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March 5, 2014
TO: Capt. Tom McWhorter
Chairman, Towing Safety Advisory Committee
Marine Services Group of Louisiana
TO: LCDR William H. Nabach (CG-OES-2)
Alternate Designated Federal Officer, TSAC
U.S. Coast Guard Headquarters
2703 Martin Luther King, Jr. Ave., SE
Washington, DC 20593-7509
Subject: Request for TSAC to request a briefing on the death of Deckhand Christopher Mink.
References:
1) NMA File GCM-326;
2) NMA Report #R-429-M, Rev. 1;
3) DHS Report #OIG-12-119 (pgs.12,13)
Gentlemen,
“The focus of the USCG’s marine safety mission is the prevention of deaths, injuries, and
property loss. Marine safety responsibilities insure the safe and environmentally sound
operation of….thousands of U.S. flagged commercial vessels. The USCG develops and
enforces Federal marine safety regulations, certifies and provides credentials to over 218,000
mariners, investigates marine casualties and shares its findings….”(1) [(1)Ref. 3, p.12.]
“In FY 2011, the USCG added a new long-term performance measure for the fiveyear average number of commercial and recreational deaths and injuries. The target for
this measure was met.”(1) [(1)Ref. 3, p.13.]
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Our Association is concerned with the death of every
mariner as is the Towing Safety Advisory Committee.
Although the number of deaths of mariners on the job has met
a “target” established by the Department of Homeland
Security, we assert that each fatality represents a major
occurrence that deserves a full and thorough investigation and
report.
In the past, the Towing Safety Advisory Committee has
asked the Investigations and Casualty Analysis Branch to give
a presentation on investigations involving the deaths of
mariners that occurred at work while these mariners were
performing their assigned duties. We respectfully request that
the Committee formally extend an invitation to make a
presentation at a future TSAC meeting when their work on the
investigation on the death of Christopher Mink is finished and
published.
We initiate this request based upon a request by Nelson G.
Wolff, Esq., a longtime member of our Association. Mr.
Wolff contacted us several weeks ago in the attached [Enclosure
#1] that included a disk. I reviewed the disk that shared
information of his investigation with the Commandant. I had a
telephone conversation with Mr. Wolff on March 4th. that
produced further clarifying information in [Enclosure #2].
We respectfully request that this item be included as “New
Business” on the March 20th meeting agenda.
Very truly yours, s/Richard A. Block, Sec’y NMA
Enclosure #1
Schlichter, Bogard & Denton, LLP
Attorneys At Law
Nelson G. Wolff, Partner
100 South Fourth Street, Suite 900
St. Louis, Missouri 63102
(314) 621-6115 1 (800) 873-5297
nwolff@uselaws.com
(February 19, 2014)
TO: Commandant (CG-INV)
Mail Stop: 7581
Office of Investigations and Analysis
2100 2nd Street, SW
Washington, DC 20593-7581
RE: Activity number 4210168 – Death of Christopher Mink
Dear Commandant:
On December 17, 2011, Christopher Mink was killed
while working as a deckhand for C&B Marine (formerly
known as pre-merger companies Greater Cincinnati Marine
and Bray Marine) on the M/V Anna C on the Ohio River near
Butler, Kentucky. The incident occurred at a mining load-out
facility operated by Carmeuse Lime and Stone, Inc.
After the barge was loaded and the Carmeuse load out
operator closed the barge's cover with a winch operated cable,
the towboat pilot instructed Chris to go from the boat to the
barge to disconnect the cable, which had been slackened.
Without warning, the cable tightened when the Carmeuse
employee tightened the winch and/or the towboat bumped
the barge, pinning Chris between the barge combing and
cable, crushing him to death. He was only 28 years old. He
is survived by his 4 year-old daughter, Makynlee. (See
enclosed photo.) He resided in the greater Cincinnati area at
the time of his death, where his family continues to live.

The Coast Guard was promptly notified of the incident,
inspected the equipment/scene, and interviewed witnesses
and others with knowledge of the circumstances. On behalf
of his family, we submitted to your office on May 22, 2012 a
Freedom of Information Act request for the USCG
investigation report. Though Chris' family is entitled to
certain records prior to the public release of the full report,
Andrea Tobias of your office advised us that requesting those
records would greatly delay the release of the report. Based
on this representation, we agreed to limit our request in order
to expedite production of the report. Nonetheless, despite
several subsequent inquiries, the USCG has advised that no
report has yet been finalized and it has failed or refused to
produce any documents.
On behalf of the family, we commenced an independent
investigation into the facts and circumstances of this
incident as part of the civil action filed in the United States
District Court for the Eastern District of Kentucky, in
Covington (Estate of Christopher Mink, Cause No. 2: 12-cv51-DLB-CJS). We took sworn deposition testimony of
numerous employees and company officials from both C&B
and Carmeuse which revealed complicit culpability.
According to this evidence, C&B knowingly assigned Chris
to perform work that he had never performed at this facility,
with a shore based manager (Willie Terrell) who was filling
in as a relief pilot on a job with which he too was unfamiliar.
Richard Littlejohn was the towboat lead deckhand. Neither
Terrell nor Littlejohn provided Chris with an adequate safety
briefing or supervision for this job. C&B failed to
implement adequate safety procedures for this job until after
the incident. See Canava Exhibit 58 and 59, enclosed. C&B
also admitted to hooking the cable to the improper location on
the cover, which created a pinch point that would have been
avoided had the cable been connected to the center of the
cover. Its radio procedures allowed miscommunication with
the Carmeuse winch operator, Pam Adams, whose own
written statement (Exh.15) admits to tightening the cable
when Chris was still attempting to release the cable. She
reported that she did this in response to Littlejohn's radioing
her to do so. Investigation also revealed that the towboat was
defect in that not all engines were operable and the pilot
faced the barge from an upriver position, contrary to safe
maritime practice. This positioning created the increased
potential for bumping the barge and, thereby, suddenly
tightening the cable while Chris was attempting to disconnect
it from a location not designed to secure a cable.
Furthermore, the evidence shows that the drop down cable
from the pulley/winch system was tangled and too short, yet
Littlejohn failed to unwind it and secure it to the proper
location or to warn Chris that it was defective. Finally,
C&B's work records show that it required its crew to work
excessive hours during the days leading up to the incident
(approximately 60 hours for Littlejohn alone).
Carmeuse, for its part, negligently trained and supervised
Ms. Adams, who was assigned to work on a Saturday, for the
first time ever in this job without supervision, because the
supervisor may have had Christmas shopping to do. There
were other instances of poor work practice of Ms. Adams
according to C&B crew members working at the Carmeuse
facility before this incident. Undisputedly, the cable should
not have been tightened while Chris was still attempting to
disconnect it from the barge cover. Carmeuse failed to
implement adequate safety procedures to assure that towboat
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crew members were protected from incidents such as this.
Although Ms. Adams never did return to work for Carmeuse
after this incident, there is no indication that Carmeuse
developed its own subsequent remedial measures to reduce the
likelihood of recurrence.
The information obtained by the USCG during the few
days immediately following Chris' death should clearly have
demonstrated the root causes of this avoidable tragedy, even
despite C&B's woefully deficient USCG Form 2692, which
failed to acknowledge the forgoing. For your reference, we
enclose a CD containing the depositions of Scott Bray, Joe
Weber, Craig Burris, Bruce Bacon, Pam Adams, Richard
Littlejohn, Willie Terrell, and Andy Canava, and exhibits
identified thereto.
In light of the clear evidence,
administrative findings of fault on the part of C&B and
Carmeuse should issue, along with appropriate sanctions,
without further delay. Not only does Chris' family deserve
the peace of mind they deserve, but other mariners should be
protected against the risk of future avoidable injuries and
loss of life. We remain willing to assist in this safety
endeavor.
Sincerely,
Nelson G. Wolff, Esq.
cc: The Honorable Sherrod Brown, United States Senate
The Honorable Robert Portman, United States Senate
Mr. Richard A. Block, National Mariners Association
(NMA Editorial Note: We redacted family names and
addresses for privacy reasons.)
Enclosure #2
TO: Mr. Richard A. Block, Secretary, NMA
From: Nelson G. Wolff, Esq.
RE: Death of Christopher Mink, deckhand of C&B Marine,
and USCG Investigation Issues
Dear Mr. Block:
I am writing to follow up on the letter I issued to the
Commandant of the United States Coast Guard on February
19, 2014 and carbon copied you. I request that you
address this matter with the TSAC promptly.
We have great concerns with the significant delays often
encountered with obtaining information from the USCG,
including the investigations it is obligated to conduct
following a maritime casualty. Civil attorneys, like myself,
which represent the families of mariners fatally injured on
the inland waterways, face significant challenges to
conduct investigations into the circumstances of such
events. Prompt access to the USCG investigation can be
very helpful to the families which seek to better understand
why their loved ones were killed in the line of work duty.
Over the past two years, we have expended substantial
money and time to thoroughly investigate this incident on
behalf of Chris Mink's family. The evidence of corporate
responsibility of the maritime employer is now apparent,
even if the USCG has yet to finalize its report.
Soon after the Mink family retained my firm, we
submitted a request for information under the Freedom of
Information Act (FOIA) for all records and reports
regarding the incident of December 17, 2011 on the Ohio
River near the Black River mine.

