Second Jones Act ConRo launched for Crowley
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On December 4, Taíno — the second
ship under construction for Crowley’s
Commitment Class — was launched at VT
Halter Marine in Pascagoula, Miss. The
ship is one of the world’s first combination
container-roll-on/roll-off (ConRo) vessels
powered by liquefied natural gas (LNG).
Both Taíno and sister ship El Coquí
will be manned in all licensed positions by
members of American Maritime Officers in
Jones Act service.
The launch marks the latest achievement in Crowley’s transformation and modernization of its shipping and logistics services between Jacksonville, Fla., and San
Juan, Puerto Rico. The new ships, port terminal improvements and technology
upgrades underway are all designed to
improve the overall velocity of the customers’ supply chains and speed products to
retail shelves.
Taíno will now proceed through the
final topside construction and testing phase
before beginning service in the U.S. Jones
Act trade in 2018. She will join, El Coquí,
which was launched earlier in 2017 and is
now in final testing prior to entering service
in early 2018.
“Monday’s launch represents another
momentous achievement for the men and
women at Crowley, VT Halter Marine and
other partners, who have dedicated themselves to designing and building this pioneering ship as well as sister ship, El
Coquí,” said Tom Crowley, company chairman and CEO. “We appreciate their hard
work, and look forward to putting these
modern, environmentally-friendly ships
into service for our customers and the people of Puerto Rico.”
Construction of both El Coquí,
which is named for the popular indigenous
frog on the island, and Taíno, the name for
native Puerto Ricans who lived off the
land and who had great appreciation and
respect for their environment, is being
managed in the shipyard by Crowley’s
solutions group, which includes naval
architects and engineers from company
subsidiary Jensen Maritime.
Taíno, like El Coquí, will be able to
transport up to 2,400 twenty-foot-equivalent container units (TEUs) and a mix of
nearly 400 cars and larger vehicles in the
enclosed, ventilated and weather-tight
RO/RO decks. A wide range of container
sizes and types can be accommodated,
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The lasting link between AMO jobs
and practical politics

ranging from 20-foot standard, to 53-foot
by 102-inch-wide high-capacity units, as
well as up to 300 refrigerated containers.
“The added speed and efficiency
provided by these high-performing ships
will benefit customers shipping goods
between the mainland and the island,”
said John Hourihan, senior vice president
and general manager, Puerto Rico services. “Cargo for businesses and consumers will be able to dependably reach
markets at peak time, whether it is dry,
refrigerated, or breakbulk, such as vehicles and other rolling stock.”
Fueling the ships with LNG will
reduce emissions significantly, including a
100-percent reduction in sulphur oxide
(SOx) and particulate matter (PM); a 92percent reduction in nitrogen oxide (NOx);
and a reduction of carbon dioxide (CO2) of
more than 35 percent per container, compared with current fossil fuels.
Monday’s launch continues a
series of milestones this year that have
already enhanced Crowley’s capabilities
in Puerto Rico.
See Commitment Class ◆ Page 3
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By Paul Doell
National President

Paul Hall,
the
legendary
labor leader who
launched
our
union in May
1949, said it best:
“Politics is pork
chops.”
Hall’s meaty
affirmation is as
relevant now as it
was in his day as
president of the
Seafarers International Union until his
passing in June 1980. Hall understood that
a good American seagoing job that puts
food on the table depends upon what
Congress does or doesn’t do in a legislative year.
This timeless truth holds fast in its
contemporary context — every job for
every American merchant mariner in
every domestic or international trade is
contingent upon Congress.
This is especially significant to
American Maritime Officers. Because our
union has the largest number of licensed
seagoing jobs under the U.S. flag at home
and abroad and the only real and immediate prospect of continued job growth,
AMO has the most at stake among officers’ unions in every maritime policy
debate in Washington.
This year, in an unprecedented and
unpredictable political climate, all 435
seats in the House of Representatives and
34 seats in the Senate will be decided in
the Congressional mid-term elections. Our
exclusive interest in the long, contentious
campaign season culminating in the
nationwide balloting in November will be
to safeguard the broad, bipartisan support
base our industry has in each
Congressional chamber.
Here, too, American Maritime
Officers has a distinct advantage — the
historically strong, effective, influential
and widely acknowledged AMO
Voluntary Political Action Fund.
As its name confirms, this fund is

