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COAST GUARD PERSONAL INJURY REPORTING & ENFORCEMENT
PRACTICES
[Action: On July 16, 2013, NMA addressed the following letter to 42 U.S. Senators and
Representatives. Accompanying this letter was a copy of NMA Report #R-350-Y, Revision 1.
All mariners on our e-mailing list also received a copy of the report. Because the supporting
documents covered almost 350 pages, these are available on computer disk.]
Subject: Coast Guard Personal Injury Reporting & Enforcement Practices [46 USC
§6101(a)(2)]
Dear [Senator or Representative],
On April 12, 2012 our Association formally requested that a team of auditors from
the Department of Homeland Security Inspector General’s office (DHS OIG) address the
problem of frequent non-reporting of serious personal injuries sustained by merchant
mariners as required by 46 CFR §4.05-1(a)(6) and §4.05-10 and the non-enforcement of
these provisions.
Many aspects of our mariners’ work, especially in the towing and offshore oil sectors
of the maritime industry, can be dangerous and often involve serious “reportable
injuries.” Unfortunately, the mechanism for reporting these personal injuries has been
broken for a long time. Just as unfortunate, the Coast Guard’s record of enforcing their
own casualty reporting regulations is deplorable and any personal injury statistics they
generate should be suspect.
The requested DHS audit report #OIG-13-92 was published in May. The report
shows, inter alia, that “The USCG does not have adequate processes to investigate, take
corrective actions, and enforce Federal regulations related to the reporting of marine
accidents.” This is a stunning but expected revelation!
While we appreciate the auditors’ efforts, we assert their audit merely reinforced
information previously accumulated by DHS Lead Auditor Richard Johnson in audit
report #OIG-08-51 in 2008. We were well aware of this audit since our Association
contributed extensive documentation and worked closely with Mr. Johnson. His report
was presented by his supervisor, Ms. Anne Richards, in testimony before the House
Transportation and Infrastructure Committee on April 10, 2008 and highlighted the type
of investigative failures seen in the Cosco Busan allision with the Bay Bridge and oil
spill in San Francisco.
Unfortunately, the most recent Audit Report #OIG-13-92 fails to specifically mention of
the failure of investigators to enforce personal injury reporting requirements – a fact that has
had a huge impact on a number of injured mariners – at least 150 cases in Louisiana alone.
The U.S. Merchant Marine is composed of ships and mariners. In “casualty” reporting,
Coast Guard “investigators” repeatedly ignore the human element – the injured mariner. Our
Association, speaking on behalf of those mariners, and compiled extensive background
material on this issue in NMA Report #R-350-Y, Rev 1 titled Report to the 113th. Congress:
Coast Guard Careless Personal Injury Reporting & Enforcement Practices. We respectfully
ask that you examine the report and undertake suitable corrective measures. One suggestion
we asked the auditors to explore was that responsibility for collecting and following up
personal injuries might better be assigned to OSHA.
We can furnish the entire report on computer disk (with all the supporting documents
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listed in the Table of Contents) upon request if it would assist
study and consideration. We recently mailed a copy of the
full report to the Chairman and Ranking Members of the
Senate Commerce, Science and Transportation Committee
and the House Coast Guard and Maritime Transportation
Subcommittee and other concerned members of Congress..
Very truly yours,
Richard A. Block
Secretary, National Mariners Association
This Letter Drew an Immediate Response from
Senator Mary Landrieu
United States Senate
Washington, DC 20510-1804
July 12, 2013
Secretary Richard A. Block
National Mariners Association
124 North Van Avenue
Houma, LA 70363-5895
Dear Secretary Block:
Given the large maritime industry in our region, a
group like the National Mariners Association is an integral

force in Louisiana where water transportation and commerce
is vital in numerous ways in terms of business, the economy,
and tourism. I understand the importance of looking out for
the specialized interests of the more than 126,000 limited
tonnage merchant mariners who serve on smaller domestic
vessels. Additionally, it is my hope and belief that improving
the safety, health, and social well-being of mariners will be a
boost for all of Louisiana for years to come.
I value your suggestions for the 113`h Congress and
thank you for taking the time to contact me on behalf of the
National Mariners Association. Thus, your input is very
important to me, and I can assure you that I will consider your
thoughts as I continue to pursue the interests and goals of the
people of Louisiana. As further issues that command your
attention or affect you personally continue to arise, I hope that
you will not hesitate to write, phone, or e-mail my office to
make these concerns known. I applaud the political mission
of the National Mariners Association in promoting the
maritime industry. For further assistance, please contact Wes
Kungel
of
my
staff
at
(202)224-4833
or
wes_kungel@landrieu.senate.gov.
With warm regards, I am.
Sincerely,
s/Mary L. Landrieu United States Senator
issues if they arise by your legal staff as we are more than
willing and able to bring them to the attention of Congress.
Very truly yours,
s/Richard A. Block
Secretary, National Mariners Association

NMA FILES PETITION FOR RULEMAKING
ON OVERHEAD CLEARANCE ACCIDENTS
May 22, 2013
Executive Secretary
Marine Safety and Security Council (CG-0943)
United States Coast Guard Headquarters
2100 2nd. Street, SW, Stop 7121
Washington, DC 20593-7121
Subject: Petition for Rulemaking – Overhead Clearance
(Air-Draft) Accidents.
[Reference: Our File #GCM-119]
Dear Sir or Madam,
As provided for in 33 CFR §1.05-20, our Association
hereby petitions the Coast Guard to open a docket and initiate
rulemaking to address the problem of overhead clearance
accidents for the reasons and as described in NMA Report
#R-293-B, Revision 7 that is an integral part of this request.
We report 16 avoidable overhead clearance accidents that
unnecessarily damaged or destroyed waterway infrastructure
and inconvenienced the public. We believe these “overhead
clearance” accidents are representative of but probably a small
proportion of similar accidents residing in Coast Guard and
NTSB files. These overhead clearance accidents are separate
and apart from the problem of oversize and overloaded tows
that batter the foundations of bridges and other waterway
infrastructure and have received much greater attention.
We believe that our report puts many different facets of
the problem into focus and, through the extent of its coverage,
shows that the problem is pervasive.
There may be a question as to whether the Coast Guard
has the “authority” to make some or all of the suggested
changes. We would appreciate an evaluation of any such

Coast Guard Response
We received a response on June 12, 2013 from CDR
Michael Cavallaro, the Executive Director of the Coast
Guard’s Marine Safety and Security Council as follows:
“In your petition, you are requesting the Coast Guard initiate a
rulemaking to address the overhead clearance (air draft) accidents.
Specifically, you suggested an amendment to 33 CFR Part 164 to
require persons directing and controlling the movement of towing
vessels to know the maximum overhead clearance for their
towing vessel as well as all barges being towed.
“Your petition and the concerns you raise will be
evaluated by Coast Guard subject matter experts with program
oversight over these matters. After they have had an
opportunity to carefully consider your petition, they will
notify you directly with explanation whether the Coast Guard
has decided to initiate a rulemaking based on your petition.
“The Coast Guard has opened a docket in response to your
request. You may access the docket at www.regulations.gov
by typing the assigned docket number, USCG-2013-0466 into
the keyword box on the main search page.”
[NMA Comment: This petition follows the Overheight Tow
Crash of barge-mounted cranes into the Brooks Bridge we
reported in Newsletter #90. This is just one of many similar
“air draft” crashes that have plagued the towing industry for
years as reported in NMA Report #R-293, Revision 7.]
Know Your AirDraft
[Source: By Capt. Peter Squicciarini, WorkBoat, May 8, 2013]
If your lottery numbers come up you could hit it rich. If
that’s not your thing, you can still play the numbers every day
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– the critical numbers of length, beam, draft, and air draft.
If you get some of these critical dimensions wrong, you can
also hit it big. But it won’t be the jackpot you were hoping for.
A vessel’s specifications are not just random Quik Pick lottery
numbers. Boat specs are carefully calculated and then measured
when a boat is designed and built. I’ve seen many boats with its
critical specs on signs that are mounted or painted on the
wheelhouse bulkheads. These signs are merely a convenient
reference to help vessel captains decide what to do before passing
through constrained structures or restricted waterways.
Believe it or not, erroneous data is sometimes enshrined on
the wheelhouse wall. It seems ridiculous, but it occurs more
frequently than you’d imagine. I’ve seen different numbers
posted in the lower and upper wheelhouses – that’s if the
upper wheelhouse even has signs.
One thing is constant about towing vessel specs: They are
subject to change. Length and beam don’t change much
unless you’re hanging extensions over the side like a new
fender system. Draft and trim changes are due to a number of
factors such as fuel and water onboard, equipment moved or
replaced, and even water temperature and salinity.
Unknown air draft changes have resulted in many bad days
while underway.
The boat was built, usually years ago, with a then
measured air draft. Since then, the mast may have changed
and new antennas may have been added. The VHF whip that
is now fitted at the mast truck is great for extended radio
ranges, but the whip increases your air draft by about six to
eight feet. And how about that new radar you had been
TOWING VESSEL MANNING #1
[Source: Editorial, The Waterways Journal, May 6, 2013.
Emphasis is Ours!!!]
AWO’s Barge-In Updates Congress
Manning Discussed
Water transportation stakeholders and delegates from industry
organizations make occasional visits to congressional offices in
Washington to make clear their legislative goals and to raise the
profile of the towing industry. In mid-April it was the turn of the
American Waterways Operators. Members held their spring
convention in Washington April 17–19, and on the 17th met with
congressional offices as part of the industry’s 11th annual BargeIn. This year they visited 130 offices.
As to be expected, one of the key items discussed, AWO
reported in its latest newsletter, was “the need to improve the
nation’s waterways infrastructure through passage of a Water
Resources Development Act with a strong waterways
infrastructure component.” Support was also expressed for “a
uniform, science-based national framework regulating ballast
water and other vessel discharges to end the existing patchwork
of conflicting, burdensome federal and state requirements with
which vessel operators must currently comply.”
AWO took the opportunity to welcome U.S. Coast Guard
Commandant Robert J. Papp, Jr., – a question had been asked
about the national security benefits of the Jones Act – Admiral
Papp affirmed his support and said the Coast Guard would
advocate for the Jones Act “everywhere we can.” (Jones Act
exemptions have been issued during recent natural disasters.)
Perhaps of interest to mariners everywhere is that AWO
committees discussed forthcoming Subchapter M regulations
and manning requirements. It appears the Coast Guard is

