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BY THE PRESIDENT OF THE UNITED STATES OF AMERICA 
A PROCLAMATION OF NATIONAL MARITIME DAY 

 
 In times of peace or war, the civilians serving in the United States Merchant 
Marine have helped keep our Nation safe and prosperous.  We depend on these men 
and women serving on our ships and tugs, in our ports and shipyards, close to home 
or far at sea, to connect businesses, service members, and citizens around the world.  
On National Maritime Day, we honor their invaluable contributions to America's 
economic strength and security. 
 On May 22, 1819, the SS Savannah completed the first successful voyage by a steam 
powered ship across the Atlantic, shepherding in a new age of maritime travel and 
transport.  By the 20th century, the United States maritime trade was booming, fostering 
exchanges across the world and aiding our military at war.  During World War II, 
Merchant Marines were critical in providing necessary supplies and services to troops 
abroad, while suffering an extraordinarily high death rate.  Hundreds of merchant ships 
fell to enemy action, and nearly one in thirty mariners did not return home. 
 United States flag vessels and those who operate them continue to be an integral 
part of our military operations overseas.  They support operations in Iraq and 
Afghanistan, as well as humanitarian aid missions and disaster relief efforts.  Without 
the steadfast commitment of our mariners, our Nation would not be as prepared to 
deal with unforeseen events, conflicts, or crises.  Their bravery and valor make our 
waterways safer and more efficient every day. 
 Today, our maritime industry is a valuable source of skilled employment for 
American workers, contributing billions of dollars to our economy.  It is also a critical part 
of our transportation system.  Last year, my Administration implemented "America's 
Marine Highway Program," an effort that enables American businesses to participate in 
improving the safety and environmental sustainability of our waterways.  Our mariners' 
continued work is helping American industry remain competitive in the global economy, 
pushing us toward a more prosperous and free 21st century. 
 The Congress, by a joint resolution approved May 20, 1933, has designated May 
22 of each year as "National Maritime Day," and has authorized and requested the 
President to issue annually a proclamation calling for its appropriate observance. 
 NOW, THEREFORE, I, BARACK OBAMA, President of the United States of 
America, do hereby proclaim May 22, 2011, as National Maritime Day.  I call upon 
the people of the United States to mark this observance and to display the flag of the 
United States at their homes and in their communities.  I also request that all ships 
sailing under the American flag dress ship on that day. 
 IN WITNESS WHEREOF, I have hereunto set my hand this eighteenth day of 
May, in the year of our Lord two thousand eleven, and of the Independence of the 
United States of America the two hundred and thirty-fifth. 
 

BARACK OBAMA 
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INVESTING IN PERSONNEL 
By Leslie Breland, Live Oak, FL.]. 

[Source: The Waterways Journal, Mar. 28, 2011. 
[Emphasis is ours!] 

 
 As the wife of a towboat pilot, I am constantly amazed at 
the professionalism of the crews on board the average 
uninspected vessel.  I am trained as a rnarine scientist and a 
marine science educator, and lived and worked on boats just 
enough to understand some of the stresses of living and 
working on a vessel. 
 The towboat industry has some of the most specialized, most 
versatile, and highly trained workers in the world.  The wheelhouse 
personnel are among the finest boat handlers anywhere because 
they are constantly running, constrained by channel, constrained by 
current, and constrained by draft.  They can safely put several 
million dollars worth of cargo and equipment gently against the 
concrete piers of a bustling city, or tie off on a tree in the 
backwaters of some small inlet.  Further, they are not running a 
rowboat.  They put more than 1,000 feet of tow into the confines of 
it lock, or slide it around the bend into the span of a bridge, with 
high water and a sideways current.  In addition to their Coast Guard 
license, they have radar training, fire-fighting training, run an AIS, 
a sounding machine, fax traffic back to the office, communicate 
with other boats. dive in and get the rope out of the wheel, 
coordinate crew changes in the most remote areas, keep all the 
official records, and send in the grocery order. 
 The engineers have to work on everything from small 
gasoline engines to EMDs, fix the hole in the hull, rewire the 
electronics room, and make sure the bilge is adequately 
pumped while keeping the generators operational.  The 
tankermen can (deck and check for H2S.  They know the 
requirements for handling toxic chemicals and handling 
delicate but valuable petroleum products.  The deckhands 
have to cart 100 pounds of rigging up and down the tow, 
making the critical couplings while working in 105-degree 
heat of summer, the rain, snow, or ice, sometimes for hours at 
a time.  They must communicate with the captain. accurately 
indicating how much space he has, whether the rake of the 
barge is coming up, and whether the cables are frayed or 
stressed.  In their spare time, they chip paint, repaint, clean 
bathrooms, clean the galley, make coffee, do safety checks, 
practice man-overboard drills and do their computer-based 
learning exercises, often on their own phones or laptops 
because a computer is not available.  If they have time, on 
their off watch, they try to call their teenager and see how they 
did on the math midterm, or phone their mother who just had 
surgery.  If they!re lucky- they-may Skype the wife, while 
she!s throwing their four-year-old!s birthday party. 
 The towboating industry has got to wake up. There is a 
reason they have difficulty recruiting and retaining the 
caliber of personnel required.  The average worker in the 
United States works 40 hours a week for 50 weeks, which 
equals 2,000 hours of on-the-job time.  Yet the average 
towboat employee works 84 hours a week on a 28-days-on-
and-14-days-off schedule (I dare most of you to try working 
12 hours a day for 28 days straight).  This means they work 
5,376 hours a year instead of 2,000.  They are actually 
working 2-2/3 jobs.  They are also doing shift work, which 
medical studies indicate adds a tremendous stress to one's 
health.  Add to that, the fact that they are away from their 

homes, families, and support systems (friends, church, social 
groups) and that they spend three-fourths of their lives in an 
isolating and stressful environment.  I can think of no other 
industry where the employees are regularly submitted to this 
kind of requirement.  Indeed the medical community, which 
also necessitates shift work, gives workers four days off after 
three days of 12-hour shifts. 
 Nonetheless, many towboating companies have, in the last 
two years, frozen salaries, eliminated cooks, and reduced the deck 
crews.  They have decreased health benefits, decreased 
opportunities for steersman training, and routinely asked people 
to ride over because they could not find relief personnel.  They 
have increased safety meetings, online training and rhetoric, 
while reducing the deck budget.  Further they still feel free to get 
the hand up, on his off watch, to make the locks because the 
deck is inadequately manned. 
 Even the office staff has taken its share of hits; the port 
captain!s day begins at 6 or 7 in the morning and ends around 
10 or 11 at night; yet some companies are asking them to take 
two or three furlough days a month.  Do you know any port 
captains who can realistically give up two more days?  No, 
they!ll be fielding emergency calls, coordinating boat and 
customer, and justifying expenses to the top brass, just like 
always, but not getting paid for it. 
 The industry needs to invest heavily in its personnel, not 
just its shareholders.  First, towboats should be inspected just 
like any other U.S. vessel (especially in view of the fact that 
tremendous tonnages of chemicals and petroleum products are 
being routinely carried through major cities).  Second, they 
must make the move to three-shift crews, as has been 
suggested by the Coast Guard.  Not just the wheelhouse 
personnel either, but everyone.  Finally, they should offer 
more time-for-time scheduling: 28-on-28-off or 14-on-14-off.  
This is an important industry; it moves tremendous amounts 
of goods around the country safely, and at tremendous savings 
in fuel.  The industry should be growing and its people should 
be allowed to grow with it, both personally and professionally. 
 I love my towboater, and he loves what he does.  He enjoys 
seeing the fall change of color on the Illinois, he enjoys the 
challenge of making the lock in high water.  He cares for his 
crew, he knows his deckhands and their strengths and 
weaknesses.  He knows his engineer's wife is scheduled for 
surgery and he's worried whether or not he!ll be able to arrange to 
have him off to be there.  He knows the green hand is scared and 
nervous and covers it with bluster and bravado.  He knows his 
tankerman has checked and double checked his hoses.  He knows 
his port captain isn't feeling well and his crankiness is half that 
and half the pressure he's under to keep boats moving, while 
cutting costs.  His safety officer has to ensure that safety checks 
are being run every watch, but the company won't let him put the 
boat on the ways to fix the rudder properly. 
 These are exceptional men and women who work on these 
boats.  They are a rare breed of multitasking, hard working, 
thoughtful and often loyal sailors.  The companies need to 
really value these personnel; they are not just human 
"resources#: to be used up and thrown away.  A good crew, 
rested and well-trained, is an incredible asset; not just any 
warm body will do.  The cost of everything has gone up, but 
the companies need to pass those costs on to the customer, so 
personnel can be compensated adequately in time and money.  
Trust me, the personnel are looking for the best working 
conditions they can find, not just the best money. 
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TWIC  A DANGEROUS & EXPENSIVE SECURITY 
EXPERIMENT 

[Source: MarEx. May 11, 201 et al.] 
[Emphasis is ours!] 

 
 The U.S. Government Accountability Office (GAO) 
released a scathing report today that exposes serious security 
weaknesses and years-long delays in a program to fully 
implement a Transportation Worker Identification Credential 
(TWIC).  TWIC is intended to protect the nation!s port and 
maritime transportation systems. 
 U.S. Rep. John L. Mica (R-FL), the Chairman of the U.S. 
House Committee on Transportation and Infrastructure, 
testified at a Senate Commerce, Science, and Transportation 
Committee hearing today during which the GAO report was 
released.  Chairman Mica, one of the requestors of today!s 
GAO report, said, "TWIC is turning into a dangerous and 
expensive experiment in security.# 
 The TWIC for maritime industry workers was mandated in 
the Maritime Transportation Security Act of 2002 (MTSA).  
After many delays, the Transportation Security Administration 
(TSA) finally began issuing TWICs in 2007, but the agency still 
has not approved a technology to read the biometrically enabled 
credentials. 
 "Nearly half-a-billion dollars has been spent since TSA 
was directed to issue biometric security cards to transportation 
workers,# said Mica, who was chairman of the House 
Aviation Subcommittee in 2001 when the 9/11 terrorists 
attacks occurred, and is one of the authors of the legislation 
that created the TSA.  "Yet today, ten years later and with no 
approved biometric reader, TWICs are at best no more useful 
than library cards,# Mica said. 
 According to the released report, GAO was able to obtain 
authentic TWICs using fraudulent identification 
documentation and gain access to ports using counterfeit 
TWICs.  GAO also found that, among other things, TSA is 
unable to confirm that TWIC holders maintain their eligibility 
throughout the life of their TWIC. 
 Mica continued, "Even more troubling, GAO found that in 
some cases a TWIC can be fraudulently obtained, becoming a 
permanent biometric key that unlocks our nation!s ports and 
facilities for any individual with the intent and desire to do us 
harm.# 
 According to TSA, $420 million in funding has been 
provided for the TWIC Program, 1.86 million people have 
enrolled, and 1.72 million cards have been activated.  In 2007, 
the Department of Homeland Security (DHS) estimated that 
the combined cost to the federal government and the private 
sector may reach $3.2 billion over a ten-year period  not 
taking into account the full cost of implementing and 
operating readers. 
 Despite these significant costs, GAO reports that the TWIC 
program was poorly tested and evaluated before deployment 
began.  According to the GAO, "DHS has not assessed the 
effectiveness of TWIC at enhancing security or reducing risk for 
MTSA-regulated facilities and vessels.  Further, DHS has not 
demonstrated that TWIC, as currently implemented and planned 
with card readers, is more effective than prior approaches used to 
limit access to ports and facilities, such as using facility-specific 
identity credentials with business cases.# 
 In fact, the only port that GAO investigators were not 
able to gain access to using fraudulent means was the port 
that still required port-specific identification for admittance 