sustained only by voluntary contributions
from deep-sea, Great Lakes and inland
AMO members and applicants for AMO
membership — astute men and women
who pay freely into the fund when they
can, and at levels they can be comfortable
with. By law, AMO can’t support its
Voluntary Political Action Fund with
money drawn from its operating, savings
or investment accounts.
The AMO Voluntary Political
Action Fund supports no business travel,
lodging, meal or entertainment expenses.
It pays no salaries and underwrites no parties — high end or low. The fund is not
driven by partisan or ideological considerations. Without exception, disbursements
from the fund go to candidates who support the U.S. maritime industry and
American merchant mariners as proven
national security assets.
Individual contributions to the
AMO Voluntary Political Action Fund
are in fact personal investments in job
security, and the returns thus far have
been substantial.
Consider, for example, the Maritime
Security Program, which now accounts
for AMO engine and deck jobs on 15
U.S.-flag ships operating in commercial
foreign trade, vessels that are available on
demand to the Department of Defense for
long-term strategic sealift in national
security emergencies.
Our union had the licensed lead on
securing the Maritime Security Act of
1996, which authorized the MSP, and
AMO alone — foreseeing the eventual
sale of the first 47 U.S.-owned and
flagged MSP ships to overseas interests
— won MSP access for ships owned
abroad but documented in the U.S. and
staffed by U.S. citizen officers and
crews. Today, these ships comprise the
entire MSP fleet.
American Maritime Officers was
prominent as well in the expansion of
the MSP fleet from 47 ships to 60, in the
program’s reauthorization through 2025
and, more recently, in increasing the
annual MSP sealift stipend from $3.1
million per ship per year to $5 million
per ship per year.

U.S. Coast Guard posts Final
Action Memo on El Faro
Report of Investigation
The U.S. Coast Guard has posted the Final Action Memo for the
Report of Investigation compiled by
the Marine Board of Investigation on
the loss of 33 mariners and the U.S.
cargo ship El Faro.
The Final Action Memo
includes detailed commentary by U.S.
Coast Guard Commandant Adm. Paul
Zukunft, as well as action statements
and analysis on each of the Marine
Board of Investigation’s 31 safety recommendations, four administrative
recommendations, and one enforcement recommendation.
Enclosure (1) of the Final Action
Memo includes the U.S. Coast Guard’s

responses to many of the 59 comments
received on the Report of Investigation
published by the Coast Guard.
The opening paragraph of the
U.S. Coast Guard Final Action Memo
states: “The record and the report of
the Formal Investigation convened to
investigate the subject casualty have
been reviewed. The record and the
report, including the findings of fact,
analysis, conclusions, and recommendations are approved subject to
the following comments and the
enclosure.”
The complete U.S. Coast Guard
Final Action Memo can be downloaded
at: https://tinyurl.com/y9rawm9q.