pushing the company to buy that now sits on the wheelhouse
roof? And then there are alterations. I once saw a deck chair
erected as a tanning crow’s nest, but it sure looked
comfortable.
The aforementioned is for a light boat. Knowledge of the
full air draft of the entire tow is an important safety tip.
Cranes and stacked containers could increase your towing
clearance height. In one bizarre case, the barge crew astern
jacked up the crane without telling the tug. It was several feet
higher than the bridge’s clearance. The watch in the
wheelhouse sure got a surprise.
Another example of air draft exceeding clearance height is
when a boat hit high voltage power lines running across the
river, a shocking and fiery experience.
So, make sure that the plates showing the boat’s critical
numbers are correct. Do not assume anything. When was the
last time you or the port engineer ran a tape measure to the
highest point on the boat and checked the draft? Just because
you can see the waterline doesn’t mean the draft hasn’t
changed. Boats have notoriously painted new waterlines
higher on the hull when loading changed – sinking and
capsizing are now closer to the gunwale.
Now back to those plates inscribed with the boats specs.
Make sure they are correct and have the latest data. Make sure
that the lower and upper wheelhouses have the same numbers
posted, and know these numbers like the back of your hand.
If you use the correct numbers when planning your trip
through tight spots, safe passage will not be like winning the
lottery. Sail Safe!
moving forward on its towing vessel inspection rulemaking.
But the important question of adequate vessel manning has
been pushed into the background, members of the National
Mariners Association (NMA) believe. One wonders why that
should be the case when adequate vessel manning is closely
associated with vessel inspections and represents an important
component of every vessel’s Certificate of Inspection. As we
reported on April 8, National Maritime Association (NMA)
Secretary Richard Block said, “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 that really will define the value
of this regulatory effort.”
Unfortunately, as we reported on March 18, Tom
McWhorter, chairman of the Towing Safety Advisory
Committee (TSAC), said that his committee was “constantly
told, ‘Don’t worry about manning.’”
According to
McWhorter, “TSAC played a major role in developing the
proposed Subchapter M regulations.” We’re told that the
proposed Towing Vessel Inspection regulation doesn’t say a
word about manning.
“Manning Requirements (for) Inspected Vessels are
contained in 46 CFR Part 15 Subpart D. According to the
NMA, Subpart E, which contains “Manning Requirements
(for) Uninspected Vessels,” “is poorly constructed and
requires much page-turning and reference to other sections
that often prove to be conveniently baffling.”
On the day before AWO’s spring convention got
underway, the Coast Guard-AWO Safety Partnership National
Quality Steering Committee (QSC) met. During this meeting,
AWO President and CEO Tom Allegretti congratulated
members of the committee for their productive and valuable
work, which included new recommendations for fatigue
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prevention and crew endurance management.
On April 30-May 1 a TSAC working group lead by Mrs.
Cathy Hammond, president of Inland Marine Service of
Hebron, Ky., met at Coast Guard headquarters to discuss and
make recommendations for the full TSAC committee on how
towing vessel manning issues should be handled in the future.
The Commandant makes use of TSAC recommendations as he
sees fit. We have no reports from that meeting, but the
working group’s proceedings are supposed to be recorded and
the videotape placed on the TSAC website.(1) [(1)NMA
Comment: This did not happen!]
Considering that undermanning (and as a result fatigue)
was an issue in the death of one engineer and the permanent
disabling of another (NMA Reports R-412 and R-412-A) the
Coast Guard should not skirt the issue.
Unfortunately, it is the understanding this week of NMA
members that there will be no public meetings in major cities to
USCG SAYS YOUR DOCTOR-PATIENT PRIVILEGE
DOESN’T EXIST
We Have a Problem with this Regulation.
46 CFR §5.67 Physician-patient privilege.
For the purpose of these proceedings, the physician-patient
privilege does not exist between a physician and a respondent.
--------------“These proceedings” refers to a hearing before a Coast
Guard Administrative Law Judge….where this offensive
regulation states that you will be denied the benefit of the
“doctor-patient privilege” you thought you possessed when you
submitted your complete medical records to the prying eyes of
the Coast Guard in return for your credential and the ability to
earn a living. Remember that 9-page physical examination form?
Recall hearing about the additional probing questions and
additional medical tests that many mariners had to take before
the National Maritime Center medical evaluators would approve
your application and allow you to sit for a credential?
At an ALJ hearing, your credential is in jeopardy and the
Coast Guard can rampage through every single document any
medical professional has ever placed in your medical evaluation
file at the National Maritime Center.
The Coast Guard would never abuse its privilege…would
they???
Perhaps you need to think twice about willingly placing your
career in the hands of investigators from a government agency
that its own Inspector General recently characterized in these
terms: “The Coast Guard does not have adequate processes to
investigate, take corrective actions, and enforce Federal
regulations related to the reporting of marine accidents.”(1)
These are the same “Investigators” sitting across from you at an
ALJ hearing. [(1)DHS Audit Report #13-92, May 2013.]
True, you never intended to find yourself at an ALJ hearing.
In fact, most mariners never buy license insurance because they
never believe an ALJ hearing could happen to them. But, as you
know, “Stuff happens.”
Since 2008, many mariners have run into a stone wall in
attempting to deal with the National Maritime Center’s Medical
Evaluation Branch. In 2009, those mariners seeking new or
renewed merchant mariner credentials saw the entire medical
review process almost grind to a halt.
CAPT Arthur French, MD, the National Maritime Center’s
medical evaluation staff director at the time, prepared to take on

discuss vessel manning issues as occurred with the inspection
rulemaking. There will be no public docket opened and no
formal rulemaking project undertaken. “Instead,” said Block,
“the commandant will place his final recommendations into the
Marine Safety Manual that serves as a directive to Coast Guard
Officers-in-Charge Marine Inspection (OCMI) who will prepare
each towing vessel’s Certificate of Inspection.”
[Update: July 9. Subject: Re: Task Statement #13-02. E-mail
reply from Mrs. Cathy Hammond. “Richard, at this time the
recommendations are with the drafting sub group. Once they
have reviewed, the recommendations will be sent to those
individuals who attended the subcommittee meeting as well as
those people who were members of the Subchapter M working
group. I believe you were a member of that group so you should
receive the recommendations once that process is complete.
Comments are due back to me the week of July 15.”]
an increased workload brought on following the Staten Island
Ferry accident by expanding his staff from two to seven medical
professionals. In doing so, and adopting a new set of “Medical
NVIC” guidelines (known for its 202 potentially disqualifying
health conditions), Dr. French completely underestimated the
workload that his medical evaluation staff would have to process.
Dr. French brought the massive bureaucratic overload upon
himself after trying to “sell” his program to two skeptical
advisory committees, MERPAC and TSAC attended by members
of our Association. When his salesmanship became a bit
threadbare, then coercion stepped up to the plate.
It turned out that the number of medical staff needed at the
National Maritime Center was not seven but more like 35! Speak
of poor planning!
When the system broke down, Congress investigated and
held two hearings. To straighten out the whole process, a brand
new Merchant Mariner Medical Advisory Committee had to be
empanelled to try to straighten out the mess.
To cap off his Coast Guard career, Dr. French, as his last act
before retirement, traveled to Long Beach, California, to give his
“expert” medical testimony against one of our mariners at an ALJ
hearing who decided to fight back against the egregious
testimony based upon private medical records that the Coast
Guard may have unlawfully obtained.
The Coast Guard would never abuse its privilege…would
they???
Since 2008, a number of mariners informed us that officials at
the National Maritime Center’s Medical Evaluation Branch (who
never even met these mariners) encroached upon the professional
opinions of a number of physicians and specialists that actually
knew and treated them.
Our Association was confident that our mariners were on
solid ground where the doctor-patient privilege (and the
psychiatrist-patient privilege) was involved. But, as we look at
the plain wording of 46 CFR §5.67, we cannot understand how
the Coast Guard has been able to treat mariners’ medical privacy
rights differently from those of other Americans by promulgating
a regulation such as 46 CFR §5.67 that makes public the
confidential relationship between a patient and his doctor,
especially mental health professionals. We believe there is good
reason to challenge this regulation that dates back to 1985. We
will keep you posted.
[NMA Comment: Refer to NMA Reports #R-462, Rev. 3 and
#R-462-A.]
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ICE MELT, SEA LEVEL RISE, TO BE LESS SEVERE
THAN FEARED
[Source: Maritime Executive. Reuters: By Environment
Correspondent Alister Doyle; Editing by Alison Williams]
* Seas to rise 16.5 to 69 cm with moderate warming
* Melt of Greenland, Antarctica less severe than expected
*1 centimeter = 0.3937 inches
(Reuters) - A melt of ice on Greenland and Antarctica is
likely to be less severe than expected this century, limiting sea
level rise to a maximum of 69 cm (27 inches), an international
study said on Tuesday.
Even so, such a rise could dramatically change coastal
environments in the lifetimes of people born today with ever
more severe storm surges and erosion, according to the
ice2sea project by 24, mostly European, scientific institutions.
Some scientific studies have projected sea level rise of up
to 2 metres by 2100, a figure that U.N. Secretary-General Ban
Ki-moon has called a worst case that would swamp large
tracts of land from Bangladesh to Florida.
Ice2sea, a four-year project to narrow down uncertainties
of how melting ice will pour water into the oceans, found that
sea levels would rise by between 16.5 and 69 cm under a
scenario of moderate global warming this century.
"This is good news" for those who have feared sharper
rises, David Vaughan, of the British Antarctic Survey who led
the ice2sea project, told Reuters in a telephone interview.
"But 69 cm is a very real impact ... it changes the
frequency of floods significantly," he said. And seas would
keep rising for centuries beyond 2100, in a threat to coastal
cities and low-lying islands such as the Maldives or Tuvalu.
Ice2sea said a thaw of Antarctica, Greenland and glaciers
from the Alps to the Andes would contribute between 3.5 and
36.8 cm to sea level rise this century. The fact that water expands
as it warms would add another 13 to 32 cm, Vaughan said.
Some other scientists disputed ice2sea's projections.
"I think the numbers are too low," Dorthe Dahl-Jensen, an
ice expert and professor at the Niels Bohr Institute in
Copenhagen, told Reuters. She said ice2sea wrongly assumed

a slowdown in the rate of ice discharge from Greenland.
Antarctic Snow
Sea levels rose by 17 cm last century and the rate has
accelerated to more than 3 mm a year. A third of the current
rise is from Antarctica and Greenland – equivalent to
emptying 138 million Olympic-sized pools into the sea every
year.
One factor likely to offset sea level rise, ice2sea said, is
that warmer temperatures will result in more snow, especially
over Antarctica, locking in the moisture on land. It also played
down worries of a runaway melt of Greenland, and of the
breakup of major Antarctic ice shelves.
Governments want to know future sea levels to plan sea
barriers and regulations for everything from vacation homes to
nuclear power plants by the coast. And every extra centimetre
means big costs.
A Dutch commission planning to bolster sea defences, for
instance, has advised spending more than 100 billion euros
($130 billion) by 2100 to strengthen dykes and other barriers
for a worst case scenario of a 1.2 metre North Sea rise by
2100.
The ice2sea study also said that a survey of experts' opinions
showed there was a less than one-in-20 risk that melting ice
sheets would contribute more than 84 cm to sea level rise this
century. Taken with thermal expansion, that would mean a sea
level gain of just over a metre, Vaughan said.
Almost 200 governments have agreed to work out a U.N.
deal, by the end of 2015, to combat global warming that
would help limit temperature rises and rising seas.
A leaked report by a U.N. panel of climate scientists, due
for release in September and drawing on ice2sea data,
estimates sea level rise at between 29 and 82 cm by the late
21st century, above the estimates in its last report in 2007 of
between 18 and 59 cm.
Many studies since 2007 have had higher upper numbers,
including by the World Bank, the U.S. National Oceanic and
Atmospheric Administration (NOAA) and a report for the
Arctic Council. NOAA put the upper limit at 2 metres. ($1 =
0.7703 euros)
of his license and the fruits of his labor for over a decade. We
provided what we believed to be an accurate insight into the
matter including a report by a prominent Admiralty attorney.

NMA DIRECTORS MEET WITH DHS
INSPECTOR GENERAL AUDIT TEAM
On Thursday July 18, 2013 four NMA Directors met with
three audit team members from the Department of Homeland
Security’s Inspector General’s office in Houma, LA. NMA
Attorney Mark L. Ross, Esq. met with the same audit team
later in Lafayette, LA.
The stated purpose of the visit was to discuss “mariners’
privacy issues.” Since the National Maritime Center centralized
“credentialing” (i.e., licensing) in Martinsburg, WV, they have
demanded an increasing amount of personal information in the
form of medical records and proof of every law infraction to
which every mariner has been a party from birth.
Privacy Issues
It is as if DHS read our e-mails especially NMA Report
#R-462, Rev. 3 and #R-462-A on a key “Whistleblower” case
with an added barb of grossly mis-handled medical records
tossed into an ALJ case that succeeded in depriving a mariner

Non-Reporting of Personal Injuries
We were given the opportunity to discuss other important
mariner issues. NMA Report #R-350, Rev. 7 describes in detail
the most important of those issues. Specifically, Issue “Y”, the
non-reporting of mariner personal injuries(1) was a major topic of
discussion both by the directors and our Attorney Mark Ross.
[(1)NMA Report #R-350-Y, Rev. 1 recently was forwarded to 42
Members of Congress for their consideration.]
On April 12, 2012, our Association discussed this issue
with a different DHS Audit team that recently published their
audit that stated, among other things: “The USCG does not
have adequate processes to investigate, take corrective actions,
and enforce Federal regulations related to the reporting of
marine accidents.”
That sweeping statement clears the air and is certainly true.
However, this revelation is an anti-climax because we already
knew that from an earlier landmark report to which our
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Association contributed 15 volumes of background material.
This 2008 audit report was brought to the attention of Congress
in the Cosco Busan allision with the San Francisco Bay bridge
that caused a 58,000 gallon oil spill when the bridge fendering
tore a hole in the side of the ship. That audit report brought the
matter of casualty reporting and the shortcomings of Coast
Guard investigations in general to the national stage – to the
great embarrassment of the Coast Guard.
“Casualty” Reporting & Investigations
How does a bridge allision and oil spill fit in, you ask,
where there were no personal injuries?
Remember that the Coast Guard “accident report” form CG2692 covers casualties to the vessel (e.g., fire, sinking,
grounding) as well as personal injuries. Many companies treat
the accident report as a joke and often fail to submit the form
within the tight 5-day time limit called for by regulations.(1)
While the reporting problem is more likely to be a “company”
problem, each vessel Master must understand the reporting
requirements and be assured by company officials that the
company renders a complete and accurate report to the Coast
Guard in a timely manner. Aside from form CG-2692,
Congress requires a logbook entry in the Official Logbook of
“each illness of or injury to a seaman of the vessel, the nature
of the illness or injury, and the medical treatment.”(2) [(1)46
CFR §4.05-10. (2)46 U.S. Code §11301(b)(3).]
Mariners should understand, in spite of the best efforts of
the vessel Master to comply with regulations, that some
companies never turn in personal injury reports at all and are
rarely penalized for failing to do so.
In a well known case going back a number of years, one
major offshore marine employer failed to turn in 44 personal
injury reports. The Coast Guard hardly appeared concerned and
gave the company a slap on the wrist.
One of our Directors volunteered his services and, working
through the Louisiana Supreme Court Library, discovered over
100 additional cases of a similar nature where mariners were
injured seriously enough to hire a lawyer and file suit in Federal
District Court. All this happened before the first DHS audit
report was published in 2008 and was part of the background of
that report.
The Coast Guard Office of Investigations and Casualty
Analysis is responsible for investigating a huge number of
cases. And they have some expert investigators that have made
excellent presentations before the towing safety advisory
committee (TSAC). These are some of the more significant
accidents that make it to the Evening News in different parts of
the country. Some even make the national news. But little is
said about the “lesser” accidents with smaller boats operated by
our “limited tonnage” mariners and even less when only
personal injuries and not property damage are involved.
Congressional Interest in Casualty Reporting
In 2005, Rep. James Oberstar wrote to Coast Guard
Commandant Collins stating that: “Since 1992, towing vessels
have been involved in more than 607 sinkings, 593 floodings,
494 fires, 115 capsizings, 41 explosions, and 103 abandonments.
I believe that these numbers can be significantly reduced by
having these vessels inspected by Coast Guard personnel
pursuant to the vessel inspection laws and manned in
conformance with the manning and licensing requirements under
section 8101 of title 46, United States Code.”

