in plain sight on and free for the asking is captured by
some entity that has the capability of using it to reign these
bastards in by some external means of restraint.
YOUR TAX DOLLARS WASTED
M/V Susitna attracts just one bid

April 1, 2013. The $80,000,000 multipurpose ferry
Susitna attracted just one bid – for $751,000 – when the
Matanuska-Susitna Borough opened bids for the vessel
Friday, reports the Alaska Daily News.
Built with the help of Defense budget earmarks put in by
then U.S. Senator Ted Stevens, the vessel has a catamaran
mode for high speeds; a small-water-area-twin-hull (SWATH)
mode for stability in high sea states; and a shallow-draft
landing-craft mode that provides substantial buoyancy for
maneuvering in shallow water. It is designed with a center
"barge" that can be hydraulically raised and lowered, while
the buoyancy of its catamaran hulls can be adjusted while
underway.
TIME TO LICENSE EVERYONE?
[Source: By Capt. Alan Bernstein, WorkBoat, Mar. 21, 2013.
Capt. Bernstein is the owner of BB Riverboats in Cincinnati, a
licensed limited tonnage Master, and a former President of
the Passenger Vessel Association.]
I have always strongly supported the unrestricted use of
our waterways for recreation. However, I now believe we
should require that all users of our state and federal waterways
be licensed.

If the group I'm about to speak with tomorrow turns out to
be another waste of time, do you think  would want
to hear from us in greater detail?
With the absence of ethics that we are seeing in our
present culture and all our institutions, in our government,
education and the media, I'm convinced that in this life we'll
never know the full extent of the avoidable fatalities and loss
of life brought about because of the self-serving actions or
inactions of these folks. We're to be salt and light in a dark
world, and with marching orders like that good folks do not
give up and throw in the towel. So hang in there and expect
good things.
Your Friend in the Fight.
Mariner #94
Since completion in 2011, though, it has functioned only
in white elephant mode with no suitable docks and no
workable route, it has been costing Mat-Su Borough an
average $75,000 a month for insurance, maintenance, fuel,
docking fees and other expenses,
The Mat-Su Borough has been trying to either sell it, or
just give it away to a government agency meeting the
relevant federal requirements.
The Alaska Daily News article says that one agency
approached to take the vessel, the Alaska Marine Highway
System has concluded the Susitna would be expensive to run
and that existing docks would need to be reconfigured. A new
draft study said the vessel can hold 134 passengers but only
20 vehicles, and burns 375 gallons of fuel an hour. A state
ferry with a similar capacity, the Lituya, burns 55 gallons an
hour. The state ferry system doesn't want the Susitna, the
staff report said.
The Alaska Daily News reports that the $751,000 offer
opened Friday came from Workships Contractors BV, based
in The Netherlands. It wants to use the vessel to support
offshore wind farms, according to the borough.
The newspaper cites Marc Van Dongen, the borough's port
director, as saying the best option now will likely be to give
the boat to another government agency. It reports that at least
two governments are still being considered by the Federal
Transit Administration.
Los Angeles County wants to use the Susitna for public
ferry service to Catalina Island, and also as an emergency
response vessel that could respond to oil spills, conduct search
and rescue operations, transport equipment, and serve as a seabased mobile command.
The U.S. Virgin Islands is interested in using the vessel for
inter-island transportation. The ferry that used to run between St.
Thomas and St. Croix was severely damaged in a 2011 accident.
I have changed my tune on this after witnessing too many
close calls and preventable accidents. It is unthinkable that a
person can purchase a boat for $500,000 or more and drive it
away from the dock without any education or training. Can
you buy a motor home and drive it off the
lot without a driver’s license? The answer
is no. So should it be OK to allow people
to operate recreational vessels on our busy
waterways without some sort of training
or license?
In Cincinnati Harbor where my
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company operates, teenagers ride personal watercraft around
downtown weaving in and out of barge tows, excursion boats,
and whatever else is on the water. They do this without one
bit of boating education – no “rules of the road” training, no
safety course, and certainly no license.
Why are federal and state governments ignoring the safety
of their citizens, not to mention professional mariners, by not
requiring training or licensing for recreational boaters?
Would anyone think that this is a good idea for drivers on U.S.
highways?
Enough is enough on our waterways. At a minimum, a
driver’s test and license should be required to operate any
motorized recreational vessel.
NMA Background and Comment
In Sept. 2007, Mariner #194, a Coast Guard officer
prepared a Master’s Degree thesis on “Situational Awareness
in the Marine Towing Industry.” In this thesis, he completed
DISGUSTED WITH THE
NATIONAL MARITIME CENTER
[Source: By J.K. Cassady III, Retired Chief, REC Baltimore.
WorkBoat, Apr.9, 2013. Comments and Emphasis are
ours!!!.]
When you can no longer support your employer’s policies
and its conduct towards some of its customers [mariners], it’s
time to retire and move on. That is what I have done after 20
years as the Chief of the U.S. Coast Guard Baltimore
Regional Exam Center (REC).
Since the Coast Guard’s National Maritime Center (NMC)
in West Virginia became operational (in 2007), too often
mariners have found that the decisions made by those at the
NMC has hurt their careers and livelihoods.(1) [(1)These
comments find support in NMA Reports #R-428-D and #R428-D, Rev. 1 as delivered to Congress.]
The RECs in the NMC’s original vision statement were to
be advocates for the mariner, which I attempted to do many
times when I found that they were being harmed by the
incorrect decisions being made by the contractual/new GS
NMA STATEMENT TO MERPAC MEMBERS
ON COAST GUARD CREDENTIALING EXAMS
[Transcript of remarks by your NMA Secretary at the
conclusion of the MERPAC meeting in Houston, Tx,
Wednesday March 13, 2013.]
I am Richard Block, Secretary of the
National Mariners Association since 1999.
Task Statement #58 tasks MERPAC with
providing the Coast Guard with the experience of
external stakeholders during the restructuring
and centralization of the licensing program at the
NMC.
Our mariners are external
stakeholders.
The National Mariners Association speaks out on many
issues on behalf of the nation’s 126,000 “limited tonnage”
merchant mariners. The issue of Coast Guard examinations
is among the most important of these issues.

a survey of towing vessel officers on the Western Rivers. He
found that “85% of participants have frequent worries about
the abilities of the operator on (a) recreational vessel to react
in a predictable and responsible manner, while 15% have
occasional worries about the captain on (a) recreational
vessel…”
It is our Association’s position to ask Congress to support
Coast Guard efforts through the Federal Advisory Committee
process with TSAC and MERPAC and in concert with the
U.S. Coast Guard Auxiliary to strengthen and coordinate
state efforts to expand and improve their recreational training
and licensing programs for all recreational boaters.(1) [(1)Refer
to NMA Report #R-350, Rev. 7, Issue Z.]
We urge all NMA members to learn about the state
recreational boating program in their home state and offer their
expertise by joining a local Coast Guard Auxiliary flotillas or
assist as a volunteer in your state’s boater training program.
evaluators at NMC. I questioned and complained so many
times about bad evaluations that I was directed by my
supervisors to only concern myself with making sure all the
“i’s and t’s” were dotted and crossed on the applications and
not to contact the NMC evaluators because I was upsetting
them.
I was told not to assist the mariner but to refer them to
the NMC hot line if they had questions about their
applications. This is not in my DNA so I told the mariner
how to get corrective action if possible by asking for
reconsideration. If they were not successful there, then I told
them to appeal to Coast Guard headquarters, taking the final
decision away from the NMC.
A little secret that the NMC doesn’t want mariners to
know about appeals is that in the past, 67 percent of the
appeals made to Coast Guard headquarters have come back
in favor of the mariner and against the decision made by
NMC.
One other thing: Mariners, make sure you make copies of
every document you submit because some evaluators have a
way of conveniently saying they never received them with
your application.
The Coast Guard needs to know whether the changes
implemented in centralizing the Mariner Licensing and
Documenting (MLD) program are producing improvements in
the levels of service the agency provides to mariners. For a
number of years, we asserted serious problems exist.
On July 6, 2010, the Commanding Officer of the National
Maritime Center removed public access to exam questions,
answers and illustrations (Q&A) used on all merchant mariner
exams. These are public documents whose public access was
granted to the public following a lengthy appeal in 1987. I am
the person responsible for filing that appeal. I believe my
original and subsequent appeals were supported by a recent
Supreme Court decision.
Following the Q&A removals, I immediately protested in
writing to Capt. Stalfort to return the Q&A to the internet.
This was followed by additional correspondence that built
over 2½ years until my second appeal was granted and the
NMC was directed to “…reinstate the previous policy of
publishing examination questions and answers on the NMC
website.”
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The fact that the appeal process appeared to work – the
second time in 25 years on the same issue – should not
mislead anyone. It only demonstrates that the action of
removing the Q&A from public access went against the
Congressional intent of the Freedom of Information Act. This
action distorted a longstanding and successful Coast Guard
program of maintaining the Q&A database and, in doing so,
trampled upon the rights of the public, injured merchant
mariners aspiring to obtain or upgrade their credentials,
brought additional costs and uncertainties to their employers,
upset schools, academies and many individual instructors
providing training for mariners, and damaged the credibility
of established publishers providing a variety of examination
preparation materials and who, incidentally relieved the Coast
Guard of the burden of providing this material.
The Secretary of Homeland Security has been well aware
of this problem since we contacted her in June 2011. I
recently requested that her DHS Inspector General conduct
an “audit” of the National Maritime Center’s examination
program and database in order to provide more efficient
administration of its Agency functions and clarify the Coast
Guard’s responsibilities to many external stakeholders. To
give her auditors something to work with, our Association
furnished her with a copy of NMA
Report #R-428-K, Revision 6
containing our record of this issue that
is the latest revision of the report we
e-mailed to each MERPAC member
several years ago
While posting the Q&A and a few
of over 500 illustrations previously
displayed on the internet responds to
our Appeal, it does not do so
completely.
There are many
shortcomings in the material that was
restored to the public domain that
leaves great gaps in its usefulness to
members of the public. We assert
that these gaps are fully attributable
to the current managers of this
program. On behalf of our mariners and members of the
public, we expect to see these deficiencies resolved promptly.
Our Association recently prepared and distributed NMA
Report #R-461 to our mariners. That report focuses
exclusively with the existing condition of the database as it
affects limited-tonnage engineer license exams. It is a
temporary report that will be revised periodically.
While the Coast Guard found the funds to almost double
the size of their staff devoted to Merchant Marine
credentialing activities during the 2006-2010 period, our
Association now has serious concerns in light of tightening
budgets whether enough personnel with the requisite
knowledge and talent will be available to untangle the colossal
blunders of the past 2½ years discussed in these two reports
and reported by others in the course of this meeting.
I respectfully request that MERPAC post a copy of NMA
Reports #R-428-K and #R-461on the MERPAC website
where they will be accessible to the public. 
[Note: We e-mailed the foregoing to the Designated Federal
Officer (DFO) on day after the meeting for inclusion on
MERPAC’s Website]