The Maritime Security Program is
safe at the authorized annual funding level
of $300 million through the end of the current fiscal year on September 30. But even
as we begin to make the case for funding
from October 1, we have to be alert to
potential threats that could develop along
the way.
For example, the federal tax law
overhaul that kicked in at the New Year
could result in as much as $1.5 trillion in
new national debt, and deficit and debt
hawks in the House and Senate could set
their sights on the MSP among federal
programs targeted for spending cuts to
ease this tax law consequence.
On the domestic front, AMO is recognized as a powerful force in defense of
the Jones Act, much to the chronic frustration of powerful and determined interests
who want to open coastal deep-sea, Great
Lakes and inland waters to foreign-flag
cargo and passenger vessels owned and
crewed overseas. The Jones Act — which
is not a budget issue — provides jobs for
AMO members on scores of ocean-going
tankers, combination container/roll-on,
roll-off ships, Great Lakes bulk carriers
and tugs and tug-barges.
Other priorities for American
Maritime Officers this year include:
preservation of the PL-480 food aid
export program, which generates cargoes for deep-sea bulk carriers and container and heavy-lift ships that employ
AMO engine and deck officers; restora-
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tion of the 75 percent U.S.-flag cargo
preference share tied to PL-480
between 1985 and 2011, when the food
cargo amount set aside for U.S. ships
was reduced to 50 percent; a fullstrength Export-Import Bank, the
source of additional cargoes for U.S.flag heavy-lift vessels; adoption of
cargo preference enforcement regulations
by
the
Department
of
Transportation as required in legislation
signed into law in 2008; significantly
higher budgets for the Maritime
Administration’s Ready Reserve Force
and Military Sealift Command’s surge
shipping fleet; and long-overdue recognition of and assistance to remaining
U.S. merchant marine veterans of World
War II — who, as one California
Republican Congressman put it to me
— “won the war for the Allies.”
Given this agenda and the possible Congressional complications, I
thank all AMO members who participate in the AMO Voluntary Political
Action Fund, and I urge those who
don’t to pitch in as often as possible this
year. Of course, politics and pork chops
are more expensive than they were in
Paul Hall’s time, and I recognize the
need for careful spending. But I assure
you the Voluntary Political Action Fund
money is put to good, productive use,
and that the judicious decisions that
govern distribution reflect faith in the
wisdom of practical politics.
As always, AMO members are
encouraged to contact me with questions
or comments on this topic or any other —
your input is always welcome and considered. I can be reached on the headquarters
office line at 954-921-2221 (Ext. 1001),
toll-free at 800-362-0513, or on my cell at
954-881-5651.
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Congressman Scalise named Champion of Maritime
for steadfast commitment to U.S. domestic industry
The following article was released by
the American Maritime Partnership, a
coalition of which American Maritime
Officers Service is a member and which
American Maritime Officers supports.
WASHINGTON — The American
Maritime Partnership (AMP), the voice of
the domestic maritime industry, recognized U.S. Congressman Steve Scalise (RLA) December 12 with the 2017
‘Champion of Maritime’ Award, which
honored Rep. Scalise for his extraordinary
support and dedication to the American
maritime industry.
Each year, AMP presents the
‘Champion of Maritime’ Award to a
Member of Congress who has demonstrated exceptional support for the hardworking men and women of the American maritime industry.
Rep. Scalise is a long-standing champion of the Jones Act and recognizes not
only the critical contribution that the
American maritime industry makes to
Louisiana by providing thousands of family-waged jobs in the state, but also the critical importance of this industry to the
nation’s economic, national, and homeland
security interests.
“I’m honored to receive the
Champion of Maritime Award. The maritime industry is vital to Louisiana’s
economy, creating more than 50,000 jobs
for hard-working Louisiana families, and
contributing more than $11 billion annually into our state’s economy.
Additionally, America’s maritime indus-

try is not only responsible for creating
and supporting hundreds of thousands of
good-paying jobs across our country, it is
also a critical component of America’s
homeland security strategy,” said
Congressman Scalise. “I have long been
a strong advocate for the hardworking
men and women in America’s maritime
industry who work tirelessly to protect

our waterways, and I’ll continue to fight
every day to defend and uphold the Jones
Act, which is vital to the national and
economic security of our country.”
“Congressman Scalise continues to
be a tremendous champion for the domestic
American maritime industry and truly
understands our industry’s critical role to
the vitality and security of our nation,” said