to secure areas. 
 "The root of this problem is evidenced in many other TSA 
programs as well,# Mica said.  "This agency still does not 
conduct risk assessments and cost-benefit analyses of its 
security programs.# 
 Last year, GAO found that TSA!s Screening People by 
Observation Techniques Program (SPOT) for aviation security 
will require $1.2 billion over the next five years, but TSA has 
yet to validate the underlying methodology of the program or 
to conduct a cost-benefit analysis. 
 GAO also reported in 2010 that TSA has not conducted 
comprehensive risk assessments across the surface 
transportation sector.  This lack of analysis results in ill-
informed resource allocations and calls into question whether 
the highest risk targets are being secured. 
 "TSA is not the only agency that has struggled to develop a 
biometric credential for transportation workers,# Mica said.  "The 
Federal Aviation Administration has yet to produce a pilot!s 
license that includes biometric identifiers, or even photos of the 
pilots holding the licenses.  The only pilots currently pictured on 
FAA licenses are Wilbur and Orville Wright.# 
 Mica stated that biometric capabilities, properly 
implemented, are essential for improved transportation 
security.  However, biometrically enabled credentials will be 
expensive failures without effective program management. 
 
Government Investigators Say Problems in TWIC System 

Leave Ports Vulnerable 
 GAO investigators produced counterfeit copies of the 
Transportation Worker Identity Credential (TWIC).  The 
officials then used the fake cards to enter several U.S. ports.  
Once they gained entrance to the ports, the investigators drove 
a vehicle carrying a fake explosive into a secure area.  As part 
of the investigation, officers also successfully used fake 
names and background information to apply for and receive 
TWIC cards.  
 About 1.72 million U.S. transportation workers are 
currently using TWIC cards, according to TSA.  A spokesman 
for GAO said the weaknesses identified in the TWIC program 
were primarily caused by a lack of checks during the 
application process and insufficient scrutiny of the cards by 
port security staff.  TSA Administrator John Pistole told 
members of the committee he has asked GAO to participate in 
a complete review of the TWIC system 
 

Mariner #79 Reports on TWIC Renewal 
 Mariner #79, citing Congressman Mica!s remarks, recently 
renewed his TWIC card at a part-time TWIC site at Knox 
Laboratories in Tulsa, Ok.  After driving 100 miles to the 
TWIC site, he found that the facility used its toilet facilities 
exclusively for its drug-testing business and offered no public 
restrooms.  He stated that the lady in the office asked his name 
but never checked his identity.  When he received his new 
TWIC card, he was allowed to keep his old card.  He stated 
that the TWIC cards are a $132.50 joke the government has 
played on its credentialed mariners.  
 You may recall that mariners initially were selected as 
guinea pigs for this huge experiment because we were 
supposed to be the smallest group of transportation workers.  
While the number of railroad workers only numbers about 
169,000, there are 210,000 credentialed mariners.  So, where 
does the truth lie? 
 Our newsletters noted that these decisions were instigated 
while Admiral James Loy was Commandant of the Coast 
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Guard.  We never had confidence that this man ever had much 
of a clue about our "limited tonnage# merchant mariners while 
he was Eighth District Commander in New Orleans.  As 
Commandant, he never bothered to answer our letters, 
which never endeared him to our Association. 
 We soon noted that after he left government service in 
Homeland Security that he was on the Board of Directors of the 
civilian contractor that provides the TWIC cards to our mariners 
and others.  Our mariners lived through years of a frustrating 
administrative boondoggle as our "credentials# were screwed 

over by a bunch of clueless bureaucrats at the National Maritime 
Center who were uprooted from Arlington and pushed out into 
the sticks of eastern West Virginia.  Authority for the TWIC was 
outsourced to the Transportation Security Administration 
doubling the inconvenience for our mariners.  
 
[NMA Comment:  We believe that Congressman Mica and 
his House Transportation and Infrastructure Committee 
should follow the money trail  of the TWIC card kept 
alive by our mariners user fees. ] 

 

MORE CREDENTIAL DELAYS AT THE NMC? 
[Source: By Capt. Joel Milton, WorkBoat, Mar. 22, 2011] 

 
 Is there more trouble at the Coast Guard!s National 
Maritime Center (NMC)?  
 There have been reports of significant backlogs in the 
processing of Merchant Mariner Credential (MMC) 
applications.  As a result, some mariners should prepare for 
significant delays in the issuance of their MMCs.  
 Are we seeing a return to the "good# old days right after 
the Coast Guard said things at the NMC were all fixed?  That 
remains to be seen, but mariners should prepare for the worst. 
 From what I understand, the new delays are concentrated 
solely in the "additional medical review# process and MMC 
applications that don!t have any medical issues are not being 
held up.  Those with "issues# may require further review, 
additional information from doctors, and/or a waiver.  
 On one level, this is good news, because it means that my 
recent quick and trouble-free renewal was not exceptional.  
Other mariners have told me about similar experiences with 

the NMC and, given the deeply troubled past few years, we!re 
all thankful that many of the bigger problems seem to have 
been solved. 
 But the new delays are a result of a shortage of adequate 
medical resources, a previous problem that was thought to be 
solved, or even more troubling, the poor utilization of existing 
resources.  Either way, mariners who wait until late in the 
game to renew their MMCs may be faced with credentials 
that are set to expire with no recourse. 
 For now, I advise anyone who has a medical issue, or may 
think they have one, to submit their renewal applications as 
early as possible.  A good time would be a year before your 
current license expires.  
 There is no longer a big license-creep penalty for an early 
renewal.  You simply need to request, in writing, a delayed-
issuance on the application form (CG-719B).  The current 
form has no specific box to check or area to write it in, so just 
write "Request Delayed Issuance# clearly and boldly in the 
margins or at the bottom of each of the four pages.  You might 
also want to use a highlighter on the area first and then write 
over it to be sure it isn!t missed. 

 

ARTCO TOWS CRASH IN BATON ROUGE 
 
 Because of high water on the Lower Mississippi River, the 
Coast Guard cut the maximum size of river tows to 20 barges 
$ far below the 40 to 48 barges normally pushed by the 
American River Transportation Company!s 9000 hp M/V 
Crimson Gem and the 10,500 hp M/V American Pillar 
between Cairo and New Orleans. 

 On Friday May 20, 2011 Mississippi River traffic was shut 
down for a five-mile and later extended to a nine-mile stretch in 
Baton Rouge after four barges "came loose# Friday afternoon, 
two of them striking the U.S. 190 Upper Baton Rouge Bridge. 

 One breakaway barge struck and damaged a moored barge 
carrying sulfuric acid while three loaded grain barges sunk. 

 The Coast Guard halted river traffic until they can locate 
the sunken barges, arrange for them to be salvaged, and make 
sure navigation through Baton Rouge is safe. 
 Officials said there were no injuries and that none of the 
Sulfuric Acid spilled. 
 "We did thorough checks on the void spaces to insure that 
either water or sulfuric acid was not being accumulated,# said 
the operations manager of Rhodia Plant.  "We!ve done all the 
checks and we had the Coast Guard double check to make 
sure there was no leakage.# 
 The biggest concern now stems from the three other barges 
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that got loose and sank in the river. 
 "The river will remain closed until the location of all the 
barges have been confirmed and a safe, navigable waterway 
has been established,# said LCDR Quincy Davis of the Coast 
Guard. 
 It!s the second time in a week that barges have gotten 
loose near the 190 bridge.  Earlier, Artco!s 10,500 hp M/V 
American Pillar had most of its barges break away in the 
same area.  The area has been tagged as a high-risk area for 
navigation, and historic river conditions have forced 
heightened restrictions. 
 Commander Davis said with the investigation in its early 
stages, the Coast Guard isn!t sure if any of the heightened 
restrictions were not followed. 
 

Artco 
 Our Association often expressed concern in TSAC meetings 
and finally in NMA Report #R-340, Rev.9, NMA Report to 
Congress: Safety Problems With Oversize and Overloaded Tows 
about how this company in particular clogs the river and slows 
river traffic with its oversize tows.  Artco also pressured its 
Captains to handle larger tows than they were comfortable 
handling that led to the famous "ARTCO-Six# trial in East St. 
Louis in February 2006. as reported in Newsletter #37. 
 We believe that Artco has very close relations with the 
Coast Guard including hiring former Coast Guard employees.  
In spite of widespread complaints that Artco tows take up well 
over one-half the 300-foot channel width, the Coast Guard has 
never raised a finger to assist our mariners. 
 In the "Flood of 2011# the Corps of Engineers flood 
control projects appear to be working as designed.  This 
represents the fruits of 84 years of work and planning.  
However, pushing a barge through a levee or knocking out a 
major highway and railroad bridge like the Upper Baton 
Rouge bridge would show the Coast Guard!s policy of 
cozying up to major industry players in a very bad light $ 
almost as bad as the Minerals Management Service lax 
regulatory posture with regard to the Deepwater Horizon 
disaster.  Or, perhaps a better example would be to expose 

sorry industry practices like those between American 
Commercial Lines (ACL) and DRD Towing that led to the 
2007 M/V Mel Oliver/Tintomara oil spill at New Orleans or 
the ACL and Brownwater Towing disaster that took out the 
Queen Isabella Causeway Bridge in May 2002. 
 Finally, because of exceptionally high water, the Coast 
Guard finally reduced the size of the oversized and overloaded 
tows and put horsepower limitations on the tows.  They are 
also asking that the "most experienced# personnel be placed in 
charge of each tow.  Apparently, the Coast Guard finally 
realizes that not all river pilots have equal experience.  Even 
in cases where the "most experienced# licensed mariner is in 
charge, the Coast Guard sits back and takes cheap shots at the 
mariner who has an accident when he used every skill at his 
command.(1) However, this action apparently was not enough 
to prevent these two accidents that are "under investigation.#  
[(1) Refer to NMA Report #R-399, Danger on the Illinois 
Waterway: Towboat Pilot Loses License After He Accepts 
High Risk Assignment.] 
 The Coast Guard eliminated "First Class Pilotage# north of 
Baton Rouge in 1996 because it became too inconvenient for 
the local Regional Exam Centers in New Orleans, Memphis, 
and St. Louis.  Later, excessive medical requirements drove 
hundreds of older, more experienced pilots out of the industry.   
 "Under investigation# has become a meaningless term.  
We are not certain that the Coast Guard has the requisite 
knowledge of river towboat maneuvering and handling to 
conduct a meaningful investigation.  Until recently, Coast 
Guard personnel never rode on the towing vessels they 
attempted to regulate.   
 With the exceptionally high water conditions, a levee 
breach could cause untold flooding damage to the industries 
and residences along the "chemical corridor# from Baton 
Rouge south to New Orleans and beyond.. 
 Pointing the finger at Artco and the fact that these 
accidents caused tremendous delays and expense to other 
barge lines finally may wake up these other companies to the 
delays and inconvenience that Artco!s oversize and 
overloaded tows cause to other mariners. 