Continuation
I mentioned (orally) that our Association represents
approximately 126,000 mariners on 25 “limited tonnage
mariner issues” that we last defined for Congress in NMA
Report #R-350, Rev. 6 – revised for the 112th. Congress in
March 2011.
This new issue of the exam Q&A database withdrawal
was thrust upon us on July 6, 2010 by the Commanding
Officer of the National Maritime Center (Capt. David Stalfort)
and continued by his successor (Capt. Anthony Lloyd)
without ever providing a meaningful and detailed explanation.
Neither officer responded to our formal correspondence in a
timely manner without the direct intervention of the DHS
Secretary. If there was a good reason for this sudden change
in Coast Guard policy, it was never articulated.
Lack of Transparency
There was a complete lack of transparency in the operation
of the National Maritime Center’s management of the
examination Q&A database during the two years it was
inaccessible to the public. We believe that MERPAC and the
public should be aware of the following information:
1. Apparently either under orders or
on their own volition, the NMC rewrote the stems of thousands of
questions utilizing a different question
format. This change may have made
many questions more difficult for
many limited tonnage mariners to
comprehend.
We included many
samples in NMA Report #R-461.
Had the Coast Guard used the
previous transparent process, they
would have received input from the
public for the past 2½ years before
subjecting mariners to questions and
illustrations they had not prepared for.
We believe that, at a bare minimum,
MERPAC should have had the
opportunity to offer its input to these drastic changes in
public availability made in July 2010.
2. The NMC demonstrated that it was either unaware or
totally insensitive to the fact that many mariners utilize
printed materials to prepare for their examinations. While
the NMC stated during the meeting that it understands that
we are in a transition between printed and electronic data,
they failed to give adequate consideration to publishers of
printed material. Any sudden change in direction or lack
of transparency has a significant impact upon the printed
materials in the hands of mariners, on sale to mariners
through public outlets such as specialty book stores, and
for printed materials (and their masters) that must be
edited, revised, updated, or scrapped as a result of
precipitate actions not coordinated with the public – such
happened here. Examples include merchant marine
examination Reference Material that may be outdated.
Thousands of these books are in print or are on the
shelves of schools, book stores, and REC exam rooms
often provided by private publishers.
This brings
unexpected expenses upon mariners and publishers and
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damages the credibility of those businesses (including
specialty retail booksellers) that offer or offered them for
sale.
Without specific direction from the NMC – that has not
been forthcoming – it may take months for publishers to
determine which if any changes were made by the
National Maritime Center during the period when the
material was withdrawn from the public.
Continued lack of complete availability of these exam
reference materials including illustrations hampers every
mariner who attempts to prepare for an original credential
or upgrade exam. That means old books are “outdated”
but new books or even replacement pages may not be
available for thousands of mariners that use these books.
Many mariners may give up in frustration and disgust.
3. In the Minutes of the October 2011 MERPAC meeting
under Recommendations on USCG-2004-17914 SNPRM
in Task Statement 75, appears this specific
recommendation – Emphasis is ours!:
(46 CFR §) “11.900 tables are pre-STCW….
1) Completely remove the table 11.910-2 & 11.950-2
from the SNPRM.
2) In lieu of the table, the USCG should issue
documentation with considerable detail as to what is
contained in each exam for each license level.
3) MERPAC should assist in the development of this
documentation, which might take the form of a module
description as has been used in the past.
4) Task Statement #71 regarding license exam questions
cannot logically proceed until recommendations 1-3
are well underway.
This statement confirms that MERPAC previously
identified and discussed the longstanding disconnect
between the list of “topics” that appears in the Code of
Federal Regulations and the presentation of the actual
exam in “Modules” that existed from the introduction of
these tables many years ago. MERPAC understands that
the list of topics itself contains huge gaps. The only
guidance the Coast Guard has ever offered mariners in
preparing for an exam is an accurate list of the
examination
Questions and Answers including
illustrations. Nothing more is available. This explains
why the published Q&A have been so widely used by
maritime educators.
Maritime educators do not view their access to Q&A as
an attempt to steal an exam or diminish the importance of
any credential as the Coast Guard appears to believe.
Rather, it is a proper utilization of the best and only
guidance available now and in the foreseeable future.
The NMC’s intent to provide “specimen questions”
offered as a substitute is not, has not, and cannot be
achieved for the entire spectrum of the current exam
requirements.
4. All merchant mariners owe a debt of gratitude to Richard
Plant.
As a merchant marine officer, outstanding
maritime educator for many years, and highly respected
advisor to our Association from 1999 to 2003, we are
constantly amazed by his mastery of the grossly

inadequate output available to the public from the National
Maritime Center. We believe that Richard Plant has done
an outstanding job of preparing and enhancing the
recently available database for our nation’s merchant
marine officers and ratings. In our discussions, we note
that Richard Plant offered his expertise to the current
Commanding Officer of the National Maritime Center and
was rebuffed for many months. We assert that his efforts
will be of great benefit to our limited tonnage mariners in
cleaning up the obstructions placed in their path by the
National Maritime Center.
Our Association continues to assert the Q&A +
illustrations are public property. If the National Maritime
Center has used some illustrations without permission,
responding to that issue must be their responsibility.
However, the Coast Guard never released any details of
the “copyright” issue as it affects those illustrations used
on exams and released to the public for years. We have
had to pry this information out of them by repeated FOIA
requests. Correctly or not, we associate this “secrecy” or
lack of transparency to the military mindset of the last two
Commanding Officers of the National Maritime Center.
Our Association and others currently attempt to access this
information under FOIA. That action unnecessarily taxes
our resources, our patience, and those of the government.
While fully recognizing the rights of copyright holders,
we assert that any illustrations used on any exam
administered to our mariners must be fully available to
the public as in the past. If not available, we assert these
illustrations must be replaced or re-created.
Under former administrations (and most recently under
the administration of Capt. Ernest Fink), the Coast Guard
adequately and successfully shepherded the public trust
in allowing reasonable public access to the Q&A database.
Since our Association was never fully apprised of the
reasons for the removal of the database from public access,
we cannot offer any support whatsoever for this action. If,
as suspected, the Coast Guard’s position is based upon
interests or “requirements” of any national or international
organization, we trust that the requested “audit” by the
DHS Inspector General of the NMC’s exam database will
allow the harmonization of their agency’s (USCG) actions
with the protection offered by U.S. laws that make this
type of information freely available to the public.
Director vs Commanding Officer. In spite of a
previous problem with this approach, we urge the Coast
Guard to consider replacing the Commanding Officer of
the NMC with a Civilian Director from the Senior
Executive Service.
5. As to the condition of the database as it was “returned” to
public accessibility, we assert that it now has many serious
deficiencies. Deficiencies noted by our Association
appear in NMA Report #R-428-K, Rev. 6, pages 38-39,
45-46 that we agreed would appear on the MERPAC
website. We note that Richard Plant provided a separate
report that was made available at the MERPAC meeting.
We trust that his hard work will receive equal
consideration and display as ours on the MERPAC website
at https://homeport.uscg.mil/merpac.
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NEW AND REVISED NMA REPORTS
NMA Report #R-215, Rev. 1. Mar. 25, 2013. How to
Contact Members of Congress on Maritime Issues. 6p.
[Major update and revision]
NMA is an “issues oriented” Association. We often
contact Members of Congress to ask for their assistance in on
these issues and to keep them informed about the concerns of
our “limited tonnage” mariners.
NMA Report #R-350, Rev. 7. Limited Tonnage Mariners
Seek Congressional Assistance on Marine Safety, Health, and
Work-Related Issues. 31p. [Major update and revision]
In this report we define several dozen issues of national
importance that our Association addresses of specific interest
to our limited-tonnage merchant mariners. This report is
addressed to the members of two oversight committees – the
Subcommittee on Coast Guard and Maritime Transportation
in the House of Representatives and the Senate Commerce,
Science and Transportation Committee and to a newly
forming Congressional maritime caucus.
The 113th Congress runs for two years, 2013 and 2014.
Elections brought a shift in membership and in leadership.
Their work on most issues pretty well must start from scratch.
What’s old hat to our mariners, may be entirely new to a green
Congressman.
Your membership dues helped to pay the postage on this
mailing. From past experience, to travel to Washington, shake
hands, introduce ourselves, pass out and explain this report and
the goals of our organization would cost several thousand dollars
that we do not have. However, it is what should be done!!! So,
if you are going to Washington and have some available time you
could spend on Capitol Hill, call us and we’ll give you some
suggestions on how you might approach this matter.
NMA Report #R-412, Rev. 1. Report to Congress:
Towboat Engineer’s Death Points to Vessel Manning
Issues. 21p. [Major update and revision] For those
mariners who may not have noticed, the entire Coast Guard
rulemaking project for the inspection of towing vessels has, to
date, totally avoided issues of towing vessel manning. This is
strange because every vessel the Coast Guard has ever
inspected has a Certificate of Inspection with a “manning”
section that spells out the number of officers and ratings the
vessel must carry. Congress certainly should expect nothing
less for an inspected towing vessel.
The existing manning regulations in 46 CFR Part 15 are titled
“Manning Requirements.” Subpart D of those regulations
contain “Manning Requirements (for) Inspected Vessels” – a
status that towing vessels have not yet achieved and probably will
not reach for between two and five more years.
On the other hand, Subpart E contains “Manning
Requirements (for) Uninspected Vessels. This is a very
poorly constructed subpart that requires much page-turning
and reference to other sections that often proves to be a
conveniently baffling experience for those who would rather
misunderstand it.
Cleaning up the “Manning” mess, and bringing towing
vessels into the sunlight and transparency of the “inspected
vessel” world will be the next regulatory battlefield for our
Association and will require patience, understanding, input,
and leadership from many of our mariners.
When a towing vessel (i.e., a seagoing vessel) operates
“beyond the boundary line established by 46 CFR Part 7”
including on a voyage to a foreign country, it must meet

international requirements of 46 CFR Part 15, Subpart J for
“Vessels Subject to Requirements of STCW.”
Vessel manning is going to be a very sticky wicket. On
page 31 of the Mar. 18, 2013 Waterways Journal, the
following statement attributed to TSAC Chairman Tom
McWhorter appears:
“TSAC played a major role in
developing the proposed Subchapter M regulations,”
McWhorter noted. “We [the Committee] were constantly
told, ‘Don’t worry about manning.’” he said. And, in fact,
the proposed Towing Vessel Inspection regulation doesn’t say
a word about manning. But there are a number of other Coast
Guard policy letters “out there” that address manning, and the
Coast Guard asked TSAC to offer some guidance for a set of
more uniform manning standards….”
Both the Towing Safety Advisory Committee (TSAC) and the
Merchant Marine Personnel Advisory Committee (MERPAC) will
have their fingers in this pie. While our Association urged
mariners for years to attend these meetings, volunteer for working
groups, and help set policies based upon your unique experiences,
unfortunately it just does not happen very often. The extent to
which our Association can travel to places like Houston,
Washington, San Francisco and Seattle depends on our duespaying members and contributions we receive.
Undermanning lead to the death of Chief Engineer Gary
Duncan on the river towboat MISS KAE-D, the original
subject of NMA Report #R-412 eight years ago.
Undermanning was the root cause of the injuries that
permanently disabled Chief Engineer Leon Manderson on the
death trap M/V JILLIAN MORRISON that subsequently
exploded and sank in the Gulf of Mexico – the subject of
NMA Report #R-412-A.
The revised and updated version of NMA Report #R-412,
Rev. 1 is directed to Members of Congress. We need to direct
their attention to revising one of the key manning statutes and
restore sufficient crewmembers to properly man all vessels
that our “limited tonnage” merchant mariners serve aboard.
Keep Chief Engineers Gary Duncan and Leon Manderson in
your thoughts as you read this report and study the other
reports listed in the report’s Bibliography. Write, phone, or email us for copies of the reports if you do not have a copy.
NMA Report #R-454. I.L.O. Maritime Labour Convention,
2006. 78p. This report contains the full text of the MLC that will
come into effect in August 2013 and (tentatively) will affect most
U.S.-flag vessels on international voyages.
NMA Report #R-454-A. Guidance Implementing the
Maritime Labour Convention, 2006 This is a reprint of the
Draft NVIC providing Coast Guard guidance on the MLC.
Although the United States has not ratified this
international convention, the Coast Guard prepared and issued
a guidance document on April 1, 2013 that has already drawn
29 comments from the maritime industry. This is a hot item
that will affect vessels over 500 gross tons (ITC) and may
affect those of 200 GT on international voyages as well.
NMA Report #R-455, Rev. 6. Food Service Aboard Limited
Tonnage Commercial Vessels. 8p. [Revised and updated.]
NMA Report #R-461.
Problems With Limited
Tonnage/Horsepower Engineer Examinations: Electrical
Questions, Answers & Illustrations – A Report to Our
Mariners. 21p. [New Report.] Mariners report facing serious
problems with all limited tonnage engineering exams including
DDE. We investigate and report on a few of the problems…and
will revise the report as we encounter more problems.
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NO MORE OCEAN GARBAGE
[Source: By Joel Milton, WorkBoat, Mar. 7, 201. Emphasis
is and regulatory citations is Ours!!!]
MET Stock #S-226

Do you sail foreign? If you do, you might want to read the
U.S. Coast Guard’s new policy letter on changes to the
International Convention for the Prevention of Pollution from

Ships (MARPOL), Annex V garbage regulations.(1) The
revised regulations have been in effect since Jan. 1. In short,
it means that you can’t do much dumping anymore. [(1)CGCVC Policy Letter 13-01, Feb. 28, 2013]
A boarding by port state control officers in another country
may catch you off guard and unprepared. The Coast Guard’s
interim rule, published in the Federal Register, should also be
read and understood.(1) That’s because the U.S. Code of Federal
Regulations is being rewritten to align with the MARPOL rules.
[(1)78 FR 13482-13493, Feb. 28, 2013. USCG-2012-1049.]
In short, the new regs prohibit the disposal into the sea of
any waste or garbage unless it is expressly permitted.
Eventually, these rules will affect U.S. vessels that operate
domestically.(1) For now, however, immediate actions must
only be taken by those sailing on foreign voyages. [(1)The
Gulf of Mexico and the Caribbean Sea have been declared
and are now “Special Areas” where dumping is prohibited.]
This is also a good opportunity to focus on the real culprit
– reducing the waste stream of each vessel. Since waste that
isn’t generated is waste that doesn’t have to be disposed of
and therefore costs nothing, it’s the obvious area to tackle first
and offers the most bang for the buck. That’s a concept
whose adoption everyone would benefit from.
Treating the oceans as an infinite no-cost garbage dump
is a plan that hasn’t worked out so well.