Thomas Allegretti, then-Chairman of the
American Maritime Partnership. “Through
his steadfast support for our domestic maritime industry that sustains nearly 500,000
jobs from coast to coast, it is our honor to
award Congressman Scalise with our highest recognition — the Champion of
Maritime Award — for his diligent dedication to our American maritime companies
and American mariners.”
As a steadfast advocate for the
domestic maritime industry, Rep. Scalise
demonstrated his unwavering commitment earlier this year when he defended
the importance of the lawful interpretation of the Jones Act while U.S. Customs
and Border Protection reviewed a flawed
letter ruling.
“With intimate knowledge of the
American maritime industry, Congressman
Scalise sees firsthand the benefits the Jones
Act provides to national and homeland
security in his district and ably protects the
Jones Act in Washington. His recent support
of CBP’s attempts to correctly enforce the
Jones Act is just one example of his commitment,” said Aaron Smith, President of
the Offshore Marine Services Association.
“As a Louisiana-based trade association,
OMSA is proud to acknowledge that
Congressman Scalise is not only our stalwart champion, he is our friend and our
neighbor. As he works for his constituents,
American mariners, and shipyard workers,
we are as likely to see him in a work shirt
and boats on our docks as we are in his
Capitol office.”

done this four times now — about the
Jones Act. And many of you would
probably be from Korea, Taiwan, or
some other location, because you repeal
the Jones Act, we’re going to export the
technology, going to export the workers,
going to export the mariners who man
the fleets of the world today. And to
think that we’re going to rely on the

Hyundai shipyard to build commercial
ships for the United States at a point in
time when the DPRK can pretty much
annihilate a good portion of South Korea
at a moment’s notice, I mean let’s look
back at how did we prevail during World
War II — I picture Rosie the Riveter — I
mean that image to me is really why we
have the Jones Act. We had a ten-day

stand down of the Jones Act in Puerto
Rico. This was a push made by the
governor and said it’s too expensive.
There’s an anomaly; there is a Jones
Act waiver for the U.S. Virgin
Islands. And yet commodities are
about 25 percent more expensive in
the Virgin Islands than they are in
Puerto Rico. It saves nothing.”

entering and leaving the terminal, truckers
interact with Crowley workers via kiosks,
which include communication handsets
and cameras. Safety is improved because
gate workers are no longer in the truck
lanes, the operation has become paperless,

and gate-lane transaction times have been
reduced — all enhancing the velocity of
customers’ supply chains.
In Jacksonville, Crowley and Eagle
LNG Partners also are completing final testing of the tanks and systems associated with

the LNG Fuel Depot at JAXPORT’s
Talleyrand Marine Terminal, which will
serve as the fueling station for the new
ships. The depot features two 260-ton, cryogenic LNG tanks, constructed by Chart
Industries in Europe.

Louisiana Republican Congressman Steve Scalise (second from left) was presented with the Champion of Maritime Award on December 12. With him are
Gregory Bush, Associated Federal Pilots and Docking Masters of Louisiana;
Aaron Smith, OMSA; and then-Chairman of the American Maritime Partnership
Thomas Allegretti.

Commandant of U.S. Coast Guard voices support for Jones Act
During an event hosted
December 13 by the Navy League of
the United States, U.S. Coast Guard
Commandant Adm. Paul Zukunft
spoke in support of the Jones Act.
The statement he made at the event,
in part, is as follows:
“On the topic of shipyards, I’m
often called to testify — and I’ve

Commitment Class
Continued from Page 1

In San Juan, Crowley has begun operating three new ship-to-shore gantry cranes,
manufactured by Liebherr Container
Cranes, in Ireland, at Crowley’s Isla Grande
Terminal. The cranes are the first new, specialized gantry cranes to be received for
operation in San Juan Harbor in more than
five decades. The cranes complement the
new 900-foot-long, 114-foot wide concrete
pier at Isla Grande.
In addition, Crowley has expanded
Isla Grande’s terminal capacity for handling refrigerated containers; paved 15
acres to accommodate container stacking; added containers and associated handling equipment to its fleet; installed a
new electrical substation to provide
power for the new gantry cranes; constructed a new seven-lane exit gate for
increased speed and efficiency; implemented a new, modern terminal operating
software system (TOS), and more.
The TOS in both San Juan and
Jacksonville accelerate gate operations
and reduce trucker turn times at the terminals by as much as 50 percent. When