As of February 25, 2013, the investigation report still
had not been completed. We were told that it was "pending
with the investigators office in Cincinnati" and no time line
for completion was provided. We called John Joeckel of
the USCG office in Cincinnati, who had Lt. Christina
Jones (513) 912-9033 ext. 2106 return our call. She
advised that the report had just been sent to the parent office
for review and advised us to check back periodically. On
September 4, 2013, Lt. Jones confirmed the investigation
had been completed and the report was still in review
process at the parent command, but that she would email
them a reminder that the family was anxiously awaiting the
report. More recent inquiries failed to elicit production of
any report and the USCG website shows no report.
I would note that several USCG investigators appeared
at the scene of the incident to interview witnesses. During
our own investigation, we can find no evidence of
additional investigation by the USCG into this incident.
According to documents we obtained from C&B Marine in
the civil litigation, the USCG officers present at the scene were
Brian Seaman, Mark Nemick, and Justin Hoffer. See documents
AC-073 and 044, attached. A business card identifies Chief Petty
Officer Brian M. Seaman of the USCG Marine Safety
Detachment Cincinnati. An email discovered from C&B Marine
shows that the company's USCG 2692 form was submitted to
Rob Reinhart at Joseph.R.Reinhart@uscg.mil on December 23,
2011 (See documents AC-063- 065, attached).
C&B Marine's investigation was conducted by company
officers Andy Cannava and Craig Burrus. These are not
independent investigators, nor are they USCG officers.
Documents we obtained from C&B Marine regarding its internal
investigation identified the following direct and contributing
causes of the incident: "New captain (Willie Terrell), new
winch operator (Pam Adams of Carmeuse Lime & Stone), and
new deckhand (Chris Mink) to the operation, cable (was secured)
on comer of cover top, and deckhand in pinch zone." See
document AC-018. C&B Marine also noted that the winch
cables were usually secured to padeyes of the barge covers, but
the system was broken and the pull wire was instead secured to
the right side corner of the cover, creating an unseen pinch
point. See Document AC-074. However, it appears that none of
this incriminating information was ever conveyed by C&B
Marine to the USCG.
There is no justification for the continued delay by the USCG
in issuing a report that, objectively, would confirm the culpability
of C&B Marine, and of its business partner, Carmeuse Lime
and Stone. Our investigation evidences these conclusions.
USCG's final report may not even be admissible in the civil
litigation, which merely seeks economic compensation for the
damages sustained by Chris' young daughter. Accordingly, we
have no financial incentive to seek this report. Rather, we
merely seek to facilitate the prompt and thorough investigation
and reporting function mandated to USCG so that it may take
appropriate enforcement action against the responsible corporate
parties, issue adequate penalties, issue adequate remediation, and
reduce the risk of recurrence, thereby improving the safety of all
maritime workers. Please advise if we can be of further
assistance.
Sincerely, s/ Nelson G. Wolff
Enclosures
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IMPROVEMENT OF U.S. COAST GUARD
MARINE CASUALTY REPORTING
[Editorial note: NMA mailed the following letter accompanied
by NMA Report #R-350-Y, Rev. 1 to the Docket Management
Facility to include in documents provided for the “Working
Group” on TSAC Agenda Item #8.]
March 3, 2014
Docket Management Facility (M-30)
U.S. Department of Transportation West Bldg.,
Ground Floor W-12-140
1200 New Jersey Avenue, SE
Washington, D.C. 20590
Docket # USCG-2013-1065, U.S. DHS
Prepared for: Towing Safety Advisory Committee Meeting,
New Orleans, LA. March 19-20, 2014
References: NMA File #GCM-60; GCM-245; GCM-315; NMA
Report R-429-I, Rev.2
Ladies and Gentlemen,
Our Association respectfully submits for your consideration
NMA Report #R-350-Y, Revision 1 in response to the Federal
Register Towing Safety Advisory Committee (TSAC) meeting
announcement.(1) This submission relates directly to Agenda Item
#8: “Recommendations for Improvement of Coast Guard Marine
Casualty Reporting.” [(1)79 FR 11806-11808, March 3, 2014.]
Our Association submits this report on behalf of
approximately 126,000 limited-tonnage credentialed mariners as
well as many other mariners without credentials who work
throughout the marine industry. This message pertains to an
estimated 30,000 mariners working in the towing sector as well
as to mariners in the offshore oil and small passenger vessel
sectors as well.
Our concern is for the safety and health of mariners who
sustain reportable personal injuries whether those injuries are
actually reported to Coast Guard officials or not! In interpreting
these injuries (including fatalities) we are in fundamental
agreement with interpretations found in the draft NVIC that
appears in Docket #USCG-2013-1047. We hereby respectfully
request that TSAC recommend that the Coast Guard place a copy
of that draft NVIC or the final NVIC upon completion in this
docket for your convenience.
Our Association is distressed with the findings in the DHS
Inspector General’s Report #OIG-08-51 released in 2008
especially those cited in the attached NMA Report #R-350-Y,
Rev. 1 as [Enclosure #7, “page 6 thru page 17”].(1) [(1)This
citation refers to the small page numbers in the original DHS
report.]
With the active participation of our counsel, our Association
specifically requested a follow-up audit of Coast Guard
investigations. Subsequently, a DHS audit report was released in
May 2013 and cites this “Result of Audit” found in [Enclosure
#7A, page 3] that contains the following statement:
“The USCG does not have adequate processes or sufficient
personnel to investigate, take corrective actions, and enforce
regulations related to the reporting of marine accidents as
required by Federal regulations and USCG policy…..”.
Very simply, the existing system does not work. Neither the

Coast Guard nor DHS has been able to make it work! For these
reasons, our Association drafted and dispatched copies of NMA
Report #R-350-Y, Rev. 1 to the appropriate Congressional
oversight committees of the 113th Congress in July 2013.
By posting the lengthy NMA Report #R-350-Y, Rev. 1 in this
Docket we want to bring this matter to the attention of members
of the TSAC working group and make it available to members of
the public on a government website. Our Association’s work on
this topic extends back to our founding in 1999.
This Inspector General revelation was a shock: “On
November 9, 2006, Coast Guard Headquarters had a backlog of
4,240 investigations, of which 2,466 (58%) were open and had
been awaiting review and closure for more than six months.
However, one (member of) Coast Guard headquarters staff was
responsible for reviewing and closing all of the investigations.
This staff member estimated that, at best, she could devote 50%
of her time to this function.” How the Coast Guard handled the
overload was even more revealing, and you can read about it.
How could this happen?
In a televised Congressional hearing on April 8, 2008
following the presentation by Ms. Anne Richards of the DHS
OIG’s audit, we were distressed to observe a brief “turf war”
between a USCG Rear-Admiral and a NTSB representative. The
Admiral fought tooth-and-nail to retain control of casualty
investigations that DHS clearly reported they were not adequately
staffed to manage effectively. The second OIG report in 2013
was even more devastating considering that five additional years
had elapsed. [(1)Refer to Enclosure #7, page 6 thru page 17.]
It is also clear from members of our Association who
attended presentations by Investigators at TSAC meetings and
from a number of thorough reports of major casualties, that the
Coast Guard has a number of serious, talented and hardworking
investigators. The Agency is very fortunate to have them, and we
recognize and praise their professional skills. Nevertheless, the
personal injuries our mariners endure deserve much better
treatment, processing, and evaluation. This starts with the prompt
reporting of every action required by regulations. We assert that
greater attention to the extent of their personal injuries and
resultant disabilities (if any) needs adequate follow up in the field
so that it is at least commensurate with that required for landside
workers under OSHA.
Both DHS OIG reports provide an insight into what still
needs to be done. The “big picture” of major casualties appears
to focus on crumpled, burned, or sunken vessels and equipment
failures. This is an area where Coast Guard “inspectors” have
expertise as they have shown positive results in the recent
“bridging” program for towing vessels in preparation for new
inspection regulations. Many “inspectors” move up in a career
path to become “investigators.” Where many Coast Guard
officers have much less background and expertise is dealing with
the “human element,” i.e., our limited tonnage mariners. Our
injured mariners need closer attention. Our hope is that the
TSAC working group managing this assignment can provide
meaningful guidance and recommendations based upon their
knowledge of the industry to the Coast Guard as well as to the
Congressional Oversight Committees.
We also suggest for your attention our book titled “Blood on
Brown Water” (NMA Report #R-213) that the Vice-President of
our Association, a retired Coast Guard Master Chief, delivered to
and discussed in detail with Congressional staffers in the summer
of 2012. This report appears on our website.
Respectfully Submitted,
s/Richard A. Block
Secretary, NMA
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LETTER FROM RICHARD PLANT
TO TSAC MEMBERS
Subject: Exam Questions, Answers & Illustrations.
Richard Plant expresses his sincere regrets that he will be
unable to attend the TSAC Meeting in New Orleans on March
20, 2014. Since I plan to attend the meeting, Richard Plant
asked me to forward this message to Members of TSAC either
in person or in writing and to edit this message subject to his
approval. I agreed to do so with the proviso that I could
distribute it to members of the National Mariners Association
that Richard Plant helped to found in 1999.
The National Maritime Center (NMC), as we all know, is
understaffed and under budgeted. There are too few questions
per category in many subject areas. That needs to change.
BUT this can only change if the NMC reaches out to
organizations like TSAC, MERPAC, Federal and State
Maritime Academies, Union Schools, Private Schools,
Industry, as well as individuals who write software to help
mariners (like Richard Plant and Captain Joseph Murphy) who
develop LAPWARE for deck and engine officers. Help is
available IF ONLY the NMC would simply ask.
New questions were developed for the STCW Manila
Amendments for Deck and Engine Officers as of September
2011 but these are for the MANAGEMENT LEVEL. Not all
mariners will be affected by these new questions, but some
limited-tonnage mariners will. When will these questions and
the implications of the Manila Amendments be fully explained
to the maritime industry as a whole? Although I know that the
NMC is struggling with this issue, but just imagine how
companies and individual mariners are affected since they
must be in compliance with Final Rules that were published
on Dec. 24, 2013.
I know for a fact as a teacher and a textbook editor that
outside of the NMC, Richard Plant and Capt. Joseph Murphy
have a better understanding of what is in the NMC database
then anyone else. I am thankful to use the services they
provide to our mariners. They look at BOTH sides of the
fence – the Deck and Engine questions, answers and
illustrations – and not just one side. I am sure they have valid
comments that can help the NMC improve their database of
questions.
The NMC is always, in a state of flux and mariners are
caught in the whiplash. Getting a new Director of NMC up to
speed in the maritime industry approximately every three
years is difficult enough. In the recent past, first it was
STCW’s introduced in 1995, enforced in 2002. At the same
time came sweeping towing vessel licensing changes from
2001 to 2007. Then there was the introduction of the TSA
and its TWIC cards. Shortly thereafter came the NMC move
from Arlington to Martinsburg and wholesale changes to
licensing regulations and personnel changes culminating in
April 2009. There was the breakdown of medical records
processing at the NMC followed by the abrupt withdrawal of
public access to the exam Q&A database. Now comes a 218page final rulemaking resulting from the STCW Manila
Amendments that will affect every aspect of credentialing
regulations – again! There will be upcoming issues involving

the inspection of towing vessels ordered by Congress and the
list of instability transmitted to merchant mariners goes on and
on. Truly the NMC needs help BUT they need to ask; and I
am sure assistance will be provided.
NMC does NOT provide Engineering illustrations to the
industry, and regulations in tables in 46 CFR §11.950 call for
Gas Turbine questions to be asked on license exams. LNG is
becoming more and more popular by ship/tug and towboat
vessel builders or in conversions. All of this comes into play
in license exams or endorsements. Medical and weather
questions, and other subject areas are severely out of date with
today’s standards and need to be updated.
Towing questions can be developed by TSAC to assist
NMC to properly assure that mariners are tested to the
operational and management level as is needed on board these
vessels for BOTH deck officers and engineers. The same, I
am sure, holds true for OSV, passenger, fishing, and
“miscellaneous” vessels whether inspected or un-inspected.
Again the list can go on and on.
Richard Plant, as one of the founders of LAPWARE,
proposed at the March 11-12, 2013 MERPAC meeting, that
NMC consider…
#1) either going back to releasing new questions, answers,
and illustrations to instructors 30 days PRIOR to release to the
public to allow verification of the validity of the question,
solution, if needed, and the proper answer. OR,
#2) that the NMC establish a working group, to which he
volunteered to be a member, to review and help create NMC
database questions.
Richard Plant made this request after showing he showed
the 2010 release and 2012 NMC release of deck and engine
contained NUMEROUS errors. He told me personally, that
there are a large number of errors in the Sept. 20, 2013 NMC
Q&A release. He told me that he will continue to notify NMC
of these deck and engine Q&A errors and has done so already.
Richard Plant informed me that he never received a
response or acknowledgement to his request for either option
(i.e., #1 or #2 above). It would be nice if NMC provided a
proper answer to industry and educational stakeholders.
Mariners and some Companies have a stake in and deserve a
valid, 100% correct license exam test. From what he and
others have seen, that is presently NOT the case and must be
corrected.
TSAC is in the position of making
recommendations to the National Maritime Center on matters
of training in order that mariners are trained and tested to the
level needed by the maritime industry.
Thank you for your time in reading and considering this
letter.
Very truly yours,
s/Richard A. Block,Secretary
National Mariners Association
Contact Information for Richard Plant
rm.plant@verizon.net
443-253-8856 (Cell)