“We have added over 500 people into inspections. Some
aren’t onboard yet because the towing vessel regulations
aren’t in place. But we’re in good stead and have the budget
for them, but we are concerned about budget impacts in the
[Source: By Pamela Glass, WorkBoat, Feb. 28, 2013]
future,” the admiral said.
WASHINGTON - A top Coast Guard official has told
He said the towing vessel regulations won’t be affected
Congress that the long-awaited towing vessel
by the automatic sequester cuts should
MET Stock #S-384
regulations are “not on the backburner,” and
Congress not reach a budget deal by March 1.
that the agency is using the extra time to make
“We are not putting this on the back burner,”
sure it gets the rule right and has enough
he said.
inspectors to apply the rules fairly and
The Coast Guard has so far completed its
effectively.
final analysis of hundreds of comments
“This is a very labor intensive operation
received on the proposed rule and staff has
that requires a lot of analysis and review,” Vice
begun revising the rulemaking, Brian Vahey,
Adm. Peter Neffenger, the Coast Guard’s
government affairs manager at the American
Deputy Commandant for Operations, said
Waterways Operators, told WorkBoat.
Wednesday.
Neffenger, who spoke at a
“We’ve heard that the rulemaking is now in
hearing before the House Coast Guard and
the agency clearance process, and from there it
Transportation subcommittee, said, “This will
is going to need to go first to Department of
not suffer from a backlog. The rulemaking
Homeland Security for approval and then to
involves a lot of details and affects a large
Office of Management and the Budget,” Vahey
industry that has never been inspected before.
said. “One of AWO’s top priorities is to get the
We want the right mix of inspection, oversight
next iteration of Subchapter M right, and to get it
and applicability.”
published in 2013.”
Neffenger’s comments came in response to a question
from Rep. Elijah Cummings, D-Md., who asked for an update
[NMA Comment: To view comments offered by our
on releasing the final rule for the towing vessel inspection
Association and by a large number of our members go to
program, known as Subchapter M. The House hearing was
www.regulations.gov and type in this Docket #: USCGheld to examine how the Coast Guard was balancing its
2006-24412. The Coast Guard must deal with 265
numerous missions.
comments including approximately 324 pages submitted
Neffenger said that thanks to recent budgetary support
by NMA alone.]
from Congress, the Coast Guard has been able to hire a cadre
of marine inspectors under the agency’s Marine Safety
[NMA Comment: It appears that issues of vessel manning
Enhancement Plan and open the Towing Vessel National
and other personnel matters will not be covered in this
Center for Expertise in Paducah, Ky.
rulemaking.]
TOWING VESSEL REGULATIONS ARE
“NOT ON THE BACK BURNER”
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VESSEL CREW CHANGE DERBY
[Source: By Capt. Peter Squicciarini, WorkBoat, Mar. 5,
2013. Emphasis is Ours!!!]
For many, crew change day is the most loved and hated
day of their marine occupation lives. It is also a mariner’s
most dangerous day, even with double crew onboard and the
boat tuned up during his or her hitch.
So, you don’t believe me? Here are some real examples
where crew change days have gone bad.
During one particular crew change the boat actually sank.
I wonder if anyone noticed that sinking feeling? An important
safety tip is if your gear, groceries, and boots are underwater
maybe you may want to delay the crew change and go check
the bilge.
In another crew change a departing deckhand decided to
break out the oven cleaner during the turnover so the new
folks would enjoy a sparkling stove. He hastily slathered on
the stuff and then bolted for the van without mentioning it to
anyone. When the van is leaving, the van is leaving.
Unknowingly, the new deckhand baked chicken strips smoked
in lye for dinner. We all thought it tasted a bit funny.
In another example, to beat the rush on the crew launch in
from the work site, the master and crew abandoned the boat
leaving only the mate onboard. This lightening quick crew
change would take place on the pier. The new guys could
catch the next launch out. Meanwhile, the dredge told the
boat to move the scow. The mate, single handed, found it to
be quite the trick. The dredge captain was not a happy digger.
The tug company got a call from the customer. At least there
wasn’t a fire or flood.
All of the above are true examples of improper turnovers
at crew change, conducted in the name of careless haste.
Masters are responsible for crew changes. Every other crew
needs to fully brief their replacements too. Failing to review
items such as engineering, deck, and safety issues, status of
lifesaving equipment, fuel, lube, and water onboard, work
items finished and yet to be done, voyage plans, weather
forecasts, electronics, the job and customer’s expectations,
logs, and even the groceries, sets the boat (and you) up for
failure. Most importantly, don’t forget that walk around of the
boat. Being party to a slack crew change is unprofessional
and is simply unsafe.
MERPAC DISCUSSES MILITARY TRAINING, STCW
& CREDENTIALING RED TAPE
[Emphasis is Ours!]
The minutes of the Sept. 12, 2012 MERPAC Meeting
contained a statement by Mr. Ira Douglas of Crowley
Maritime to the effect that there is a real concern that the
industry is not going to be able to find the licensed engineers
it needs. Our Association agrees with this assessment!
The Coast Guard, with its lack of understanding of the
industry it regulates drives away candidates from the industry
for a number of reasons. This is unfortunate because the
military services – Army, Navy, and Coast Guard – train
individuals that could be extremely valuable to serve as
limited-tonnage mariners aboard commercial vessels after
they leave the armed services. However, the services

“You got it, I got it” just doesn’t cut it. End your hitch
confident that you leave the oncoming crew completely and
safely ready to start their hitch. You’ll be back to inherit it all
again too soon and the shoe will then be on the other foot.
Sail Safe! 
NMA Comment
Although it goes back a number of years and dragged
through many TSAC meetings without resolution, our
Association insisted (and still insists) that “An owner,
charterer, managing operator, master, individual in charge, or
other person having authority may permit an officer to take
charge of the deck watch on a vessel when leaving or
immediately after leaving port only if the officer has been off
duty for at least 6 hours within the 12 hours immediately
before the time of leaving.” The quotation comes directly
from 46 U.S. Code §8104(a).
Our request to Congress in NMA Report #R-350, Rev. 7
takes this a step further. We show equal concern and
consideration for the person in charge of the engineroom.
The “ER” is a dangerous place to work when you are fatigued.
Here is what we are asking for…
Request for Congressional Action: We ask that travel time
en route to a vessel assignment be considered “on duty” time
by amending the first sentence of 46 U.S. Code §8104(a) to
read: “…may permit an officer to take charge of the deck or
engine watch….” This change would mirror transportation
crew change practices on railroads and also recognizes
dangers faced by fatigued engineering personnel.
You should know the dangers of fatigue in the engineroom
of an inland towing vessel or an OSV manned by overworked
engineers? Read NMA Reports #R-412 about Chief Engineer
Gary Duncan who died in his ER of a western rivers towing
vessel. Read about Chief Engineer Leon Manderson in NMA
Report #R-412-A who was permanently disabled by overwork
and undermanning aboard an offshore construction vessel that
was little more than a floating cesspool.
Our Association works to improve conditions for all
limited-tonnage mariners. We may not have the resources that
unions have, but we fight just as hard with the resources we
do have. And, on occasion, we do have some success with
Congress if not with the Coast Guard.
themselves have made a real mess of these opportunities.
MERPAC has a longstanding Task Statement (TS-30):
“Utilizing Military Education, Training, and Assessment for
STCW and USCG Certifications.” Fortunately, Father
Sinclair Oubre, a friend of all merchant mariners and one of
the founding members of our Association, is the MERPAC
member in charge of shepherding this Task Statement.
MERPAC Task Statement #30
Here is what an Advisory Committee “Task Statement”
looks like. It is prepared by the Coast Guard and presented to
the Advisory Committee, in this case MERPAC, to either
accept or reject. If accepted, it is assigned to a MERPAC
committee member who assembles a “Work Group” to look
into the matter….
I. Task Title. Evaluating military education, training, and
assessment for STCW and USCG Certifications.
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II. Background. (1) Applicants for STCW and USCG
Certifications must meet the training and assessment
requirements as set forth in Chapter II / Section A-II of the
Code for Masters and Officers or Ratings in the Deck
Department and in Chapter III / Section A-III of the Code
for Engineering Officers and Ratings in the Engine
Department, and Rating and Licensing requirements under
46 CFR.
III. Problem Statement.
(1) U.S. military education, training, experience are not
recognized as meeting STCW and USCG
Certifications.
(2) U.S. military education, training, and assessment do
meet the majority of the requirements for STCW and
USCG certification; however, not all education,
training, and assessment is recognized and approved
for STCW and USCG Certifications.
(3) There is a need for more efficient and timely
communication between the U.S. Military and the
USCG National Maritime Center. Currently, the U.S.
military has numerous requests pending evaluation
by the National Maritime Center.
IV. Tasks. Establish a working group and answer the
following questions to help identify problems and develop
recommendations for applicants using military education,
training, and assessment to obtain STCW and USCG
Certifications. The working group is requested to review
all requirements under STCW with a sufficient level of
flexibility to determine the relevant aspects stated in
problem statement. Areas to be addressed include:
1. Identify U.S. military education, training, and
assessment that meet the requirements of STCW and
USCG Certifications, and submit to the National
Maritime Center for approval.
2. Provide assistance to U.S. military personnel to acquire
STCW and USCG Certifications during or after US
military service.
3. Identify U.S. Military Ratings, Designators, and
Military Occupation Specialties that are relevant to
STCW and USCG Certifications in accordance with
USCG Marine Safety Manual (MSM), Chapter 2.
4. Identify gaps in U.S. military training where training
does not fully meet STCW and USCG Certifications.
5. Identify U.S. military personnel qualifications to serve
as USCG approved assessors.
6. Identify educational organizations common to all
branches of the military, or within individual military
organizations, that already assess military education for
STCW and USCG Certifications (i.e., ACE).
7. Identify U.S. military academy and service school
curriculum that meet STCW and USCG Certifications.
V. Time. Provide feedback to this task statement every six
months or as required.
At the March 2013 Meeting
Unfortunately, NMA was unable to attend the working
group meetings for this topic. While some progress was
made, the Master Chief Petty Officer of the Coast Guard was
invited and expected to attend the meeting, but his travel
funds were “sequestered” at the last moment. The issue has
become one of such significance to an industry looking for
trained mariners that we hoped the Master Chief could bring