And so the Coast Guard continues to work on vessel
inspection requirements. As has become customary, the Coast
Guard’s interest is focused on vessels and not the humans who
work on them in what can be a very dangerous occupation. Just
try to find out how and why 607 towing vessels sank, or how 593
vessels flooded, or why 494 caught on fire, 115 turned over, 41
exploded and 103 were abandoned and you find that not much is
information is collected and even less is made public. As for
personal injuries, they are simply forgotten.
The process of reporting personal injuries is broken, and
some companies do not even pay maintenance and cure to
injured mariners and some companies pay only nominal
amounts such as $8.00 per day. How can an injured mariner
survive on such a pittance?
On the other hand, OSHA has a much more refined
personal injury reporting system that follows up on each
injury from an industrial accident – but OSHA regulations do
not cover our mariners except for those on uninspected
vessels. Consider our 6,200 towing vessels that now fall in a
twilight between inspected and uninspected. How many of
the personal injuries on these vessels ever were reported to
OSHA? What is the status of 32,000 mariners who work on
these vessels? Who keeps their accident statistics? This is
what we asked the 2012 DHS audit team to find out for us –
a task they singularly failed to do. This is why we are now
asking Congress to look into the matter.
Interagency Cooperation
In 2010 Congress took the Coast Guard out of handling
“whistleblower” cases and assigned the task to OSHA. Why?
Because the process the Coast Guard developed for handling
whistleblowers was ineffective and counterproductive. We
reported the problems first to the Coast Guard and finally to
Congress.(1) Congress understood the problem and knew what
to do about it. The two major cases of “whistleblower”
activity already handled under the new Seaman’s Protection
Act(2) were, for the first time we can recall, dealt with very
effectively from the mariner’s point of view. [(1)NMA Report
#R-370-D, Rev. 6. (2)NMA Report #R-210, Rev. 1.]
The time has arrived to take the Coast Guard out of
reporting personal injuries by assigning this job to the
Department of Labor (OSHA) where it belongs. We don’t
know whether it will be the Department of Homeland Security
or Congress that steps in, but the need for a change is crystal
clear. We honestly believed that we made that point clear to
the audit team that visited us in April 2012, but it appears that
the message did not get through. Consequently, we addressed
NMA Report #R-350-Y, Rev. 1 to Congress with 348 pages of
supporting documents.
Coast Guard Exam Questions
We understood that the Audit Team had explored the
“privacy” issue at the National Maritime Center before visiting
us. Consequently, we provided the Audit Team with the full
information we developed in requesting a very specific audit of
the activities of the group of Federal employees that develops
Coast Guard credentialing examinations. The issues were
covered in detail in the MERPAC article in Newsletter #90.
Revolving Door
Two of our Directors were particularly concerned with the
“revolving door” where Coast Guard officers position
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themselves for civilian employment following retirement. It
was asserted that the root of many problems our mariners face
today are associated with the way the policy was loosened
over the years. A number of specific examples were cited.
E-Mail Follow-up by Dr. Marj Leaming
Dear Captain Block,
Thanks ever so much for your time, insights, and sharing
of information. I see a great deal of analysis and effort in your
synthesizing issues to their most salient points. My team is
mandated to focus on privacy issues; however, the meeting
opened our eyes regarding the USCG culture. As a result, my
CLASS WARFARE: MARINERS
AND ACADEMY GRADS
[Source: By Capt. Joel Milton, WorkBoat, June 6, 2011]
In the workboat industry, there is still a marked cultural
divide between unlimited-tonnage mariners, who are primarily
maritime academy graduates, and limited-tonnage smallvessel seamen.
Those who have the most education tend to place great,
and usually undue, importance on it. With this comes an
inclination to look upon the less educated as inferior. Handson experience is not given its due, especially by those who
don’t have much. This is symbolized perfectly by the Coast
Guard’s own distinction between “upper level” and “lower
level” mariners within its licensing structure.
The lone recent exception came long ago when it was
decided that operating towing vessels demands skills and
experience that can only be acquired aboard tugs. Thus,
unlimited license or not, those that don’t have the proper
experience are not allowed to operate a towing vessel. There
was an immediate howl from the academy grads that an
NMA COMMENTS ON PROPOSED LIFESAVING
EQUIPMENT FOR UNINSPECTED BARGES
August 6, 2013
Docket Management Facility (M-30)
U.S. Department of Transportation
West Building, Ground Floor, Room W12-140
1200 New Jersey Avenue, SE
Washington, DC 20590-0001
COMMENTS FOR DOCKET #USCG-2012-0919
LIFESAVING DEVICES – UNINSPECTED
COMMERCIAL BARGES…
Dear Sir or Madam,
Our Association speaks on issues of concern for the safety,
health, and welfare on behalf of approximately 126,000
“limited-tonnage” merchant mariners.
Many of these
mariners work on the approximately 6,200 towing vessels that
move and handle most of the 22,478 uninspected barges
addressed by this notice of proposed rulemaking (NPRM).
We also recognize that many other workers service the same
barges in land-side occupations that are traditionally regulated
by OSHA.

team may be taking a second look through a more
knowledgeable lens.
I plan to contact Rich Johnson for his thoughts and thank
him for referring us to you – certainly you are a valuable and
dedicated resource for mariners. And, I am most grateful for
your time and that of your colleagues, including Mr. Ross.
Best wishes on your current endeavors.
I believe that Eun Suk Lee, the manager of our current
privacy audit may be back in touch with you if he has
questions after the team has reviewed and digested the
materials provided. Best regards, Marj Leaming

unlimited license had just become limited.
On the other hand, many limited-tonnage mariners are
suspicious and dismissive of those who went to college before
going to sea. They’re sometimes derisively referred to as
“schoolboys” or “ringknockers” and their education is often
considered to be a complete waste of time. The limitedtonnage mariners feel that this education is not applicable to
working life aboard tugs, oilfield supply boats, and other
relatively small vessels. This view is just as unfair and
inaccurate as the one held by the maritime academy graduates
towards the less educated.
The truth lies somewhere in between. A college education
has a lot to offer, especially when people have an open mind.
And for certain subjects, I believe that formal training is the
best way to go.
But the importance of hands-on education acquired while
working your way up to the wheelhouse or engine room
shouldn’t be underestimated either. The sooner everyone
realizes this, the better off we will be.
Unfortunately, our history of class warfare will continue to
hinder progress. It seems that none of us are really as smart as
we think we are.

Comment #1:
In NMA Report #R-202-C, Rev. 2 [Enclosure #1] our
Association recognizes that there is a serious inter-agency
disconnect between the Coast Guard and OSHA in effectively
regulating uninspected barges. Since a number of limitedtonnage mariners have been involved in fatalities from falls
overboard from uninspected barges and towing vessels (that
remain uninspected while the rulemaking process slowly
proceeds toward their eventual inspection within an estimated
5 to 6 years), we assert that this is the time to reach firm
interagency agreement on what must be done.
Unfortunately, nothing in this NPRM appears to suggest
any such need for an interagency solution.
Comment #2:
The applicable OSHA regulation hinted at on page 43742
(column 1) is significant and reads as follows. [Emphasis is
ours!!!]
29 CFR §1926.106 Working over or near water.
(a) Employees working over or near water, where the
danger of drowning exists, shall be provided with U.S.
Coast Guard-approved life jacket or buoyant work vests.
(b) Prior to and after each use, the buoyant work vests or life
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preservers shall be inspected for defects, which would alter
their strength or buoyancy. Defective units shall not be used.
(c) Ring buoys with at least 90 feet of line shall be provided
and readily available for emergency rescue operations.
Distance between ring buoys shall not exceed 200 feet.
(d) At least one lifesaving skiff shall be immediately available
at locations where employees are working over or adjacent
to water.
Although OSHA recognizes that ring buoys equipped with
90-foot retrieval lines are necessary to recover a man
overboard, neither the existing Coast Guard regulation at 46
CFR §25.25-5 nor the proposed replacement regulation at 46
CFR §25.25-5(b)(3) mention any requirement for a retrieval
line on such a “lifebuoy.” We assert that a retrieval line is an
essential requirement in rescuing a man overboard.
In light of this oversight, we note that small passenger
vessels at 46 CFR §180.70(c)(3) & 46 CFR §117.70 require
60-foot retrieval lines on at least some ring buoys. The Coast
Guard and OSHA need to get together and decide how long an
effective retrieval line should be required if a ring life buoy is
required.
Since uninspected barges are often “moored” and held
stationary in water moving around them, the longer a retrieval
line is and the quicker it can be deployed are both essential
factors in reaching a man overboard especially carried away
by flowing water. Time and availability of rescue resources
are critical!
Comment #3:
We are in complete agreement with both the OSHA and
existing industry requirements that comfortable, effective and
approved Personal Flotation Devices (PFD) be worn by all
personnel on uninspected barges. It is an OSHA regulatory
requirement and a common industry practice to wear a PFD
on a barge.
It is clear that whenever only one person is on a barge (or
group of barges tied together) that a (p. 42743) “lifebuoy
would provide protection redundant to the PFD, and in most
cases, there would be no one available to deploy it.”
However, the situation changes when two or more persons
are on any given barge or assembly of barges and where
someone is available to deploy the lifebuoy.
Comment #4:
While the lifebuoy approved at 46 CFR §160.050 or 46
CFR §160.150 is cited in proposed 46 CFR §25.25-5(b)(3),
our Association asserts that a Personal RetrieverTM with a 100foot lifeline and also approved under 46 CFR §160.150/169/0
[Enclosure #2] is far superior to a traditional ring life buoy
and, in terms of being an effective rescue tool, should be “in a
class by itself.”
When assigned to work on a barge in fleet-work or on a
long-haul tow, it is often difficult and time consuming to
move all of the rigging and other equipment (e.g., running
lights, pumps, hoses, ratchets, cheaters, sledge hammers, pike
poles, etc.) on to the barge. Whereas a heavy “approved” 24”
ring life buoy with a loose 60-ft length of soft line would be a
nuisance to handle and would take precious seconds to coil
(and possibly untangle) and might only, when assembled and
launched, become a next-to-useless “data marker” floating
independently in the water in the vicinity of the man