This document was Approved by Richard M. Plant
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NOSAC COMMITTEE SOLVES MAJOR PROBLEM
PLAGUING LIFTBOAT MARINERS
December 29, 2013
Mr. Paul Liberato, President
Billy Pugh Co., Inc.
1706 N. Hearthside Dr.
Richmond, TX 77406
Subject: Safety Impact of Liftboat Sea Service Limitations
Ref: GCM File 40
Dear Paul,
Last week I was finally able to download your complete
“Liftboat 4” report including supporting documentation from
the Coast Guard’s Homeport website and also obtain copies of
“Liftboat 2&3” with the help of Mr. Hartley. I read them in
their entirety and was especially impressed with the thorough
“Vessel Visits Assessment Form” created for the occasion.
I want to commend you and members of the work group
for all the hard work that you put into not only this final report
but also the three previous reports you worked on for NOSAC
starting with “Liftboat 1” where I was privileged to attend
your work group sessions and had a number of informative
conversations with Jim Magill. We numbered the report #R363 and our Association has made it available to the public
since 2003.
Our Association is devoted to working on merchant
mariner personnel issues such as the ones you investigated to
the point where we are often overwhelmed by the complexity
of the issues. I only wish that our Association could have
been of assistance to you in your undertaking. I am enclosing
a copy of our reports on various undertakings of interest to our
mariners covering the past 14 years to indicate the scope of
our involvement. [Enclosure #1]
Our concern, addressed so thoroughly in “Liftboat 4” is
that hundreds of mariners with service on liftboats were
denied their full sea service by the “3 for 1” rules imposed by
the National Maritime Center’s Policy Letter 09-01 of Apr.
26, 2001. As I stated at the NOSAC Meeting on Nov. 14,
2013, I could not understand how the Coast Guard allowed
this situation to go on for so long without being compelled to
do something about it. If it takes this long and requires so
much effort to cure a disaster caused by the backhanded slap
of one misguided “Policy Letter” it really is time to reassess
how the Coast Guard performs its Congressional mission of
supervising the merchant marine.
Upon further reflection, it is clear that the Coast Guard has
allowed a great many problems to drag on until they have
been embarrassed enough to act (as in VADM Card’s
disclosures in late 2007),(1) or by the DHS Inspector General
in 2008(2)(3) or simply put on the spot by Congress in 2010.(4)
In his letter of Dec. 4, 2013, Admiral Servidio stated,
“This report is worthy of special consideration due to the

unique expertise of NOSAC.” I can only agree; it is obvious
throughout the report. In the same letter, it goes on to say
your report “will be reviewed and considered in current policy
development.”
On Dec. 24, 2013, the Coast Guard made public 218 pages
of “policy development” in the new STCW changes. I am
enclosing a “word search” of those pages and found mention
of “Liftboats” on only 2 pages. [Enclosure #2] Of course,
most of this Federal Register article was already in its final
stage when your report was presented to NOSAC. These
same 218 pages will affect an entire generation of merchant
mariners and mire them in more bureaucracy.
I want to thank you for your attention to the needs of our
mariners to participate in a meaningful career path on liftboats
and will publicize your excellent report to our mariners in our
next Newsletter.
Very truly yours,
s/Richard A. Block
Secretary, National Mariners Association
Enclosures:
#1 NMA Index “R”
#2 78 FR 77856-77857
Notes:
(1)
NMA Report #R-401-E
(2)(3)
NMA Report #R-429-M, Revision 1
(4)
NMA Newsletter #73, pgs. 2-10
Reply from Mr. Paul Liberato
Dear Richard,
Thank so much for your letter and the packet of
information you provided.
As you know, I have been trying to get some movement on
the 3 for 1 sea time rule for some time and (though we are not
there yet) there seems to be some momentum to get some real
change to this counterproductive rule.
We really did quite a bit of work- getting NonStakeholders involved so that we could have professionals
outside the liftboat community comment and participate.
We wanted them to see firsthand that our liftboat mariners
jobs “do not end” when their liftboat goes to elevated state. In
many (if not most) cases, it is just the opposite
The Liftboat subcommittee hopes to have some positive
changes coming about and I will put you on my mailing list
and let you know when they occur.
Have a wonderful 2014.
Best Regards,
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Guard says that the barge was carrying construction equipment.
The Coast Guard and owners of the vessel are currently
working on a plan to safely remove the barge from the beach
and currently there is no evidence that the barge has caused
any negative environmental impact.
The cause of the separation and sinking are “under
investigation.”

TINY TUGS BECOME A BIG PROBLEM

[Source: By Mike Schuler, G-Captain, Jan. 14, 2014.]

U.S. Coast Guard Photo
A 26-foot tugboat sank off the coast of Atlantic Beach,
New York Monday night after separating from the barge it
was towing.
The U.S. Coast Guard says it was notified at 7:35 p.m.
Monday that the towing vessel “Pushy” had lost control of the
125-foot deck barge it was towing following what the Coast
Guard described as “an interaction with a large swell” off of
Atlantic Beach, NY. After separating, the Coast Guard says
that the tug sank and the deck barge went aground along a
beach at Silver Point County Park.
[NMA Comment: What is a 26 foot tugboat doing out in
the Atlantic Ocean and running between tricky inlets few
and far between?]
Three of the tug’s crewmembers were rescued by another
tug on scene, while one crewmember onboard was rescued by
a New York Police helicopter. The Coast Guard says there
were no injuries reported.
[NMA Comment: Considerable “resources” had to be
called out at considerable expense to the taxpayer for a
patently unsafe voyage in mid-winter.]
[NMA Comment: Weeks is a large company with
considerable experience that can well afford to hire a more
capable vessel for handling heavy equipment.]
The tug and barge were on their way to the Weeks Marine
Shipyard in New York City after leaving a job on the Robert
Moses Causeway Bridge when the incident occurred. The Coast

Additional Info From MAREX
The towing vessel and deck barge were on their way to the
Weeks Marine Shipyard in New York City after leaving a job
site on the Robert Moses Causeway Bridge where the barge
was being used to sand blast and paint the bridge.
“The Coast Guard responds to all marine accidents in
order to protect our nation’s waterways from hazards to
navigation and pollution,” said Coast Guard Lt. Chris Barger,
supervisor of the Coast Guard’s Marine Safety Detachment in
Coram, N.Y. “After ensuring mariner safety and neutralizing
any threats to the waterways, we analyze these mishaps to
prevent similar events from occurring in the future,” he said.
Comments by NMA Mariner #197
The water temperature in this area off the south shore of
Long Island at this time of year is 40°F. No life raft or
floatation device was fitted although the M/B “Pushy” had
an EPRIB. I do not know if the crew had survival suits.
Most thoughtful mariners would demand that their boat be
equipped with adequate lifesaving gear, especially for a trip
in the open ocean even if it is not required. I know that I try
not to take more gear aboard then I can carry off in a sea bag.
I treat the industry like a shape up job, ready to walk at
anytime if I don’t like the operation.
Congress abandoned these undersized towing vessels as
virtually unregulated vessels. As for the tug “Pushy” – What
can I say about this boat or the idiot who tried to tow the
Weeks 236 barge in a 4 to 6 foot sea with it. How can you
regulate stupidity on the part of the operator or the vessel
charterer. At the least, the charterer should know better.
They are a big company and their safety people should have
put their foot down on this whole operation.
This is also a problem TSAC faced. I recall the long
conversations about the 26 foot rule. The committee knew that
Congress created a loop hole. They struggled with how to
address the issue without classing the size of tows particular to
tugs without opening the door to horsepower issues and tonnage
and bollard pull regulation. AWO realized a regulation based on
tug and tow size ratios would affect the way they currently
operate and wanted no part of it. Do not expect the Coast Guard
to offend the AWO because it won’t happen. This is another
failure to the mission that needs correcting before it takes the life
of any of our mariners. Let’s see if the Coast Guard really
investigates this accident and comes up with meaningful
recommendations. In fact, NMA needs to ask TSAC to request
that this accident investigation and others involving these
unregulated towing vessels be discussed.
[NMA Comment: We agree that every aspect of this
casualty needs to be investigated. We will bring this issue
to the attention of the appropriate individuals before the
matter escalates. Remember that Congress created this
loophole and has the power to eliminate it just as they did
with the “Long Loophole” in 2010. Here we have a case
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that allows a towing vessel of less than 26 feet that never
will be inspected to “go to sea” under the command of an
unknown person with or without any qualifications for
profit. Sorry, NMA does not believe Profit beats Safety!]

in the Manasquan River underneath the Route 70 bridge at the
boundary of Brick and Brielle, New Jersey. It took rescue
workers nearly five hours to recover the body of James P.
Lovely of Cliffwood in the center of the channel, where the
water runs between 10 and 12 feet deep.
According to State Police Sgt. Steve Jones, at the time of
the accident, around 4 p.m., Lovely was working on the 20by-50-foot barge, which looks like a squat, trapezoidal trash
bin. Chris Ramano, 32, of Brick was operating the 25-foot
push-boat connected to the barge. We made these comments
at the time:
[GCMA Comment:
A GCMA licensed mariner with
considerable experience in commercial diving and marine
construction reminded the Coast Guard at a TSAC meeting
that towboats less than 26 feet in length often push barges up to
195 feet in length on the exposed waters of Chesapeake Bay.]