 

PLAYING VIDEO GAMES 
 

Captain of tug that hit Bligh Reef in 2009 was playing 
video games, U.S. Coast Guard report says. 

 

Tug Pathfinder, moored in Valdez after grounding. 
USCG photo 

 
[Source: http://deckboss.blogspot.com.] 
 The captain of an oil industry tugboat that ran aground in 

December 2009 on Bligh Reef, spilling 6,410 gallons of 
diesel, was playing video games at the time of the mishap, a 
U.S. Coast Guard investigation has found. 
 The Coast Guard report says the crew of the tug Pathfinder, 
part of the Crowley Maritime oil tanker assist and escort fleet at 
Valdez, violated company policies, and the captain and second 
mate were unclear as to "who had the conn." 
 Bligh Reef is a charted navigational hazard that gained 
infamy when the Exxon Valdez hit it in 1989, spilling nearly 
11 million gallons of crude oil. 
 The Coast Guard report says the captain of the Pathfinder, 
had just changed course and sped up the tug, doing so without 
verifying the position of the vessel.  He then turned to a computer 
to play video games, his back to the forward bridge window. 
 The Master "deliberately violated company policy and used 
the vessel's computer to play hearts or other games, directly after 
changing course and speed.  The Master's actions left the vessel's 
position unknown, other than an assumption made by the Master 
on the vessel's previous course," the report says. 
[NMA Comment:  Our Association has requested a copy 
of the Coast Guard casualty report.  We will reserve 
comment until we read the full report.  Activity #3655472 
& 3654823 as our file #M-826.] 
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TSAC MEETING ANNOUNCEMENT 
Notice of Federal Advisory Committee Meeting. 

 
 The Towing Safety Advisory Committee (TSAC) will 
meet June 16, 2011, in Memphis, Tennessee.  This meeting 
will be open to the public. 
 The Towing Safety Advisory Committee will meet on 
Thursday, June 16, 2011, from 8 a.m. to 5 p.m.  Please note 
that the meeting may close early if the committee has 
completed its business.  Written comments must be submitted 
no later than June 8, 2011. 
  The meeting will be held at The Crowne Plaza Memphis 

Downtown Hotel, 300 North Second Street Memphis, TN 
38105.  Hotel website 

http://www.cpmemphishotel.com/. 
 To facilitate public participation, we are inviting public 
comment on the issues to be considered by the committee and 
subcommittees.   
 This Committee is established in accordance with and 
operates under the provisions of the FACA. It was established 
under the authority of 33 U.S.C. 1231a and advises, consults 
with, and makes recommendations reflecting the 
Committee's independent judgment to the Secretary of the 
Department of Homeland Security (DHS) on matters 
relating to shallow-draft inland and coastal waterway 

navigation and towing safety.  TSAC may complete specific 
assignments such as studies, inquiries, workshops, and fact 
finding in consultation with individuals and groups in the 
private sector and/or with state and local government 
jurisdictions  
 The agenda for the June 16, 2011 TSAC public meeting is 
as follows: 
1) Roll call of committee members and determination of a 

quorum. 
2) Approval of minutes from the Oct. 26, 2010, meeting. 
3) Committee Administration: Discussion of Committee By-

Laws and DFO announcements 
4) Presentation and discussion of reports and 

recommendations from the subcommittees on: 
 Update on Commercial/Recreational Boating Interface 

from TSAC Acting Chairman. 
 Work-Group reports on the review and recommendations 

for the revision of NVIC 04-01 "Licensing and Manning 
for Officers of Towing Vessels." 

5) Report on National Maritime Center (NMC) activities 
from NMC Commanding Officer. 

6) Report on Office of Vessel Activities and the Towing 
Vessel National Center of Expertise from CG-5431. 

7) An Update from the Office of Marine Investigations and 
Casualty Analysis (CG-545) by Captain David Fish & Mr. 
Dave Dickey: 

 A presentation on the LONNY FUGATE marine casualty. 
 Development of a new Navigation and Vessel Inspection 

Circular (NVIC) to refine and clarify casualty reporting 
requirements. 

 The Coast Guard's report to Congress on "Human Factors 
contributing to oil spills and potential oil spills." 

8) Period for Public comment. 
9) Adjournment of meeting. 

 A copy of each report is available at the 

https://www.fido.gov website or by contacting Michael J. 
Harmon.  Once you have accessed the TSAC Committee 
page, click on the meetings tab and then the "View" button for 
the meeting dated May 16, 2011 to access the information for 
this meeting. Minutes will be available 30 days after this 
meeting.  Both minutes and documents applicable for this 
meeting can also be found at an alternative site using the 
following web address: https://homeport.uscg.mil and use 
these key strokes: Missions, Port and Waterways, Safety 
Advisory Committee, TSAC and then use the event key. 
 The meeting will be recorded by a court reporter.  A 
transcript of the meeting and any material presented at the 
meeting will be made available through the 
https://www.fido.gov website. 
 The committee will review the information presented on 
each issue, deliberate on any recommendations presented in 
the subcommittees' reports, and formulate recommendations 
for the Department's consideration. 
 To facilitate public participation, we are inviting public 
comment on the issues to be considered by the committee and 
subcommittees.  Written comments must be identified by 
Docket No. USCG-2011-0144 and submitted to the docket. 
 An opportunity for public oral comment will be held 
during the TSAC public meeting on June 16, 2011, as the last 
agenda item prior to closing the meeting.  Speakers are 
requested to limit their comments to 5 minutes.  Please note 
that the public oral comment period may end before the 
prescribed ending time indicated following the last call 
for comments. 
 
[NMA Comment: The complete notice appeared in the 
Federal Register of May 18, 2011  For further information 
on TSAC including membership call Michael J. Harmon 
at Coast Guard headquarters (202) 372-1427 or Fax (202) 
372-1926.] 

 

MEDICAL REVIEWS 
 

[Source: Our letter appeared in the April 25, 2011 issue of 
The Waterways Journal.  Editorial note: We included the 
original mariner s letter subtitled Licensing Red Tape  at 
the end of this article,]  

 
 "Licensing Red Tape# in the April 11, 2011 WJ issue 
needs to be read together with the attached letter from the 
Commanding Officer of the Coast Guard!s National Maritime 
Center dated April 12th. 
 The fact is that the Coast Guard insidiously over-sold its 

entire medical review program to the Merchant Marine Personnel 
Advisory Committee (MERPAC), and the Towing Safety 
Advisory Committee (TSAC), and then proceeded to cram it 
down the throat of all 210,000 credentialed merchant mariners. 
 I recall the Coast Guard!s super-salesman was one Captain 
Arthur French, MD, who gave his sales pitch to the two 
advisory committees.  He said the Coast Guard would increase 
its medical staff from one or two doctors to seven "medical 
professionals.#  By mid-2009 when the NMC!s "Medical 
Department# backlog threatened to stall the entire licensing 
process and the crisis brought about a Congressional inquiry 
on July 9, 2009, the Coast Guard intended to increase the staff 
to 35 medical professionals.  During the credentialing 
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nightmare, I recall the NMC was processing 9,000 
applications a month. 
 Recently, I spoke with a Dr. Gillis at NMC.  I was not 
sympathetic with her problems that I thought she could be 
capable of handling with a staff of 35.  She countered that she 
had a staff of only about 23 and merely hinted at internal 
problems revealed by the Commanding Officer in his April 
12th. letter. (Copy attached) 
 It is clear that the Coast Guard never even had a clue as to 
what they were doing when they introduced their extensive 
medical program.  Their constant bungling destroyed their 
credibility.  Here is what the program accomplished: 
 It introduced military style programs with intimidation (e.g., 

the Body Mass Index) to our civilian occupation/ 
 It prematurely destroyed careers of many older, experienced 

mariners $ many more than they ever admitted. 
 It destroyed mariners retirement plans short of anticipated 

retirement as reported in "Licensing Red Tape.# (see below) 
 It added uncompromising and burdensome medical expenses 

to thousands of mariners to comply with extensive "medical 
guidelines.# 

 It conned, discredited, and finally overpowered the Coast 
Guard advisory committee system. 

 It ignored medical issues our Association brought to the 
attention of the Coast Guard and Congress years ago. 

 The 2003 Staten Island ferry accident and NTSB 
"recommendations# pushed the Coast Guard to take these 
Draconian steps that, if allowed to remain, will eventually 
dissuade many individuals from ever entering the maritime 
industry.  The problem lies not so much in the deficiencies the 
NTSB discovered in the Coast Guard!s merchant marine 
personnel system but, rather in the dysfunctional 
implementation of the Coast Guard!s recommended cure.  
Those responsible for the ferry accident were apprehended, 
tried, convicted, sentenced, and served jail time for the 
eleven lives that were lost in the accident.  But, the Coast 
Guard just couldn!t leave it alone. 
 Mariners who are capable and basically healthy can no longer 
count on a "career# in the industry, as they grow older.  While the 
old system was "good enough# to catch most mariners whose 
health presented a real threat to marine transportation, it also 
recognized that employers always had a stake in the good health 
of their employees.  Mariners are responsible for their own good 
health that they must prove to their own physicians at "renewal# 
time.  Employers often catch, identify, and act upon serious 
medical problems before they impact their business enterprise.  
We believe when "Big Brother# steps into our lives as intrusively 
as the NMC!s Medical Department has, that this should signal the 
beginning of the end to Coast Guard domination of the U.S. 
merchant marine.   
 Most seamen manning merchant vessels during World 
War II were civilians, many with conditions leading to "4F# 
draft classifications or age constraints that prevented their 
entry into the armed forces.  Use of mariners with health and 
age issues was a good use of very limited manpower 
resources.  Nobody seriously tampered with medical issues 
until Coast Guard officials latched on to the ferry accident and 
precipitously raced to put them into immediate effect.  The 
blow fell heavily upon our mariners.  We express our 
objection on behalf of the many mariners who have called 
upon us in the past. 
 It is time to allow the national budget crisis to fix this 
issue.  Any doctor willing to put his signature and his license 

number on the new nine-page physical form with all of its 
warnings, explanations, etc. should be trusted to have done his 
or her job.  The entire crowd of "Occupational Specialists# 
assembled in Martinsburg, West Virginia to second-guess 
these medical professionals should be sent home.  Their 
program is one that our mariners, maritime employers, and 
our government can no longer afford. 
 