overboard. On the other hand, the Personal RetrieverTM is an
active rescue and retrieval tool as accurately described in its
submitted approval literature. Although it is approved in the
same general category as a “Unicellular Plastic Life Ring
Buoy,” it should be recognized as far more than that and
especially useful on uninspected barges.
Comment #5:
While the “Proposed Alternative” costs nothing, it also
does nothing to improve the safety of barge workers and
mariners who work on uninspected barges. It is a slap in the
face to Congress that mandated improvements to protect
workers and our mariners who work on uninspected barges.
The “proposed alternative” is nothing more than “business as
usual.” Our mariners and other barge workers deserve much
more after their working conditions finally gained the
attention of Congress. Coast Guard regulators need to
understand that NMA Report #R-202-C, Rev.2 [Enclosure
#1] was widely distributed to Members of Congress. It is up
to Executive Branch agencies like the USCG and OSHA to
harmonize their regulations.
Comment #6:
We assert that there should be a third Alternative in this
NPRM dealing with every towing vessel that puts
crewmembers aboard any uninspected barge as follows:
Alternative 3 – Require (by regulation) that every person
moving onto a barge wear an approved PFD. Require that
every towing vessel carry at least one Personal RetrieverTM
and that this device be carried aboard a barge whenever two or
more persons are on that barge. When only one person is on
the barge, the Personal RetrieverTM would be positioned near
the access point to the barge for easy access.
While we applaud the work of the American Waterways
Operators cited on p. 42742, col. 2, we must point out that not
all towing companies are members of the AWO and may not
have the high standards that AWO members aspire to. This is
why we assert that a regulation similar to 29 CFR
§1926.106(a) that “Employees working over or near water,
where the danger of drowning exists, shall be provided with
U.S. Coast Guard-approved life jacket or buoyant work vests”
… “and shall wear them before going on any barge.
Comment #7:
OSHA recognizes that a lifesaving skiff is a requirement.
We assert that many towing vessels carry a “skiff.” However,
a skiff’s value as a useful lifesaving skiff will need to be
determined by the regulatory team currently working on
towing vessel inspection regulations.
We believe the following recommendations our
Associationmade to that rulemaking are valid for
consideration here:
 62. RETRIEVING A MAN OVERBOARD. (Also see
Items #10, #12, and #72 in this report.)
[Applicable Statutes: 46 U.S. Code §3306; 3307.]
[Comparable regulations: 46 CFR §133.135, Rescue Boats
(and rescue platforms). 46 CFR §133.140. 46 CFR §180.210.
46 CFR §31.36 and go to 46 CFR Table 199.10(a) that already
applies to inspected tank barges.]
Situation: The most common type of fatality in the towing
industry is a fall overboard from either a barge or a towboat.
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The AWO/USCG Quality Action Team (QAT) Report on
Deck Crew Safety in the Inland Towing Industry dated Dec.
30, 1996 states in part: “The study found that during the tenyear period, 1985-1994, the inland towing industry
experienced an average annualized fatality rate of 68 deaths
per 100,000 employees, with vessel employees classified as
deck crew incurring the highest fatality rate. The study further
found that nearly 71% of all inland sector fatalities resulted
from falls overboard; that these falls occurred from both
barges and towing vessels in roughly equal numbers; and that
significantly higher fatality rates were found in the younger,
less experienced population of workers.”
The QAT report included several appendices including
Appendix E: Best Practices. While there was an emphasis on
crewmembers wearing “safety apparel” such as work vests,
Falls from towing vessels. Many towing vessels present
difficult physical obstacles to retrieving a person overboard
from the water. Time is of the essence especially when cold
water is involved. Physical obstacles include but are not
limited to:
• high bulwarks and fenders hanging on the side of the towing
vessel.
• the lack of a requirement for a suitable boarding ladder or
“rescue platform“ comparable to those used on offshore
supply vessels.
• no requirements for a suitable rescue boat. (See Items #10 &
#77).
• the limited number of crewmembers available or physically
fit to haul a man back over the gunwale, especially on
smaller two-man boats.
• the weight of the person who fell overboard
• the inability to easily maneuver the boat restricted by its tow
or to launch a small rescue boat quickly.
• ring life buoys can only be thrown a relatively short distance
and that need to be replaced by handier retrieval devices like
the “personal retriever” invented by a former USCG Master
Chief Boatswains Mate.
To overcome many of these obstacles, a suitable
mechanical means of recovery may need to be installed on
certain towing vessels to assist with retrieval of a man
overboard. “Jacob’s Cradle” and “Life Sling” are two such
devices assisted by block and tackle that are available
commercially.
Falls from uninspected barges. Installing throwable
lifesaving devices on barges never appeared on the
WHISTLEBLOWER PROTECTION
For the past 13 years, our Association closely monitored
the Coast Guard’s Administrative Law system from the
perspective of our working mariners.
Since merchant
mariners receive virtually no training in administrative law
and are often flustered and overwhelmed trying to defend
themselves, we prepared the Coast Guard “Injustice”
Handbook (NMA Report #R-204, Rev. 4) to alert our
mariners to the dangers they could face. This book has
become a “long read” since many of our mariners have had to
learn a great deal about administrative law the hard way.
One area of concern for a small number of mariners lies with
“Whistleblower” complaints where mariners attempt to report
safety violations (etc.) to the Coast Guard officials who are

USCG/AWO quality action team report.
Unmanned cargo barges come in various sizes. However,
the Coast Guard is not required to inspect most dry cargo and
deck barges numbering in the thousands.
As uninspected vessels, these barges are supposed to be
“regulated” by OSHA but seldom if ever are inspected.
However, OSHA’s existing regulations do not result in any
meaningful oversight that protects our mariners against
workplace hazards on these barges.
If an accident occurs, it may be reportable to OSHA. Even
a civil penalty for workplace hazards brings little comfort to a
mariner or his loved ones after a serious or fatal accident
occurs.
By and large, the industry’s treatment of its injured
mariners is often deplorable.
There is currently no regulatory requirement for barge owners
to maintain lifesaving equipment on an unmanned barge. In light
of the fact that towing vessel crewmembers work on these barges,
make and break tows, handle lines, pump and clear decks of
debris. each barge owner should be required to install and
maintain two throwable flotation lifesaving devices on each end
of each uninspected, unmanned barge. One such device [e.g., a
Personal RetrieverTM] should be installed on each end of the
barge available and ready for use at all times to retrieve a man
overboard and the availability and condition of each device
should be checked regularly.
The most common size barge is 195 feet long by 35 feet
wide. If a man falls overboard from a tow, the nearest
throwable lifesaving device may be on the towboat itself and
may be more than 200 feet away.
Action: Carrying suitable approved devices of this nature
should be required as part of every towing vessel and unmanned
barge’s lifesaving equipment, especially in light of the number of
falls overboard. The “approval process” may need adjustment so
that the Coast Guard can bring innovative devices aboard
commercial vessels to enhance the safety of our mariners.
Captain Larry Brudnicki (USCG, Retired) brought a
number of these devices to the attention of the Coast Guard,
TSAC, AWO and Members of Congress.
We thank you in advance for your thoughtful
consideration of these comments and enclosures.
Very truly yours,
s/Richard A. Block
Secretary, National Mariners Association

supposed to be the enforcers of “marine safety” regulations. Since
there often has been retaliation for reporting such violations, our
Association sought help from Congress to amend 46 U.S. Code
§2114 “to protect our mariners from discrimination.”
Unfortunately, a statutory change in 2004 turned out to be counterproductive and took another six years to reverse.
Finally, Section 611 of the Coast Guard Authorization Act
of 2010 amended 46 U.S. Code §2114 so that, if applied as
intended, the statute will now protect mariners against
discrimination in the workplace with the same protections
afforded every other American “transportation worker. We
believe this legislative change has the potential to put an end
to discrimination against mariner whistleblowers and
represents a real step forward!
Under the amended statute, whistleblower protections are
no longer enforced by the U.S. Coast Guard but, rather, by
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OSHA, an agency within the U.S. Department of Labor.
Clearly, “whistleblowing” is not for everyone and should
never be necessary in a smoothly running and safe
transportation system.
The new procedure that must be used to protect a
whistleblower is complicated and, in our opinion, requires the
expertise of a trained attorney – so mariners must approach
“whistleblowing” very, very carefully if at all.
After attempting to explain the process on our own, we
were fortunate that Stephen Chouest, Esq. provided his
professional expertise in NMA Report #R-210, Rev. 2.
Unfortunately, two major “Whistleblower” cases remain
open on our books.
On one case, now before the Ninth Circuit Court of
Appeals in San Francisco, our Association withdrew its earlier
report and reissued it as NMA Report #R-462, Rev. 3 that is
downloadable from our website. While this report provides
the background information, there is something new to report.
After the Coast Guard bulldozed and destroyed his career,
our mariner – who attempted to defend himself for years – is
now represented by a nationally recognized Admiralty
Attorney. This is a complex case whose documents filled two
of our file drawers to overflowing and involved many hours of
heavy reading. In light of all that our mariner endured for
over 10 years as he passed through the gauntlet of ALJ
hearings and appeals within the Coast Guard Administrative
Law system, we believe that recent filings in his case reveal
deep flaws in the Coast Guard’s Administrative Law system.
In spite of a number of important recent changes in the system
including the retirement of the Chief Administrative Law
Judge, there are still many spiders and cobwebs clear away.
We want to recognize that the new procedures put in place
by Congress in 2010 as reflected in NMA Report #R-210,
Rev. 2 have borne fruit. Had these important changes been in
effect ten years ago, we believe that OSHA would have
handled the case in California in a more acceptable manner.
We believe that our mariner deserved his reputation, his
license, and his life restored to him ten years ago. We hope
GETTING A REAL EDUCATION
[Source: Thanx to B. Hooper]
If you're young and hip, this is still interesting.
Us older people need to learn something new every
day...Just to keep the grey matter tuned up.
Where did "Piss Poor" come from? Interesting history.
They used to use urine to tan animal skins, so families used to
all pee in a pot. And then once it was full it was taken and
sold to the tannery...If you had to do this to survive you were
"Piss Poor".
But worse than that were the really poor folk who couldn't
even afford to buy a pot...They "didn't have a pot to piss in"
and were the lowest of the low.
The next time you are washing your hands and complain
because the water temperature isn't just how you like it, think
about how things used to be.
Here are some facts about the 1500's. Most people got
married in June because they took their yearly bath in May,
and they still smelled pretty good by June… However, since
they were starting to smell, brides carried a bouquet of flowers
to hide the body odor. Hence the custom today of carrying a

the Court will see it as we do.
We received these kind thoughts from him in a recent e-mail:
Richard,
Thank you very much.
All you can do is try – and you have done far more than
that throughout all of this and for that I am truly appreciative
of and thankful for you and your efforts.
Not just for what you have done, or tried to do for me, but
what you have done for all mariners – whether they realize it or
not or understand it or not. The "unions" and all mariners
should be helping you, helping fund your efforts, in fact giving
you an award for everything you are and have been doing. One
in particular comes to mind that AMO/ MMP/ MEBA/ SIU/
and others should be doing is the one on the publication of the
"test questions" that you fought tooth and nail on to ensure that
the status quo was maintained that had been fought for so hard so long ago an was about to be turned back to the "dark ages" but for your keen oversight. That issue alone is so big and
important and it was you who kept them honest. Very few
people even knew the issue existed let alone did anything to
confront it and take care of it properly.
You have done more for mariners, in my mind, in the last
couple years than the large labor unions, government, courts
or any one else has done in the past several decades.
Thanks again! Putting in the effort means a lot to me
regardless of the results. Any positive outcome from all of
this would of course be welcome as well - but you and I only
have limited input on the outcome.
The whole issue has been about – and maybe you can
better imagine what I have been put through in all of this – the
issue of "mental incompetence" without an act of
incompetence. But using the position they placed me in by
repeated job actions, personal attacks, denial of due process,
blocking access to arbitration, stealing and altering medical
records, issuing a BOLO and more. It has been a lot to absorb
- and to think everything through and keep my eyes on the
bigger issues and all those affected.
Peace. Thanks, (E.N.S.)
bouquet when getting married.
Baths consisted of a big tub filled with hot water. The
man of the house had the privilege of the nice clean water.
Then all the other sons and men, then the women and finally
the children. Last of all the babies. By then the water was so
dirty you could actually lose someone in it. Hence the saying,
"Don't throw the baby out with the bath water!"
Houses had thatched roofs-thick straw-piled high, with no
wood underneath. It was the only place for animals to get
warm, so all the cats and other small animals (mice, bugs)
lived in the roof. When it rained it became slippery and
sometimes the animals would slip and fall off the roof. Hence
the saying, "It's raining cats and dogs."
There was nothing to stop things from falling into the
house. This posed a real problem in the bedroom where bugs
and other droppings could mess up your nice clean bed.
Hence, a bed with big posts and a sheet hung over the top
afforded some protection. That's how canopy beds came into
existence.
The floor was dirt. Only the wealthy had something other
than dirt. Hence the saying, "Dirt poor."
The wealthy had slate floors that would get slippery in the
winter when wet, so they spread thresh (straw) on the floor to