AMO aboard
El Coquí

Members of American Maritime
Officers working aboard the LNGpowered combination containerroll-on/roll-off ship El Coquí in the
VT Halter Marine shipyard in
Pascagoula, Miss. in November as
the ship prepared for service in
the Jones Act Puerto Rico trade
included Chief Mate Jeremiah
Lyons, First Assistant Engineer
Vincent Guarini, Captain Kurt
Breitfeller and Chief Engineer
Sean Holmes. El Coquí is the first
of two ships in Crowley’s
Commitment Class.

IRS 401(k) retirement
plan contribution and
catch-up limits for 2018
4 • American Maritime Officer

The Internal Revenue Service contribution and catch-up contribution limits for individual AMO Plans 401(k) accounts for 2018 are as follows:
401(k) Contributions: The annual contribution limit for a 401(k) account has
increased from $18,000 to $18,500 for individuals who will be younger than 50 in 2018.
Catch-up Contributions: The annual 401(k) catch-up contribution limit for
individuals who will be age 50 or older in 2018 remains at $6,000. As a result, an
individual who will be age 50 or older in 2018 may contribute a maximum of
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$24,500 to his or her 401(k) account in 2018.
Additional After-Tax Contributions: Participants may make “Additional AfterTax” contributions into the 401(k) Plan. This is in addition to any pre-tax and/or Roth contributions you make and will be invested in the same mutual funds. The combined contribution limit for the 401(k) plan (including any participant contributions, employer matching
contributions and additional after-tax contributions) is $55,000. Since these contributions
are made after-tax, the amount contributed may be withdrawn at any time without incurring
additional taxation; however, taxes would be assessed on any appreciation of these funds
beyond the amount contributed.
AMO members with any questions regarding any of AMO’s retirement plans can
contact our financial advisers, the Atlantic Group at Morgan Stanley, at (800) 975-7061, or
via e-mail: Larry.Goldstock@morganstanley.com. Participants can also contact the Plan
Office at (800) 348-6515 ext. 14, or via e-mail: amo401k@amoplans.com. To log onto your
401(k) account go to: https://www.newportgroup.com.
To adjust contributions for 2018, or to establish a 401(k) account, download the AMO
401(k) Plan Enrollment Form from the AMO Plans website: https://tinyurl.com/y9mf4w7e.
An article addressing 401(k) contribution limits is available on the IRS website:
https://tinyurl.com/y97pyu25.

AMO aboard tanker Bay State in Jones Act service
Members of American Maritime
Officers working aboard the Jones
Act tanker Bay State in October
included Chief Mate Billy Bruce
Carroll, Third Assistant Engineer
Matt Batts, Third Mate Michael
Buck, First Assistant Engineer
Andrew Davidson, Chief Engineer
Steve Moore and Captain Karl
Fisher. With them is Deck Cadet
Roy Shaw IV (left). The Bay State
is operated for American
Petroleum Tankers by Intrepid
Personnel and Provisioning.

USCG update on requirements pertaining to Qualified
Assessors and completion of STCW assessments
The following article was posted December 21 by the U.S. Coast Guard’s National
Maritime Center and is available online: https://tinyurl.com/ycokqwrq. Information for
AMO members and applicants interested in becoming Qualified Assessors is available on
the STAR Center website: https://www.star-center.com/qa.html.
The 2010 amendments to the STCW Convention came into force on January 1, 2017.
These amendments were incorporated into regulation as part of the final rule titled
“Implementation of the Amendments to the International Convention on Standards of
Training, Certification, and Watchkeeping for Seafarers (STCW), 1978, and Changes to
National Endorsements” (78 FR 77796). The rule included provisions that impact seafarers
serving on vessels subject to the STCW Convention (vessels operating beyond the boundary
line). This notice specifies the requirements for Qualified Assessor (QA).
Assessments of competence for STCW endorsements must be signed by a Coast
Guard-approved QA in accordance with 46 CFR 11.301(a)(1)(i) and 12.601(b)(1)(i). QAs
must be approved by the Coast Guard either individually or as part of a Coast Guardapproved or accepted course or training program, as described in Navigation and Vessel
Inspection Circular (NVIC) 19-14 (Policy on Qualified Assessors).
NVIC 02-14 (Grandfathering and Transitional Provisions for Merchant Mariner