Licensing Red Tape 
 I [Mariner #129] sent a letter to the Waterways Journal 
that was printed on Feb. 23, 2009, concerning the way 
mariners, including myself were treated when attempting to 
renew their licenses. 
 You would not believe the response I received from the 
letter you printed.  I started the renewal process nine months 
before the license expiration date to give the National Mariner 
Center (NMC) plenty of time to process my application.  
Little did I know, that wasn!t nearly enough time.  Finally, 
with the help from the National Mariner s Association, I 
received the answer that my application was denied because of 
medical issues. 
 It appears that is was perfectly OK to work for the two 
years before my expiration date, but not when it was time to 
renew.  By the time I received a decision, my license had 
expired, and I was out of work. 
 After learning how to submit an appeal $ with no help 
from the NMC $ my application was denied again.  After a 
few phone calls complaining about the lack of clarity in the 
appeals process, they did put appeal instructions on the NMC 
Web site. 
 The denial on appeal came in with a letter stating that, 
after a period of time elapsed, I could be considered for a 
medical waiver.  That time has arrived. 
 Just like before, I have encountered that same set of 
problems.  My application was assigned to a medical 
evaluator four months ago and I cannot even get a meaningful 
response from the NMC medical people.  It sounds like they 
are programmed to say the same thing over and over again 
like a broken record:  "It!s under review.# 
 To be assigned to a medical evaluator without an answer for 
four months is unacceptable.  It!s red tape after more red tape.  I 
can see why the federal budget is all out of shape when the Coast 
Guard spends taxpayers! money creating all this unnecessary red 
tape.  It can!t be for overstaffing the NMC because there is 
nobody there who can give the medical specialists I have 
consulted a straight answer. 
 My answer was this %  if you cannot find a medical specialist 
on the Coast Guard!s payroll, then spend the money to get your 
own specialist.  You won!t find as much red tape sitting around his 
office.  It is unrealistic to expect the government to put out the 
money for a medical specialist in every field, but I do expect them 
to act on the word of a specialist in the field in which the case is 
in question.  My doctor is one of the best in the country in his 
field at a well-known hospital and university.  In fact, he is the 
founder and head of the department.  He has been telling the NMC 
for the past three years that I should have been working.  Now 
there is a crew of "occupational specialists# at the NMC, who have 
never met me and don!t know anything about me, who are making 
the decisions that will affect the rest of my life. 
 I am a 57-year-old man with a 30-year river career that may 
be over because of bureaucratic red tape and inability to deal 
with medical specialists who are the real experts on my 
condition.  The NMC cannot even communicate effectively with 
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the mariners they regulate.  With the job market the way it is 
these days, where is a 57-year-old man going to find a decent job 
when he has worked on the river most of his adult life and 
reached the summit of his occupation? 
 With all this time I have on my hands, I sat down with a 
calculator and figured out how much money it has cost me in 
lost wages and being out of work.  It has cost $215,000 in 
wages, not including the bonuses and benefits. The money I 
saved all these years for retirement is gone just to keep from 
losing everything I worked for and to keep from losing 
everything I worked for and to keep from being homeless.  If 
you are one of the Coast Guard bureaucrats holding my life 
and the lives of other mariners in your hands, I hope you sleep 

better at night than I do. 
 To the other mariners who have been victimized by this 
medical fiasco, there is little comfort in learning that there are 
many who will find themselves in my position in years to come.  
Take the time to learn how, when, and why the system has failed 
us and help do something about it.  Don!t wait until you are in my 
position.  If you do, the soup kitchen line is going to get much 
longer at the local mission.  If you are a medical evaluator and 
have your hands tied because of the "system# the Coast Guard 
adopted, I apologize for coming down so hard on you.  If you are 
one of the bureaucrats or red-tape purchases, I will apologize to 
you after you get it right although I will not be holding my breath. 

(Name and address withheld by request) 
 

COMMITTEE TO LOOK AT MARINER MEDICAL 
ISSUES 

[By Dale K. DuPont, WorkBoat, Mar. 22, 2011] 
[Comments and emphasis are ours!] 

 
 While the U.S. Coast Guard has cut processing time for 
merchant mariner credentials, the sticky issue of medical 
evaluations persists. 
 So Congress has asked the Merchant Mariner Medical 
Advisory Committee to look into the issue and attempt to 
break through the logjam and get clearer guidelines for 
physical qualifications and medical examiner education. 
 
[NMA Comment: Congress established this new Federal 
advisory committee in section 210 of the Coast Guard 
Authorization Act of 2010 in response to the medical fiasco 
at the National Maritime Center and hundreds of mariner 
complaints.] 
 
 The committee will be made up of 10 health care 
professionals and four mariners.  The first meeting was to 
have been held in April, although members! names had not 
been announced at press time. 
 While it!s only advisory, "it might be a good thing,# said 
Capt. George Quick, vice president of the International 
Organization of Masters, Mates & Pilots (MM&P).  "We re 
hopeful the medical standards will have input from 
professional mariners who understand what s required 
aboard ship.# 
 The process of determining fitness is much more 
streamlined elsewhere in the world.  "Here, you!re engaged in 
months of correspondence and more tests.  It s an 
unworkable system,  Quick said. It s a big issue. It s got us 
tearing our hair out.# 

 Mariners can begin the license renewal process months in 
advance of the expiration date and still fail to receive their 
renewals in time.  The average renewal takes a little under two 
months.  But, "if you have any problem whatsoever, it can 
take up to six months,# Quick said. 
 Mariners often can get in a bind over health issues.  Some 
may not get medical care for an illness or not take a doctor!s 
prescription for fear of jeopardizing their license or raising red 
flags that can delay an MMC renewal. 
 "Both maritime labor and the AWO were equally 
concerned about the backlog,# said Chris Coakley, vice 
president of legislative affairs at the American Waterways 
Operators, which supported the formation of the committee to 
tackle the issue. 
 Mariners want to get appropriate clearance, and operators 
need to make sure the mariners are healthy, he said. 
 "We don t want to have regulations that turn a mariner 
out of the wheelhouse in a day after spending a lifetime 
getting there,# Coakley said.  "We want to make sure you!re 
appropriately assessing the risk.# 
 The fatal Staten Island ferry accident in October 2003 
focused a lot of attention on medical issues.  The assistant 
captain lost consciousness before the Andrew J. Barberi 
slammed into the pier, killing 11 people.  
 The National Transportation Safety Board wanted the 
results of all physicals reported to the Coast Guard and 
suggested the agency overhaul its medical review process.  
http://www.workboat.com/newsdetail.aspx?id=9567&utm_so
urce=NewsLinks&utm_medium=Email&utm_campaign=Info
rmzNews - # 
[NMA Comment:  The entire medical exam fiasco is a 
result of poor leadership within the Coast Guard s Marine 
Safety Directorate, their lack of understanding of our 
merchant mariners, aggravated by putting inappropriate 
pressure upon MERPAC and TSAC.   

 

MARINERS STILL SUFFER FROM SLEEP 
DEPRIVATION 

[By Dale K. DuPont, WorkBoat, Apr. 20, 2011] 
 
 Hey mariners, think you!re not getting enough sleep on 
board?  You may be right, based on data from a recent research 
project by the American Waterways Operators (AWO) and 
Northwestern University!s Center for Sleep & Circadian Biology 
aimed at reducing fatigue and improving safety. 
 A recently completed portion of the study shows that 
mariners who spend more than eight hours in bed are sleeping 
only an average of 6½ hours rather than the desired 7 to 8 

hours over a 24-hour period.  The next phase of the research 
project hopes to determine why. 
 "People are getting time in bed, but their sleep efficiency is 
not where we want it to be,# said Jennifer Carpenter, AWO!s 
senior vice president, national advocacy.  "The Northwestern 
research is really looking at sleep schedules and is rooted in some 
really promising research by NASA,# which found that getting 
sleep in two chunks could be just as good as one long chunk. 
 
[NMA Comment:  The two watch  system is another way 
of saying an 84-hour workweek.  We argue that AWO s 
Responsible Carrier Program authorizes its member 
companies to work its unlicensed personnel up to 15 hours 
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per day.  We believe that the Association that speaks for 
the entire tug and barge industry should endorse a 12 hour 
work day for all personnel.] 
 
 Researchers spent time on 10 inland and coastal vessels and 
interviewed 72 mariners.  Some of the findings surprised them. 
 "We would have thought the crew working the back watch 
(sleeping 6 a.m. to noon) would actually sleep less than the 
captain!s watch,# said Kathryn Reid, with the department of 
neurology at Northwestern!s Feinberg School of Medicine.  
They found that the mariners were sleeping about the same. 
 The study has been "extremely valuable because it has 
expanded the science about the issue of how a mariner gets 
sufficient rest on a towboat,# said Jim Farley, executive vice 
president, operations, Kirby Inland Marine Transportation, 
one of the participating companies. 
 Research shows that a two-watch system provides the 
seven hours of sleep needed.  "We wanted to be sure that was 
doable in a two-watch system,# Farley said.  At Kirby, each 
vessel sets the watch schedules. 
 Some companies that have experimented with the 
rectangular watch (7-on 7-off, 5-on 5-off) have gone back to 
the square watch of 6-6-6-6, Carpenter said.  And some have 
changed the hours of the 6-on 6-off, going from 1 p.m. to 7 
p.m. instead of noon to 6. 
 The next project phase, which is funded by AWO for 
another year, will be a survey of 500 wheelhouse crew.  
 "There are many reasons sleep could be disturbed,# Reid 
said. Among them are pain, stress, age, diet and the general 
environment on board.  However, "it!s not possible to 
eliminate all sounds and movement,# she said. 
 
[NMA Comment:  In NMA Report #R-350, Rev. 6, Items 
H&K our Association urged Congress to enact a statute 
that caps the work day for all merchant mariners, not just 
officers, at 12 hours.] 

NMA Interest in the Sleep Deprivation Study 
 Our Association wrote a letter to Dr Fred Turek, Director 
of the Center for Sleep and Circadian Biology on May 19, 
2011 outlining our position as follows: 
 
Dear Dr. Turek, 
 I read with interest the article titled Mariners Still Suffer 
From Sleep Deprivation by Dale DuPont in WorkBoat 
magazine.  (enclosed). 
 Our Association speaks on safety, health, and welfare 
issues on behalf of approximately 126,000 merchant mariners 
who serve on "limited tonnage# vessels like tugs, towboats, 
small passenger vessels, and offshore supply vessels. 
 Over the past dozen years, the problem of obtaining 
adequate sleep on "workboats# such as tugs, towboats, and 
offshore supply vessels that often are in 24-hour service has 
been one of the most vexing problems for our mariners.  I note 
that your researchers have "spent time on 10 inland and 
coastal vessels and interviewed 72 mariners.#  
 Our Association found it necessary to ask Congress for 
help in limiting the number of hours on duty for our mariners 
to help them to obtain the proper amount of rest as follows:(1)  

[(1)Refer to NMA Report #R-350, Rev. 6, Issues H & K] 
 
[Request for Congressional Action:  Since the Coast Guard 
does not have the authority to establish reasonable work-hour 
limits for unlicensed mariners, we ask Congress to review and 
clarify 46 U.S. Code §8104(h) and §8904(c) and direct the 
Coast Guard to effectively enforce a 12-hour work limitation on 
every mariner serving on a U.S.-flag inspected vessel.] 
 