Newsletter

10

help keep their footing. As the winter wore on, they added
more thresh until, when you opened the door, it would all start
slipping outside. A piece of wood was placed in the entranceway. Hence: a thresh hold.
(Getting quite an education, aren't you?)
In those old days, they cooked in the kitchen with a big kettle
that always hung over the fire. Every day they lit the fire and
added things to the pot. They ate mostly vegetables and did not
get much meat. They would eat the stew for dinner, leaving
leftovers in the pot to get cold overnight and then start over the
next day. Sometimes stew had food in it that had been there for
quite a while. Hence the rhyme: “Peas porridge hot, peas
porridge cold, peas porridge in the pot nine days old."
Sometimes they could obtain pork, which made them feel
quite special. When visitors came over, they would hang up
their bacon to show off. It was a sign of wealth that a man
could, "bring home the bacon."
They would cut off a little to share with guests and would
all sit around and chew the fat.
Those with money had plates made of pewter. Food with
high acid content caused some of the lead to leach onto the
food, causing lead poisoning death. This happened most often
with tomatoes, so for the next 400 years or so, tomatoes were
considered poisonous.
FUTURE MEDICAL EVALUATIONS
Coast Guard seeks comments on medical evaluations
[Source: WorkBoat Staff.]
The Coast Guard is soliciting comments on its merchant
mariner medical evaluation program. The Coast Guard is
accepting comments from the public on the perceived benefits
and concerns from adopting a system similar to ones used by
the Federal Aviation Administration or the Federal Motor
Carrier Safety Administration. Both use designated medical
examiners.
Currently, the Coast Guard maintains an “open” system of
medical evaluation. While the ultimate determination of
medical fitness rests with the Coast Guard, mariners may have
any authorized medical professional fill out the appropriate
evaluation forms, which are then submitted to the Coast
TWIC CARD READER REPORT
[Source: Government Accountability Office Report #GAO-13198 Summary. Comments and emphasis are ours!]
[NMA Comment: After reading the full GAO report of
this boondoggle ranges somewhere between incredible and
unbelievable. It is an interesting read for all mariners and
a sorry reflection on the waste of taxpayer dollars. Our
mariners and many others like longshoremen and truck
drivers have witnessed this spectacular flop. Enforcing
regulations based upon unproven technology can be
extremely expensive – far beyond the $132.50 most
mariners have had to pay.]
What GAO Found
GAO's review of the pilot test aimed at assessing the
technology and operational impact of using the Transportation
Security Administration's (TSA) Transportation Worker

Bread was divided according to status….Workers got the
burnt bottom of the loaf, the family got the middle, and guests
got the top, or the upper crust.
Lead cups were used to drink ale or whisky. The
combination would sometimes knock the imbibers out for a
couple of days…Someone walking along the road would take
them for dead and prepare them for burial. They were laid out
on the kitchen table for a couple of days and the family would
gather around and eat and drink and wait and see if they
would wake up. Hence the custom; “holding a wake."
England is old and small and the local folks started
running out of places to bury people. So they would dig up
coffins and would take the bones to a bone-house, and re-use
the grave. When reopening these coffins, 1 out of 25 coffins
were found to have scratch marks on the inside, and they
realized they had been burying people alive. So they would
tie a string on the wrist of the corpse, lead it through the coffin
and up through the ground and tie it to a bell. Someone would
have to sit out in the graveyard all night (the graveyard shift)
to listen for the bell; thus, someone could be, “saved by the
bell" or was "considered a dead ringer."
And that's the truth.
Now, whoever said history was boring!!!
Smile, it gives your face something to do.
Guard. The evaluation reports are reviewed by the National
Maritime Center and a fitness determination is then made.
Conversely, a “closed” system would require mariners to
have their physical valuations done by designated medical
examiners who are authorized by the Coast Guard to conduct
physical examinations of mariners. Subject to detailed policy
guidance, medical certificates may be issued by the designated
medical examiner.
Comments should be submitted by May 2. The comments
can be posted online [www.regulations.gov] using docket
number USCG-2013-0089.
[NMA Comment: While it may be too late to submit
comments, but never too late to read them. When the
Coast Guard makes mountains out of molehills, seamen
must become mountain climbers.]
http://www.workboat.com/newsdetail.aspx?id=20451 - #
Identification Credential (TWIC) with card readers showed
that the test's results were incomplete, inaccurate, and
unreliable for informing Congress and for developing a
regulation (rule) about the readers. Challenges related to pilot
planning, data collection, and reporting affected the
completeness, accuracy, and reliability of the results. These
issues call into question the program's premise and
effectiveness in enhancing security.
Planning
The Department of Homeland Security (DHS) did not
correct planning shortfalls that GAO identified in November
2009. GAO determined that these weaknesses presented a
challenge in ensuring that the pilot would yield information
needed to inform Congress and the regulation aimed at
defining how TWICs are to be used with biometric card
readers (card reader rule). GAO recommended that DHS
components implementing the pilot – TSA and the U.S. Coast
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Guard (USCG) – develop an evaluation plan to guide the
remainder of the pilot and identify how it would compensate
for areas where the TWIC reader pilot would not provide the
information needed. DHS agreed and took initial steps, but
did not develop an evaluation plan, as GAO recommended.
[The Coast Guard prepared a “Proposed Rule anyway!]
Data collection
Pilot data collection and reporting weaknesses include:
• Installed TWIC readers and access control systems could
not collect required data, including reasons for errors, on
TWIC reader use, and TSA and the independent test agent
(responsible for planning, evaluating, and reporting on all
test events) did not employ effective compensating data
collection measures, such as manually recording reasons
for errors in reading TWICs.
• TSA and the independent test agent did not record clear
baseline data for comparing operational performance at
access points with TWIC readers.
• TSA and the independent test agent did not collect
complete data on malfunctioning TWIC cards.
• Pilot participants did not document instances of denied
access.
TSA officials said challenges, such as readers incapable of
recording needed data, prevented them from collecting
complete and consistent pilot data. Thus, TSA could not
determine whether operational problems encountered at
pilot sites were due to TWIC cards, readers, or users, or a
combination of all three.
Issues with DHS's report to Congress and validity of
TWIC security premise
DHS's report to Congress documented findings and lessons
learned, but its reported findings were not always supported by
the pilot data, or were based on incomplete or unreliable data,
thus limiting the report's usefulness in informing Congress about
the results of the TWIC reader pilot. For example, reported entry
times into facilities were not based on data collected at pilot sites
as intended. Further, the report concluded that TWIC cards and
readers provide a critical layer of port security, but data were not
collected to support this conclusion. For example, DHS's
assumption that the lack of a common credential could leave
facilities open to a security breach with falsified credentials has
not been validated. Eleven years after initiation, DHS has not
demonstrated how, if at all, TWIC will improve maritime
security. [Imagine spending several billion taxpayer dollars for
unproven technology!
This is a classic government
boondoggle.]

DITCH TWIC CARD READERS
[Source: By David Krapf, Editor, WorkBoat. July 15, 2013.
Emphasis is ours!!!]
By now, you all know how TWIC’d off I’ve been since the
ill-advised Transportation Worker Identification Credential
program was rolled out.
But let me repeat this for WorkBoat Watch blog
greenhorns out there: As we have been preaching since the
proposed TWIC rule was released in 2006, TWIC is an ill-

Why GAO Did This Study
Within DHS, TSA and USCG manage the TWIC program,
which requires maritime workers to complete background
checks and obtain biometric identification cards to gain
unescorted access to secure areas of Maritime Transportation
Security Act (MTSA)-regulated entities. TSA conducted a
pilot program to test the use of TWICs with biometric card
readers in part to inform the development of a regulation on
using TWICs with card readers. As required by law, DHS
reported its findings on the pilot to Congress on February 27,
2012. The Coast Guard Authorization Act of 2010 required
that GAO assess DHS's reported findings and
recommendations. Thus, GAO assessed the extent to which
the results from the TWIC pilot were sufficiently complete,
accurate, and reliable for informing Congress and the
proposed TWIC card reader rule. GAO reviewed pilot test
plans, results, and methods used to collect and analyze pilot
data since August 2008, compared the pilot data with the pilot
report DHS submitted to Congress, and conducted covert tests
at four U.S. ports chosen for their geographic locations. The
test's results are not generalizable, but provide insights.
What GAO Recommends
Congress should halt DHS’s efforts to promulgate a final
regulation until the successful completion of a security
assessment of the effectiveness of using TWIC. In addition,
GAO revised the report based on the March 22, 2013,
issuance of the TWIC card reader notice of proposed
rulemaking. For more information, contact Stephen M. Lord
at (202) 512-4379 or lords@gao.gov.
Matter for Congressional Consideration
Given that the results of the pilot are unreliable for
informing the TWIC card reader rule on the technology and
operational impacts of using TWICs with readers, Congress
should consider repealing the requirement that the Secretary
of Homeland Security promulgate final regulations that
require the deployment of card readers that are consistent with
the findings of the pilot program. Instead, Congress should
require that the Secretary of Homeland Security first complete
an assessment that evaluates the effectiveness of using TWIC
with readers for enhancing port security, as we recommended
in our May 2011 report, and then use the results of this
assessment to promulgate a final regulation as appropriate.
Given DHS's challenges in implementing TWIC over the past
decade, at a minimum, the assessment should include a
comprehensive comparison of alternative credentialing
approaches, which might include a more decentralized
approach, for achieving TWIC program goals.
advised bureaucratic nightmare that will do little or nothing
to improve maritime security. TWIC cards are basically
useless, especially for the brownwater industry.
Now comes part two of the rule – TWIC readers – and you
could argue that this section of the TWIC rule is even more
ridiculous. Just like the card, the readers would provide a
“negligible improvement in security,” according to Washington
State Ferries. (WSF has spent over $35 million on security
enhancements since 2001.)
I agree. But we shouldn’t stop there. In comments to the
proposed card reader rule, one of the biggest nonendorsements came from Staten Island Ferry, which
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conducted a TWIC reader pilot test in 2009. Over the course
of 125 days in all weather conditions, the ferry operator
reported that the readers “yielded a significant error rate.”
New York has had several risk assessments, and no one found
“that TWIC or TWIC readers would mitigate any of the risks or
vulnerabilities identified,” Capt. James DeSimone of the ferries
division of the New York City Department of Transportation wrote
in his comments. Installing and operating readers at 62 locations
would cost the ferry operator “in the millions of dollars.”
At family-owned Amherst Madison Inc., Charleston,
W.Va., installing a stationary TWIC card reader would cost
MARINERS SHOULD WATCH OUT FOR
FOOD POISONING
[Source: By Capt. Joel Milton, WorkBoat]
That ominous rumbling deep down in your gut may not
simply be a case of dinner “disagreeing” with you. It could be
a mild case of food poisoning, and it happens far more
frequently than most people think. A serious case can be
completely debilitating. The cause? Often it can be traced to
improper food storage, handling and preparation.
On many commercial vessels, one of the deckhands
usually serves as the cook because there simply isn’t anyone
else to do the job. This can lead to personal hygiene problems
because it is almost impossible to simultaneously handle job
duties out on deck while trying to keep your hands and arms
clean enough to safely prepare food. Moreover, there are no
requirements for anyone that cooks on limited-tonnage vessels
to know even the basics about food safety. Consequently,
many of them don’t. This was true even back when vessels
had assigned cooks.
Most problems can be avoided by following a few basic
TWELVE-HOUR RULE VIOLATION?
The Webbers Falls Accident:
Did Towing Company Violate the 12-Hour Rule?
The accident where the M/V Robert Y. Love knocked
down the Interstate 40 highway bridge near Webbers Falls,
OK occurred in May 2002. In its accident investigation, the
Coast Guard determined that the Master violated the 12Hour rule when he drove over 1,000 miles between job
assignments and took charge of the towing vessel upon his
arrival at 16:40 and remained on watch until approximately
23:30-23:45.(1) [(1)Misle Activity #1635967 (ecn#5)]
Although the violation of the 12-hour rule apparently was
not the direct cause of the accident,(1) as the Master had a sixhour period off-watch several hours before resuming his
watchstanding duties at breakfast time, it is significant in that
the Coast Guard ruled his time on the road prior to his arrival
at the W.D. Spiro Lock where he boarded the vessel and
assumed command was “on-duty” time. We believe that that
decision was extremely significant. Among other things, the
Master was paid during the time he drove 1000 miles between
job assignments in a company vehicle. [(1)NTSB/HAR-04/05]
The disaster claimed 14 lives and injured five others and
cost an estimated $30.1 million. The Coast Guard assessed
relatively insignificant penalties to both the company and to