Credentials), Enclosure (2), allows for the acceptance of STCW assessments, performed for
and signed by an assessor not approved by the Coast Guard, until December 31, 2016. Such
an assessor must meet the professional requirements in 46 CFR 10.405(a)(3) to determine
competence for the specific endorsement.
The Coast Guard is aware that, as a result of the limited number of approved
QAs, there may be a hardship on mariners trying to complete STCW assessments
after December 31, 2017. In consideration of this, the Coast Guard will continue to
allow STCW assessments to be signed by an assessor who meets the requirements
specified in NVIC 02-14 until December 31, 2019. These assessments must be submitted to the Coast Guard as part of a complete application no later than June 30, 2020.
Mariners are encouraged to obtain approval as a QA in accordance with 46 CFR
10.405(a). Additional information on obtaining approval can be found in NVIC 19-14
Enclosure (1).
NVIC
02-14
(https://tinyurl.com/ya9hr8dj)
and
NVIC
19-14
(https://tinyurl.com/yb9nerg3) may be viewed on the National Maritime Center website.
Mariners and other interested parties should contact the Customer Service Center via e-mail
to IASKNMC@uscg.mil or 1-888-IASKNMC (427-5662) with any questions or feedback.

The U.S. Coast Guard has published a series of articles regarding ballast water management compliance in U.S. waters. Following is an article by Rear Adm. John Nadeau,
assistant commandant for prevention policy, which is part two of the series. This article is
available online at https://tinyurl.com/y8p8mxdr. Links to the other articles in the series
are available via this link on the Coast Guard Maritime Commons Blog and the URLs are
listed here at the end of this article.
The United States enforces ballast water management compliance as a normal part of
a domestic vessel inspection or Port State Control examination. Between 2012 and 2017,
the Coast Guard issued nearly 700 vessel deficiencies for ballast-related incidents of noncompliance. The penalties for these deficiencies vary based on the circumstances and range
from a simple “Letter of Warning” to civil penalties.
The Coast Guard is enforcing compliance. Vessel operators must manage expectations. A number of factors should now be obvious to operators as they work to comply with
U.S. ballast water management requirements.
Most vessels are now past their original compliance date as stated in the 2012 regulations. Vessels operating in U.S. waters should follow a ballast water management plan
(BWMP) that is specific to the vessel and that identifies how it will comply with the ballast
water regulations. Operators should not expect to receive a last minute compliance extension, and they should not expect to discharge untreated ballast water in U.S. waters.
Operators should be aware that potential enforcement measures may include operational
controls that restrict the vessel’s movement or cargo operations, monetary penalties, and a

higher priority consideration for future examinations. There is also the potential for prosecution if there is evidence of criminal intent.
Ballast water exchange and compliance date extensions are being phased out as temporary compliance options. In addition, use of an Alternate Management System (AMS) is
a temporary bridging strategy until the system receives Coast Guard type approval, a Coast
Guard type approved ballast water management system (BWMS) is installed, or another
approved method is available for the vessel, such as taking on water from a U.S. Public
Water System or discharging ballast water to a reception facility. Extensions are not a strategy to meet the regulatory requirements and will now only be granted for vessels that can
document that compliance is not possible now and a strategy is in place to meet the requirements within a specific timeframe. Extension requests must also document that each of the
U.S. type approved systems and other approved methods were evaluated as part of the vessel’s compliance strategy.
At this time, the Coast Guard has type approved six BWMSs. These systems meet the
range of requirements that most vessel owners and operators described in their extension
requests in the past. We have additional type approval applications under review, and more
than 20 manufacturers are conducting type approval testing for their BWMS models.
Extensions are no longer necessary for most vessels because operators are now able to select
and install a Coast Guard type approved BWMS.