Remember this Picture from
Newsletter #48?, May 2007
A 37-year-old worker with George Harms Construction
Co. was killed today after a barge and push-boat flipped over

[GCMA Comment: Most laws governing towing vessels
only apply to towing vessels over twenty-six (26) feet in
length. AWO has been lobbying to exempt towing vessels
used in construction projects and dredging from
inspection regulations. GCMA opposes this and insists
that safety and inspection rules should cover all
commercial towing vessels and that the persons operating
these vessels should be properly trained and licensed.]
business days. The public comment period will close 90 days
after publication in the Federal Register.
In addition to the publication of this notice, the Coast
Guard has tasked the Towing Safety Advisory Committee to
review the issue and make recommendations. The Coast
Guard will review the report from TSAC and responses to our
notice requesting comments before deciding whether to
initiate a rulemaking.
The notice requesting comments will be added to the online
public docket at www.regulations.gov that we established for
your petition. To access that docket, type the docket number,
USCG-2013-0466,
into the search
box
on
the
www.regulations.gov home page or use the following direct link:
http://www.regulations.gov/#!docketDetail;D=USCG-20130466.
Should you have any questions while the Petition is under
consideration, please contact CDR Rob Smith at (202) 372-1410.
Sincerely,
R. E. BAILEY
Captain, U. S. Coast Guard
Chief, Office of Operating and Environmental Standards

OUR ASSOCIATION FILES PETITION ON
OVERHEAD CLEARANCE ACCIDENTS
[NMA Report #R-293-B, Revision 7]
Commandant
United States Coast Guard
U.S. Department of
Homeland Security
United States Coast Guard
2703 Martin Luther King Jr. Ave SE
Washington, DC 20593-7509
Staff Symbol: CG-OES
Phone: (202) 372-1410
Fax: (202) 372-8382
Dec. 16, .2013
Mr. Richard Block
Secretary, National Mariners Association
124 North Van Avenue
Houma, LA 70363-5895
RE: Petition for Rulemaking to Address Overhead Clearance
Accidents, Docket No. USCG-2013-0466

Federal Register Notice (Edited)
Federal Register! Vol. 78, No. 245 / Friday, Dec.20, 2013 /
Proposed Rules

Dear Mr. Block:
I want to thank you again for submitting your Petition for
Rulemaking to Address Overhead Clearance Accidents on
behalf of the National Mariners Association and other
interested maritime organizations. In response to your
Petition, the Coast Guard has decided to seek public input and
comment on your proposal.
Today we submitted for publication a notice requesting
comments on your petition to the Office of the Federal
Register. We anticipate that the notice will publish in 3

Department of Homeland Security
Coast Guard
33 CFR Parts 117, 161, and 164 46 CFR Part 4
[Docket No. USCG-2013-0466]
Overhead Clearance (Air-Draft) Accidents
Action: Request for comments on petition for rulemaking.
Summary: The Coast Guard seeks public comment on a
petition that requests the Coast Guard to initiate a rulemaking
to address the problem of overhead clearance (air-draft)
accidents. In its petition, which calls for vessel masters to
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be provided with accurate vertical air draft information, a
maritime organization has described 16 overhead clearance
accidents that it says were avoidable and that resulted in
damage to or destruction of waterway infrastructure and
inconvenienced the public.
The Coast Guard will
consider all comments received in response to this notification
in determining whether or not to initiate the requested
rulemaking.
Dates: Comments and related material must either be
submitted to our online docket via http://www.regulations.gov
on or before Mar. 20, 2014, or reach the Docket Management
Facility by that date.
Addresses: You may submit comments identified by
docket number USCG-2013-0466 using any one of the
following methods:
(1) Federal eRulemaking Portal: http://www.regulations.gov.
(2) Fax: 202-493-2251.
(3) Mail: Docket Management Facility (M-30), U.S.
Department of Transportation, West Building Ground Floor,
Room W12-140,1200 New Jersey Avenue SE., Washington,
DC 205900001.
(4) Hand delivery: Same as mail address above, between 9
a.m. and 5 p.m., Monday through Friday, except Federal
holidays. The telephone number is 202-366-9329.
To avoid duplication, please use only one of these four
methods. See the "Public Participation and Request for
Comments" portion of the Supplementary Information
section below for instructions on submitting comments.
For Further Information Contact: If you have questions on this
notice, contact LCDR William Nabach, Office of Vessel and
Facility Operating Standards (CG-OES-2), U.S. Coast Guard
Headquarters, at telephone 202-3721386, or by email at
William.A.Nabach@uscg.mil. If you have questions on viewing
or submitting material to the docket, call Renee V. Wright,
Program Manager, Docket Operations, telephone 202-366-9826.
Supplementary Information: Public Participation and
Request for Comments: We encourage you to submit
comments and related material on the rulemaking petition
described below regarding Overhead Clearance (Air-Draft)
Accidents. All comments received will be posted, without
change, to http://www.regulations.gov and will include any
personal information you have provided.
Submitting comments: If you submit a comment, please include
the docket number for this notice (USCG-2013-0466) and
provide a reason for each suggestion or recommendation. You
may submit your comments and material online, or by fax, mail
or hand delivery, but please use only one of these means. We
recommend that you include your name and a mailing address, an
email address, or a telephone number in the body of your
document so that we can contact you if we have questions
regarding your submission.
To
submit
your
comment
online,
go
to
http://www.regulations.gov, and follow the instructions on that
Web site. The following link will take you directly to the docket
where
you
may
submit
your
comment:
http://www.regulations.gov/ If you submit your comments by
mail or hand delivery, submit them in an unbound format, no
larger than 8½ by 11 inches, suitable for copying and electronic
filing. If you submit them by mail and would like to know that
they reached the Facility, please enclose a stamped, selfaddressed postcard or envelope. We will consider all comments
and material received during the comment period.

Viewing the rulemaking petition and comments: To view the
petition and comments that have been submitted to the docket, go
to help:// www.regulations.gov, and follow the instructions on
that Web site. The following link will take you directly to the
docket: http://www.regulations.gov/ If you do not have access to
the internet, you may view the docket in person by visiting the
Docket Management Facility in Room W12-140 on the ground
floor of the Department of Transportation West Building, 1200
New Jersey Avenue SE., Washington, DC 20590, between 9 a.m.
and 5 p.m., Monday through Friday, except Federal holidays.
We have an agreement with the Department of Transportation to
use the Docket Management Facility.
Privacy Act: Anyone can search the electronic form of
comments received into any of our dockets by the name of the
individual submitting the comment (or signing the comment,
if submitted on behalf of an association, business, labor union,
etc.). You may review a Privacy Act, system of records notice
regarding our public dockets in the Jan. 17, 2008, issue of the
Federal Register (73 FR 3316).
Description of Petition for Rulemaking. In its Petition for
Rulemaking dated May 22, 2013, the National Mariners
Association (NMA) describes 16 separate marine casualties
involving allisions with overhead structures which it identifies
as resulting from inaccurate or non-existent air draft data
available to the master of the vessel. NMA views these
allisions as avoidable and noted that they resulted in
unnecessary damage to or destruction of waterway
infrastructure and inconvenienced the public.
Air Draft Determination: NMA requests that the Coast Guard
establish regulations to require (1) the permanent marking of
maximum design air draft for masts and booms on stationary
vessel apparatus, and (2) the owner or operator to mark all
crane or derrick barges with the maximum air draft or
otherwise provide this maximum air draft information in
writing to any vessel contracted to tow the barge. (See p. 4 of
the Petition.) The petitioner identifies the vessel owner or
operator as the responsible party for providing accurate vertical
air draft information, for both the vessel and its tow, to the master
of a vessel prior to conducting underway operations. (See pp. 3, 4
& 16 of the Petition.)
The petitioner notes that masters of towing vessels are greatly
affected by this air-draft issue particularly because the barges
they tow have cargo with significant and dynamic air draft
requirements. (See pp. 5 & 7 of the Petition.) Moreover, the
petitioner states that the master often lacks the necessary
equipment to accurately assess the true vertical clearances.
(See pp. 5 & 11 of the Petition.) Lacking such capacities, the
mariner then estimates the height of their vessel or towed
barges as best he or she can. (See p. 3 of the Petition.) The
petitioner recommends a regulation to require that the
Master of a towing vessel be provided with the air draft of
the vessel, and that before a tow begins, the Master is
provided with the air draft of the tow. The Petition states
that ensuring that those persons directing and controlling the
movement of towing vessels know the maximum overhead
clearance (air draft) for their vessel and the barges in their tow
will enable them to avoid trying to pass under bridges when
there is insufficient clearance. (See p. 4 of Petition.)
Voyage Planning: NMA further notes that a professional
pre-sailing survey may be required to protect waterway
infrastructure. The petitioner recommends that the Coast
Guard amend what NMA views as "severely qualified"
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language in 33 CFR 164.80 so that it covers all towing
vessels. Paragraph (c) of 33 CFR §164.80 requires the master
to check the planned route for proximity to hazards before the
voyage begins and that the voyage plan must consider
"vertical clearances” (air-gaps) for all bridges, ports, and
berthing areas." (See pp. 4 & 6 of Petition.)
Towing Safety Advisory Committee:
The petitioner
requested this issue be submitted to the Towing Safety
Advisory Committee (TSAC). (See NMA submission to
TSAC Meeting Notice docket USCG-2013-0605.) TSAC is a
Federal advisory committee under 5 U.S.C. App. (Pub. L. 92463). It was established under authority of 33 U.S.C. 1231a
and advises the Secretary of Homeland Security on matters
relating to shallow-draft inland and coastal waterway
navigation and towing safety. The Coast Guard agreed with
the petitioner and has tasked TSAC with reviewing the
issue and providing recommendations with respect to

towing vessels. See September 2013 TSAC meeting notice
(78 FR 49543, 49544, Aug. 14, 2013) and copy of Task #1310, Recommendation to Establish Criteria for Identification of
Air Draft for Towing Vessels and Tows, which is available in
the docket for this notice.
Request for Comments: We invite you to review the petition
in the docket and submit relevant comments, including
comments on whether a rulemaking would be beneficial, or
not. The Coast Guard will consider the petition, any
comments received from the public, and other information to
determine whether or not to initiate the requested rulemaking.
This notice is issued under authority of 5 U.S.C. 552(a) &
553(e), and 33 CFR 1.05-20.
Dated: Nov. 27, 2013.
F.J. Sturm,
Acting Director of Commercial Regulations and Standards,
U.S. Coast Guard.