 I am binding and enclosing a number of our reports(1) 

exposing different facets of the work-hours and sleep 
deprivation problem that you might want to consider in your 
project.  [(1)Enclosures include entire #R-370 report series + 
#R-350, Rev. 6 and #R-279, Rev. 8.] 
s/Richard A. Block. Secretary, NMA 

 

PROVIDING CPR - NO TIME TO WASTE 
Coast Guard Safety Alert 

 
 This Safety Alert serves as a reminder to the international 
maritime community that when it is necessary to provide a 
patient Cardiopulmonary Resuscitation (CPR) there is simply 
no time to waste.  Every second which passes affects the 
patient's chance of survival.  According to the American Heart 
Association: 
 Sudden cardiac arrest is most often caused by an abnormal 
heart rhythm called ventricular fibrillation (VF).  Cardiac arrest 
can also occur after the onset of a heart attack or as a result of 
electrocution or near drowning.  When sudden cardiac arrest 
occurs, the victim collapses, becomes unresponsive to gentle 
shaking, stops normal breathing and after two rescue breaths, still 
isn't breathing normally, coughing or moving. 
 Effective bystander CPR, provided immediately after sudden 
cardiac arrest, can double or triple a victim's chance of survival. 
 Effective bystander CPR helps maintain vital blood flow 
to the heart and brain and increases the amount of time that an 
electric shock from a defibrillator can be effective. 
 Brain death starts to occur four to six minutes after 

someone experiences sudden cardiac arrest if no CPR or 
defibrillation occurs during that time 
 If bystander CPR is not provided, a sudden cardiac arrest 
victim's chances of survival fall 7 percent to 10 percent for 
every minute of delay until defibrillation 
 Few attempts at resuscitation are successful if CPR and 
defibrillation are not provided within minutes of collapse. 
 For additional information access the following websites:  
 American Heart Association http://www.heart.org 
 American Red Cross http://www.redcross.org 
 Regardless of other CPR training requirements, such as basic 
safety training required by STCW-95 for certain mariners, the Coast 
Guard strongly recommends that all vessel owners and operators 
ensure each crew member is properly trained in CPR.  Important 
changes to CPR procedures have taken place in late 2010. 
 This safety alert is provided for informational purposes 
only and does not relieve any domestic or international safety, 
operational or material requirement. Developed and 
distributed by the U.S.C.G. Headquarter's Office of 
Investigations and Analysis, Washington, DC. Questions may 
be addressed to HQS-PF-fldr-G-PCA@uscg.mil 
 Office of Investigations and Analysis: 
http://marineinvestigations.us 
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NEW AND REVISED NMA REPORTS 
 

NMA Report #R-204, Rev. 3.  The Coast Guard Injustice  
Handbook.  We updated several of the existing chapters with 
new information, several new recommendations, and added one 
new chapter and an additional Foreword.  There are currently 
several new cases lining up for future inclusion. 

 
NMA Report #R-204-C, Rev. 6.  Insure Your Credential  
Protect your Career.  12p.  Formerly Report #R-342, Rev. 6.  
Our Association has spent a great deal of time and effort in 
working with our mariners facing "Settlement Agreements# or 
Suspension and Revocation Hearings before Administrative 
Law Judges. 
 While a number of changes have taken place following 
public exposure of shortcomings in the press and in our own 
Coast Guard "Injustice# Handbook, Congressional hearings in 
2007, discussions with the DHS Inspector General!s staff, and 
complaints to the Coast Guard Judge Advocate General much 
work remains to be done. 
 At this point, our best advice to our mariners is one that we 
have made consistently since 2001 $ buy license defense 
insurance.  The thinking behind this statement is simple.  Most 
mariners are like a fish out of water when up against Coast 

Guard Investigating Officers trying to cram "settlement 
agreements# down their throats or when they try to defend 
themselves, their license, and their career in a courtroom 
before an Administrative Law Judge.   
 Most mariners are used to being left alone to solve any 
problem that they confront on the job.  But this is something 
entirely different.  If you want to see understand what other 
mariners had to face under the existing Administrative Law 
system, read NMA!s The Coast Guard "Injustice# Handbook 
(NMA Report #R-204, Rev. 2) 
 
NMA Report #R-209.  Aug. 11, 1999.  Offshore Supply 
Vessels. Copy of Comments submitted to Docket #USCG-
1999 on Aug. 11, 1999. 26p.  
 
NMA Report #R-401-K.  May 16, 2011.  HR-1288 World 
War II Merchant Marine Service Act.  By J. Don Horton.  
Merchant mariners put themselves in harm!s way to serve 
their country in WWII as they did in every other national 
conflict.  Proving that service, however, has taken the form of 
a modern-day paper chase laced with an abundance of 
bureaucratic red tape as seen in this report by a devoted son 
who grew up during this period.  His work in uncovering hard 
to find records was rewarded by help from his state!s 
Congressional delegation. 

 

MASTER OF TOWING VESSELS ASSOCIATION 
REPORT 

By Captain Jordan May 
 

Finally Catching Up  
 Important Mariner Survey:  If you sail in the towing 
industry and are reading this e-mail perhaps you can take the time 
to hit "reply" at the end and list what you feel would actually 
make your operations "safer" onboard the tug.  This information 
is often requested and we want to graph the responses to share 
with the industry.  Let's hear it; it doesn't have to be long, just the 
one area or issue that stands out in your mind, which you would 
modify if able.  The information will be anonymous.   
 To me the U.S. towing industry appears to be a pretty safe 
business overall considering what's involved to operate 
successfully in an often extreme environment.  On some tugs we 
don't leave our staterooms without hardhat, life jacket, flashlight, 
earmuffs, safety glasses and gloves.  I love this equipment but I 
don't need a hardhat in the head.  I think we all agree that in some 
areas the forms and procedures required to be addressed onboard 
may have reached the saturation level.  We have TWIC cards, 
drug tests, Licenses and Certificates out the whazzoo.  Are these 
the only areas we need to concentrate on?  Are we missing 
anything else in the big picture?  It's always worth bouncing 
around other perspectives if there are any. 
  

Tugnology Paper 
 Doug Pine is bound for Antwerp in a few weeks to present 
our Hybrid Training Tug paper at the Tugnology Conference.  
Attached is the final version of paper and we hope it does well 
towards demonstrating the opinion of members and the value 
of a Hybrid Training Tug.  It fits well with the leading edge of 
tug technology and with and the Tugnology paper from 
Foss/Susan Haymen on "The business Case for Going Green".  
Since I now find myself bound to Alaska for the summer, I am 

not able to attend myself.  I will be onboard the Lisa Marie 
from Season 5 for June through September.  It is very 
fortunate that we are able to transition and adapt so smoothly. 
 The Hybrid Training Tug continues to carry steady 
momentum.  We are now working with Alaska Ship and 
Drydock in Ketchikan towards building the vessel in Alaska.  
It was introduced to Congressman Don Young and Senator 
Mark Begich who are both supportive of the concept and how 
it might work in developing maritime and workforce training 
programs for Alaskans.  There is also interest from Alaska 
native corporations who see the benefits of the vessel concept 
and of training young mariners in the coming technology. 
 After Doug's presentation we will submit a synopsis for the 
ITS Conference in Barcelona for 2012.  The deadline is May 27 if 
anyone has ideas they would like to present or if you want to 
present a paper yourself.  Doug was in Portsmouth, England this 
month working with our colleagues in the ITA, (International 
Tugmasters Association).  This is our counterpart on the global 
scale with shared goals and aspirations to assist the industry by 
utilizing the input of existing tugmasters.  The ITA is involved in 
developing the Transas TugSim and a new maritime training 
center in Portsmouth with emphasis to the onboard side using the 
local tugs in conjunction with TugSim. 
 

Tug Inspections 
 The notice of proposed rulemaking was signed by 
Homeland Security Secretary Janet Napolitano and now sits in 
the Office of Management and Budget.  The NPRM could be 
published in July.  In other words, ....still working on it and 
have been since 1953. 

Towing Forum 
 If you haven't checked the Towing Forum lately you 
should..... Joel's recent piece on "Extreme ATBs" is incredibly 
informative with great pics to understand these amazing 
vessels and some of the operational and regulatory hurtles 
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associated with them. 
 If you haven!t seen the excellent website of Captains 
George and Grant Livingsone, take a minute to look at 
shipsandtugs.com . 
 Please hit reply and answer the SURVEY now. 
For other interesting articles and information, visit the " 

Towing Forum" on our website at: 
www.mtvassociation.com 

Best regards, 
Captain Jordan May 

Co-Director, Master of Towing Vessels Association  
www.mtvassociation.com  541-220-9559 

 

WAKE WARNING 
 
 In regards to wake damage, vessels are responsible for 
their wake.  The recent high water we are experiencing does 
not eliminate mariners, operators, and/or companies 
from their legal obligation to operate in a safe 
manner.  While vessels under 1,600 GT are not 
specifically required to manage their speed in 
regards to wake, they are still required to operate in a 
prudent manner which does not endanger life, limb, 
or property (46 USC §2302).  Nor do the Navigation 
Rules exonerate any vessel from the consequences of neglect  

(Rule 2), which, among other things, could be unsafe speeds 
(Rule 6), improper lookout (Rule 5), or completely ignoring 
your responsibilities as prescribed by the Navigation Rules. 
 If a USCG credentialed mariner is found to be operating in a 
negligent manner, they will be held accountable for Negligence 

under 46 CFR §5.29, which could result from a Letter of 
Warning against their credential to Revocation.  Likewise, 
if a company is found to operating in a negligent manner 
they could face a civil penalty of not more than $25,000 
for EACH occurrence. 
s/James Fayard 
Senior Investigating Officer 