this to the attention of the Commandant at Headquarters to
give the project a shove forward and wade through all of the
obstructive red tape.
Father Oubre worked on this project for a number of years
through the Coast Guard channels that he is supposed to use –
i.e., following the Advisory Committee route.
Our Association has at least three (3) retired Coast Guard
Master Chiefs – the highest enlisted rank in the Coast Guard
and U.S. Navy – as active members. Two of these Master
Chiefs contacted us via e-mail and we shared these
communications with Father Sinclair Oubre in advance of the
MERPAC meeting.
Master Chief #1
Mr. Block,
I am a recent member of NMA and appreciate you keeping
us informed of the MERPAC proceedings. I read the info too
late to enter a public comment; however I have some personal
experiences I would like to share on Military Training
acceptance for STCW certification.
I've been a Coast Guard Boatswain's Mate for over 20
years now and have received and hopefully given some
excellent training during my tenure. In the twilight of my
Coast Guard career I decided to go for a raise in grade from
200 to 1600 (ton) Master. When I did all the research and
figured out what was required, most of the seamanship for AB
was a snap and most of the STCW requirements seemed to be
covered by my training as well. Not so!!!
I e-mailed the NMC to inquire about requirements as well
as "confirm" my training certificates would be accepted. I
was shocked to find out the NMC, my brethren, will not
accept the First Aid and CPR training we provide to our own
Coast Guard rescue crews.
Another brain buster is fire-fighting training. I am a
recent, 2012 graduate of the Navy Advanced Fire Fighting
Training held in Mayport, FL. This was some of the best
training I've experienced. The instructors were veterans of the
USS Cole and Kearsarge with actual battle fire under their
belts. When I inquired about this training I was told "no Navy
firefighting schools are accepted for STCW certification".
Next week I will be paying $980 to attend basic and
advanced firefighting at a local institute. I'm certain the
course will not be half as intense nor cover the depth of
material I got paid extra to go to by the Coast Guard back in
May. If I did not have the drive and resources to complete
this process I certainly would say, “screw that!”
I feel this topic is extremely worthwhile, as Naval service
veterans will undoubtedly make fine mariners. We may be
missing out on a great wealth of knowledge by not
embracing the talent already trained.
Thanks for all you do,
Mariner #1873
Master Chief #2
Mr. Block:
As you know I retired as a Master Chief Boatswain's Mate
(E-9). Literally part of my job description was the design of
training programs for the more junior members of the rate. I
was in the industry for more than a decade when they came up
with the STCW requirements, so I didn't argue especially
since the unions had captured Federal Funds for the initial
training. I found much of the training redundant with my
military rate training with a few exceptions. During that time
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my wife and I visited California and met with the Master
Chief of the Command at Training Center Alameda. We had
lunch at the Coast Guard "Commissary Man" School
(formerly cook and baker school).
It was very impressive! The seamen students were making
ice carvings and putting out a lunch that no one on the Center
wanted to miss. I found out that back then (I don't know about
today) that commissary man school was Cordon Bleu
certified. With the skills the students exhibited in school it
was clear to me that after their initial tour of active duty they
would be welcome in the kitchen of the finest restaurants and
hotels in the world.
Recently I finished a four-year tour of maritime-related
civilian duty in Annapolis, Maryland. While there I received
health care at the Naval Academy clinic, got to know the two
Command Master Chiefs Hospital Corpsmen. The Navy
Hospital Corpsman is one of the best-trained medical paraprofessionals in the world. However as near as I could tell
they don't come out of their rating school with any civilian
credentials. I believe this is largely in part due to the fact that
many medical certifications are issued by the states. But I did
find in talking with the younger members of the rate that the
Corpsmen were largely well informed about the status and
requirements for converting their military training and
experience into civilian credentials. Many of the more senior
Corpsmen already hold some certifications.
Its amazing to me that petty officers serving in the medical
field with the occupational certifications spread out across
fifty states had such a good handle on what they needed to be
employable in their field when they left the service or retired.
By contrast the highly skilled boatswains mates including
the chiefs so involved in teaching seamanship to our future
naval officers admitted to being pretty clueless about
Merchant Marine credentials. Most knew that occupational
licensing and certifications were in the hands of the Coast
Guard and most had some pretty negative stories about trying
to get any really useful information out of the Coast Guard.
As a result the boatswain's mates that I met were not gathering
up their training certificates and soliciting service letters as
their careers progressed. So the story that NMA mariner
#1873 tells is unfortunately typical. Nor do the Navy and the
Coast Guard pay any attention to STCW requirements and
attempt to get that kind of third party "accreditation" for
their class A, B, and C rating schools.
Of course there is nothing new here. It’s been like this for
VESSEL MANNING, LICENSE EXAMS OBSTACLES
FOR MARINERS
[Source: Waterways Journal Editorial by Jack Simpson,
April 8, 2013.]
Even though it was mariner licensing issues that prompted
the formation of the Mid-America Regional Exam Center
Workgroup (MAREC) about 10 years ago, and even though
those issues still persist, no one from the Coast Guard’s
National Maritime Center attended this year’s meeting of the
MAREC Workgroup. It was the first time since the NMC
(located at Martinsburg, W.Va.) was formed in 2007 that no
one from the center was on hand to discuss licensing (WJ,
March 18). That absence raised a few eyebrows among
workgroup members.

the naval deck ratings since 1939. It was certainly like this in
the 1970s and as far as I can tell as an NMA volunteer, it
remains this way.
Really, I believe there are three institutions that need to take
action. First the Navy and Coast Guard need to pay more
attention to, and value more their deck ratings. This is
especially true of the boatswain's mates and start making an
effort at spreading the understanding of the U.S. Merchant
Marine occupational certification system through the rate.
Each rated deck petty officer should receive periodic admonitions
to document pertinent experiences and training at each step in a
career. Never leave a ship without a service letter on the
Merchant Marine model from the CO describing length, gross
tonnage, and propulsion type and duties, especially all duties in
on the bridge or as part of a bridge watch team.
Each Chief Petty Officer in the Boatswain's mate and
Operations Specialists rates should undergo training in
Merchant Marine occupational certification requirements
during their first year as a Chief. This is the best way to
spread the necessary knowledge. A better knowledge of the
contribution of the American Merchant Marine, and most
especially our workboat fleets to the economy and security of
the United States must be spread among the commissioned
line officers and Chiefs of the deck ratings. Sending retired
or otherwise leading naval and Coast Guard deck petty
officers out to the Merchant Fleets should be viewed as a
vital service of the naval services, comparable to securing
the services of the non-retiring members in the reserve
components. Many Merchant Mariners are in fact members
of the reserve components of the Coast Guard and Navy.
Having said all that I must once again ask that if you use
these observations you identify me only by my NMA Mariner
number. You are well aware of how the Coast Guard has
negatively reacted to the slightest critical public utterance by a
retiree. But as a retired "dean of the rate" I felt compelled to
speak out once I read the comment by NMA Mariner# 1873
Progress at March MERPAC Meeting.
For further information on this Task Statement, contact
Father Sinclair Oubre at aos-beaumont@dioceseof bmt.org.
Editorial note: Our Association tries to solve problems.
We do not feel obligated to follow the Coast Guard’s Chain of
Command or become bogged down with advisory committees
if it leads to an impasse because the Coast Guard won’t get off
its butt.
Greg Menke, MAREC chairman, was told the absence was
due to budget issues. As the WJ reported, numerous Coast
Guard and Corps of Engineers officials canceled trips to the
conference due to the budget sequester imposed by Congress.
Other workgroup members believed that NMC chief Capt.
Anthony Lloyd simply didn’t want to face another round of
difficult questions from mariners about licensing issues.
Manning and licensing issues have been the proverbial burr
under the National Maritime Association’s (NMA) saddle for
a long time.
According to Richard Block, NMA secretary, who is on the
front line of an exam question-and-answer battle with the
Coast Guard, tells us, “During the entire period while towing
vessel inspection regulations were under consideration, from
2004 to 2013, the Coast Guard deliberately steered these
proposed regulations away from the pressing manning issues
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that really will define the value of this regulatory effort. It
was the intent of Congress, as I [understand] it to regulate
towing vessel manning, as it is an important part of any
Certificate of Inspection the Coast Guard has ever issued. To
date, the Coast Guard has not introduced a regulatory package
to address serious manning issues on towing vessels.”
NMA Report No. R-412, Revision 1, says, “In reviewing
existing regulations, our association determined that the Coast
Guard provides no regulatory work-hour limits for thousands
of unlicensed individuals such as deckhands, tankermen, and
unlicensed engineers on inland towing vessels. Nor have they
done so for over 40 years.”
The report focuses on the case of Gary Duncan, who died
following cardiac arrest on May 31, 1999, after working 24
consecutive days, 15 of which were spent working without the
assistance of another engineer. In a trial decided in 2002, the
plaintiff, Mary Duncan, was awarded a reported $950,000 in
damages.
A solution to the manning and work-hour limits issues
seems far off and apparently is to be avoided like the plague
by all except mariners and the NMA, which claims to speak
out on behalf of 126,000 limited-tonnage merchant mariners.
The Coast Guard headquarters’ legal staff pointed out in 2002
that “the Coast Guard lacks the requisite statutory authority to
generate regulations addressing work hours for unlicensed
mariners working aboard uninspected towing vessels.”
The NMA report requests Congress to give one statute, 46
U.S. Code §8104 (a–h) close scrutiny with an eye toward
modification in view of changes that have taken place in the
marine industry over the years.
The association said, “Congress has the tools to use to
review this statute, namely the Coast Guard and two advisory
committees – MERPAC [Merchant Marine Personnel
Advisory Committee] and TSAC [Towing Safety Advisory
Committee] – that provide input from management and
labor.”
The license exam issue came to fever pitch when, on July 6,
2010, the commanding officer of the NMC, Capt. David
Stalfort, removed public access to exam questions and
illustrations used on all merchant marine exams. Public
access to these documents was granted in 1987. After protests
and requests to return the documents to the Internet, and after
two appeals by Block, the NMC was directed to reinstate the
NATIONAL MARITIME CENTER A NOSHOW AT
REC WORKGROUP MEETING
[Source: By John Shoulberg, Editor & Associate Publisher,
The Waterways Journal. Emphasis is ours!!!]
This year’s meeting of the Mid-America Regional Exam
Center (MAREC) Workgroup had a different feel from
previous meetings. For the first time since the Coast Guard's
National Maritime Center (NMC) was formed, there were no
NMC representatives on hand at the meeting to talk about
mariner licensing.
The licensing issue was what prompted the formation of
MAREC about 10 years ago. In particular, inconsistencies in
evaluating licensing applications between different Regional
Examination Centers had become a sore subject for mariners
and towing companies. The formation of the group gave the

previous policy of publishing exam Q&A on the NMC
website. “Though that appeal process appeared to work,” said
Block, “it demonstrates that the action of removing the Q&A
from public access went against the congressional intent of the
Freedom of Information Act.”
In our view, the question of making licensing exam
questions and illustrations available on the NMC website can
be more quickly solved if the goal of the Department of
Homeland Security, the NMC and the Coast Guard is truly to
make the quest of license applicants less complicated. After
Block’s appeals, when the questions were again available on
the website, changes had taken place that complicated the
issue. Questions were reworded. Formats were changed.
Though the effort, said Block, was most likely well
intentioned, it made some questions confusing. A serious
problem arose over the absence of illustrations that are
necessary to make answering questions possible. Government
illustrations did show up on the website, but the question of
copyright and ownership arose over illustrations that had been
prepared by non-government sources. The Coast Guard said it
doesn’t have permission to make those illustrations available
on the website. NMA suggests that the government merely
prepare new appropriate illustrations and include them.
NMA Report #R-428-K, Revision 6, includes a letter to
Sen. David Vitter (R-La.) from an unidentified unlicensed
engineer who relates his difficulties in trying to secure an
engineer’s license. His test, in four modules, included safety,
general subjects, motors and electrical. He failed one module,
and, as required by the Coast Guard, had to retake the entire
exam. He failed the electrical module. Unfortunately, a
problem was the absence of illustrations – as far as we know
still not available – that were intended to help the applicant
understand the subject matter. When he inquired of the NMC,
they suggested he Google the illustrations, but they were not
available as suggested. Tests he retook were not the same as
those taken previously. Being unable to complete the testing
in the 90 days allotted, he returned to work, and must go
through the entire process again.
While the vessel manning issue is not one that will be
solved easily, there is no reason why the DHS, NMC and
Coast Guard cannot be more accommodating to this civilian
industry. After all, aren’t we supposed to be supporting the
same team?
industry a way to focus its concerns and make them known
to senior officials in the Coast Guard.
In 2007, the Coast Guard opened the NMC, which eventually
consolidated all of the license evaluation activities to one facility
in Martinsburg, W.Va. The centralized licensing facility, along
with the industry work group formed around licensing issues,
seemed to be a perfect match, and for years, discussions with
NMC officials were centerpieces of MAREC meetings.
This year, however, at the annual MAREC get-together, held
the day before the Inland Waterways Conference in Louisville,
Ky., not one NMC official was in attendance. The official
reason given to MAREC chairman Greg Menke was budget
issues. Numerous officials from the Coast Guard and Corps of
Engineers had to cancel planned trips to the conference because
of travel restrictions and tight budgets made even tighter by the
budget "sequester" imposed by Congress.
Others at the MAREC meeting, however, felt that NMC chief
Capt. Anthony Lloyd simply didn't want to face another round of
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difficult questions from mariners about licensing issues.
"I personally believe the current leadership of the NMC
would like to see this group go away," said one captain and
company owner at the MAREC meeting. MAREC, he said,
was formed to "hold their feet to the fire."
"And that's what this group has done and should continue
to do, whether or not the leadership of the NMC cares to come
and visit us," he said.
[NMC Comment:
Ditto for the National Mariners
Association that found it necessary to publicly criticize the
current NMC leadership.]