ANOTHER OVERHEAD CLEARANCE ACCIDENT
REPORTED

these previous incidents, the vessel operator didn't ask the
tender to open the bridge, assuming clearance was adequate"
when it wasn't.
The absence of a captain can be dangerous. In July 2008,
towboat Mel Oliver had no captain on board when it collided
with tanker Tintomara in New Orleans, spewing 282,000
gallons of fuel oil into the Mississippi. Mel Oliver’s
apprentice mate and owner were sentenced to prison in 2011,
and the absent captain was given three years of probation.
Damage to the Lapalco Bridge's catwalk had yet to be
repaired by early January, according to Jefferson Parish.
Pennsylvania-based bridge engineers, Modjeski and Masters,
with an office in New Orleans, inspected the site and were
planning repairs, Hogan said. The parish's streets department
funds the bridge's operations.
"I presume the Parish Attorney's Office will be involved in
recouping all costs associated with the engineering firm and
the future repair," Hogan said.
Citing its investigation, the Coast Guard in
December wouldn't comment on the incident, other
than to say the review was expected to wrap up in
early 2014 and the parties involved would have a
period to appeal findings. Phone calls to Specialty
Marine Services in Lutcher, La, were not
answered in December and early January.¢

[Source: By Susan Buchanan, Professional Mariner].
The U.S. Coast Guard is investigating whether a towboat
had no licensed captain aboard when a crane on one of the
barges it pushed struck a Louisiana drawbridge.
The towboat Razorback's load damaged the Lapalco
Bridge on Oct. 25, 2013, in Harvey, La. The vessel was
traveling west at night on the Harvey Canal on the Mississippi
River's West Bank across from New Orleans. The canal is
located on the Gulf Intracoastal Waterway.
The top portion of a crane on a barge struck the catwalk
area that is suspended below the bridge girders," Donald
Hogan, assistant director of the streets department in Jefferson
Parish, said in early December.
A deckhand was at Razorback's helm and
no licensed captain was aboard, the TimerPicayune newspaper reported in October, citing
Coast Guard spokesman Carlos Vega. The
crane pushed by Razorback, owned by Specialty
Marine Services, hit the bridge around 23:00, Vega said
than. No pollution was reported.
When contacted later by Professional Mariner,
Vega and other Coast Guard officials would not
confirm those details. Road traffic wasn't
impacted, according to Hogan. Jefferson
Parish supplied the Coast Guard with a
statement of events from the bridge tender, who controls the
raising of the Lapalco drawbridge, but the parish isn't involved
in the investigation. When asked about any similar incidents
at the bridge, Hogan said three instances had occurred in
his seven years on the job.
"These three were not collisions with other vessels, nor
were they with respect to the width of the canal." Hogan said
in December. "They were related to the presumed height of
the tow with respect to the bridge clearance. And in general in

NMA Comments
NMA Report #R-293-B., Rev. 7, Request
for Rulemaking to Address Overhead
Clearance Accidents is being evaluated by the Towing Safety
Advisory Committee. We reported this incident to Capt.
Steve Huttman who is the chair of the TSAC working group.
This will represent the 18th incident of this type and probably
just the tip of the iceberg. We believe that our mariners can
expect a fair evaluation of the matter from the former Coast
Guard Master Chief and look forward to a final report from
TSAC that may conclude this matter that our Association has
pursued for the past decade.
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USCG COMMUNICATION SKILLS LACKING
[Source: By Ken Hocke, Senior Editor, WorkBoat Magazine,
Feb. 14, 2014]
When I was a senior in college, I remember looking
forward to having a class with the professor who headed up
the English Department at LSU. He only taught one class per
semester, and I was fortunate enough to get that class on my
schedule.
Unfortunately, he turned out to be one of the worst
lecturers I ever had. It wasn’t that he wasn’t an expert in all
phases of the English language, he just couldn’t find the
level we were on and a communications breakdown
followed. (I learned the hard way why he only taught one
class per semester.)
As I was recently reading through a 43-page power-point
presentation from the U.S. Coast Guard involving changes to
the International Convention on Standards of Training,
Certification and Watchkeeping (STCW), I was reminded of
my old professor. That memory reinforced a belief I’ve had
for a long time that when it comes to communicating to the
many men and women in the workboat industry, on the boats,
not in the board room, the Guard is lacking in skill. In fact,
it stinks.
I have great respect for the way the USCG handles its
many responsibilities, but this is an area that could really use
an overhaul. I’m been reading USCG reports for years and
have always been struck by the fact that every important
document printed and released seems to be written to
communicate with the next officer up the chain of
command, not those men and women on the boats who will
be directly affected by what’s in the report.
Case in point, the upcoming changes to applying for and
receiving mariners medical certificates. This is an issue that
has really spooked mariners because many see it as a direct
threat to their ability to make a living.
I’m not arguing that changes don’t need to be made. They
do. That’s not the point. But you’ve got a topic that’s already
got them frightened and frustrated, and you try to explain with
a document that’s more difficult to understand than the small
print in an insurance policy.
I get it. That’s the way the Coasties are trained to
communicate inside the Coast Guard. Fine. The problem is
that those communication skills don’t translate to those of
us who have never been in the Coast Guard or any branch
STCW – ANOTHER REGULATORY SAUSAGE
Santa Claus left a gift under the Christmas tree that should
be of interest to all American mariners. At first appearance, it
appeared as a book with tiny print on seemingly endless
pages, something that would consume endless hours of
reading on cold winter nights. For others, its 218 pages would
serve as fuel to keep the hearth warm on the same cold winter
nights.
Identified as a “Final Rule” in the Federal Register of Dec.
24, 2013, the rule is expected to affect as many as 60,000
American merchant mariners who hold Coast Guard
credentials. The rules, that for the most part become effective
on March 24, 2014, make sweeping changes in the

of the military.
Let me give you an example: On page 10 of “Implementation
of the Amendments to the International Convention on
Standards of Training, Certification and Watchkeeping for
Seafarers (STCW), 1978, and Changes to Domestic
Endorsements (Final Rule)" — I was almost asleep after
reading the title — it states, “All mariners holding STCW
endorsements should receive a medical certificate by March
24, 2014.” On page 24 of the same document, it reads, “When
are medical certificates required? 1 Jan 2017 — per STCW,
2010 Amendments.” What?
It’s not just written communication, either. I’ve been to a
number of seminars over the past few years on this very topic
of medical certificate changes and seen the bewildered looks
on the faces of many in the crowd as the speaker from the
Coast Guard tried to explain those changes using USCG-speak
and a monotone delivery. It doesn’t work. It makes things
worse.
If the Coast Guard would make improvements to all
phases of its communications skills, that would go a long way
to improving the relationship between the Coast Guard and
industry (the men and women in the wheelhouse, the engine
room, etc., not the board room).
Now lets talk about the Corps of Engineers’
communication skills….
NMA Comments
WorkBoat communicates very successfully with what our
mariners believe are the most important segments of the
marine industry. This would be a perfect time to find “good
professors” in the civilian arena to explain each of the new
“NVICs” – possibly 30 of them – to their target audiences. If
the USCG must turn out its legalistic BS, find the “good
professor” in each area to translate the NVIC into language its
target audience understands using any pertinent illustrations
available. WorkBoat has all possible contacts in the marine
industry. Just look at the WorkBoat Show! Ken Hocke
obviously knows that there is truth to the statement that the
mind can absorb only what the seat can stand. Maybe
WorkBoat could have a contest for a prize for the “Best
Professor” covering all of the NVICs planned to explain the
new STCW rules. Let’s find out if there really is anything at
all that is worthwhile about putting our mariners through all of
the hoops and disruptions that STCW has caused since 1995.
WorkBoat certainly has been very effective in exposing many
of the shortcomings of the TWIC program over the years.
credentialing regulations in 46 CFR Parts 10 through 15. A
summary of the changes fills 16 pages of the Federal
Register (78 FR 77799-77815).
As is true with all rulemaking projects, comments from the
public filled the docket (USCG-2004-17914) and can be
viewed at http://www.regulations.gov. These comments were
sorted and divided into 62 general categories and dissected by
the Coast Guard that “agreed”, “disagreed” or took a position
somewhere in between providing its reasoning for the
positions that it took on each issue it defined. This discussion
of comments filled 60 pages of the Preamble (78 FR 7781577875) and presented a rare clarification of the final position
the Coast Guard has taken over the past 20 years (1993-2013)
they have been trying to hammer our “National” licensing
program to fit in with the demands of the program adopted by
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the International Maritime Organization.
The creation of the National Maritime Center in 1995, its
move to Martinsburg, WV, in 2007-2008, and the ensuing
breakdown and scandal that required Congressional
intervention were simply part of the process. If mariners want
to consider this process in terms an abstract concept of world
government, they can now see an outline of the practical
results. The product is nearly complete and fully exposed to
public view.
Mariners who watched the process unfold for the past 20
years find it much akin to making a sausage. Our “national”
licensing program was done in swiftly and behind the closed
doors of the U.S. Senate when Senators were sold on
wholesale acceptance of the revised Standards of Training,
Certification, and Watchkeeping (STCW) as a United States
treaty obligation by its Coast Guard functionaries. STCW is
now the “law of the land.” The final sausage is now in full
public view but is still uncooked. The first “heat” to cook the
sausage will be applied to mariners on Jan. 23, 2014 when the
new “Medical Certification” will take place as discussed
elsewhere in this Newsletter. Gentle heating will continue
until the full sweep of the regulations go into effect on March
24th. The aroma of the cooking will be intense for the next
year or so, at which time the sausage will be placed on the
steam table until Dec. 24, 2017 when we will be expected to
have swallowed the entire sausage. Those who find it inedible

can simply leave – you have the freedom to pursue other
opportunities. At that time, every merchant mariner who
proceeds beyond the “Boundary Line” as defined in 46 CFR
Part 7 must deal with the entire new regulatory overburden of
STCW as described in up to 30 new NVICs that are already
providing additional guidance. As follows:
1. Guidance on the Issuance of Medical Certificates (NVIC
01–14).
2. Grandfathering and Transitional Provisions for Merchant
Mariner Credentials (NVIC 02–14).
3. Guidelines for Approval of Training Courses and Programs
(NVIC 03–14).
4. Guidelines for Qualification for STCW Endorsements for
Proficiency in Survival Craft and Rescue Boats Other Than
Fast Rescue Boats (NVIC 04–14).
5. Guidelines for Qualification for STCW Endorsements for
Proficiency in Fast Rescue Boats (NVIC 05–14).
6. Guidelines for Qualification for STCW Endorsements as
Rating Forming Part of a Navigational Watch (NVIC 06–14).
7. Guidelines for Qualification for STCW Endorsements as
Rating Forming Part of an Engineering Watch (NVIC 07–14).
8. Guidelines for Qualification for STCW Endorsements for
Basic Training (Formerly Basic Safety Training) (NVIC 08–
14).
9. Guidelines for Qualification for STCW Endorsements for
Advanced Firefighting (NVIC 09–14).

USCG WARNS ON TANK SAMPLING DANGERS

after becoming exposed. Personal monitoring equipment is,
therefore, vital to protect against exposure. An alarm on H2S
constitutes an acute exposure and should trigger immediate
evacuation and initiation of acute exposure procedures
including medical attention.
Prior to using portable gas monitoring equipment,
personnel should familiarize themselves with ISGOTT
Section 11.8 and safe work practices for conducting or
witnessing these tests.
ISGOTT recommends when sampling tanks personnel
should stand perpendicular to the wind to avoid being
downwind or upwind and creating eddies. When monitoring
cargo tank atmospheres, all personnel should exercise
diligence and great care. In all cases, personnel should
completely assess the risks, to include the cargo type, tank
pressure, venting arrangements, wind direction/speed and
condition of the testing equipment. When H2S is suspected to
be present, ISGOTT Section 2.3.6.5 recommends that a selfcontained breathing apparatus (SCBA) be worn if it is
necessary to breach the integrity of the cargo system and if a
vapour-free atmosphere cannot be guaranteed.
The American Conference of Governmental Industrial
Hygienists recently reduced the H2S dangerous threshold limit
value from 2 parts per million (ppm) to 1 ppm.
As a result the Coast Guard strongly recommends that those
involved in cargo tank sampling or atmosphere testing:
· Be familiar with and adhere to ISGOTT safe work practices.
· Assess personnel risks.
· Don appropriate personal protection equipment including
gas monitoring detectors, respirator or SCBA.
· If gas monitoring detectors are used ensure that detectors
are maintained and properly calibrated, alarm settings
values are properly set, and be aware and familiar with the
hazards of the cargos involved as well as exposure
indicators and emergency response procedures.