USCG posts articles on ballast water management compliance

See Ballast Water ◆ Page 11
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U.S. Merchant Marine vital
to national defense strategy
The U.S. maritime industry will
help shape the future of the nation’s
defense strategy, said Commander of
U.S. Transportation Command Gen.
Darren McDew, speaking recently at the
Maritime Trades Department convention
in St. Louis, Mo.
With advancements in technology
and the rise of sophisticated cyber threats,
dependable assets such as the U.S. merchant marine will be crucial in combating
new challenges, he said.
“It starts with you. The future of our
nation is in your hands,” McDew said. “I
greatly value what you do and what you
bring to the fight. We cannot at U.S.
Transportation Command do what we do
without you.”
That task is becoming more difficult
with the shrinking pool of mariners available to get military supplies where they are
needed around the world, he said.
“We’ve got a mariner shortage. We
have got declining numbers in our U.S.-flag
fleet. I would like to tell folks that don’t
know we had 1,500 U.S.-flagged vessels in
U.S.-flag maritime fleet in the ‘50s. We had
been 800 or so right after 9/11. We are down
to less than 80 now,” McDew said.
It will be up to lawmakers to step up
and create legislation to bolster the maritime industry and McDew said he will continue to be an advocate for the cause.
“I fully understand that the United
States of America is still a maritime nation,
although our laws and policies don’t always
reflect the fact that we understand that,” he
said. “So I am huge advocate for the indus-

try. I think I need to get stronger at it, but
I’ve been one of your biggest fans and will
remain one of your biggest fans.”
TRANSCOM is also preparing
strategies to meet the growing cyber
threats to the military. McDew said part of
the challenge will be training the military
and those in the maritime industry how to
spot potential gaps in security that could
be exploited.
“The difference between us and
them — and I’ll tell you, they are trying to
shorten that distance — is our ability to
project power at the time and place of our
choosing, anywhere, any time, all the
time. And we have to preserve that capability,” he said.
“The maritime industry will play
a huge part in this effort,” McDew said.
“We have got to move forward in solidarity as an enterprise and as an industry, we have to bring society with us.
We can’t do this alone; we’re going to
need help.”

AMO aboard USNS Loyal

Members of American Maritime Officers working aboard the USNS Loyal in
December included (left to right) First Assistant Engineer James McLeod,
Chief Engineer John Hewitt and Third A.E. Richard Brooks.

AMO members working aboard the USNS Loyal in
December included Chief Mate John Sinning and
Second Mate Jason Ihrig.
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Disaster response highlights
value of U.S. ships, mariners
Maritime Administrator Mark
Buzby commended U.S. merchant
mariners and U.S.-flag carriers for their
remarkable work in delivering crucial cargoes for American citizens in the aftermath of the devastating hurricanes that hit
the U.S mainland and Puerto Rico in
2017, and the Maritime Trades
Department and affiliated unions for their
work in supporting the disaster response
effort and educating the public about the
crucial roles U.S.-flagged vessels and U.S.
merchant mariners serve for our nation in
many capacities.
Speaking at the recent MTD convention in St. Louis, Mo., Rear Adm.
Buzby, U.S. Navy retired, also emphasized the importance of political action in
maintaining the mariners and vessels
needed by our nation.
“Your members provide an incalculable service to the maritime industry and
the U.S. Merchant Marine, promoting not
only a comprehensive legislative agenda,
but perhaps more importantly, especially
now, educating Congress, the administration, and the international community, and
the American public about this vitally
important industry,” Buzby said.
After Hurricane Maria hit Puerto
Rico, the Jones Act came under misguided
fire. Buzby said, despite the unwarranted
criticism, Jones Act vessels and the
mariners who crew them never flinched
and delivered needed relief and emergency cargoes on multiple fronts.
“To say it was a good test of our
U.S.-flag fleet is an understatement. I can