Another company official said that mariners who complain
about NMC license actions individually don't get heard.
"But as industry, mariners together, representing one issue,
having a forum where somebody can act on it, that's what we
want; that's what we used to have, and what we clout have now."
The creation of the consolidated NMC facility was supposed
to streamline the licensing process, but Menke, of Seamen's
Church Institute, noted that the industry still has to use a lot of
resources just to cope with it. He noted that, just of the 30 or so
people in attendance at the meeting, there were at least two or
three who spend all their time working with mariners to help
them through the licensing process.
"When you think about the dollars that companies are
having to spend on something that's supposed to make this
whole process easier, in my book, it doesn't make a lot of
sense," he said. "When you have a person who's making
probably in the six-figure range, and the majority of his job
responsibilities are helping their employees get through the
licensing process, that's a lot of money."
Expanded Agenda
Without the NMC presence, MAREC expanded its agenda
to include mariner wellness, the Towing Safety Advisory
Committee and other issues.
Dave Brown, vice president safety and human resources
for Ingram Barge Company, discussed Ingram's wellness
program. "It’s my job to make sure everybody's happy and
healthy," he said.
He credited Mike Monahan, now president of Campbell
Transportation Company, with beginning the mariner wellness
movement 25 or so years ago. "It was radical thinking back
then," Brown said.
Brown discussed several "myths and facts" about mariner
health. "Facts" include:
• most mariners are in fact healthy;
• you can eat healthfully on a towboat;
• you can exercise on a boat, even if the boat isn't big
enough to have a workout room; Brown mentioned the
"military five" – push-ups, pull-ups, sit-ups, squats, and
leg-lifts, all of which can be done in a very small space;
• you can sleep well on a boat; and
• NVIC 04-08, the Coast Guard regulation that covers
medical examinations for licensing, is not all bad.
Ingram's approach, Brown said, has been to partner with
organizations that would allow the company to be proactive
and "jump out in front of this thing," he said. Ingram
developed a partnership with Vanderbilt Medical School, and
has worked with the NMC and sleep experts, he said.
Brown outlined several "best practices" that Ingram

follows and that other company can use to help improve
employee wellness:
• partner with a medical group that provides physicals and
access to specialists, and include the employees' families
in the program;
• develop a company policy on physicals – perhaps on 2½
year intervals, more often for those most at risk of health
problems;
• modify the benefit plan to cover costs of all preventable
procedures, such as physicals, sleep studies,
colonoscopies, mammograms, vision and hearing tests,
etc.; incentivize, or even require, preventative procedures;
• provide onboard exercise equipment; and
• provide training to cooks in healthy diets.
TSAC Update
Tom McWhorter, chairman of the Towing Safety
Advisory Committee, gave an update of the issues TSAC is
focusing on. TSAC will meet this week in New York.
There are five "current tasks" the committee is working on
through subcommittees. Although the committee is made up
of members who are appointed, anyone with an interest can
participate in the subcommittees, he said.
Current tasks include:
• prevention of crewmember falls overboard;
• voluntary training standards for entry-level personnel;
• towing vessel stability;
• safety standards for portable facility vapor control systems
for marine operations; and
• enhancing fire prevention and containment aboard towing
vessels.
In addition, TSAC is just getting started on two new tasks:
• AIS encoding for towing vessels; and
• recommendations on manning of towing vessels.
The manning issue is "one that has a lot of people's
interest," he said.
TSAC played a major role in developing the proposed
Subchapter M regulations, McWhorter noted. "We [the
committee] were constantly told, 'don't worry about manning,"'
he said. And in fact, the proposed (towing vessel inspection)
regulation doesn't talk about manning. But there are a number
of other Coast Guard policy letters "out there" in effect that
address manning, and the Coast Guard asked TSAC to offer
some guidance for a set of more uniform manning standards.
McWhorter said TSAC recognizes the task is "a heavy
push," and a lot of work will need to go into the task.
[NMA Editorial Comment: During the entire period (20042013) when the new Subchapter M towing vessel inspection
regulations were under consideration, the Coast Guard
deliberately steered these proposed regulations away from
the pressing manning issues that really will define the value
of this regulatory effort for our mariners. The manning
issue is a mariner issue! It was the intent of Congress, as we
understood it to properly regulate towing vessel manning.
Vessel manning is an important part of every Certificate of
Inspection the Coast Guard has ever issued. To date, the
Coast Guard has not introduced a regulatory package to
address serious manning issues on towing vessels. How
serious are these manning issues? Enough to spend the
days necessary to revise and update NMA Report #R-412,
Rev. 1 as a “Report to Congress.”]
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SHIPYARD FIREBUG JAILED FOR 17 YEARS
[Source: Maritime Executive]
A civilian painter who twice set fires on a U.S. Navy
nuclear submarine last year so that he could get out of work
early was sentenced to 17 years in prison on Friday.
Casey James Fury, 25, set two fires nearly a month apart
that caused as much as $500 million in damages to the U.S.S.
Miami attack submarine that was in the Portsmouth Naval
Shipyard for maintenance.
Prosecutors had requested a 20-year sentence after Fury
pleaded guilty in November. Fury's lawyer had argued for a
15-year sentence, reflecting his client's extreme anxiety, for
which he was taking medication at the time.
Fury, of Portsmouth, New Hampshire, started the first fire
on May 23 with a plastic bag filled with rags, igniting a blaze
that burned for 12 hours, and caused between $400 million
and $500 million in damages and injured five people,
prosecutors said.
"The fire easily could have been fatal," Assistant U.S.
Attorney Darcie McElwee said at the sentencing hearing at
U.S. District Court in Portland, Maine. The fire endangered

50 workers who had been performing maintenance to the
submarine and imperiled emergency responders, McElwee
said.
Fury also pleaded guilty to setting a second fire on June
16, two days after he had been arrested on suspicion of drunk
driving. That fire was put out quickly and caused little
damage. On June 19, he pulled a fire alarm, causing another
evacuation of the sub.
"The second fire is especially troubling, and displays a
callous disregard for property and safety of others, after what
he had seen in the first fire," Judge George Singal said.
Judge Singal also ordered Fury to undergo substance
abuse counseling, mental health treatment and to pay $400
million in restitution.
Fury confessed to setting the fires to create a reason for
him to leave work early, because he had no available sick or
vacation time to claim.
Fury told Navy investigators he was taking a variety of
medications for anxiety, depression, allergies and insomnia
when he set the first fire.
Repairs to the submarine will not be completed until 2015,
and the Navy plans to use the vessel for 10 years after that, the
U.S. Defense Department said in August.
extinguishers, the serial number V-654690 has been
reported. There may be other serial numbers used on the
counterfeits. For counterfeit Buckeye extinguishers, the
serial number K-094927 with a red handle and serial
number YMU76222 with a black handle have been
reported.
• The labels on counterfeit extinguishers may be simply
printed. Labels on genuine approved extinguishers will
include a security imprint/texture behind the UL LISTED
logo, classification, testing and approval data. Genuine
Amerex Corporation extinguishers will have a pattern of
scored "circles," and genuine Buckeye Fire Equipment
extinguishers will have the letter "S" scored into the label.

USCG WARNS ABOUT FAKE FIRE
EXTINGUISHERS

MAR. 21, 2013 – The U.S. Coast Guard Inspections and
Compliance Directorate has issued a Marine Safety Alert
saying that the Coast Guard has recently become aware of
counterfeits of U.S. Coast Guard approved portable fire
extinguishers manufactured by Amerex Corporation and
Buckeye Fire Equipment.
The safety alert says that both companies are major
producers of genuine approved fire extinguishing equipment
and serve a worldwide market. The counterfeit extinguishers
present a significant safety hazard. Their capability to
extinguish a fire is unproven; they may be charged with a
powdery substance that is not a fire extinguishing agent, the
pressure cylinder is not DOT approved, and the pressure
gauge may not function or give false readings.
The dry-chemical counterfeit extinguishers are size B-II
and may be identified by several distinguishing features:
 Counterfeit units may have duplicate serial numbers.
Genuine approved extinguishers will have a unique serial
number for each extinguisher. For counterfeit Amerex
Newsletter

 The bottoms of the counterfeits have a rounded curved in
lip as shown on the right side of the image on the right.
The bottom of a genuine Amerex extinguisher is shown
on the left side of the image. Genuine Buckeye
extinguishers will have a date stamped on the bottom.
 The counterfeit extinguishers have been reported to have
black or red plastic handles. Genuine approved drychemical B-II extinguishers typically have handles that
are constructed of silver-colored aluminium (although
there are some with plastic handles).
 Pressure gauges on the counterfeit units may be the
wrong color. The gauges on genuine approved Buckeye
dry-chemical extinguishers will have a red background.
 Counterfeit extinguishers may have welded seams on the
sides of the cylinders.
The Coast Guard believes that counterfeit production is
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not limited to Amerex Corporation and Buckeye Fire
Equipment. There has been unconfirmed mention of a
possible case with Badger portable fire extinguishers.
However, at this time there have been no confirmed reports
of counterfeit units from other manufacturers.
The Coast Guard strongly recommends that vessel
owner/operators inspect their equipment.
Inspectors,
surveyors, owner/operators and others suspecting that they
COAST GUARD SAFETY ALERT ON
SURGE PROTECTORS
APRIL 9, 2013 – The U.S. Coast Guard Inspections and
Compliance Directorate has issued the following Marine Safety
Alert on the use of surge protective devices on board vessels:
We've all seen them and used them. Surge protective
devices (SPDs), more commonly known as surge protectors or
power strips help protect our expensive electronic devices
from being damaged from excessive currents and allow us to
deliver power to multiple devices simultaneously.
This safety alert addresses the use of certain electrical
protection devices onboard vessels and the inherent risks they
may cause. Most commercially available SPDs are designed
for use ashore and will interrupt only the hot conductor
when a surge occurs. What does that mean for the ship
owner/operator? It means that while these devices may
provide protection in our homes and offices, these same
devices may be a fire risk onboard vessels.

NTSB CHAIRMAN HIGHLIGHTS IMPORTANCE OF
“RESTORATIVE REST”
In a speech intended to call attention to Sleep Awareness
Week (March 3-10), National Transportation Safety Board
(NTSB) Chairman Deborah A. P. Hersman said NTSB
investigations show that fatigue is a
serious safety issue across all modes of
transportation. “We’ve seen truck drivers
driving through the night during circadian
lows, mariners navigating treacherous
channels during pre-dawn hours and air
traffic controllers working rotating shifts
with short turnarounds,” Hersman said.

may have identified counterfeit extinguishers should contact
the Coast Guard Office of Design and Engineering
Standards immediately. Please provide a description of the
suspect units, including if possible photographs showing full
front, rear, and bottom views of the extinguishers, along
with close-ups of all labels, and submit this information to
typeapproval@uscg.mil with a copy to:
anticounterfeiting@us.ul.com.
A marine casualty investigation of two separate stateroom
fires onboard a U.S. flag Container ship revealed that the sources
of the fires were attributed to the use of SPDs plugged into a
lighting circuit. It was discovered that a ground had developed
on another circuit that was connected to the same distribution
panel providing power to the staterooms. This ground created an
imbalance of voltage between the two power conductors
supplying the SPDs, which caused excessive currents,
overheating, and subsequently, a fire. In this instance, even if
the SPDs automatically tripped as designed, only one power
conductor would have been secured while the other would
continue to provide power, possibly shorting to the device's
ground wire and the structure of the vessel.
For shipboard applications, it is critical for a device to
interrupt both power conductors. Underwriters Lab Standard
- UL Marine 1449 – addresses this issue and applies to the use
of SPDs.
The Coast Guard recommends that vessel Owners, Operators,
Class Society Surveyors, Insurers, and other inspection personnel
examine the risks associated with the use of SPDs aboard their
vessels, and if necessary ensure their organizations have policies
and procedures relating to their use. Vessels should have defined
procedures for checking the condition and grounding capabilities
of personal/portable electrical equipment, and trained shipboard
personnel should be assigned to check and approve all SPDs in
use or brought on board for compatibility with the vessel's
electrical distribution system prior to use. Routine checks of
switchboard and distribution system 120 VAC ground detection
systems are necessary to detect the presence of grounds that
may cause similar circumstances with non-marine type SPDs.
These recommendations are not mandated rather just an advisory
based on lessons learned from the casualty.
This document is provided for informational purposes only
and does not relieve any domestic or international safety,
operational or material requirement. Developed by the Office
of Investigations and Casualty Analysis, United States Coast
Guard Headquarters, Washington, DC. Questions can be
addressed to HQS-PF-fldr-G-PCA@uscg.mil. Inspections and
Compliance Directorate
NTSB has studied operator fatigue and issued
recommendations that call for improved scheduling regulations
and practices, education for operators and employers concerning
fatigue and sleep disorders, and research to better understand the
risks associated with fatigue in transportation. “There are too
many transportation accidents where the lack of sleep and fatigue
have either caused the accident or been a contributory factor,”
Hersman added. “Sleep Awareness Week reminds us all of the
vital importance of restorative rest.”
[NMA Comment: Last year Our Association issued NMA
Report #R-370, Rev. 4 Report to Congress: Abuse of Mariners
Under the Two Watch System.
This report updated
information from previous reports to present our case for
improved Hours-of-Service legislation from Congress.]
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NTSB DETERMINES CAUSE BEHIND FATAL 2011
TRINITY II INCIDENT
[Source: Maritime Executive. Comments and Emphasis are
Ours!!!]
Inadequate Weather Preparedness and Improper Use of
Lifesaving Equipment Led to Loss of Life in 2011 Trinity
II Marine Accident