[Source: U.S. Coast Guard, Jan. 14, 2014. (Edited)]
The U.S. Coast Guard issued a safety alert on tank
sampling dangers and an H2S threshold limit change that, it
says, serves as a reminder to Coast Guard (CG) personnel and
the maritime community of potential dangers during sampling
of cargo tanks.
During a recent Port State Control (PSC) tank vessel
examination, a Coast Guard member was exposed to a
dangerous concentration of Hydrogen Sulfide (H2S) gas and
suffered a serious injury.
The exposure occurred during a tank vessel exam onboard
a tank vessel carrying Grade E Sour Crude. A PSC team
requested a ship's crew member check cargo tank oxygen
levels using the ship's portable gas meter. The crew member
accessed the cargo tank via a deck sounding valve. When the
valve was opened the pressurized cargo tank atmosphere
escaped releasing inert gas and H2S vapors. During the
evolution the personal gas meters of two individuals involved
(one CG and one crew) alarmed for H2S. The CG officer
whose alarm sounded was standing 1–2 feet downwind from
the sounding valve. Within days the CG officer developed
severe exposure symptoms consistent with H2S exposure. The
other two CG officers involved were standing upwind.
Afterward, one reported experiencing a minor headache.
OSHA notes that H2S is a colorless, flammable gas with a
"rotten egg" smell that occurs naturally in crude petroleum.
Even at low concentrations this heavier-than-air gas can
irritate the eyes, nose, throat and respiratory system with
effects delayed for hours or days. At higher concentrations,
nausea, vomiting, headaches, dizziness, unconsciousness or
death may occur. While the initial "rotten egg" odor is
present, an individual may lose the ability to smell that gas
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The Department of Transportation’s Drug and Alcohol
Testing Regulation, 49 CFR Part 40, does not authorize the
use of Schedule I drugs, including marijuana, for any reason.
As such, Medical Review Officers will not verify a drug
test as negative based upon learning that the employee used
“recreational marijuana” or “medicinal marijuana.”
Furthermore, mariners/employees that hold a Merchant
Mariner Credential and fail a drug test due to recreational or
medicinal marijuana usage, will be subject to administrative
action against their credential in accordance with federal
regulations.
The Coast Guard’s regulation regarding recreational or
medicinal drug usage is firmly aligned with the Department of
Transportation’s regulation on the use of Schedule I drugs.

U.S. COAST GUARD WARNS MARINERS
ABOUT MARIJUANA USE

[Source: MAREX, Jan 14, 2014.]
Mariners thinking that a little recreational use of marijuana
is just fine, could see their credentials go up in smoke. With
states such as Washington and Colorado legalizing the
recreational use of marijuana, the U.S. Coast Guard has issued
a notice warning mariners, marine employers, Medical
Review Officers (MRO) and the public that a ban remains in
place for the use of marijuana by those serving in safetysensitive positions in the maritime transportation industry.
The Coast Guard says it is important to note that marijuana
remains a drug listed in Schedule I of the Controlled
Substances Act. Among the other drugs listed on Schedule I
are LSD, opiods, psychedelics, heroin, and quaaludes.
The Coast Guard says that it remains unacceptable for any
safety-sensitive employee serving in the maritime industry
and subject to drug testing under the Department of
Transportation’s drug testing regulations to use marijuana.
MARINERS ISSUED NEW MEDICAL CERTIFICATES
Mariners and their employers should be alert to important
new Coast Guard paperwork in the form of Medical
Certificates that may have already arrived in your mail.
Hopefully, each of these individual certificates will be
accompanied by instructions in the form of one of the 30 new
NVIC “guidance documents.”
As part of the Coast Guard’s Christmas Gift to mariners
announced in the Federal Register of Dec. 24, 2013 comes this
brand new legal document called a “Medical Certificate” with
rules that became effective on Jan. 24, 2014. Up to 50,000 of
these important documents were mailed to the last known
address of every holder of a merchant mariner credential
(MMC) previously known as licenses and z-cards that contain
a STCW endorsement. If you receive one of these Medical
Certificates – first, before you do anything else – guard this
important document and put it with your MMC and carry it
with you at all times. Without it, your MMC will be
meaningless.

NMA Comments
We received several calls during January of mariners that
encountered this policy. One of our warnings to mariners is
not to be complacent because drug testing appears to be so
routine and so easy. In reality, it is a very complex process
that is worth spending the time to understand it. The program
is designed to be fair, but there can be misunderstandings that
can destroy our career. Our experiences are contained in a
number of reports that contain our Association’s experience
with the program for the past 15 years.’ Namely:
— NMA Report #R-315, Rev.2.
Drug Testing: Urine
Specimen Collection. 13p.
— NMA Report #R-315-A. Drug Testing Regulations: The Role
of the Medical Review Officer (MRO). 13p.
— NMA Report #R-315-B. Drug Testing: Refusal to Test. 9p.
— NMA Report #R-315-C, Rev. 1. Mariner Drug Cases. 29p.
— NMA Report #R-315-D. Changes in Alcohol and Drug
Testing Effective June 20, 2006. 10p.
— NMA Report #R-315-E.
Drug, Alcohol & Other
Convictions and How They Affect Your Credential. 15p.
— NMA Report #R-315-F, Rev. 1. Marine Employers Drug
Testing Guidance. 62p.
— NMA Report #R-315-G. What Happens When Your Past
“Crimes” Return to Haunt You? 16p.
Having safeguarded this important document, find out
what it is all about by carefully reading Navigation & Vessel
Inspection Circular #01-14. If you do not have a copy or
dumped your copy in the trash can, we can help. Contact us
by e-mail.
The Medical Certificate is part of a grandiose scheme that
ties every mariner more closely to the Coast Guard. Although
the first 50,000 “free” certificates will be mailed to every
single mariner with a STCW endorsement on his or her
credential and is effective at once with immediately
enforceable regulations, mariners who changed their address
and did not notify the Coast Guard of their new address, must
do so….and must constantly update the Coast Guard
whenever their address changes. That will put these first
50,000 mariners on a very short leash, or if you prefer George
Orwell’s novel “1984” – Big brother is watching you. Read
the NVIC and you will find these mariners are not alone!
These Medical Certificates are only valid for 2 years, must be
renewed before a specified date, and will have any waivers
attached to them that may require additional testing and
reporting to the National Maritime Center.
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These changes, created as a result of U.S. international
treaty obligations, eventually will affect every credentialed
mariner. To get a peek at the rampant bureaucracy that is part
of these obligations that have forever changed the U.S.
Merchant Marine, you need only read the 12 pages of NVIC
#01-14. Even though, on the surface, it appears to apply only
to those officers and ratings that sail to foreign ports, this
document also applies to those mariners who sail “beyond the
boundary line” that includes just about everywhere beyond
inland waters. The Coast Guard geared up its medical
personnel at the National Maritime Center to continue the
sweeping changes that apply to all mariners along the
“international” lines of other STCW obligations.¢
Coast Guard is Now Issuing Separate Medical Certificates
The Coast Guard’s National Maritime Center (NMC) said
it has begun issuing medical certificates in accordance with
the regulations that implement the amendments to the STCW
Convention. It said it expects to issue 50,000 medical
certificates within 90 days. The agency said that the
expiration dates on the certificates will vary depending on
when the mariner’s merchant mariner credential (MMC)
expires. Beginning Jan. 24, the agency said it will start
issuing medical certificates to each qualified mariner
applying for an original, raise-in-grade or renewal MMC.
Pilots will receive a medical certificate at their next annual
medical review. A new medical certificate will be issued to
pilots every two years. All the medical certificates will be
issued free of charge.
The agency said the new document is intended to certify
that mariners have: the physical capability to fulfill all the
requirements of basic training as required by Section A-VI/1
of STCW; adequate hearing and speech to communicate and
detect audible alarms; no medical condition that would
prevent the effective performance of duties; no medical
TAKING ANOTHER LOOK AT
MARITIME TRAINING
[Source: By Pamela Glass , WorkBoat. Feb. 18, 2014]
A new Government Accounting Office (GAO) report
contains some interesting information about the Maritime
Administration’s involvement in mariner training. It's worth a
look.
GAO investigators spent about six months reviewing how
the federal government supports mariner training and how this
could be improved, given the shift in the industry away from
big oceangoing vessels to a growing inland waterways fleet
and the emerging offshore energy industry.
One of the main recommendations of the report was that
the Maritime Administration, which traditionally concentrates
on the ocean-going merchant marine due to its role in national
defense, also broaden its reach to understand more about what
makes the domestic industry tick.
The report offers some sobering statistics for the merchant
marine: the U.S.-flag fleet of 89 privately owned oceangoing
vessels primarily or exclusively engaged in foreign trade now
carries less than 2% of U.S. exports and imports. Foreignflag vessels move most U.S. international freight. By
contrast, the inland waterways transport more than 60% of
U.S. grain exports, about 22 percent of domestic petroleum