close to $100,000 plus operating and maintenance expenses.
That would be a stiff bill for the small Ohio River towing
operator to pay for something that will do nothing to improve
its operations and bottom line.
The TWIC program should never have been implemented,
but the government can still do something about the card
readers. Don’t burden the brownwater industry with these
costly devices that will do nothing to improve security.
[NMA Comment:
We want to recognize David’s
leadership on this issue that is important to our mariners.]
rules. One is to keep all perishables refrigerated below 40°F or
heated above 140°F at all times. Particular attention should be
paid to anything containing or made from uncooked eggs, such
as mayonnaise. This is a prime culprit in food poisoning, and
many people have been ambushed by tuna, chicken or potato
salad that has gone bad. A cook on a supply boat once served
us tuna salad in the steam line! No thanks. Keep it covered and
store it either in the fridge or bedded down in ice. Even if you
leave it out on a counter for an hour at room temperature is a
gamble. This can allow enough bacteria to get a foothold and
multiply so that it may be unsafe to eat as leftovers.
Food poisoning can get you when you least expect it. On
watch, at the aft controls of a crewboat under a rig, or steering
from a tug’s upper pilothouse while approaching Hell Gate
with 100,000-bbl. oil barge isn’t a very good time to get hit by
the bad-food bug.
[NMA Comment: For our views on this subject refer to
NMA Report #R-455, Rev. 6. Food Service Aboard
Limited Tonnage Commercial Vessels and NMA Report
#R-350, Rev. 7, Issue R on providing decent potable water
for mariners.]
the Master that were subsequently appealed and reduced –
but, at last report, these reduced penalties were appealed
again. But, that is the last we heard of this matter!
Our concern always has been that mariners working under
the two-watch system have been victimized by the system.
84-hour work weeks take their tolls on mariners.
The Coast Guard appears to be torn between the message
provided by its researchers and their need to placate the
towing industry that pockets the difference in the costs
between funding a two- versus a three-watch system. One of
the most ardent advocates of the two-watch system turned out
to be the owner of the M/V Robert Y. Love.
The Master of the vessel indicated that he had become
fully adjusted to the two-watch system through over 40 years
of service in the industry.
Both the Coast Guard and the NTSB carefully examined
his hours-of-service in the 72 hours leading up to the accident
with the Coast Guard concluding that he violated the 12-hour
rule.
Our Questions: Were the investigators of the accident
overruled by those higher up in the chain of command. If so,
we would like to see the reason behind their decision before
being forced to substitute our own thoughts.
Can mariners retain any faith in the integrity of the
process?
Significant outcomes of the Webbers Falls accident
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include:
 The Crew Endurance Management System (CEMS)
training for mariners. Unfortunately, this is viewed by
many as a convenient reason to maintain the two-watch
system.
 Greater emphasis on physical fitness for mariners as seen
in the credentialing process. Unfortunately, this has been
carried to extremes since 2007.
 Use of wheelhouse alerter systems on towing vessels. A
number of mariners report difficulty adjusting to them.
 NTSB found that “the presence of either another
crewmember in the wheelhouse or a wheelhouse alerter
system could have prevented this accident.” However, this
has spurred little action to increase manning in the industry.
Our Association seeks to determine the final decision on
appeal. We invested $160.83 in FOIA information and several
hundred hours on this case and seek the rest of the story in the
further information we requested. We also express concern with
the amount of time it takes for the Coast Guard to process appeals
in general. We have seen up to 7 years on our own appeals but
IMPORTANT RADIOTELEPHONE CHANGES
[Source: 78 FR 42102-42103, July 15, 2013. Docket No.
USCG-2013-0521]
Subject: Termination of Radiotelephone Medium Frequency
2182 kHz Watchkeeping, 2187.5 kHz Digital Selective Calling
Channel Guard, and 2670 kHz Broadcasts.
SUMMARY: The United States Coast Guard is announcing that
it will no longer maintain a watch on 2182 kHz, will no longer
guard the Digital Selective Calling (DSC) channel 2187.5 kHz,
and will no longer transmit Marine Information Broadcasts on
2670 kHz. The minimal use of these channels by mariners for
distress and safety coupled with antenna site deterioration, costly
upkeep, and extensive maintenance required to support the
medium frequency (MF) system have led to a Coast Guard
decision to terminate the MF services and direct the public
mariner to use more modern safety and distress services which
can be more reliably received by the Coast Guard.
DATES: The termination announced in this notice is effective
on August 1, 2013.
FOR FURTHER INFORMATION CONTACT:
For
questions on this Notice, contact Larry S. Solomon, Spectrum
Management and Telecommunications Policy Counsel
(Commandant CG-652) telephone: 202-475-3556; email:
larry.s.solomon@uscg.mil.
SUPPLEMENTARY INFORMATION: The frequency 2182
kHz (which is in the frequency band generally referred to as
medium frequency (MF)), was designated more than 65 years
ago at the International Telecommunications Union Radio
Conference (Atlantic City, 1947) as an international
radiotelephone distress frequency. Shore stations that operated in
this MF band, and ships subject to the International Convention
for the Safety of Life at Sea Ch. IV, Reg. 5 (SOLAS) were
required to maintain a watch on this frequency.
Beginning in 1987, the International Telecommunications

are willing to wait if justice is served!
We await a reply to the following correspondence.
June 13, 2013
U.S. Coast Guard Hearing Office
4200 Wilson Blvd., Suite 700
Arlington, VA 22203-1804
Attn: Ms. Lane McClellan
Our References; NMA Report #R-370-A; Rev. 2; File GCM62; File #M-275.
Subject: Follow-up on Enclosed Correspondence
Dear Ms. McClellan,
We seek closure on the following issue involving the
allision of the M/V Robert Y. Love with the Interstate 40
Bridge at Webbers Falls, OK.
The Gulf Coast Mariners Association is now the National
Mariners Association (effective 1 Jan 2008).
Very truly yours,
s/Richard A. Block
Secretary, National Mariners Association
Union Radio Regulations and SOLAS were amended to
incorporate this MF radiotelephone watchkeeping requirement
within the Global Maritime Distress and Safety System
(GMDSS), an internationally agreed-upon set of satellite and
terrestrial communications systems used to increase safety and
facilitate the location and rescue of distressed ships, boats and
aircraft.
Under GMDSS, ship and shore exclusive
watchkeeping on MF 2182 kHz was no longer a requirement,
but instead became only one of several frequencies available
for distress communications.
No domestic regulations exist requiring the Coast Guard to
provide MF distress safety watchkeeping services, although
Federal Communications Commission regulations in 47 CFR
Part 80 mandate certain carriage requirements in order to
communicate in an emergency. SOLAS requires the Coast
Guard to provide, as it deems practical and necessary,
appropriate shore-based facilities for GMDSS services
including those in the 1.6-4 MHz range (SOLAS). The Coast
Guard, in cooperation with other agencies and organizations,
provides each of the other five services listed in SOLAS
regulations, including satellite communications, support for
406 MHz satellite emergency position-indicating radio
beacons (EPIRBs), VHF communications through Rescue 21,
high frequency radiocommunications, and NAVTEX
broadcasts of maritime safety information.
While many countries terminated 2182 kHz watchkeeping
from shore when GMDSS was implemented in 1999, the
Coast Guard continued its watch on this frequency to support
smaller vessels not subject to SOLAS that operate between
approximately 20 and 100 miles from shore. Advancements
in satellite, digital, very high frequency (VHF), and high
frequency (HF) radio communication equipment, including
satellite service provider competition, have improved service
and reduced costs of this equipment causing MF
radiotelephone to become obsolete.
In addition, a detailed review of several Coast Guard MF sites
revealed significant antenna ground deterioration and
infrastructure support degradation, leaving the Coast Guard at
risk for not being able to receive or respond to maritime distress
calls on 2182 kHz or 2187.5 kHz, and not being able to transmit
effectively on 2670 kHz. Early last year, as a result of physical
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site surveys, the Coast Guard confirmed the significant site
deterioration and, therefore, the unreliability of receiving MF
distress transmissions at many locations. The Coast Guard
provided notifications of the situation to mariners using Local
Notice to Mariners and radio broadcasts. The Coast Guard did
not receive any adverse reaction to those notifications.
The site deterioration, costly upkeep, and extensive
maintenance required to support this legacy MF system, as
well as the relatively minimal use by mariners, has led the
Coast Guard to decide to discontinue support of the MF
system. The Coast Guard will discontinue all watchkeeping
and transmissions on MF channels, namely the 2182 kHz
voice channel, the 2187.5 kHz Digital Selective Calling
(DSC) channel and Marine Information Broadcasts (MIBs) on
2670 kHz.
Mariners have several increasingly low cost and
commonly available alternatives to using MF distress and
non-distress channels. Instead of relying on 2182 kHz voice
and 2187.5 kHz DSC, mariners can tune their existing HF
radios to other GMDSS radiotelephone distress voice
frequencies the Coast Guard monitors (i.e., 4125, 6215, 8291,
or 12290 kHz voice), use satellite-based communication for
EPIRB and voice communications, or use HF radios equipped
with DSC. The information in the 2670 kHz broadcasts
(weather forecasts and warnings, Notice to Mariners, and
urgent marine information broadcasts) will continue to be
available from other broadcast sources (e.g., SafetyNet,
“BARGE-IN” – AN UNEVEN MATCH
By Mariner #39
“BARGE IN,” an assault by AWO the premier towing vessel
management lobby with its Headquarters across the Potomac
River in Arlington, VA, visited 130 Congressional offices with
dozens of articulate people with position papers over a period of a
few days. It was no problem for their representatives of about
220 towing companies since those companies footed the bills for
travel, hotel and meeting rooms.
To pass along to our members, it cost me $5,447 to conduct
approximately three months of daily personal lobbying effort in
the Washington, DC region on behalf of limited tonnage mariners
acting on behalf of the National Mariners Association. Broken
down, it includes $4,161 for rent, $360 for utilities, $696 for local
transportation, $150 for photo copying and other miscellaneous
costs, and $80 for related telecommunications. This says nothing
of the cost of support and materials I handed out to each
Congressional office I visited.
I could only sustain that lobbying effort because I had a
lease on my apartment in commuting range of Capitol Hill.
The rent alone ($4,161) will give our members an idea of the
cost in dollars to even have a presence on an issue, not what
it costs to meet the lobbying efforts of industry management
organizations like AWO, OMSA, and others. If a significant
portion of our 126,000 unrepresented limited-tonnage
mariners signed up with NMA every year and paid their
nominal annual dues, it might then be a first step to cover the
costs of effective lobbying.
The Results of Our 2012 Efforts
No bill dealing with any of our issues was introduced since
I was not able to get one Republican sponsor to cross the aisle

NAVTEX, VHF) and online. The Coast Guard urges
mariners to use these other alternatives to the MF channels for
distress calls, DSC calls, and information broadcasts.
Mariners should not need to purchase any new equipment to
make this change from 2182 kHz to other GMDSS distress
frequencies. Most radiocommunications equipment carried by
vessels is able to operate in the 2-27.5 MHz range in addition to
the VHF radiotelephone also carried by ships. While some older
radios may not tune to other frequencies, these radios are no
longer sold, parts are not available for repairing them, and they
are not typically found on vessels. Therefore, the overwhelming
majority of vessels simply need to tune their radios from 2182
kHz to another GMDSS distress frequency (such as 4125, 6215,
8291, or 12290 kHz). Because VHF frequencies may not be
reliable more than 20 nautical miles from shore, any vessel that
operates more than 20 nautical miles from the coast should carry
radiocommunications equipment capable of tuning to distress
frequencies other than VHF to ensure the vessel is able to make a
distress call when needed.
All vessel owners and operators are strongly advised to
check their communication equipment regularly to ensure it is
properly installed, operating and tuned to the most reliable
distress channels. For more
information visit the Coast Guard's Navigation Center Web
site at www.navcen.uscg.gov.
This notice is issued under authority of 14 U.S.C.
93(a)(16) and 5 U.S.C. 552(a).
and co-sponsor a bill with our one Democratic tentative
sponsor, whose condition was that he would tackle our issues
if we could provide a Republican co-sponsor. Seven months
later after peppering the Capitol area with our book Blood On
Brown Water and our Second Request to Congress, the
AWO sweeps in with a literal task force and visits 130
Congressional offices with a well prepared and professionally
delivered attack on everything we labored three months to
make the Congress aware of.
Get Serious
Until we get seriously into fund raising we can not
compete.
Nineteenth century work conditions, having
survived in the workboat industry throughout the twentieth
century, are setting up for another run through the 21st
century. We have to re-position (become a non profit, or even
charitable organization, whatever IRS re-positioning is needed
to make donations tax deductible) to allow us to lobby on
basic safety and health issues, and publish on comparative
wage, and Jones Act enforcement issues. We need a serious
legal review on re-positioning from a law firm, hopefully one
or more that are already members. I certainly don't intend to
invest another $5,447 out of my retirement income
ineffectively combat this latest apparently successful effort of
the AWO to defeat working hour regulation. Fighting for a
12-hour workday in the 21st. century in itself is pathetic! On
May Day the newspapers pointed out that workers were
fighting for and achieving an 8-hour work day in the year
1887. Merchant marine officers who are union members
have had an 8-hour work day for many years.
Defeating such an effort as the AWO and OMSA continually
put out will cost hundreds of thousands of dollars. In the political
arena, if we had a more effective organization we could gain a
reputation for delivering the workboat labor vote. That is the
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terminology had suppressed wages and confused labor
agreements. When boat companies were defeated in having
their cake (tight control over credentialing and hiring) and
eating it too (being able to "limit liability" in court based on
the argument that they had hired independent professionals),
they threw in the towel. Our collective knowledge of marine
regulations, codes and standards, authoritative literature, and
verifiable good marine practice must be put at the service of
the maritime plaintiff's bar, especially NMA members. To
gain the advantage of the Pennsylvania-Reyes "Doctrine"
you have to use these tools to drive defense firm junk science
out of the court room. In turn getting ourselves turned
around corporately for effective fund raising and resulting
effective lobbying requires more legal guidance than we can
currently pay for. Our lawyer members are our only
potential resource. We can't continue to represent 126,000
mariners on the efforts of a few activists operating out of
their own pockets. With our empty pockets, we really have
to change or die.