The National Transportation Safety Board determined that
the probable cause of the accident in the southern Gulf of
Mexico was the failure of Trinity Liftboats (the vessel
owner/operator) and Geokinetics (the chartering organization)
to adequately plan and prepare for a rapidly and locally
developing hurricane. Contributing to the fatalities and
injuries was the failure of the Trinity II crewmembers to
make effective use of the vessel's lifesaving equipment,
resulting in their prolonged exposure to the elements while
awaiting rescue.
On Sept. 8, 2011, the 78.5-foot-long liftboat Trinity II,
while elevated about 15 miles offshore in the Bay of
Campeche, sustained damage to its stern jacking leg from
severe weather associated with Hurricane Nate. When the
stern jacking leg failed, causing the vessel to list, the four
crewmembers and six contractors on board abandoned ship.
All 10 persons, wearing lifejackets, entered the water where
they clung to one of the vessel's 12-person lifefloats.(1) Three
days passed until search and rescuers located nine of the
personnel. Two of them were dead and a third would die
later at the hospital. Four days after finding the nine
personnel, responders recovered the body of the 10th person.
The six survivors sustained serious injuries from days in
open sea without out-of-water protection or supplies.
[(1)Refer to NMA Report #R-354, Rev. 4. An Appeal to the
ASSOCIATION CORRESPONDENCE
ON MAJOR ISSUES
Potable Water & Sanitary Food Preparation
Date: 3/12/2013 8:23:59 PM
To: mayte.medina2@uscg.mil
Subject: Food Handling topic as discussed at MERPAC
meeting of 03/12/13.
Dear Ms. Medina,

111th. Congress on Lifesaving Issues that Affect Our Limited
Tonnage Mariners.
41p.
We support the NTSB’s
recommendations and Congressional action for eliminating
survival craft that require mariners to remain in the water
awaiting rescue.]
"Addressing and mitigating risks in transportation is why
there are certification standards for equipment, training and
licensing," said NTSB Chairman Deborah A. P. Hersman.
"Emergency preparedness and planning are just as essential
for when safeguards fail or for when nature intervenes like it
did so dramatically in this case."
The NTSB investigation revealed that Trinity Liftboats'
and Geokinetics' hurricane plans did not account for the risk
posed by locally forming weather systems. This reduced the
crewmembers' ability to properly prepare in advance and to
make an early decision to leave the vessel through routine
means before the onset of the storm.
The NTSB noted that the vessel had recently been
equipped with two new inflatable throw-over-type liferafts.
Each liferaft was capable of holding up to 25 persons and
contained drinking water, nonperishable food and thermal
protection sheets, among other supplies. However, as the
crew prepared to abandon ship, the two liferafts were
inflated on deck instead of in the water, as directed. This led
to both liferafts blowing away and vanishing in the high seas.
In addition, no one on board the vessel brought the
emergency position indicating radio beacon or EPIRB with
them when they abandoned the ship. The EPIRB would have
allowed rescuers to narrow the search area and reduced the
search time significantly.
"As every mariner knows, the sea is powerful and
unforgiving. This loss of life and the brutal experience for
everyone involved underscores the importance of learning
from this event. It's essential to take the lessons learned and
apply them to prevent future tragedies," said Hersman.
As a result of the investigation, the NTSB issued safety
recommendations to the United States Coast Guard, the U.S.
Department of State, Trinity Liftboats, Geokinetics and the
Offshore Marine Service Association.
The safety
recommendations address weather preparedness, use of
lifesaving equipment and the need for improved investigative
cooperation between the governments of Mexico and the
United States, as it relates to marine accidents. The NTSB is
also issuing a safety alert to mariners to address several
aspects of survival.
A synopsis of the NTSB report, including the probable
cause, findings and a complete list of the safety
recommendations is available. The full report will be
available on the website in a few weeks.
I am attaching NMA Report #R-455, Revision 4 that
discusses the need for training crewmembers to prepare meals
aboard vessels. For a portion of this report we are indebted to
Captain David C. Whitehurst who is a Master of towing
vessels with over 30 years experience. We are also indebted
to Captain Sweeney who is an unlimited Master who, when
not at sea, writes inspired articles in Professional Mariner
Magazine that are important to mariners at upper and lower
levels. He (and we) also credit the Seafarers International
Union's training programs that should serve as a very
important component of sanitary meal preparation .
Having an adequate supply of potable water is essential to
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sanitary meal preparation. We presented this problem to
Congress many years ago. Congress acted, but the Coast
Guard dragged its feet. The Coast Guard (as I recall)
published a notice and opened a public comment period. All
the "good" companies and associations provided laudatory
answers. The absence of comments from the "bad" companies
left the erroneous impression that all was well and that no
problem existed. The Coast Guard Project Officer would not
respond to further communications and our complaint was
side tracked. Therefore, I am attaching a copy of NMA
Report #R-395, Revision 4. Both reports are updated to 2012.
s/Richard A. Block, Secretary, NMA
April 9, 2012
Senator Mary Landrieu
703 Hart Senate Office Building
Washington, DC 20510
Subject: Provision of Clean Potable Water for Drinking,
Bathing, and Food Preparation.
Our File #GCM-44
Dear Senator Landrieu,
As one of your constituents, I am contacting you about a
longstanding problem that has plagued many of the 126,000
limited tonnage merchant mariners whose interests we
represent on this issue.
For years, our Association has worked to secure clean
potable water for the vessels manned by our mariners –
primarily towing vessels (6,100), small passenger vessels
(6,500), and offshore supply vessels (1,100). It has been a
long struggle and is far from complete.
Back in 2004, we obtained Congressional support to
amend 46 U.S. Code 3305 and the Coast Guard was supposed
to look into resolving the problem as discussed in NMA
Report #R-395, Rev. 4 [Enclosure #1]. Congress acted, but
the Coast Guard dragged its feet. The Coast Guard published
MARINER DEATHS OUTSIDE OF THE LIFELINES
[Source: Capt. Peter Squicciarini, WorkBoat, Mar. 28, 2013.
Comments and Emphasis are ours!!!]
It’s been a rough month for brownwater mariners. There
was the tug fire down in the Gulf after the vessel hit a
wellhead. Sadly, a mariner drowned. As I reported in my last
blog, falls overboard and drowning are the top safety threats
and account for 60 percent of fatalities. The best way to
prevent a drowning is to not fall overboard in the first place.
Back when I had 400 or so eager young sailors aboard my
ship, I worried a lot about losing one of them overboard. I
explained to them that death was waiting for them on the other
side of the lifelines. The Navy has documented statistics on
man overboard (MOBs) events for years. The good news is
that 70 percent of these unwilling swimmers are recovered.
On the other hand, you have a 30 percent chance of not
making it.(1) Add in darkness, sea state, fog, cold water, etc.,
and your chances of survival go way down. Let’s not forget
the training and drills needed to hone the skills of those who
recover mariners who end up in the water. [(1)Refer to NMA
Report #R-202, Rev. 5, Case #6 – “Green” Deckhand Lost at

a notice and opened a public comment period. All the "good"
companies and associations provided laudatory answers.
However, the absence of comments from the "bad" companies
left the erroneous impression that all was well and that no
problem existed. In addition, since potable water is used in
food preparation, I enclosed a copy of NMA Report #R-455,
Rev.6 as well. [Enclosure #2]. The Coast Guard Project
Officer would not respond to further communications and our
complaint was side tracked.
We recently brought the issue to the attention of Ms. Mayte
Medina at the MERPAC meeting we attended last month in
Houston. [Enclosure #3] Since she is with the Marine Safety
Directorate, we believe she is a solid contact person.
I would appreciate any assistance you could provide in
convincing the Coast Guard to move this item back into their
agenda – specifically to at least inspect the potable water systems
on the 6,100 towing vessels they are bringing under inspection to
the same standards the Coast Guard uses on their own vessels.
Very truly yours,
s/Richard A. Block, Sec’y,
National Mariners Association
FOIA on Copyrighted Exam Illustrations
(FOIA 2013-1434 – Mar. 22, 2013)
NMA received 40 pages of Coast Guard correspondence
“addresses to all copyright holders seeking to use those
illustrations (or modified versions) in existing or future
Engineering department credentialing exams. In addition, you
request any copies of official correspondence…seeking to
expand permission to include making those illustrations
available to the public.”
As we thought would happen, in none of those letters did
the Coast Guard seek to expand permission to make the
illustrations from these 40 sources available to the public.
We assert that the Coast Guard should be barred from
using those illustrations until they can be released to the
public in preparation for credentialing exams.
Sea – The M/V Gulf Pride Case is a perfect example of one of
the unlucky 30%. that happened right on NMA’s doorstep!]
“The deckhand is missing” is a something you never want
to hear. In a recent case, a tug and barge was moored.
Nobody saw the crewperson go in the water. One third of all
MOBs occur when moored, and two thirds of all MOBs are
not observed. Yes, you’re on your own. Days later, the body
of the tug-and-barge crewman was dragged from the river. He
was not wearing a work vest, which was company policy.
In a second case, a deckhand went missing after he failed
to check in with the wheelhouse for over 30 minutes. Again,
he was not seen going overboard and when he fell into the
river was unknown. An immediate search and rescue
operation only turned up his floating boots. He was recovered
days later from the bottom of the river. Again, he was not
wearing a work vest.
Both fatalities have their roots in factors such as loss of
situational awareness, slick working surfaces, tripping
hazards, fatigue, insufficient supervision, distractions (cell
phones, ear buds, etc.), greenhorn inexperience, and yes, even
drugs and alcohol.
There is no silver bullet in preventing falls overboard. It is
a 24/7 threat. Demanding that crew always don approved
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work vests when outside the skin of the superstructure is
everyone’s responsibility. It should be a condition of
employment. A good set of boots with decent treads, not one
held together with duct tape, is also a must. You should also
walk around the boat daily to ensure the non-skid surfaces are
in good shape. Be sure to check the handrails and lifelines.
Make sure tripping hazards are kept to a minimum, and that
fixed tripping hazards are painted with OSHA yellow. Also,
check that all lighting is sufficient. Feeling your way around
in the dark is no fun and very dangerous. If there is anything
NLRB RULES ON TUG MATE
SUPERVISORY STATUS
[Source” By Dale K. DuPont, WorkBoat, Feb. 25, 2013.
Emphasis is Ours!!!]
WASHINGTON - A ruling with potentially broad
implications for the workboat business is caught up in the flap
over the Obama administration’s National Labor Relations
Board appointments.
By a 2-1 vote, the NLRB in December said tugboat mates
in a Washington state case are employees and not
supervisors for union organizing purposes. The board said
the company didn’t prove its mates’ supervisory status based
on their assignments and responsibilities.
The lone dissenter said mates are supervisors in light of an
often-cited case and “50 years of board and circuit court
precedent.” The employer showed the mates “have complete
authority over the vessel’s crew during their watch.”
The case involving Brusco Tug & Barge, Longview,
Wash., and the International Organization of Masters, Mates
& Pilots (MM&P), Pacific Maritime Region, which won a
May 2000 organizing election at Brusco, dates back to 1999.
Brusco operates about 34 tugs.
MM&P president Don Marcus said the union is
“encouraged by the NLRB’s decision vindicating the right of
Brusco’s mates to be represented by a union. Since 1999,
the Board twice has found these mates to be employees under
the Labor Act. [The union] has always contended that
supervisory status hinges not on a title such as ‘mate’ or
‘captain’ but on the reality of the work performed by that
individual.”
Brusco’s lawyer, Tom Triplett, of Schwabe, Williamson &
Wyatt, Portland, Ore., who tried the case, said it was too early
to assess the impact on the company because bargaining
issues must be resolved first.
PROPOSED TWIC CARD READER
RULE PUBLISHED
[Source: By Pamela Glass, WorkBoat, Mar. 22, 2013.
Emphasis is Ours!!!]
After months of anticipation and delays, the federal
government has finally released the framework for the second
phase of the TWIC security program that will require
electronic card readers on certain vessels and facilities to
control access to secure areas.
The Notice of Proposed Rulemaking, called the
“Transportation Worker Identification Credential — Reader
Requirements,” was published Friday in the Federal