condition likely to be aggravated by service at sea; and no
medical condition that requires medication with side effects
that could interfere with the performance of duties.
To sail under the authority of their MMCs, mariners
will be required to carry the certificate going forward.
The agency asks that mariners sign the certificate in blue or
black ink as soon as they receive it and keep it, without
separating the pages, along with their MMC. If the certificate
indicates that the mariner has a medical waiver, he or she must
comply with the requirements of the accompanying waiver
letter, which must be carried when sailing under the authority
of the MMC. If a mariner’s medical certificate expires during
a voyage, it will remain valid until the next U.S. port of call,
provided that the period after expiration does not exceed 90
days.
Each medical certificate will carry three expiration dates:
for mariners who sail under the authority of an STCW
endorsement, the expiration date will be for up to two years
past the date of examination unless the mariner is under the
age of 18, in which case the maximum period of validity will
be one year; for pilots, the expiration date will be a maximum
period of two years; for national mariners, medical certificates
will be issued for a maximum of five years.
The Coast Guard said it may grant a waiver if an applicant
for a MMC does not possess the vision, hearing, or general
physical condition necessary and extenuating circumstances
warrant special consideration. The limitations/restrictions that
result in the issuance of a medical waiver will be listed on the
medical certificate. The mariner will receive a medical waiver
via mail outlining the terms and conditions required to meet
the standards. Some mariners may receive time-restricted
medical certificates that expire in either one or two years
depending on the condition and the need for periodic
evaluation.
For
more
information,
go
to
www.uscg.mil/nmc/medical/medical_cert.asp
products, and 20 percent of the coal used to generate
electricity.
Meanwhile, Marad continues to focus its training support on
the oceangoing industry, citing tight budgets and national defense
reasons. This means the agency supports curricula at the state
and federal maritime academies that emphasize mastery of skills
on the big oceangoing vessels, although several schools now
offer inland towing courses, mostly as electives.
Many in the maritime industry think it’s time to reevaluate this picture. The GAO report cites officials at one
domestic company that said academy graduates aren’t well
prepared for inland work. The company said it required recent
academy graduates to go through another 13 months of
required training and on-the-job experience. Officials from an
offshore service company said they didn’t think the academies
have sufficient coursework focused on offshore operations.
And the subject was brought up at Marad’s recent symposium
in Washington that was organized to draft a new, national
maritime strategy. GAO suggested that given new trends in the
industry, Marad should include the training and workforce needs
of both the oceangoing and domestic industries as part of this
strategy, and determine how the current training infrastructure
can better serve the domestic industry.
Some inland industry leaders at the symposium called for
what Michael Roberts, senior VP and general counsel at
Crowley Maritime, referred to as “a comprehensive review
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and strategy update” of the nation’s maritime education
programs, citing increasing demands for skilled mariners,
particularly in the offshore energy development industry, and
increasing technical, environmental and safety standards.
“Asking for a strategic focus on the work of state and
federal maritime academies is not meant to imply they are
falling short,” Roberts told me in an email follow-up to his
symposium presentation. “Rather, it recognizes both the
emerging need for more highly skilled mariners than most
people would have expected the last time such a review was
carried out and the key role these institutions play in training
the next generation of mariners.”¢
NMA Comments
[Our Association read and responded to the GAO report in
the following letter to the Congressional committees that
requested the GAO investigation. The U.S. Government
Accountability Office (GAO) is an independent, nonpartisan
agency that works for Congress.
Often called the
"congressional watchdog," GAO investigates how the federal
government spends taxpayer dollars..]
February 25, 2014
The Honorable John D. Rockefeller IV, Chairman
The Honorable John Thune, Ranking Member
Committee on Commerce, Science and Transportation
United States Senate
Washington, D.C. 20510

Transportation and Infrastructure Committee under
Chairmanship of Rep. James Oberstar and its Coast Guard and
Maritime Transportation Subcommittee under Rep. Elijah
Cummings and the Committee staff under Mr. John Cullather
worked to turn out the Coast Guard and Maritime
Transportation Act of 2010. The Act responded to a number
of our requests and showed that Congress understands that
limited-tonnage mariners represent a clear majority of all
credentialed mariners with a voice that asks to be heard.
Nevertheless, we recognize that Congress has a supervisory
rather than an administrative role in mariner training.
If the 113th Congress expects MARAD to administer the
professional training of our mariners who serve on 6500 small
passenger vessels, 6200 towing vessels, 1500 offshore supply
vessels and innumerable small uninspected passenger vessels,
understand that the shortcomings exposed in the GAO report
have existed for many years.
We assert that MARAD’s concern for the deep-sea
merchant fleet is well placed, and we praise their attention
and limited resources to addressing this historic and important
task. We do not need to point out that the Coast Guard, and
not MARAD, holds the de facto role in administering the
training that affects our limited-tonnage mariners. In fact, we
respectfully encourage your committees to again address those
Coast Guard’s policies that directly affect limited-tonnage
mariner training.
Areas of Concern for Limited-Tonnage Mariner Training:

The Honorable Bill Shuster, Chairman
The Honorable Nick J. Rahall, II, Ranking Member
Committee on Transportation and Infrastructure
U.S. House of Representatives
Washington, D.C. 20515
Subject: Maritime Training for Limited-Tonnage
Merchant Mariners
Reference: GAO Report 14-212, Jan. 2014: Maritime
Administration Should Assess Potential Mariner Training
Needs.
Gentlemen,
On behalf of our Association and the 126,000 limitedtonnage mariners we speak for, I offer the following
comments upon the report your Committees recently
requested and received from the GAO.
Although our Association was not asked to participate in
this report, we note that “some stakeholders GAO interviewed
expressed concerns about MARAD’s focus on the oceangoing
sector in regard to maritime training, especially as the
maritime industry has evolved to predominately serve
domestic waterways.”
That statement is “on target.” Based on my work with
limited-tonnage mariners and their dealings with Federal
agencies for the past 44 years, after MARAD closed its Radar
schools in the early 1980s, the agency offered no effective
leadership in the training of most of the nation’s limitedtonnage merchant mariners.
We might complain if the Committees you lead in
Congress had ignored us for the past decade. However, that is
not the case! We are very appreciative that that the House

1. The lasting impact of removing Exam Questions and
Answers & Illustrations from the Internet.
Traditionally, most limited-tonnage mariners obtained
licenses after home study often followed by completing
license-prep classes followed by an exam taken at a Coast
Guard Regional Exam Center. The exam was based upon
25,000 questions and answers (Q&A) made available to the
public only after an appeal I directed on behalf of the National
Association of Maritime Educators to the Commandant was
granted on July 18, 1988.(1) In 1988, most aspiring mariners
could save or borrow to pay for the necessary training. Their
license represented a diploma, an upgraded professional
status, and the pride of earning it that has faded in recent
years. [(1)Refer to Enclosure #1, pg. 8]
On July 12, 2010, the Commanding Officer of the National
Maritime Center removed access to 25,000 exam questions,
answers, and illustrations previously available to the public for over
20 years. Why they were abruptly removed must have reflected a
change in policy done on whose authority and for what reasons or
purposes remains without explanation. To the best of our
knowledge and belief the three Federal advisory committees
(MERPAC, TSAC & NOSAC) were never consulted. That action
left in its wake a Copyright scandal that remains without a full
explanation ever being offered to the affected public. As members
of the public we believe we deserve a complete explanation and
believe you deserve an explanation as well!
Removal of the Q&A initiated another formal appeal process
that extended for 2½ years and finally resulted in restoring a
seriously compromised database to the internet. This action alone
delayed and discouraged many of our mariners, especially
Engineer candidates, from advancing in their careers. Our
Association maintained a record of this appeal and directs your
attention to [Enclosure #1, pages 50-55] that explains existing
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problems with a badly damaged database our mariners must deal
with. We plan to share our concerns with the Merchant Marine
Personnel Advisory Committee.
2. Coping With Training Expenses.
Until 1995, most limited-tonnage mariners paid for their
own training. While some employers advanced funds for
formal training, there often were strings attached and the
practice was by no means universal. Until that time, the cost
of attending a typical limited-tonnage deck license prep class
ranged between $250 and $1,200 and took from one to three
weeks. There was virtually no engine license training from
1973 until the present, although some boat companies on
occasion, sent Engineers to factory “engine schools” and
occasionally offered limited practical training on other
installed equipment.
Starting in 1995 with the introduction of new STCW
regulations, prices for training began to soar. Before that time
there were very few Coast Guard “approved courses” for any
mariners. With the coming of Coast Guard course approval
process, the cost of mariner training soared. Our Association
repeatedly expressed our deep concern that the spiraling cost
of mariner training was out of control.
In the Fall 2008 issue of Proceedings of the Merchant Marine
Safety Council, a Coast Guard publication, the following
statement appeared: “One company, McAllister towing, found
that in addition to sea time requirements, it also had to send
company deckhands through seven weeks of training classes.
The cost to advance one deckhand to mate through the
apprentice mate system was costing McAllister about $78,000.
Most of the costs associated with the process came from the year
of sea time as an extra crewmember (the apprentice steersman).”
said John Torgersen, quality and safety director. “This is a great
deal of money, and more than residential students pay for
traditional two-year maritime college programs.” Later, during a
TSAC working group meeting, I asked a training representative
at Kirby Marine in Houston if these figures were in line with his
company’s costs to raise a deckhand to mate of towing vessels.
He assured me they were.
It is clear that in events leading up to a Congressional
hearing held on July 9, 2010 that Chairman Cummings
understood our limited-tonnage mariners often faced severe
financial problems meeting expenses related to training
including tuition, room, and board. He introduced a federal
student loan program that, unfortunately, was dropped in the
final legislative process in 2010. Our Association welcomed
NEW SHIPPING AND DISCHARGE FORMS
The Coast Guard announced that the Office of
Management and Budget has approved updated versions of
Coast Guard forms CG-705A and CG-718A, which are used
to execute shipping articles and prepare certificates of
discharge for merchant mariners. The Coast Guard will not
stock the updated forms in paper format but will make them
available electronically in a PDF fillable format at
www.uscg.mil/nmc/. The agency said the previous paper
format had been in use since World War II and was last
revised in the early 1980s.
The agency said that the data collected on the updated
forms is nearly identical to that collected on the previous

and appreciated his vigorous efforts to marshal support to
improve the situation on behalf of all mariners.
While the quality of maritime training has improved over
the years, many mariners still a need a meaningful, well
constructed student loan bill like the one prepared by
Congressman Cummings to cope with training expenses and
advance in the industry. While we understand the nationwide
concern over “student loans,” we respectfully ask your
committees to review this issue.
3. The Desperate State of Limited Tonnage Engineer
Training.
Most owners and operators of vessels of up to 1,600 GRT
(3,000 tons ITC) recognize the value of their investment in the
machinery installed in their vessels. While willing to pay
necessary repair bills from shore-based mechanics,
electricians and technicians, many owners and operators are
far less willing to invest in training the mariners they expect to
operate and maintain their valuable equipment.
Over the years, thousands of owners and operators of the
commercial vessels who employ our mariners were allowed to
ignore formal engineer training. Even the concept of carrying
a trained engineer has been replaced by the idea that an
untrained “deckineer” can handle engineroom and deck duties
without regard to a 12-hour day that is not even guaranteed by
statute to those who are not “officers.”
Our Association expresses deep concern for the safety and
wellbeing of mariners who work in the enginerooms and
machinery spaces of tugs, towboats, offshore supply vessels
and some small passenger vessels. We are concerned on two
levels – 1) for their personal safety and 2) the avoidance of
formal vocational training to end the cycle of the “blind
leading the blind” that leads to injuries and damage. While
our primary concern is for mariners who have no credentials,
we seriously doubt that the existing Coast Guard
“credentialing” process provides an adequate answer.
In closing, we urge your Committees to continue to
support safety, accountability, and formal vocational training
for our limited-tonnage mariners.
Very truly yours,
Richard A. Block
Secretary
National Mariners Association
Enclosures:
#1 – NMA Report #R-428-K, Rev. 8
versions, but that the size of the forms has been changed to the
standard paper size (8.5 x 11 inches) “to accommodate
modern technology.” The agency said the new forms would
be available “on or around Jan. 6.”
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NEW & REVISED NMA REPORTS
NMA Report #R-428-K, Revision 8. Report to Congress
and Maritime Advisory Committees: Requests for Audit
to Define and Reaffirm the Public’s Right to Access the
Coast Guard’s Professional Examination Question &
Answer Database.
Ever since the Commanding Officer of the National
Maritime Center pulled the database of over 25,000 questions,
answers, and illustrations from the internet on July 12, 2010
mariners who took examinations administered by the Coast
Guard were at a serious disadvantage. New and revised
questions and illustrations were placed on exams.
Carrying any appeal through the Coast Guard is a long and
tiresome process. Predecessors to NMA fought this battle from
1981 to 1988 pointing out that other Federal agencies like the
FAA gave the public full access to comparable information. We
won the first appeal in 1988 and the questions, answers, and
OSV CREWMEMBER LOSES FOOT IN ACCIDENT
OFF LOUISIANA