U.S. Coast Guard,Sector Lower Mississippi River 
 

OUR SEAMEN ARE THE BREAD WINNERS 
FOR COMPANY PENCIL PUSHERS 

 
 From time to time when I would hear of someone getting 
fired by a boat company!s pencil pusher for not doing what he 
was wrongly ordered to do, I would work my nerve up and I 
would start writing. 
 I wrote about how my husband was wrongfully treated and 
fired by a company pencil pusher for something he had no 
control over.  My husband was fired because he wouldn!t go 
against the oath he took, and that was not to jeopardize the 
lives of the crew he was responsible for. 
 My brother-in-law was sent two seamen that knew nothing 
about anchor handling or boat handling.  My brother-in-law was 
up for two days straight.  He was not eating properly, or getting 
the proper rest.  Being over-worked and stressed out caused him 
to have a stroke and will be in a wheel chair for the rest of his life.  
This certainly was not the way he wanted to retire.  These two 
seamen were not only "Bread Winners# for their family; they 
were "Bread Winners# for those ungrateful pencil pushers. 
 You would think with all those seamen!s wives or 
girlfriends that have children, they didn!t lose only their 
"Bread Winner,# but also their providers.  This was their love, 
their companion in life.  For those seamen lost at sea that are 
never found.  Where do these seamen!s wives go to pay their 
respects $ and to those who are found $ in a graveyard? 
 All these seamen are "Bread Winners#, not only for their 
family but for those heartless ungrateful company pencil pushers 
that don!t use the common sense that God gave them.  Instead 
they let their education and their pencil push our Bread Winning 
seamen to their death.  What the hell, they can!t do anything more 
for those seamen?  There!s a lot more looking for a job, ready to 
be the "Bread Winners# for those cold-hearted pencil pushers. 
 What!s even sadder, these cold-hearted company Reps 
don!t think anything, anything of those hard-working "Bread 
Winners# that lost their lives.  They were seamen that help put 
clothes on their family!s back, nice expensive suits, nice 
expensive cars and put a roof over their family!s heads.  If it 

weren!t for our seamen, just where would they be?  They sure 
don!t give thought to the seamen that lost their lives or to 
those who get hurt. 
 How many of our seamen have gotten hurt, never to work 
again?  This is not how they want to retire.  They put their 
lives out there for their families and more. 
 My husband and I were in town one day and met a cousin of 
mine, who is a seaman.  I won!t discuss the nature of his injury or 
give his name, nor the name of the company he worked for.  This 
is also a seaman my husband worked with.  My husband 
described him as a hard-working seaman that gave his all to his 
job.  This was a strong, healthy young man that will never be able 
to go back on the boat because of horseplay and rushing to pack 
to go home.  The crew was playing a trick on my cousin, which 
led to his injury.  There wasn!t any JSA (Job Safety Assessment) 
on the boats.  When you have a Captain looking to pull tricks on 
one of the crew members; how can he be a good example to all 
those seamen?  That Captain is supposed to be a leader.  He!s 
supposed to be a good example to all his crew.  But, instead this 
Captain joined in on the trick and laughed at the trick that caused 
a seaman bodily harm. 
 The company took care of my cousin for a time and just 
when they thought they were safe, these ungrateful company 
pencil pushers stopped his insurance.  He can!t do his therapy 
that is greatly needed.  They dropped his compensation. 
 These ungrateful, cold-hearted company reps don!t and 
won!t ever acknowledge our seamen for whom and what they 
are.  They don!t have any appreciation for our hard-working 
seamen, not even a thank you.  
 That paycheck is not a thank you.  That is a check they!ve 
earned for being the "Bread Winners# two ways. " One# is 
taking care of their own family, and "Two# is taking care of 
those ungrateful pencil pushers and their family. 
 The only thank you a seaman will ever get is the paycheck he!s 
earned and the company!s rep!s foot in our seaman!s back end. 
 There is more to my cousin that just can!t be told.  In the 
future there will be a follow-up.  Just not right now. 

Sincerely, 
Ms. B 
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NMA PETITIONS THE COAST GUARD FOR 
RULEMAKING 

- PART 2.  [NMA File #GCM-298] 
 

Suspend or Revoke 
 In Newsletter #75 we stated that our Association petitioned 
the Coast Guard Maritime Safety and Security Council for 
rulemaking to reflect a 2004 Congressional amendment to 46 
U.S. Code §7704(b) and bring existing Coast Guard regulations 
into compliance with the statute.  Essentially, the law now reads, 
"suspend or revoke# where the regulation reads, "revoke.# 
 We asserted that this change in wording by Congress on 
Sept. 9, 2004 should have applied to one of our mariners 
whose case was based upon an event that occurred 6 months 
later on March 28, 2005.  The difference between "suspend# 
or "revoke,# if applied, could have allowed our mariner to go 
back to work to support his family two years earlier.  The 
Coast Guard investigating officers fully understood the 
difference in the wording but stated they could only apply 
"Coast Guard regulations (i.e. "revoke# the mariners license) 
in spite of the amended statute that allowed them to decide 
between suspension or revocation.   
 Although the mariner made this point in a letter to the 
Chief Administrative Law Judge Joseph Ingolia in a letter 
dated April 19, 2007, nothing was resolved.   
 We brought this matter to the attention of the Coast Guard 
Judge Advocate General in a letter dated Oct. 19, 2010.  

Having received no reply, on Jan. 23, 2011 we formally 
petitioned the Coast Guard Marine Safety and Security 
Council to amend the text of 46 CFR §5.59 to align with 46 
U.S. Code §7704(b). 
 As a result of our correspondence, the Coast Guard opened 
Docket #USCG-2010-1021 where the public can view all of 
the related correspondence and documents.  A docket is 
nothing more than an electronic folder containing all pertinent 
documents.  The entire story of this case also appears in 
Chapter 15 of the Coast Guard "Injustice# Handbook, NMA 
Report #R-204, Rev. 2 on our website. 
 

Making Progress??? 
 On April 14, 2011 we received a letter from Commander 
Sandra K. Selman, Executive Secretary of the Maritime Safety 
and Security Council who established the Docket on line and 
stated in part: 
 The Coast Guard agrees with your observation that there is 
an apparent inconsistency in the language of 46 U.S. Code 
§7704(b) and Title 46 CFR §5.59.  We also note that 
Commandant Decision on Appeal (CDOA) 2678 (USCG vs. 
Savoie) when considered along with the apparently inconsistent 
regulatory text establishes a basis for regulatory change.  
Therefore, the U.S. Coast Guard will be taking action to initiate 
a rulemaking that we believe will address the concerns you have 
raised.# 
 What type of action $ and when? 
 We will keep our mariners posted. 

 

BRIDGE ADMINISTRATION COMPLAINTS 
 

 On Apr. 14, 2011, at the request of [Mariner #168] we 
directed the following letter to the Chief of the Waterways 
Management Branch in Washington and to the Eighth District 
in New Orleans. 

 
References:  Our File GCM-297. 
 33 CFR §114.10 General Policies on Issuance of Permits 

and drawbridge operation regulations 
 33 CFR §117.45)(c) Gulf Intracoastal Waterway. 
 33 CFR §117.455 Houma Navigation Canal 
 
 Our Association represents the interest of "limited 
tonnage# working mariners who serve on tugs, towboats, 
small passenger vessels and other workboats of 1,600 Gross 
register tons or less. 
 This letter serves to file a formal complaint on behalf of 
one of our mariners, the licensed Master of a towing vessel, 
who wishes to remain anonymous as permitted by 46 U.S. 
Code §3315(b). 
 46 CFR §114.10 tells us in pertinent part that "The 
decision as to whether a bridge permit or a drawbridge 
operation regulation will be issued or promulgated must rest 
primarily upon the effect of the proposed action on 
navigation to assure that the action provides for the 
reasonable needs of navigation after full consideration of the 
effect of the proposed action on the human environment. 
 [Mariner #168] reported to us that the drawbridges on both 
the Houma Navigation Canal and the Bayou Dularge highway 
bridge in Houma were being operated in the primary interests of 
highway traffic and not in the interest of marine traffic.   

 The regulations at 33 CFR §117.45(c) and §117.455 
clearly state the hours when these bridges are closed to marine 
traffic.  These regulations were issued pursuant to Federal 
rulemaking procedures in which all parties to the closure were 
given an opportunity to present their views. 
 [Mariner #168] insists that on several occasions that the bridge 
tenders on both bridges refused his requests to stop highway traffic 
during "open# periods to allow his tow to pass through the bridge.  
He stated that the bridges told him that they were "preparing# for 
the periods when they were allowed to be closed. 
 Our Association maintains that this practice clearly allows 
the bridge owners to discriminate against marine interests 
and specifically against our mariners. 
 Mariners have their jobs to keep and their schedules to 
maintain.  Unnecessarily stopping their vessels "before 
curfew# can affect both and increase the costs of towing on 
local vessel movements. 
 The Bridge Owner, the Louisiana Department of 
Transportation and Development (DOTD), if it deems that 
longer closure hours are necessary, can make a formal request 
for consideration as they have done in the past. 
 Confusion over "curfew times# has existed for many years 
and led to at least one major accident at the site of the old East 
Park Ave. Bridge in Houma on 18 Dec. 1989 when the bridge 
was prematurely closed to oncoming traffic(1)leading to a bridge 
strike by a tank barge that precipitated the evacuation of at least 
2000 people from downtown Houma.  [(1) NMA file #M-175] 

s/Richard A. Block 
Secretary, National Mariners Association 

 
[NMA Comment:  We received a very positive and 
satisfactory telephonic response from Mr. David Frank, head 
of the Eighth District bridge Administration Branch.] 
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A BARGE ACCIDENT IN THE NAME OF LOVE 
By Ken Hocke, WorkBoat, April 14, 2011 

 
 In July 2008, towboat pilot Terry Carver received a phone 
call from his cousin who told him he had seen his girlfriend 
riding around Glasford, Ill., in a truck with another man. 
 Carver sprung into action.  He left the towboat Mel Oliver in 
the hands of an inadequately licensed apprentice mate and sped 
away on a 13-hour journey from New Orleans to Illinois.  Yes, it 
was against U.S. Coast Guard rules to leave an unlicensed 
apprentice mate in charge, but this was bigger than that.  
 Damn the Coast Guard.  This was love.  
 Besides, what could happen?  The boat "was in the fleet,# 
as Carver said, and wasn!t supposed to go out into the 
Mississippi River.  He figured he would be back before the 
boat would be called out. 
 He figured wrong. 
 Three days after Carver left the boat and while he was 
driving back to New Orleans, the Mel Oliver, now with an 
apprentice mate at the controls, pushed the barge DM932 into 
the path of the 600' tanker Tintomara.  The barge was severed, 
spilling approximately 282,000 gals. of fuel oil into the river.  
 No one was hurt in the accident, but the response and 
cleanup resulted in the closing of 100 miles of the river for 

several days, employing almost 1,600 personnel from four oil-
spill response organizations, and running up a tab for U.S. 
taxpayers to pick up. 
 At 40, Carver is no kid.  That!s what makes this love story 
perfect material for a Lifetime channel-type movie.  Carver is 
now serving three years probation, has lost his license, and 
probably ended his career on the water.  He sacrificed it all for 
the love of a good woman who may or may not ride around 
with other guys in trucks. 
 Kind of chokes you up, doesn!t it? 
 
[Comment from Mariner #143:  ...but no one from ACL 
(American Commercial Lines) will ever be sentenced.  
They got away with running THEIR vessel with THEIR 
tow afoul again through the hire and use of a nickel-and 
dime: DRD.  Next it could be a DRE or DRF or DRG, H, 
or I, J, K.  Pretty slick- and with a complacent and 
compliant Coast Guard.  The "Carvers" and "Bavarets" 
out there are a dime-a-dozen, but the "ACL's" never take 
their fair share of licks.] 
 
[Comment from Mariner #59:  Recall that 4 ACL barges 
pushed by another nickel and dime  towing company 
knocked down the Queen Isabella Causeway Bridge killing 8 
motorists.] 