bad, fix it immediately. Remember, your safety management
system says “train and drill.” This is common sense.
A report from the Towing Safety Advisory Committee,
“Recommendations for the Prevention of Towing Vessel
Crew Member Falls Overboard,” will be released soon. I saw
the presentation at TSAC last week and it was excellent. The
American Waterways Operators (AWO) “Fall Overboard
Prevention Best Practices,” released in 2001, is also superb.
Shipmates take care of shipmates. Death is just on the
other side of the lifelines. Sail safe!
But, he said, “It is dismaying that the NLRB could not
resolve a priority case in less than 12 years. And the
decision reflects the lamentable politics of the current board.”
Clyde Jacob, a labor and employment lawyer with Coats
Rose, New Orleans, and a member of the U.S. Chamber of
Commerce’s Labor Relations Committee, said the NLRB
ruling could have a serious impact.
“The immediate implications of the decision are that if a
boat or vessel company undergoes union organizing and a
NLRB election petition, there is a strong likelihood that the
mates will be considered non-supervisory employees and
included in the voting and any ensuing bargaining unit,” he
said. “If a maritime employer takes disciplinary action
against a mate for union activity, that employer may be
engaging in an unfair labor practice if the mate is later
found not to be a supervisor under this NLRB decision.”
In prior cases, the NLRB routinely ruled that mates were
supervisors, he said. In the Brusco case, “while the NLRB did
not hold that mates are categorically not supervisors, the
NLRB created such an elevated level of proof for maritime
employers that it will lead effectively to that result.”
The dispute also is affected by a recent U.S. Circuit Court of
Appeals decision in a different case invalidating the January
2012 appointment of three NLRB members, one of whom –
Richard Griffin – was in the majority on the mates’ issue.
The court said the appointments were not proper because the
U.S. Senate was not in recess at the time. Therefore, the fivemember board lacked a quorum for decisions made in 2012.
The appeals court ruling “could have significant impact if
sustained by the U.S. Supreme Court,” Triplett said. “It
would vacate this decision and require a properly constituted
board to reconsider the case.”
Earlier this month, President Obama re-nominated Griffin
and one other member whose appointment was disputed.
Brusco case documents are available at:
http://www.nlrb.gov/case/19-RC-013872.
Register.(1) This kicked off a flurry activity in the maritime
community, where U.S. port, tug, barge and passenger vessel
officials immediately began scrutinizing the document to
determine how it will affect their members. [(1)78 FR 1778217833, Fri. Mar 22, 2013.]
Immediate reaction was generally positive, as the proposal
didn’t seem to contain any surprises or veer from what many
in the affected industries had expected after months of public
comment and interaction between the maritime industry and
the U.S. Coast Guard, which prepared the rule.
Six years in the making, the NPRM is the second part of a
maritime security program mandated by Congress after 9/11.
The reader rule was highly anticipated by the maritime industry,
as for years more than 750,000 mariners have carried the TWIC
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credential which was regarded as little more than a flash pass
without electronic readers to verify a person’s identity. Delays in
publication have also drawn criticism from Congress.
A reader program is especially difficult to implement in the
maritime sector, where vessels and facilities do business under
highly different weather and operating requirements. A TSA
pilot program completed last year revealed a number of
problems in training personnel to use a variety of readers,
variations in reader performance, malfunctions of equipment,
and problems with the credentials.
The Coast Guard believes that when working together,
both the credential and the reader will improve security on
waterfronts and onboard vessels without imposing undue
burdens on maritime commerce.
“I believe this proposed rulemaking demonstrates that, and
we look forward to hearing from interested stakeholders through
the comment process and at several public meetings over the next
two months,” Cmdr Jeff Morgan, chief of the cargo and facilities
division at Coast Guard headquarters, said in a statement.
After analyzing the potential attack scenarios and risks to
different types of vessels and facilities, the Coast Guard used
a risk-based approach to the regulations by classifying vessels
and facilities into three risk groups. Vessels and facilities that
don’t present this heightened risk would either continue to
visually inspect TWICs or voluntarily use electronic readers.
For example, vessels classified into Group A – the
highest risk – carry more than 1,000 passengers, carry CDC
(Certain Dangerous Cargoes) in bulk or tow CDC in bulk.
Group A facilities handle CDC in bulk or receive barges
carrying CDC in bulk.
The American Waterways Operators, which has been
active on the rule on behalf of its towing and barge company
members, said it was pleased that the NPRM exempts vessels
with less than 14 crewmembers from carrying a card reader
onboard. Most towboats fall into this category. “But we still
think some of the proposals that would apply to towing
vessels, from tying requirements to confusing risk groupings
and requiring biometrics matches for new employees, were
cumbersome and we will be reviewing the NPRM with an eye
towards what the Coast Guard has done to address these
issues,” said Brian Vahey, AWO government affairs manager.
The Passenger Vessel Association said it is “generally
pleased with the direction of the proposed rule." President
Carolyn Horgan also praised the exemption for vessels with
fewer than 14 crewmembers, as well as an exemption for
vessels carrying 1,000 passengers or less. “We will continue
to analyze this proposed rule and will submit detailed written
comments to the public docket and will testify at the public
hearing,” she said in a statement.
After considering all public comments, the Coast Guard
will publish a final rule. This process will likely consume
most of 2013. Once the final rule is published, vessels and
facilities would have two years to comply.
The TWIC Reader Rule: Time To Sound Off
[Source: By Pamela Glass, WorkBoat, Apr. 4, 2013.]
The Coast Guard is taking the TWIC card reader proposal
on the road.
A schedule of public meetings was announced this week to
gather feedback from the maritime industry about the recently
released Notice of Proposed Rulemaking on TWIC readers.
The NPRM requires that certain vessels and maritime
facilities use electronic readers to verify the identity of TWIC
cardholders who are allowed access to secure areas.

The rule, more than four years in the making, has been a
bone of contention within the maritime community, which is
skeptical that TWICs and readers will be effective in
thwarting security threats in the maritime sector. Instead,
critics argue that the biometric cards and proposed readers
are little more than an expensive inconvenience.
The first public session will be held April 18 in Arlington,
Va., just outside Washington, D.C. Sessions will follow in
Houston, Seattle and Chicago.
The schedule:
 April 18, 1 p.m.-5 p.m, Crystal City Marriott, Reagan
National Airport, Arlington, Va.
 April 25, 1 p.m.-5 p.m, Houston Marriott North Hotel, 255
North Sam Houston Parkway East.
 May 2, 1 p.m.-5 p.m, Seattle Airport Marriott, 3201 South
176th St. May 9, 1 p.m. to 5 p.m.,
 Chicago. Specific location to be determined.
In addition to oral comments, written statements can be
posted online, docket number: USCG-2007-28915
A copy of the NPRM can be found online as well.
The comment period is a key part of the final rulemaking
process, and it offers the best opportunity for vessel
companies, mariners and port facilities to influence the final
outcome of this new, costly federal security mandate. 
Here is how to Comment
Mariners – After years of living with the TWIC, put your
opinion in writing if this “proposed rule” would affect you!
Don’t travel long distances or wait in line to have your
opinion heard. Put your comment in writing and e-mail it to
the Coast Guard.
Summary: The Coast Guard proposes to require owners
and operators of certain vessels and facilities regulated by the
Coast Guard to use electronic readers designed to work with
the TWIC as an access control measure. This NPRM also
proposes additional requirements associated with electronic
TWIC readers, including recordkeeping requirements for
those owners and operators required to use an electronic
TWIC reader, and security plan amendments to incorporate
TWIC requirements. The TWIC program, including the
proposed TWIC reader requirements in this rule, is an
important component of the Coast Guard's multi-layered
system of access control requirements and other measures
designed to enhance maritime security.
This rulemaking action, once final, would build upon
existing Coast Guard regulations designed to ensure that only
individuals who hold a TWIC are granted unescorted access to
secure areas at those locations. The Coast Guard has already
promulgated regulations pursuant to the Maritime
Transportation Security Act of 2002 (MTSA) that require
mariners and other individuals to obtain a TWIC and present it
for inspection by security personnel prior to gaining access to
such secure areas. By requiring certain vessels and facilities
to perform TWIC inspections using electronic TWIC readers,
this rulemaking would further enhance security at those
locations. This rulemaking would also implement the SAFE
Port Act of 2006 electronic TWIC reader requirements.
Dates: Submit comments or before May 21, 2013 via
http://www.regulations.gov. identified by docket number
USCG-2007-28915 to the Docket Management Facility.
For Further information contact: Lieutenant Commander
Loan T. O'Brien, Coast Guard, telephone 202-372-1133.
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THINKING OF A CRUISE SHIP VACATION?
[Source: Sailors Union of the Pacific, Feb. 22, 2013.
Emphasis is ours!]
Mariners know that things often go wrong at sea…but if
the idea of sitting back in the sun (or the shade if you prefer)
and enjoying yourself at sea with your family en route to some
exotic and enchanted foreign port without a care in the world,
and if being waited on hand and foot (for a change) relieves
the stress of your job appeals to you….here are a few points to
consider. (ed).
Foreign Flag Cruise Ship Towed Back to Port After
Engineroom Fire Knocks Out All Systems
The Carnival Triumph was towed into Mobile, Alabama
on February 14, after being disabled by an engine room fire on
February 10, in the Gulf of Mexico.
In all, the operation required five tugs, while the U.S. Coast
Guard deployed five vessels in support. The Coast Guard also
deployed a helicopter to airlift a generator and electrical cables
from the offshore vessel Lana Rosa to the Triumph.
The fire knocked out the vessel’s propulsion system,
leaving it unable to sail and without power, sewage, heating or
air-conditioning systems. The 101,509 gross ton ship was
carrying 3,143 passengers and 1,086
crewmembers.
“It was just squalor and disgusting,” said
Steven Peery of Sacramento, whose wife,
Cindel Pena was on the ship. Ms. Pena, in
conversations with both her husband and her
mother, Serena Pena of Woodland, California,
described a vacation turned nightmare. The
lines for meals lasted more than an hour, she
said, and the hallways and cabins were so hot
and foul that people had taken to sleeping in
whatever outdoor space they could find.
Also, with many of the toilets not functioning, the crew was
forced to distribute plastic bags for people to use instead. “The
first time I talked to her,” Serena Pena said, “she asked if I had
seen reports on the news and if those reports described the raw
sewage on the floors, because they should.” The sewage also
seemed to be seeping through the walls, the daughter said. One
passenger told the New York Times that the experience was “like
being locked in a Porta Potty for days.”
Senator Jay Rockefeller (D-West Virginia) told the press
that the Carnival Triumph saga was “just the latest example in
a long string of serious and troubling incidents involving
cruise ships. It is time the cruise line industry – which earns
more than $25 billion a year – pays for the cost they impose
on the government since it is the U.S. Coast Guard that comes
to the rescue every single time something goes wrong.”
The cruise industry says shipboard fires are rare, but
they are not rare. According to testimony before Congress,
cruise expert and author Ross Klein said cruise ship fires
broke out in 79 vessels between 1990 to 2010.
The Carnival Splendor, sister ship to the Triumph,
suffered a disabling engine room fire off the west coast of
Mexico in 2010 and had to be towed to San Francisco. In the
two years between the Splendor and the Triumph fires, more
than 10 cruise ship fires were reported in the media. Several
cruise ships were completely disabled, including the Costa

Allegra, the Bahamas Celebration, and the Ocean Star. The
Azamara Quest was partially disabled and had to crawl back
to port in Indonesia. The Allegra and Quest broke down in
waters where pirates frequent, to add to the drama. A fire
aboard the Queen Mary II was later determined to have been
caused by a “catastrophic explosion.”
Other cruise ships experienced what the industry would
either deny or call “minor fires,” including the Adventure of
the Seas, the Crown Princess, the MSC Musica and the Allure.
But there is nothing minor about a cruise ship, filled with
thousands of passengers, catching on fire on the high seas,
even for a matter of seconds. Most of these fires received
little coverage in the U.S. press. It is a topic that travel
publications avoid and travel agents do not like to hear.
The cruise industry does a remarkable job advertising that
cruising is a safe and affordable family vacation. It certainly
is affordable, in large part because major cruise lines such as
Carnival and Royal Caribbean are incorporated in foreign
countries like Panama, the Bahamas, Bermuda and Liberia.
Their ships fly the flags of foreign nations and thus avoid all
U.S. federal taxes, labor laws and safety regulations.
[NMA Comment: Our mariners who work on uninspected
towing vessels should feel right “at home.” Maybe within the
next 10 years, the Coast Guard will protect our mariners
with safety regulations – while improving on
the existing 84-hour work week issues industry
avoided since 1972.]
In 2011, three-quarters of the nearly 16
million cruise bookings worldwide were made
from the United States, according to the
industry group Cruise Lines International
Association, which represents 26 cruise lines,
including the world’s largest, Carnival and
Royal Caribbean.
You can’t find a cheaper vacation than
spending a week on one of these “fun ships.” But the
vacation comes with a hidden price.
The cruise lines are working their crewmembers
excessively long hours and paying them extremely low wages.
The Cruise Lines International Association says its “crew
members are provided wages that are competitive with
international pay scales.” But a cleaner aboard a Royal
Caribbean ship, for example, will work 12 hours a day,
seven days a week, for as little as $156.25 a week with no
tips. U.S. labor laws are not applicable to provide protection
to crewmembers at sea, nor is there any real oversight of the
cruise lines’ operations.
The cruise industry insists that it is regulated and that the
safety and security of its passengers and crew is its highest
priority. Ships are subject to inspections by the countries they
call on. In the United States, ships must pass initial and
annual U.S. Coast Guard Marine inspections. But the Coast
Guard is underfunded and understaffed and can’t possibly
conduct adequate inspections of the hundreds of cruise ships
that call regularly on U.S. ports across the nation.
Cruise ships theoretically follow guidelines set forth by the
International Maritime Organization and the recommendations
in the Safety of Life at Sea. But the International Maritime
Organization, a United Nations organization, does not have
the authority to enforce its own guidelines, nor can it impose
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fines or criminal sanctions against cruise lines that flout
Safety of Life at Sea recommendations. This obligation falls
to flag states, like Panama. The result is that cruise liens are
largely unregulated.
They offer low-price cruise fares to get the passengers
aboard and then make their profits from alcohol sales, casino,
spa and photography activities and shore excursions.
The cruise lines operate their ships virtually 24 hours a day,
seven days a week, 52 weeks a year. Cruise ships do not make
money unless they are operating. The cruise lines push the ships
just as hard as they push their crewmembers. A ship out of
service for a week for routine maintenance means the loss of tens
of millions of dollars and thousands of dissatisfied customers.
Cruise ships, like their foreign-based crew members, are
treated as fungible goods.
When crew members get
debilitating injuries because of overwork and exhaustion,
they are left in their home countries. The Triumph, sailing
since 1999, will eventually end up being sold to the European
market, renamed and abandoned as well.
The push to always keep the show on the road without
long delays causes the same problems in investigations of
passenger disappearances,
shipboard crimes and
gastrointestinal illnesses. These investigations are often
rushed so the cruise is held up for as little time as possible.
When there is a norovirus outbreak on a ship, cruise lines
are faced with the prospect of disembarking hundreds of ill
passengers, sanitizing the ship and then reloading several
thousands of passengers on board. It is an impossible