only way to defeat lobby efforts by industrial organizations that
spend millions, not just on the direct lobby effort but on
campaign money some of it invisibly spread. We must soon:
1. Reorganize for best IRS advantage that still keeps us
politically active.
2. Tackle fund raising as a first priority one with an eye to
establishing a permanent professional lobbying presence
in the DC area.
3. Continue to publish on marine safety and health subjects
and increase the number of venues we publish through the
internet, through large law firm newsletters.
4. Aid our contingency lawyers members in every way that we
can by informing our mariners of their rights and increasing
their client base to allow them to achieve more and higher
awards. Remember, if you study the history of American
Admiralty Bureau litigation and publication after "Florida
Dot", it was the costs of law suits that eventually led to
management's acquiescence to elimination of the "Operator"
designation for towboat masters, mates, and pilots. This
BASIC SAFETY TRAINING REVISITED
[Source: By Capt. Joel Milton, WorkBoat. Emphasis is ours!!!]
One of the original key principles of STCW ’95 (the 1995
International Convention on Standards of Training,
Certification and Watchkeeping for Seafarers) that failed to
survive the final international regulatory process was that
portions of the new training (particularly the five-day Basic
Safety Training or BST) were deemed to have a limited shelflife and would therefore require periodic refresher training.
The maritime industry, already in shock over the scope of
the new rules, gagged on that part of it, and enough opposition
emerged to beat it back. The compromise made back then
allowed the substitution of the somewhat-questionable
“participation in ongoing training and drills’ on board your
vessel in place of the recommended five-year Basic Safety
Training refresher cycle.
Those days are now officially numbered. Beginning on
Jan. 1, 2017, mariners subject to STCW requirements will,
among other things, need to go back for a two-day basic
training refresher every five years. Why? Because time
marches on and scientific knowledge advances. Things
change, and the technology, equipment and techniques for
firefighting, water survival and related activities evolve
accordingly. People also lose unused skills, and the quality of
the training available back in 1995 was variable. So it always
made sense that going back for occasional refresher training
would be a good idea, not to mention a practical necessity, if
the training was to be effective in the long term.
For this review, the IMO simply bided its time and was
able to successfully resurrect it at the Manila Conference in
2010.
I predict that there will be much complaining, but BST is
different. I think it’s sometimes lost on mariners that this
training really is for us. When done right, but only if it’s done
right, it gives you the knowledge and ability to save your own
life and those of your shipmates, or to assist other people in
distress when a worst-case scenario arises. If that’s not

important to you, then you should rethink your career
choice….
By Jan. 1, 2017, BST will take the form it was originally
intended to take in 1997. It will include an initial five-day
BST course that must be renewed every five years with a
condensed course of perhaps three days. I’m generally in
favor of this and agree with the principle that it is necessary to
periodically refresh little-used skills, as well as upgrade skills
as equipment and procedures evolve over time. It’s easy, and
it’s a mistake to underestimate how an important skill set like
BST is affected by how often it’s used, which for most of us is
probably never.
That said, there are always practical limits to how much
we can do and priorities must be established that conform to
that reality. The changes adopted at the Manila Conference
will likely place an unrealistic training burden on many
mariners that are subject in whole or part to the STCW
Convention.
First, there is the addition of completely new training
requirements for ECDIS (Electronic Chart Display and
Information System). The scope of the VSO (Vessel Security
Officer) has been extended and new categories of
qualification and training (Vessel Personnel with Specific
Security Duties, Security Awareness) have been created.
Masters, chief mates and chief engineers are also looking at a
35-hour leadership course, and all engineers will need
Engine Room Resource Management (ERRM), the
equivalent of Bridge Resource Management for deck officers.
The refresher courses will not only include BST but will also
add on Advanced Fire Fighting (AFF) and Fast Rescue
Craft Operator (FRC).
This is a lot for mariners to swallow. It would be a good idea
to read the Coast Guard’s policy letters (12-05, 12-06 and 12-07)
and a quick-reference flyer. To see what applies to you, go to
http://mitagspmi.org/newsletter/Pdfs/Quick_Ref_to_New_Training_Req_on_
Horizon.pdf.
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FAILURE TO REPORT ENGINE PROBLEM – $75,000
PENALTY
[Source: Marine Log, June 13, 2013]
Two Coast Guard investigators, one from Sector
Anchorage, Alaska, and one from Marine Safety Detachment
Dutch Harbor, Alaska, have assessed a $75,000 penalty for
failure to report a hazardous condition after investigators
finished a one month investigation into the operation of the
874 ft, 4,500 TEU containership Bangkok Bridge.
Bangkok Bridge Seen After Delivery in 2010
The 2010-built vessel is operated by Japan's Fukujin Kisen
KK and flies the Panama flag.
The investigation followed an incident that began Feb. 23
when MSD Dutch Harbor personnel received a report of a
distressed deep draft vessel in Unimak Pass, a highly
trafficked pass for commercial vessels on the Aleutian Chain.
After further review of local Automated Identification
Systems (AIS), Coast Guard personnel discovered that the
SURVEY: SEAFARERS FEAR FACING CRIMINAL
CHARGES
[Source:
MarineLog
News,
April
24,
2013.
www.seafarersrights.org. Emplasis is ours!!!]
As many as 85.04 percent of seafarers say that they are
concerned about facing criminal charges. They feel they are
scapegoated and that there are numerous regulations, which
make them more vulnerable to being criminalized.
Those are some of the findings of a comprehensive eight
language survey conducted by Seafarers' Rights International
(SRI) over a 12-month period to February 2012, focus as
much on fears of their own human rights being violated as on
a lack of due process in the criminal process. A total of 3,480
completed questionnaires were submitted by seafarers from
68 different nationalities.
The findings were presented at this month's session of the
Legal Committee of the International Maritime Organization.
The Committee agreed that the issue of fair treatment of
seafarers in the event of a maritime accident should remain on
its agenda and be discussed again in 2014.
The survey(1) findings suggest that there is a frequent lack
of due process for seafarers who face criminal charges.
Seafarers are complaining of unfair treatment, intimidation
and a lack of legal representation and interpretation services.
Almost half of the seafarers in the survey said that they would
be reluctant to cooperate fully and openly with casualty
inquiries and accident investigators because of concerns they
could be implicated in a crime; because they do not trust the
authorities; and because they are concerned that cooperation
would have a prejudicial effect upon their employment.
[(1)NMA File A-1296, 40p.]
The findings in the survey strongly suggest that the rights
of seafarers, as enshrined in the Guidelines on Fair Treatment
of Seafarers in the event of a Maritime Accident, adopted by
the IMO and the International Labor Organization (ILO) are
often be subject to violation: itself causing widespread
concern among seafarers.

Bangkok Bridge was near the eastern shipping lane, with a
track line showing a drift pattern for several hours.
MSD Dutch Harbor personnel made contact with the vessel’s
crew to determine the cause and severity of their casualty.
The Bangkok Bridge crew reportedly experienced failure
of the main engine – an occurrence that must be reported
under federal law – and did not report the failure to the Coast
Guard for more than 10 hours. Specifically, the vessel's crew
did not provide the immediate notice of marine casualty or
provide the notice of a hazardous condition per the Code of
Federal Regulations.
"The Coast Guard is committed to ensuring the safety of
our waterways, and enforcing the regulations that require
mariners to report hazardous conditions and marine casualties
is part of that mission," said Capt. Paul Mehler III, captain of
the port, Western Alaska. “With the remote location of the
vessel and the limited response assets for a vessel of this size,
the late report of this magnitude could have resulted in a much
worse scenario."
Upon successful repairs to the vessel’s main engine in
Dutch Harbor, the crew was cleared to continue their voyage.
To improve the situation, seafarers want more information
on the risks they are exposed to in relation to criminal charges
as well as their rights if they are defendants, complainants or
witnesses. They also want good and free legal representation
when facing criminal charges; a fair process and fair treatment
when facing criminal charges; a greater network of support
from all the various stakeholders in the maritime industry if
they do face criminal charges; and more uniform laws and
procedures given the wide range of different crimes to which
they are exposed.
"The message from seafarers is loud and clear," said
Deirdre Fitzpatrick, Executive Director of SRI: "Seafarers are
saying that their rights are theoretical and illusory; they need
them to be practical and effective.
"Since criminal laws are largely tailored to nationals, they
are an uneasy fit for foreign and temporary transnational
workers. It is clear that seafarers are more exposed to
criminal proceedings than many other workers and therefore
need special assistance," she added.
"The seafarers' suggestions for what is needed to improve
their situation, or their perception of their situation, offer a
challenge to the maritime industry and to prosecuting
authorities generally, if seafaring is to remain a viable option
for young people.
"The SRI survey has brought the seafarers' concerns to the
fore and it is hoped it will create momentum amongst
stakeholders – seafarers' organisations, employers, regulators and
non-governmental bodies, in addition to seafarers themselves – to
better address the unfair treatment of seafarers.
It seems that much remains to be done to protect this body
of essential workers from unfairness and injustice but the
effort is essential not only for the protection of serving
seafarers, but also to improve the image of the profession for
new recruits to come," Ms Fitzpatrick concluded.
[NMA Comment: We recommended NMA Report #R-204C, Rev. 6, Insure Your Credential –Protect Your Career to
all limited tonnage officers.]

Newsletter

17

NEW AND REVISED NMA REPORTS
NMA Report #R-293-B, Rev. 7. Request for Rulemaking
to Address Overhead Clearance Accidents. 17p. See
article in this Newsletter.
NMA Report #R-350-Y, Rev.1. Report to the 113th.
Congress: Coast Guard Careless Personal Injury
Reporting & Enforcement Practices.
12p. + 348p.
supporting documentation. See article in this newsletter. A
year ago last April we asked a team of auditors from the
Department of Homeland Security Inspector General’s office
(DHS OIG) to look into and take concrete steps to resolve this
longstanding issue that affects every injured mariner. Many
aspects of mariners’ work can be dangerous and the Coast
Guard’s records of even enforcing simple casualty reporting
requirements is absolutely deplorable – as the resulting DHS
audit report #OIG-13-92 published in May 2013 shows.
NMA Report #R-350 is our biennial report to Congress
now on its 7th. revision. It deals with outstanding issues for
our mariners that need to be resolved. Issue “Y” from which
this report is numbered, is just one of approximately 25 major
issues facing limited-tonnage mariners that our Association
has followed over the years.
We hoped that the Inspector General (OIG) would take
concrete steps to resolve this issue that affects many injured
mariners. Instead, they clarified and reinforced their earlier
2008 report on “Investigations”(1) (or, more accurately, the
lack of casualty investigations) with this statement: “The
USCG does not have adequate processes to investigate, take
corrective actions, and enforce Federal regulations related
to the reporting of marine accidents.” Well, this certainly
proves beyond any reasonable doubt that not only are personal
injury reporting mechanisms required by 46 CFR Part 4 not
functioning – as we pointed out 12 years ago – but that the
entire Coast Guard investigative process is seriously out of
order. The last time this shortcoming appeared on the national
stage was at the Congressional hearing in April 2008
TOWING VESSEL MANNING #2
The Coast Guard tasked the Towing Safety Advisory
Committee (TSAC) with the extremely important task of
advising them on towing vessel manning that will affect the
nation’s 6,200 towing vessels and approximately 32,000
mariners.
Our Association believes that many towing vessels are
undermanned for the tasks they are assigned to perform.
One aspect of the problem is the two-watch system and its
84-hour workweek for officers as covered elsewhere in this
Newsletter.
Another aspect is that Congress never has established even a
12-hour workday for “ratings” such as deckhands, unlicensed
engineers, “deckineers”, cooks, tankermen etc. that allows them
to be exploited beyond the 12-hour limit for their officers. We
have asked them to look into this matter for many years.(1)
[(1)NMA Report #R-350, Rev. 7, Issues “H” & “K”.
A third aspect of the problem is that “inspected” towing
vessels will be issued a Certificate of Inspection that, for the
first time, lets the Coast Guard establish the size of the