M/V Miss Aubrey Ann.
[Source: By GCaptain Staff, Jan 10, 2014]
A U.S. Coast Guard aircrew medevaced a 27-year-old man
from an offshore supply vessel 5 miles off Louisiana,
Thursday, after losing his foot in an accident.
The captain of the offshore supply vessel Miss Aubrey
Ann contacted watchstanders at Coast Guard Sector HoustonGalveston at approximately 4 p.m. reporting that a
crewmember severed his foot after getting it caught in a line.
An Air Station Houston aircrew aboard an MH-65 Dolphin
helicopter medevaced the man to the Lake Charles Memorial
Hospital, in stable condition.
STUDY FINDS LIFE IS WORSE IN
“RIGHT-TO-WORK” STATES
Anti-labor politicians will tell you that “right-to-work for
less” laws are an essential tool for making the lives of
working people better. But if you’re interested in facts, you’ll
find that statement to be untrue. Politico took a look at 14
measures of quality of life and combined them into a ranking
of the best and worst states to live in.
Among the 14 factors Politico included were high school

illustrations were released to the public.
These Q&A and illustrations were corrected (and there
were plenty of errors), published in the so-called “Yellow
Books” printed by the Government Printing Office for over a
decade, and finally placed on the internet. They were subject
to scrutiny by instructors and by mariners who submitted
comments and protests. This was a constant process of
improvement brought to an end on July 12, 2010.
A second appeal led by our Association was initiated
shortly thereafter and lasted for 2½ years. Our appeal was
successful, but the database was left a disaster.
NMA Report #R-428-K, Rev. 8 is a record of all that has taken
place. We bound and mailed copies of this report to the leaders of
Congressional oversight committees Members of Congress to keep
them informed on matters they need to be aware of. We also
contacted Federal Advisory Committees who need to be kept
informed when there are problems that affect our mariners. This
report is posted on the internet and is downloadable. Major
changes appear on pages 1 and 50 thru 63 inclusive.
No further details about the man’s condition or the
accident was released.
“Rescues like this are the bread and butter of operations of
the Coast Guard, and this case is a great example of a
coordinated Coast Guard response,” said Lt. Spencer Roach,
the command duty officer at Coast Guard Sector HoustonGalveston. The early and immediate call to the Coast Guard
when the injury occurred was critical to saving this man’s life.
When dealing with severe injuries at sea, seconds count.
The Miss Aubrey Ann is owned by Louisiana Marine
Operators in Broussard, LA.
NMA Comments
We concur and applaud the actions taken by the Coast
Guard. However, from this point forward, we remain in the
dark. What about his medical care, recovery, disability and
medical coverage? It is not our role to delve into these very
private matters. We are concerned when we hear stories
where mariners have not been taken care of. We showed our
concern where the Vice President of NMA organized and
assembled the book “Blood on Brown Water” (NMA Report
#R-213) and delivered and discussed it with Congressional
staff members in their Washington offices in 2012. NMA
Report #R-350-Y, Report to Congress: Mariner Indictment of
Careless Reporting Personal Injury Reporting Practices deals
with related issues.
If called upon, NMA has attorneys that can deal with any
legal issues this unidentified mariner may encounter on his
road to recovery.
graduation rates, income (on a per capita basis), life
expectancy and crime rate. Of the top five states, only one
was “right to work.” According to Politico, 4 of the 5 best
states to live in are non-right-to-work. In order, they are New
Hampshire, Minnesota, Vermont, Utah and Massachusetts.
Right-to-work states account for 8 of the 10 worst states,
and all 5 of the 5 worst states (in order, from 46th to 50th:
Alabama, Tennessee, Arkansas, Louisiana and Mississippi).
The majority of “right-to-work” states are not only in the
bottom half of the country, but in the bottom 20 of the 50
states.
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University of Oregon labor scholar and EPI research
associate Gordon Lafer often points out how relatively poor
the quality of life is in “right-to-work” states, on average,
compared to states that don’t restrict union contract rights.
COURT DOCUMENTS REVEAL CARNIVAL KNEW
OF CRUISE SHIP FIRE RISKS BEFORE SAILING [Source: Marex, Dec.19, 2013]
The doomed Carnival Triumph cruise ship that lost power
at sea in February and left 4,000 passengers stranded without
working toilets was reportedly inundated with safety and
technical issues before it set sail.
The luxury vessel, now affectionately hailed as the “Poop
Cruise” after people onboard were forced to live amidst their
own waste for days, only had four of its six generators
working at the time of departure. Carnival knew about the
fire hazard posed by the generators, according to newlydisclosed company documents obtained exclusively by CNN,
as lawsuits are pending against the cruise line.
The generator that caught fire and caused the outage
had been overdue for maintenance for over a year, and
was not in compliance with maritime safety laws.
DETECT – DETER – DEFEND
International Maritime Security Network, LLC (IMSN)
and Macosnar Training Institute Corp (MTI) are now offering
two new online, computer based training (CBT) courses that
satisfy the STCW security training requirements for Seafarers
with Designated Security Duties and Security Awareness for
All Others. Mariners around the world can now take this
course, start to finish, in the comfort of their own home and,
after successful completion, print their Certificate from their
own computer.
According to IMO Circular STCW.7/Circ.17 (Dated 24
May 2011), Security training requirements found in
Regulation VI/6 of the 2010 Manila Amendments must be
completed by January 2014 for certification. “Seafarers
around the world have a relatively short time-frame to meet
the new STCW training requirements that involve security
training,” stated Captain Tim Nease (Ret.), IMSN’s CEO.
“We are honored to have worked together with MTI in the
development of these CBT courses and are hopeful they will
offer shipping companies and mariners a practical and
affordable way to meet this daunting training task.”
The Liberian Registry (LISCR) recently certified IMSN’s
Seafarers with Designated Security Duties CBT course. “We
WELCOME BACK TO OUR WEBMASTER
CAPT. DAVID MILLER
On Feb. 26th we received the following e-mail from Capt.
David Miller: “It's been a rough 17 months, between hospitals
and nursing homes. I have been home for three weeks now
and finally getting settled in. I hope you and Richard are

Lafer’s home state, Oregon, where corporate backers are
trying to pass a public sector “right-to-work” law, is ranked
23rd, outperforming nearly two-thirds of the states that
currently have “right-to-work” laws.
The documents also reveal that the company was
aware of the fuel line leaks that contributed to the fire,
since similar problems had been present on other Carnival
ships. The documents show that there had been 9 incidents
with fuel lines in just 2 years, confirmed CNN.
With the ship aimlessly drifting for four days, passengers
had no air conditioning, and barely any lights, food, water, or
working toilets. Carnival stated that the fine print on
passengers’ tickets “makes absolutely no guarantee for safe
passage, a seaworthy vessel, adequate and wholesome food,
and sanitary and safe living conditions.”
[NMA Comment: When things don’t go as expected,
American passengers need to understand that when they
vacation on foreign-flag cruise ships flagged in third-world
countries much that they take for granted in the United
States simply does not apply. Passengers should read the
fine print. Accepting international standards is all part of
the price of the ticket.]
are pleased to present IMSN with certification for this course
as they have fully demonstrated compliance with the
proficiency standards as set forth in STCW - Regulation VI/6
of the 2010 Manila Amendments”, stated Carl Drumgoole,
Dir. of Training Center and Course Approval for LISCR.
“The Liberian Registry recognizes the logistical and
feasibility challenges maritime companies face in meeting the
training requirements in a timely fashion. Accordingly, we
have taken a proactive approach by extending training
certification beyond just the classroom venue.”
IMSN is a leader in Maritime Security and ISPS code
training. Established themselves as a DNV-certified Maritime
Training Center, they offer courses in the United States,
Panama, Belize, Kuwait, Viet Nam, and Nigeria. IMSN
offers the only DNV-certified Anti-Piracy Defense Course,
available in eLearning and classroom format. They also offer
training directly onboard commercial shipping vessels.
Hugh Stanfield
International Maritime Security Network
Vice President & General Manager
210 West Pike Street Suite #2
Canonsburg, PA 15317
724-796-5156
E-Mail: hstanfield@imsn.us
http://www.imsn.us
doing ok, and it has been awhile since I talked to you. I'll try
to do better about keeping in touch. Take care, David.”
We want to recognize all the hard work that David has put
in to developing and maintaining the NMA website for many
years including hundreds and hundreds of hours as our
webmaster.
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TRANSITIONING
“Transitioning” is defined as the movement, passage, or
change from one position, state, stage, subject, concept, etc.,
to another. Example: The Coast Guard issued a new NVIC
02-14 titled “Grandfather and Transitional Provisions for
Merchant Mariner Credentials” on Jan. 17, 2014. This
follows the 218-page final rule implementing all the
Amendments to STCW.
The Coast Guard changed the rules of the game again with a
whole new set of deadlines. For many mariners we know, these
deadlines may mark the end of your careers or simply the end of
your patience. They clearly mark the end of our patience!
Each mariner must make his or her own careful decision
on how to proceed; nothing new here.
Our Association also must transition. Although we
survived a number of sweeping rules changes in the past, vast,
sweeping changes like this one have become increasingly
bureaucratic, “half-vast” and tiresome for all involved. If
nothing else, these repeated rule changes will succeed in
fragmenting the 218,000 credentialed merchant mariners (the

majority being limited tonnage mariners who serve on
domestic waters) into smaller and smaller groups with little in
common – ground into grains of sand. On the other hand, our
Association always tried to bring “lower-level,” “limitedtonnage” mariners together.
If the domestic marine industry is to survive, it must
master the computerized blizzard of bureaucratic babble and
successfully translate and finance its credentialing and training
requirements to its employees.
Our Association will continue to update selected projects
outlined in previous NMA reports and Newsletters.
Henceforth, our editorial time will be limited to updating and
consolidating over 200 existing NMA Reports and continuing
to make them available on our website. Although we remain
flexible, we currently have no plans to go beyond NMA
Newsletter #94. Trade journals, especially the Waterways
Journal, WorkBoat, and Professional Mariner and their
websites continue to serve our limited tonnage mariners well.
Your opinion counts, but only if you write it down and send it
to the Editor.

Newsletter

19

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)
Ù 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.

LAFOURCHE MERCHANT MARINE TRAINING SERVICES, INC.
4290 Hwy 1
GCMA 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

NATIONAL MARINERS ASSOCIATION
124 NORTH VAN AVENUE
HOUMA, LA 70363-5895
PHONE: (985) 851-2134
FAX: (985) 879-3911
Email: info@nationalmariners.us
Website: www.nationalmariners.us

ADDRESS CORRECTION REQUESTED
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