prospect to locate and kill the virus on the massive ships given
the short turnaround on an embarkation day. But the business
model of the cruise industry is: Strike up the band and hand
out the daiquiris, the cruise must go on.
It is also impossible for governmental entities such as the
Centers of Disease Control and Prevention to conduct a thorough,
painstaking epidemiology study to ascertain the type of virus and
its origin. Cruise lines quickly blame the passengers for not
washing their hands, but the CDC and the Food and Drug
Administration concluded long ago that the most likely and
common source of norovirus is contaminated food or water.
Crewmembers say that infected workers often do not
complain of their illness out of fear of not being paid or of
losing their jobs. Cruise lines tell the passengers to use hand
sanitizers, but the culprit may be norovirus-laden salad.
Unlike the U.S. commercial aviation industry, the strict
Federal Aviation Administration oversight that can ground a
fleet of aircraft, the cruise industry is largely accountable to
countries like Panama or the Bahamas, which may or may
not want to offend their cruise line friends in Miami, who
are the real owners of these flag-of-convenience vessels.
[NMA Comment: Although American courts do not concern
themselves with the problems of “foreign” crew members, it
is fortunate that the International Transport Workers
Federation (ITF) representing over 5 million transport
workers throughout the world including all American
Maritime Unions has inspectors to help in many cases.]
to do so – while standing in a darkened room with a large
viewing port above the bridge is the height of “transparency”
for members of the public. It is interesting to watch it done on
a 1000-foot luxury liner.
Having travelled the Tsawassen route on a much older but
still impressive predecessor of the Coastal Inspiration and
being trained on two small, ancient (1928, 1932), and decrepit
double-ended ferries brought this report to my attention.
Contrast the pictured modern controls illustrated that mirror
everything from an under 1,600-ton Casino Boat to a modern
dynamically positioned offshore supply vessel and the reader
can draw his/her own conclusions. Accidents are accidents.
Better to learn from the experience of others than have the
experience yourself.

M/V Coastal Inspiration
“HARD DOCKING”
Introduction by NMA Newsletter Editor
Our limited-tonnage mariners deal with vessels of much
smaller size that the Coastal Inspiration and the Exxon
Valdez. However, this report provides lessons to learn that are
applicable to much smaller vessels. The article “M/V Joseph
and Clara Smallwood – Fire on Ferry’s Vehicle Deck was a
Textbook Case” in NMA Newsletter #36 and provided
valuable lessons also taken from the Transportation Safety
Board of Canada.
Huge modern cruise ships regularly maneuver in very
close quarters without the need for ship-handling tugs. To
watch it being done as a passenger – any passenger who cares

21,777 Tons x 5 Knots = A Mess
(Mar. 13, 2013) – Canada's Transportation Safety Board
(TSB) released its investigation report (M11W0211) into a
December 2011 accident in which British Columbia Ferry
Services, Inc.'s (BCFS) Coastal Inspiration struck the berth at
Duke Point, British Columbia. Crew and passengers suffered
minor injuries in the accident, and there was extensive damage
to both the vessel and the terminal.
The 160 m long, 1,650 passenger, 370 vehicle capacity,
Coastal Inspiration is one of BC Ferries' three "Super-C Class"
ferries, which are currently the largest double-ended ferries in the
world.
They were delivered from German shipbuilder
Flensburger Schiffbau-Gesellschaft between 2006 and 2008.
The investigation found a number of contributing factors
to the accident, including a lack of adherence to procedures
and lack of familiarity with the operation of the propulsion
system by the bridge team in an emergency.
On Dec. 20, 2011, the vessel left Tsawwassen on time at
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12:45 for its fourth trip of the day, with 346 passengers, 129
vehicles, and a crew of 31 on board. At 14:50, the vessel
struck the berth at a speed of approximately 5 knots. Seven
passengers and 9 crewmembers sustained minor injuries as a
result of the hard landing and were treated on board. The bow
door, the starboard side shell, and the rubbing plate of the
ferry were damaged, putting it out of service for 23 days. The
terminal sustained damage to the port and starboard berth
walls, to pilings and to various electrical fittings, and was out
of service for 122 days.
On April 11, 2012, the TSB issued a Marine Safety
Information letter (MSI 04/12) to BCFS advising that the
speed of advance was a significant factor in the striking.
The TSB investigation found that procedures for testing
the propulsion control equipment before berthing were not
followed. This meant that a malfunction in the controls went
undetected until too late. The investigation also found that the
vessel's bridge crew was unfamiliar with the operation of
this control in an emergency.
Since the accident, BCFS has made a number of changes
to its propulsion control system to provide a warning to bridge
crews when the system malfunctions.
BCFS has also improved a number of procedures and
developed a schedule of critical failure response drills to
ensure that contingency plans are exercised by all key
personnel. It has also incorporated verification of responses
to critical-system failures into mandatory familiarization
training, which is verified in periodic drills.
Conclusions
Findings as to causes and contributing factors
 The bow propeller was engaged but not tested as required
prior to arrival, which precluded the bridge team from
realizing that the pitch control was not functioning.

scale, on for an “Upper Level” disaster on the ill-fated
Exxon Valdez.]
 Without the braking effect of the bow propeller, and with the
astern propeller providing thrust ahead, the vessel struck the
berth at a speed of approximately 5 knots.
Findings as to risk
 The operation of equipment for a purpose other than the one
intended may result in the equipment being disassociated
from its designated function.
[NMA Comment: You have only a split second to evaluate
all the bad events that are approaching in an
“Emergency” and then use the Emergency button – and
push it with confidence and without hesitation.]
 If the bridge team does not participate in regular drills
addressing malfunctions of the propulsion system, it may
not be proficient in taking mitigating action during an
emergency.
 If safety-critical equipment essential for a key operation is
not tested before its use, the crew may have reduced time to
react in the event the equipment fails to respond.
 Without an alarm specifically linked to safety critical
equipment that signals the equipment's malfunction, the
crew may be unaware of the failure, putting the vessel, its
passengers and crew at increased risk.
 When voyage data recordings are not available to an
investigation, the identification and communication of safety
deficiencies to advance transportation safety may be
precluded
Maneuvering Console

[NMA Comment: In the U.S. such conduct might fit the
definition in 46 CFR §5.27 as “Misconduct” … “human
behaviour which violates some formal, duly established
rule…found in…statutes, regulations, the common law,
the general maritime law, a ship’s regulation or order, or
shipping article and similar sources. It is an act which is
forbidden or a failure to do that which is required.”]
 The bow propeller pitch control was used once the vessel
was at the abort position, in close proximity to the berth,
limiting the time for the bridge team to react when it did not
respond.
 An isolating amplifier in the propulsion switchboard
malfunctioned, causing the overload protection system to
activate. This prevented the electronic signal from the pitch
control handle from adjusting the pitch on the bow propeller.
[NMA Comment: Bad luck – one in thousands of little
parts that decides to quit when you need it most.]
 The bridge team did not switch from normal to emergency
mode. As the mode was not set to Emergency, the master's
attempts to engage the PITCH AHEAD and PITCH ASTERN
push buttons were ineffective at regaining control of the pitch.
[NMA Comment: Familiar to limited tonnage mariners
when switching steering station controls or, on a larger

Pitch display – Bow
A. Pitch display – Stern
B. Emergency telegraph – Bow
C. Emergency telegraph – Stern
D. L handle – Bow pitch control
E. T handle – Stern pitch control
F. Forward rudder
G. EMERGENCY MANOEUVRE
H. POWER LIMITED indicator
I. Normal/Emergency mode selector switch
J. Pitch buttons – AHEAD and ASTERN
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K. Motor START button
L. BOW PROPELLER REQUIRED indicator
Propeller pitch can be varied while the propeller shafts
rotate at a constant speed of 140 rpm. Vessel speed is
controlled from either the bridge or the engine control room
by altering the propeller pitch via handles. Moving a handle
transmits data to the pitch control system electronically. The
propeller pitch is normally controlled from the bridge and has
several back-up features
Figure 1. Propulsion system layout (3 engines online)

PRESIDENT’S BUDGET PROPOSAL TO
EFFECTIVELY END THE PL-480
FOOD FOR PEACE PROGRAM
[Source: Maritime Executive, Apr. 10, 2013. Emphasis Is
Ours!!!]
U.S. Maritime Chairman James L.
Henry issued the following statement in
response to the release today of the
President’s FY 2014 budget proposal.
Included in the proposal was a
recommendation that the Food for Peace
Title II humanitarian assistance program be significantly altered,
with almost half its funding diverted to another program.
“USA Maritime is severely disappointed that the Obama
Administration has moved forward with this misguided
proposal to effectively eliminate the long-standing and
successful Food for Peace program,” said James L. Henry,
chairman of USA Maritime. “Despite recent letters from
Congress to the White House that demonstrate strong,
bipartisan support for this program, the Administration is still
advocating an unnecessary and harmful change to our flagship
international aid program. We continue to view this proposal
as shortsighted and seriously damaging to both national
security and merchant mariner jobs.”
“Since 1954, Food for Peace alone has benefited more
than 3 billion people in 150 countries and is an important
symbol of America’s goodwill. Unlike other foreign aid
programs, this time-tested program does more than just send
aid overseas. Food for Peace is a point of pride for the 44,000
American farmers, shippers, processors, longshoremen, and
merchant mariners whose jobs depend upon the program.
Food for Peace leverages private and public resources to make
a meaningful difference for millions of people in a way that
Government cash handouts simply cannot.”

“Food for Peace is not only one of our premiere diplomatic
tools, but it is also an important component of our national
security. By ensuring a steady flow of American cargo
shipped by Americans on U.S.-flag ships, PL-480 helps
maintain our Merchant Marine, which is critical for our
ability to support our troops and first responders in time of
war or national emergency. In fact, American mariners on
commercial U.S.-flag vessels delivered more than 90 percent
of defense cargo to military posts in Iraq and Afghanistan.
According to the Department of Defense, without the base of
food aid cargoes to help sustain the commercial U.S.-flag
fleet, we will not be able to sustain the national defense sealift
capability our military needs without significant additional
Federal expenditures.”
“The Administration’s proposals to shift funding to a
system of global food stamp vouchers, or to shift to
purchases of food aid from allegedly cheaper foreign
suppliers instead of donating wholesome commodities grown
by American farmers will be harmful to our U.S. Merchant
Marine, harmful to our national defense sealift capability,
harmful to our farmers an millers, and bad for our economy.
USA Maritime strongly encourages Congress to reject the
Administration’s misguided proposal, maintain the current
program and sustain PL 480 Food for Peace funding. Doing
so will ensure that this program continues to focus on the
reliable export of safe and nutritious U.S.-grown commodities
to those in need overseas.”
“We all agree on the importance of reducing spending
during these trying economic times, but the Food for Peace
program has already been cut 35 percent since 2008 despite
increased need among the most vulnerable populations in the
world. Now is not the time to drastically alter the most
dependable tool we have to fight global hunger – a tool that
has been working for over 50 years. And in a time when
unemployment remains a major obstacle to economic growth,
shipping American jobs overseas is the last thing any
Administration should be proposing.”
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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)
•Visual Communications (Flashing Light)/ STCW-approved/USCGapproved (testing done on site)
•Shipboard Coordinator (Fishing Industry)/USCG-approved (testing done
on site)
•American Red Cross First Aid and CPR/USCG-approved
•Master of Towing Vessels/USCG-approved (testing done on site)
Assistance with U.S. Coast Guard paperwork $75.00 per consultation.
This service is only $40.00 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

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

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

email@marineeducationtextbooks.com

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
Just show us your membership card.
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discount on courses under $500
& 20% discount on courses

$500+