following the Cosco Busan allision with the Bay Bridge in
San Francisco.
We believe that revising and upgrading of this report with
additional enclosures and bringing it to the attention of
Congress is our best shot at resolving this issue.
Consequently, we did just that.
NMA Report #R-370-D, Rev. 7.
Whistleblower
Protection: The Seaman’s Protection Act. 23 p. A
collection of background information and our views on the
current status of this issue of concern to a number of our
mariners. The background includes a discussion of the
Feemster v. Titan; Garrie v. James L. Gray; Meaige v. Hartley
cases and issues leading up to the historic amendment of 46
U.S. Code §2114 in 2010.
As a consequence, the Coast Guard no longer handles
whistleblower issues and was replaced by OSHA in 2010. This
change is complicated and requires close attention of any mariner
who chooses to become a whistleblower on maritime issues.
The report contains NMA Report #R-210, Rev. 1 that
thoroughly explains the change of jurisdiction from USCG to
OSHA and will serve as a foundation for additional
whistleblower cases currently in litigation.
NMA Report #R-405, Rev. 1. Relinquishing Control of
Your Vessel. 8p. Updated.
NMA Report #R-462, Rev. 3. The Coast Guard’s War on
Whistleblowers: The Eric Shine Story. 19p. [Also refer to
NMA Report #R-210, Rev. 2]. This report is downloadable
from our website and replaces NMA report #R-429-L that we
withdrew. See article “Coast Guard Regulations Clash With
Doctor-Patient Privilege in this Newsletter.
NMA Report #R-462-A. Supplement. The Coast Guard’s
War on Whistleblowers: The Eric Shine Story. 114p.
[Limited Distribution Supplement.] Appellant’s Opening
Brief. U.S. Court of Appeals for the Ninth Circuit, #1172740. See article in this Newsletter.
vessel’s crew as they do on every other inspected vessel.
This is the task the Coast Guard assigned to a TSAC
committee to look into.
The committee met at Coast Guard Headquarters on April
30-May 1, 2003. Our Association was unable to attend since
travel, meals, and lodging for several days in Washington
approaches $2,000 – beyond our budget at present. It was
unfortunate because we have absolutely no idea of what took
place at this meeting or even who attended. Over three
months after the meeting, the TSAC website contained
nothing except the task statement that follows. The next
TSAC meeting will be held sometime this Fall somewhere in
the United States. Hopefully, some working mariners will be
present at the meeting to provide their input. Since this is
NOT a notice of proposed rulemaking, it is unclear whether
the Coast Guard will ever entertain any written input from
mariners. Our Association’s presence at this or future
advisory committee meetings will be determined by whether
our mariners volunteer to attend and on the dues and
donations we collect and the status of our treasury.
We added nothing to the following TSAC Task Statement
except for emphasis in bold italic:
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TOWING SAFETY ADVISORY COMMITTEE (TSAC)
TASK STATEMENT – TASK #13-02
I. TASK TITLE:
Recommendations Regarding Manning of Inspected
Towing Vessels. (Short Title: Manning)
II. BACKGROUND:
The Commandant of the Coast Guard, Office of
Commercial Vessel Compliance (Commandant) has been
approached by industry representatives concerning manning
levels for towing vessels when towing vessels become an
inspected class of vessel. The Commandant seeks input from
industry subject matter experts, through TSAC, to develop
recommendations for the manning of inspected towing vessels
operating both domestically and internationally. This input
will help the Coast Guard develop guidance to assure a
consistent application of manning standards for inspected
towing vessels.
In 2005, 2006, and 2011, TSAC recommended:
“Minimum Watch Complement - Each towing vessel
engaged in towing operations shall have a licensed master.
If operations exceed 12 hours, an additional licensed officer
(master, mate, or pilot) must be added or an alternate relief
crew provided. One licensed officer and one additional
crewmember must be on duty at all times while the vessel is
underway. These requirements shall be posted on the vessel’s
Certificate of Inspection.” (COI)
Within this recommendation, TSAC also states
“Additional manning shall be provided as specified in the
vessel’s safety management system, taking into account the
following factors: applicable law and regulation; number, size,
and type of barges to be towed; towing route; safety of
personnel, equipment, and environment; service in which the
tow is engaged; functional duties required of crew in addition
to standard navigation; configuration of vessel superstructure,
deck, and engine room; extent of automation; size and power
of equipment used; prevailing environmental/climatic
conditions; and, experience of crew.”
The Coast Guard believes that the TSAC
recommendations provide a useful framework for the
development of policy on manning of inspected towing
vessels. Building on these recommendations, there are several
additional questions on which we would like TSAC feedback.
III. DISCUSSION:
As stated in the NPRM, the rulemaking was undertaken to
develop a subchapter for the inspection of towing vessels and
not intended to change the current requirements for
manning of towing vessels. However, the NPRM is clear that
a certificate of inspection (COI) would be issued by a Coast
Guard Officer in Charge, Marine Inspections (OCMI) to each
towing vessel. A COI issued by an OCMI specifies the
minimum required manning for the towing vessel taking into
consideration applicable existing laws and regulations
pertaining to manning. The laws and regulations for inspected
vessel manning differ from those for uninspected vessels of
the same size. Specifically, 46 CFR 15 outlines requirements
for inspected vessel manning and provides the OCMI broad
authority to determine the specific manning levels. The
Marine Safety Manual Volume III provides guidance to aid
the OCMI in determining specific manning levels.
Recognizing that the OCMI makes a vessel-specific

assessment to determine the minimum required manning for a
vessel, the Commandant intends to update guidance to
OCMI's on the manning of inspected towing vessels in a new
section of Chapter 21 of Marine Safety Manual Volume III.
The Coast Guard seeks TSAC’s feedback on the
development of this new section of the Marine Safety
Manual. The previous TSAC recommendations may serve as
a starting point for the development of this section.
As stated above, the Coast Guard does not intend for the
transition to vessel inspection to produce widespread changes in
the way towing vessels are manned today. However, there are
several regulatory requirements applicable to inspected vessels
that do not apply to uninspected vessels. In order to ensure safe
manning and avoid unintended consequences, it is important to
carefully consider the circumstances under which these
regulations may affect minimum manning requirements for some
towing vessels. The Coast Guard requests TSAC’s feedback on
how and when these requirements should be applied to towing
vessels when they become inspected vessels.
Our first example involves Title 46, Code of Federal
Regulations (CFR), Part 15, specifically 15.820(a) which
states that “there must be an individual holding an MMC
(Merchant Mariner Credential) or license endorsed as Chief
Engineer or other credential authorizing service as Chief
Engineer employed on board the following inspected
mechanically propelled vessels:” … “Inland (other than Great
Lakes) vessels of 300 gross tons and over, if the Officer in
Charge, Marine Inspection (OCMI) determines that an
individual with a license or the appropriate MMC officer
endorsement responsible for the vessel’s mechanical
propulsion is necessary” (see 46 CFR 15.820(a)(3)). At
present, there is no guidance on when to apply this regulation
to inspected inland towing vessels.
In another case, as uninspected vessels, seagoing towing
vessels of 200 gross tons or more are not required to employ a
chief engineer. However, an inspected, mechanically propelled
seagoing or Great Lakes vessel of 200 gross tons and over must
employ an individual holding an MMC or licensed endorsed as
Chief Engineer or other credential authorizing service as Chief
Engineer (see 46 CFR 15.820(a)(1)).
Under 46 CFR 15.825(b)), the OCMI determines the
minimum number of credentialed engineers required for the
safe operation of inspected vessels. If the OCMI determines
that a live watch is needed to oversee the towing vessel’s
engine room on a 24-hour basis, this could impact the number
of engineers required on the vessel’s COI.
Inspected, self-propelled, seagoing and Great Lakes
vessels could also be potentially impacted by 46 CFR
15.810(b)(3), which gives the OCMI authority to establish
the minimum number of mates depending upon vessel
characteristics and operations.
The Commandant also seeks TSAC’s recommendations
regarding safe manning levels for inspected towing vessels
engaged on international voyages. Issuance of a COI to a
towing vessel authorized for oceans routes must ensure a
manning level that takes into account the International
Convention on Standards of Training, Certification and
Watchkeeping for Seafarers, 1978 (as amended) (STCW) and
other international standards.
International Maritime
Organization (IMO) Resolution A.1047 (27) provides some
guidance regarding this issue, but having TSAC’s input may
close gaps that are not addressed by the IMO resolution.
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TSAC should also refer to 46 CFR Subpart J (15.1101 et seq.)
when considering manning recommendations for vessels on
international voyages.
For other classes of inspected vessels, the Marine Safety
Manual includes sample manning scales that provide the
OCMI a starting point for determining the minimum manning
level, and includes additional guidance on variables and local
circumstances that should be considered to determine the
number of personnel that are required for the safe operation of
the vessel. The Commandant requests that TSAC consider
whether this same format is appropriate to provide guidance
on minimum manning of inspected towing vessels and provide
recommendations on the content of a new section of Marine
Safety Manual Volume III, Chapter 21 applicable to towing
vessels.
IV. TASKING:
Provide written recommendations to the Coast Guard on
the content of a new section of Chapter 21 of Marine Safety
Manual Volume III regarding manning of inspected towing
vessels, This may include sample manning scales, variables,
and other guidance as they pertain to inspected towing vessels
in domestic and international service. This work consists of
two separate tasks.
1. For inspected towing vessels engaged in domestic service,
develop recommendations on minimum safe manning, taking
into account the previous TSAC recommendations, statutes
and regulations for inspected vessels engaged in domestic
service, and variables that may impact safe manning.

2. For inspected towing vessels engaged in international
service, develop recommendations concerning safe manning
for vessels on such voyages. Consider the guidance provided
in IMO Resolution A.1047 (27) (to be provided by the Coast
Guard) and pertinent existing U.S. law and regulations.
Where a conflict may exist, provide recommendations on how
to resolve this conflict.
V. DUE DATE:
Provide all recommendations to the Coast Guard no later
than December 15, 2013.
VI. COAST GUARD TECHNICAL REPRESENTATIVE:
Mr. Scott Kuhaneck (CG-CVC-1); (202) 372-1221; email: Thomas.S.Kuhaneck@uscg.mil and Mr. Patrick Lee
(CG-CVC-1);
(202-372-1135; email: Patrick.J.Lee@uscg.mil.
VII. TSAC REPRESENTATIVE:
Chair: Ms. Cathy Hammond. Vice-Chair Towing Safety
Advisory Committee
(859) 689-7707: Chammond@inlandmarineservices.com
Co-Chair: Mr. Mike Vitt. Representative of Active Ship
Docking or Harbor Towing Vessels, Towing Safety Advisory
Committee. (504) 828-3296: Mvitt@enbisso.com
VIII. ENCLOSURES:
1) Marine Safety Manual, Vol III, Chapters 20, 21, 24, and 26
2) IMO Resolution A.1047(27)
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Lafourche Merchant Marine
Training Services, Inc.
Offers you the courses you need!

License upgrades, radar and celestial endorsements
help you stay at the top of your career!
Let Lafourche Merchant Marine meet your training needs. Here’s a
sample of our Courses:
•500/1600 Gross Ton Master or Mate prep class
•100/200 Gross Ton Master/USCG-approved (testing done on site)
•Upgrade 100 Gross Ton Master to 200 Gross Ton Master/USCGapproved (testing done on site)
•Radar Observer/Radar renewal /USCG-STCW approved (testing done
on site)
•Able Bodied Seaman/USCG-approved (testing done on site)
•Celestial Navigation 200/500/1600/STCW Gross Ton/USCGapproved (testing done on site)
•Basic Safety Training/STCW-approved/USCG-approved (testing done
on site)
 The following modules are available: Elementary First Aid and
CPR, Personnel Safety and Social Responsibility.
•Visual Communications (Flashing Light)/ STCW-approved/USCGapproved (testing done on site)
•Shipboard Coordinator (Fishing Industry)/USCG-approved (testing done
on site)
•American Red Cross First Aid and CPR/USCG-approved
•Master of Towing Vessels/USCG-approved (testing done on site)
Assistance with U.S. Coast Guard paperwork $75.00 per consultation.
This service is only $30.00 for those enrolled in LMMTS courses.

CALL US AND ENROLL NOW.

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

INFORMATION CENTRAL
We Publish License Study Books

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

LAFOURCHE MERCHANT MARINE TRAINING SERVICES, INC.
4290 Hwy 1
NMA members get a 10%
Raceland, LA 70394
discount on courses under $500 &
PHONE: (985) 537-1222
20% discount on courses $500+
FAX: (985) 537-1225
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