 

DISPOSAL OF CHEMICAL WEAPONS AT SEA 
[Source: Dennis L. Bryant, April 2011, Maritime Reporter & 

Engineering News] 
 

 While World War II is well-known as the beginning of the 
age of atomic weapons, World War I is lesser-known as dawn 
of the age of chemical weapons.  The 1914-1918 conflict saw 
development and large-scale production of mustard gas, 
lewisite, and other chemical agents specially designed and 
packaged for use in armed conflict.  With the armistice ending 
the War to End All Wars, large quantities of this material was 
left with no place to go.  The technology to safely destroy 
these chemical weapons did not exist and public concern over 
its existence was largely nil. 
 Without giving the matter much thought, the victorious 
Allies took much of the surplus chemical weapons out to sea 
and dumped it overboard.  Such dumping is known to have 
occurred in the Atlantic Ocean, the North Sea, the Baltic Sea, 
and the Mediterranean Sea, but probably also occurred in 
other waters.  Records documenting what was dumped and 
where are either non-existent or cursory. 
 While chemical weapons were not widely used during 
World War II, large quantities were produced and stockpiled, 
in the event that the enemy might initiate chemical warfare.  
Many WWI-era chemical weapons (such as mustard gas) were 
produced, as well as newer chemical weapons (such as sarin).  
Again, the victorious Allies dumped large quantities of these 
weapons at sea after the conflict ended.  Again, recordkeeping 
was cursory. 
 In the 1960s, people started to raise questions regarding use of 
the oceans as a dumping ground for chemical weapons.  
Governments phased out the practice and started research on 
methods to destroy chemical weapons, rather than drop them into 
the ocean and hope for the best.  Methodologies have since been 
developed for the relatively safe destruction of most, if not all, 

chemical weapons, but the financial cost is high. 
 The last disposal of chemical weapons at sea by the U.S. 
Government was on Aug. 18, 1970, when 12,508 M55 sarin 
rockets, three 155 mm sarin projectiles, and one M23 VX land 
mine were dumped in the Atlantic Ocean 250 miles east of 
Cape Kennedy, FL.  Earlier at-sea disposals by the U.S. 
Government include an unknown number of mustard 
projectiles off Charleston; 16,000 one-hundred-pound mustard 
bombs off Oahu; 1,154 fifty-five-gallon drums of arsenic 
trichloride and 924 ten-pound white phosphorus cluster bombs 
in "Disposal Area Number 1# in the North Atlantic; twenty 
1000-pound hydrogen cyanide bombs and 1,100 one-
thousand-pound cyanogen chloride bombs off Waianae, 
Hawaii; an unspecified quantity of mustard projectiles in the 
Gulf of Mexico south of New Orleans; three phosgene bombs 
(German origin) in the Gulf of Mexico; 887 containers of 
lewisite in the Pacific Ocean twelve miles off the Aleutian 
Islands; and 301,000 mustard bombs (of 115 pounds each) in 
the Pacific Ocean 117 miles off San Francisco.  The above list 
is just a sampling of the full list $ and the full list is 
acknowledged to be highly incomplete. 
 To the extent that anyone thought about it at the time, it was 
assumed that the oceans were vast and that the chemical weapons 
would be diluted and dispersed to such an extent that no noticeable 
harm would result.  It hasn!t quite worked out that way. 
 Environmental advocates have raised a number of 
concerns about the impact of these deteriorating chemical 
weapons on the marine ecosystem.  There is, to date, little 
hard evidence regarding the ecological impact.  This does not 
mean that there has been no deleterious impact, only that it is 
hard to document adverse changes that can be traced back to 
chemical weapons disposal that occurred years previously. 
 Adverse impact on humans is easier to demonstrate.  
Numerous fishermen (particularly in European waters) have 
brought up old munitions, including old chemical weapons, 
from the bottom of the sea. 
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 As recently as June 2010, a crewmember on the U.S. 
clamming dredger ESS Pursuit was injured when he picked a 
shell-shaped object off the boat!s conveyor belt and threw it 
back into the sea.  He smelled a strange odor as he did so.  
Shortly thereafter, he experienced a burning sensation on his 
hands and arms.  The U.S. Coast Guard evacuated him to 
shore.  Doctors diagnosed that he was suffering from exposure 
to mustard gas.  The clamming vessel was ordered back to 
port and underwent extensive decontamination.  It had been 
operating in waters above the Hudson Canyon south of Long 
Island.  Although there are no specific records that mustard 
gas weapons were disposed of in the Hudson Canyon, the 
records, as noted above, are abysmal.  Many of the chemical 
weapons dumped at sea departed from the Colts Neck Naval 
Pier at Earle, New Jersey.   
 While dumping of chemical weapons at sea became a 
violation of federal law in 1972, it wasn!t until 2007 that 
Congress adopted legislation directing the Department of 
Defense to review historical records and attempt to better 
identify areas in waters off the United States where chemical 
and conventional weapons have been deposited and what was 
placed there.  This information is to be released publicly.  
Research is to be done on the effects of those weapons on the 

environment and those who use the ocean waters.  A 
feasibility study is to be done regarding the removal or 
remediation of those munitions.  Unfortunately, no monies 
were appropriated to fund implementation of the legislation.  
 An earlier DOD report estimated the cost of environmental 
remediation of U.S. military installations and former U.S. 
military properties to be in excess of $34 billion.  The cost of 
recovery and remediation of chemical weapons disposed at sea 
could easily exceed that figure.  Funding for such a large-scale 
effort is not expected to be forthcoming in the near future. 
 As noted above, the ecological problems posed by these 
chemical weapons are impossible to quantify, even though 
they are very real. 
 The threats to humans are easier to identify.  Chemical 
weapons have on occasion washed ashore.  More frequently, 
human activity in the sea has resulted in direct contact with 
these weapons.  Fishermen have brought them up in their nets 
and trawls.  Dredging and work on oil and gas platforms and 
undersea pipelines risk making contact with chemical 
weapons.  As humans increasingly engage in subsea activities, 
both commercially and recreationally, the likelihood of 
coming into contact with long-discarded chemical weapons 
can only increase. 

 

MONETARY REWARDS 
Crewmembers Cooperating in Federal Investigation of 

Polluting Ship Granted Huge Monetary Awards 
Wednesday, May 11, 2011 

 
 According to Associated Press, after a Greek shipping 
company was convicted for repeated dumping of waste oil 
into the ocean, and lying about it, three of its crewmembers 
are receiving upwards of $1 million for cooperating with 
federal authorities in the investigation.  
 The company in question, Ionia Management, has been 
fined $4.9 million in 2007 and were convicted on 13 violation 
counts of the Act to Prevent Pollution from Ships, as well as 3 
counts of falsifying records, 1 count of obstruction of justice, 
and 1 count of conspiracy.  
 Upon what is being called "crucial evidence# being 
provided by 3 of the crewmembers, Alexander Gueverra has 
been awarded $550,000 and Ricky Lalu and Dario Calubag 
have each been awarded $350,000.  Prosecutors supported the 
monetary awards by citing that employees who cooperate with 
these investigations and the government may be "blackballed# 
from the industry.  Providing crew with these awards rewards 

crewmembers and provides an incentive for taking the risk to 
testify against their employing company. 
 Gueverra, an electrician on the ship, was actually the one 
who reported the pollution to the U.S. Coast Guard.   He 
reported that a motivation behind his report was based on a 
magazine article describing how crewmembers on ships had 
previously reaped rewards for disclosing such activity. 
 In addition to the fines, the U.S. District Judge has forced 
the company to appoint a Special Master who will oversee 
record keeping and hold hearings twice a year to review their 
records.  According to their Senior company officials, they 
were not aware of and would not condone the intentional 
discharge of oil into the sea. 
 
[NMA Comment:  In contrast, our mariners who report 
other illegalities,  especially in respect to work hours on 
U.S.-flag vessels often cannot get no support from the 
Coast Guard to investigate or to take action against 
American employers.  Our Association has 13 reports in 
our #R-370 series of reports on the internet about work-
hour violations.  We suggest that Congress provide 
monetary rewards to our mariners for reporting civil 
penalty items.] 

 

MARITIME UNIONS ENTER DRILLSHIP MARKET 
By gCaptain Staff. May 13, 2011 

 
 The last time maritime unions tried to wedge themselves 
into offshore rig jobs, billboards were erected on every major 
Louisiana road south of the I-10 interstate and a large majority 
of offshore workers, who are predominantly conservative 
republicans, fought mercilessly to prevent the unionization of 
jobs.  And they won.  Today very few jobs in the oil and gas 
sector, particularly offshore, are manned by union labor, but 
much has changed since then. 
 With the technological challenges associated with ultra-

deepwater offshore drilling increasing exponentially, and an 
ballooning number of new drillships and semi-submersibles 
on order in the far east, the need for educated specialists has 
never been greater. 
 In addition to the urgent need for manpower, a number of 
other factors have opened the door to unions.  The Obama 
administration!s preference for union labor has been clear 
since his candidacy but White House officials paid little 
attention to offshore matters until the Deepwater Horizon 
incident.  Now all eyes are pointed offshore giving unions a 
politically favorable environment for expansion.  In addition, 
the incident investigators have made clear their desire to 
place these rigs under the command of licensed personnel, 
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of which the unions currently have the largest number. 
 And the offshore industry itself, long the realm of Texan oil 
interests, has been moving away from its epicenter, Houston 
Texas, toward Scandinavia and the UK., countries with long 
histories of support for maritime culture.  Today the largest 
offshore driller, Transocean Ltd, is still based in Houston 
(although its HQ is officially Switzerland for tax reasons), but the 
number two offshore drilling company, Ensco, is based in the 
UK.  The number three company, Seadrill, is based in Norway 
and is primarily owned by the shipping tycoon John Fredriksen 
who "grew-up# managing tankers. 
 With large profits and increasingly "maritime#-centric 
operations, Fredrickson is not alone in turning his eyes from 
shipping to offshore drilling.  Stena, Maersk and Aker are just 
some of the shipping companies with a growing number of 
assets offshore.  And U.S.-based maritime companies are 
starting to follow suit with last year!s announcement that 
Crowley had won the contract to crew new subsea 
construction vessels built by Global. 
 With these changes taking place at an increased pace, 
today!s announcement from the American Maritime 
Officer s Union is of little surprise.  They tell us: 
 American Maritime Officers members now have the 
opportunity to sail as senior officers aboard drill ships 
operating in the Gulf of Mexico. 

 These new job opportunities $ pioneered by AMO officials 
and staff working with PRONAV Offshore Services LLC over 
the past two years $ are available immediately and 
approximately 16 AMO officers will initially be hired for 
senior deck and engineering positions aboard drill ships under 
the PRONAV FLEX CREW (SM) program. 
 Hiring for these jobs will be on a competitive basis and 
PRONAV is seeking resumes/CVs from 50 AMO officers to 
form the first pool for the drill ship trade.  Needed are masters, 
chief mates, chief engineers, first assistant engineers and 
second assistant engineers.  For deck officers, Dynamic 
Positioning II experience and certification is preferred but not 
required. 
 "These are amazing opportunities for AMO officers to 
work in a trade with strong long term potential,# said AMO 
National President Tom Bethel.  "The FLEX CREW program 
with PRONAV will provide the membership with the ability 
to accept lucrative relief work in senior positions aboard drill 
ships as covered AMO employment.# 
 It!s an interesting move for sure, one that will certainly 
bring new eyes to this industry, and hopefully alleviate some 
of the manning, recruitment, and training issues faced by 
offshore contractors. 
 Will AMO will be successful in their move offshore?  Let 
us know what you think. 

 

BP OIL SPILL BY THE NUMBERS: 
A YEAR LATER 

[Sources: U.S. Gov.: RestoreTheGulf.gov, BP, National 
Wildlife Federation    

 
 One year ago today (April 20, 2010) the Deepwater 
Horizon Rig exploded in the Gulf of Mexico, killing 11 rig 
workers and injuring 17 others.  The result of the explosion 
was a leak that lasted months, spilling millions of barrels of 
oil into the gulf. $ 4.9 million barrels of oil discharged. 
 

Response Facts: 
47, 829 Responders at peak. 
9,700 vessels at peak. 
6,500 government and commercial vessels. 
3,200 vessels of opportunity. 
3.8 million feet of hard boom deployed. 
9.7 million feet of soft boom deployed. 
1.8 million gallons of dispersants used. 
411 in-situ burns conducted (265,450 
barrels of oil burned. 
127 surveillance aircraft. 
4 incident command posts (TX, LA, AL and 
FL). 
17 subordinate branches. 
32 equipment staging areas. 
1 aviation coordination center, Tyndall Air Force Base. 
1.4 million barrels of liquid waste collected. 
92 tons of solid waste collected. 
 

International Offers of Assistance: 
47 offers accepted (boom and skimmers). 

Governments providing assistance: Canada, Mexico, Norway, 
Japan, Germany, France, UK, Tunisia, Belgium, Qatar, 
Kenya, China, Russia, Netherlands, Sweden and the European 
Union. 
 

Fate of Oil: 
4.9 million barrels of oil discharged. 
800,000 plus barrels oily water recovered. 
265,000 plus barrels oil removed by in& situ burns. 
770,000 plus gallons subsea dispersants applied 
1.07 million gallons of dispersants applied. 

 
Claims & Government Payments 

(Provided by BP) 
$5,403,868,037 Payments to Individuals, 
Businesses, and Governments for Advances 
and Claims. 
$5,679,791,533 Total Paid or Approved for 
Payment. 
 

Effects on Wildlife: 
5,686 Birds Dead. 
93 Dolphins Dead. 
3 Whales Dead. 
546 Sea Turtles Dead. 

 
[Note: More than 8,000 birds, sea turtles and marine mammals 
were found injured or dead in the 6 months after the spill.  
Scientists say the true numbers will never be known as surely 
some wildlife disappeared without being observed or collected. In 
addition the NWF says that the long-term affects of the 2 million 
gallons of chemical dispersants may not be known for a number 
of years (National Wildlife Federation, 2011)]. 
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COAST GUARD ADVISORY: 
UPGRADE TO GPS ENHANCED EPIRBS 

[Emphasis is ours!] 

 
 When Emergency Position Indicating Radio Beacons 
(EPIRB) are activated in emergency situations the system 
transmits vessel identification information to rescuers. 
Traditional EPIRBs rely on satellite Doppler Shift to identify 
the distress location.  There are a wide variety of Coast 
Guard approved EPIRBs on the market but many do not 
have the most up-to-date feature: the ability to transmit the 
EPIRB s GPS location.  
 Several recent casualty investigations have revealed that 
EPIRB owners are largely unaware that rescue efforts are 
significantly improved and your vessel!s location transmitted 
more quickly and accurately when distress signals are initiated 
by GPS enhanced EPIRBs.  GPS enhanced EPIRBs normally 
save 30 to 100 minutes in obtaining an accurate location.  
This is a significant amount of time and may mean the 
difference between life or death in cold water situations 
where the survival rate is decreased as each minute passes.  
New GPS enhanced EPIRBs provide a location accurate 
within 100 meters in 50 to 120 seconds.  The GPS enhanced 
EPIRB not only alerts immediately, but also directs rescuers 
to a more exact location, allowing helicopter flight time to be 
devoted to rescue operations rather than conducting search 
operations.  
 An illustration of the effectiveness of GPS enhanced 
EPIRBs was the Mar. 23, 2008 sinking of the F/V Alaska 
Ranger in the Bering Sea 120 miles west of Dutch Harbor 

with 47 people on board.  The vessel!s Category I EPIRB was 
not enhanced with GPS, which resulted in a delay in analyzing 
the data.  In contrast, a personal EPIRB carried by a fisheries 
observer on board was outfitted with GPS, and it took only 11 
minutes to identify that EPIRB!s distress location. 
 Fortunately a distress call was also made using the single 
side-band radio and rescuers immediately responded.  Since 
May 30, 2008, the Commercial Fishing Safety Advisory 
Committee has recommended that all new EPIRBs installed 
onboard commercial fishing vessels include an integral GPS 
receiver to permit automatic inclusion of position in the 
distress alert.  
 The National Transportation Safety Board in their recent 
Marine Accident Brief on the sinking of the commercial 
fishing vessel Lady Mary recommended to the Federal 
Communication Commission that for commercial vessels 
required to carry 406-MHz EPIRBs, those EPIRBs be 
required to broadcast vessel position data when activated. 
 
[NMA Comment:  Strongly urges  are examples of Coast 
Guard weasel words.   Mariners  lives are at stake.  Let s 
see a rulemaking project instead!] 
 
 The Coast Guard strongly urges vessel Owner/Operators to 
replace and upgrade existing EPIRBs with GPS enhanced 
EPIRBs. 
 This advisory is for informational purposes only and does 
not relieve any domestic or international safety, operational or 
material requirement.  Developed by the USCG 13th District 
Prevention Staff.  Questions may be forwarded to HQS-PF-
fldr-G-PCA@uscg.mil.  

 

COMMANDANT FAILS TO REPLY TO OUR LETTER 
TO RESTORE 

EXAM Q&A DATABASE ON INTERNET 
By Capt. Richard A. Block 

 
NMA Formal Appeal of Nov. 23, 2010 

And Letter of Feb. 21, 2011 
 
 In Newsletter #75 we reprinted our letter to Commandant 
Papp asking him to respond to our formal appeal to restore the 
Coast Guard!s Merchant Marine Question and Answer 
database and illustration books to the internet.  It is almost a 
year since the database was removed, and the Coast Guard 
apparently has continued to move ahead, update, and 
consolidate its questions, answers, and illustrations. 
 In our letter to Admiral Papp, we pointed out that Captain 
Stalfort, the former Commanding Officer of the National 
Maritime Center failed to respond to our letter about why the 
questions were withdrawn.  Now we are unable to obtain an 
answer to our formal appeal that we filed last November.  
 The Coast Guard made its questions public back in 1988 
after I filed a Freedom of Information Act pointing out that 
the Federal Aviation Administration (FAA), which, like the 
Coast Guard at the time, was part of the U.S. Department of 
Transportation.  The FAA published its examination questions 
and answers, so why wouldn!t the Coast Guard. I couldn!t get 
a straight answer then, but was satisfied that they finally 

agreed to make the questions public. 
 Although the Coast Guard granted my request, it wasted 
$6,000 in distributing about 90 mainframe computer tapes to 
others who had expressed a similar interest in the Q&A database.  
However, few if any recipients had the equipment to use the 
computer tapes.  Instead, in 198, I asked Will Shepard, a Naval 
Academy graduate and computer expert to put the questions into 
a usable computer format and printed them out for the cost of the 
paper and copying services. That is how the questions and 
answers were distributed to the public. 
 Later, the Coast Guard put the questions into print $ in the 
"Yellow Books# that were sold through the U.S. Government 
Printing Office until finally the Coast Guard was able to master 
its own computer system(1) to the extent where the questions and 
answers could be put on line.  For years, our mariners as well as 
maritime educators were forced to put up with blundering and 
incompetent personnel in Merchant Marine Personnel (G-MVP) 
and later in the new National Maritime Center in Arlington, VA, 
who wasted a small fortune creating a usable computer system.  
[(1) Refer to in information provided by the National Association 
of Maritime Educators 1998 FOIA Request in NMA Report #R-
401-B.  Finally Answered: How Bureaucracy Wrecked the Coast 
Guard Merchant Marine Licensing and Documentation 
Computer System.]  
 The Coast Guard finally moved into the computer age 
under Captain Stalfort!s.  However, the Coast Guard!s 
National Maritime Center failed to learn the lessons of History 
learned by their predecessors, namely: 
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 Answer letters from the public.  That is just as true of our 
new Commandant as it is from any government employee.  
There are others above you in your chain of command and 
still more in Congress. 

 The Appeals process, although reconstructed many times 
and quite recently, is broken.  Our Association has the 

interests of 126,000 "limited tonnage# mariners at heart $ 
every one of them a taxpaying American citizen.  All we 
asked for was a straight answer.  Since it has not been 
forthcoming, we will move ahead. 

 We are angry.  It!s time for this bloated and unresponsive 
bureaucracy to be trimmed.  We!ll work on that next. 

 

It is with deep regret that we announce the passing of 
one of our members. 

Captain Anthony "Tony# J. Griffin 
December 11, 1952 to May 15, 2011 

Do Not Weep 
Do not stand by my grave and weep 

I am not there, I do not sleep. 

I am a thousand winds that blow I am 
the diamond glints on snow I am the 

sunlight on ripened grain I am the 
gentle autumn rain. 

When you awake in the morning's hush 
I am the swift up flinging rush!  
Of quiet birds in circling flight. 

I am the soft starlight at night! Do not 
stand at my grave and cry I am not there, 

I did not die. 
 

UPDATING OUR RECORSD 
 
 We recently upgraded our computer software that keeps 
track of our membership data.  It replaces the GCMA program 
that was a dozen years old and could not be modified.  Among 
other things, the new program allows us to issue National 
Mariners Association membership cards.  Active members 
will receive a copy shortly.  
 We ask you to verify that we have these key items of your 
personal information in our files:  If there are (or have been) 
any recent changes we should be aware of please call us and 
leave a voice mail message at (985) 851-2134, or email. 

1. Your home phone #. (i.e., residence land line $ if any) 
2. Your cell phone # (i.e., your cell phone #) 
3. Your e-mail address. 
4. Your occupation: (e.g., Master, Mate, Pilot, Engineer, 

Lawyer, Retired etc.) 
5. A recent passport-type photo if available. (For membership 

Cards) 
6. Family members: Relationship 
7. Your full mailing address. 
8. Your Birthday. 

 We are trying to save postage and improve our service by 
e-mailing our newsletters.  Please keep this in mind if you 
change your e-mail address or provider.   

 

Please fill in the form below and send to National Mariners Association, 124 N. Van Ave., Houma, LA 70363-5895. Or phone in 
any corrections to (985) 851-2134 
 
Name:__________________________________________________________________________________________________  

Mailing Address: _________________________________________________________________________________________  

_______________________________________________________________________________________________________  

_______________________________________________________________________________________________________  

Home Phone: ____________________________________________________________________________________________  

Cell Phone: _____________________________________________________________________________________________  

Fax Phone: ______________________________________________________________________________________________  

Email:__________________________________________________________________________________________________  

Birthday: _______________________________________________________________________________________________  

Occupation Title: _________________________________________________________________________________________  

Family members: (Spouse, Children, etc.)______________________________________________________________________  

We can now include passport photos in our database.  You can email your photos to Gwen Block at namenet@triparish.net  