say our crews stood tall. In my book, they
were heroes. They answered the bell, they
stayed the course, and they saved lives,” he
said. “I couldn’t be more proud of our U.S.
merchant mariners who crewed our vessels
throughout this extremely busy hurricane
season. Many of them left their families as
the storms were bearing down to go crew
their ships and make sure they are ready to
do their jobs. And they did it really well.”
In addition to displaying the importance of the Jones Act, the recent hurricane
response also highlighted a glaring need for
decision makers in Congress to ensure the
Ready Reserve Force fleet has the funding
it needs for the ships and the mariners who
crew them to be effective in times of peace
and war.
The RRF ships are aging and funding
for maintenance and repairs has not kept
pace with the growing needs and usage rate
of the vessels, Buzby said. Addressing the
See MARAD ◆ Page 7

Photos courtesy of Chief Engineer John Hewitt

AMO members working aboard the USNS Loyal in December included Chief
Engineer John Hewitt and Captain John McClinton.

The USNS Loyal is operated for Military Sealift Command by Crowley Liner
Services (Government Services) and is manned in all licensed positions by
American Maritime Officers.

AMO
members
working aboard the
USNS Loyal in
December included
Third Mate Cody
Madison.

Why the Bloomberg editorials missed
the boat about the Jones Act
6 • American Maritime Officer

The following article was released
December 22 by the American Maritime
Partnership, a coalition of which American
Maritime Officers Service is a member and
which American Maritime Officers supports.
The editors of Bloomberg recently
published multiple opinions criticizing the
Jones Act and calling for its repeal. Here is
where those opinion pieces went wrong:

Claiming “The Jones Act Serves No
Purpose” ignores the views of U.S. military and other leaders who say America is
more secure because of the law.
These articles assert the unprecedented position that the Jones Act serves “no
purpose.” Claiming the law provides
absolutely no benefits to the nation completely ignores statements from senior military leaders who are among the most vocal
supporters of the Jones Act. Senior officials
at the U.S. Department of Defense (DOD),
U.S. Navy, and U.S. Coast Guard support
the law because they clearly believe the
Jones Act serves an important purpose:
helping to secure our nation. In the last several years, the Commandant of the Coast
Guard, the Commander of the DOD’s U.S.
Transportation
Command
(USTRANSCOM), the Secretary of the
Navy, the current Vice Chairman of the
Joint Chiefs of Staff, and the Maritime
Administrator (a former Commander of
Military Sealift Command) have all cited
the importance of the Jones Act to
America’s national and homeland security.
This year, for example, USTRANSCOM’s
Commander stated that the Jones Act “is
part of the overall readiness of our maritime industry and our ability to go to war,”
and a U.S. Customs and Border Protection
official said, “There is no way we could
enforce our national security laws without
the Jones Act.”
In addition to national and homeland
security, the Jones Act provides economic
security in the form of nearly 500,000
American jobs and about $100 billion in
annual economic impact, according to
PricewaterhouseCoopers. To say the law
serves no purpose, discounts the obvious

economic benefits of these American companies and workers. For example, in
Puerto Rico, the U.S. Government
Accountability Office (GAO) found that
the Jones Act “has helped to ensure reliable, regular service between the United
States and Puerto Rico — service that is
important to the Puerto Rico economy.”
These benefits to American economic,
national, and homeland security are the
reason the Jones Act enjoys such broad,
bipartisan support among the military,
Congress, and modern administrations.

The national security benefits of the law
are well documented.
The assertion that the national security argument in support of the Jones Act
“rings increasingly hollow” fails to
acknowledge that military experts in the
DOD and in Congress consistently state the
Jones Act is essential to American security.
They say the Jones Act contributes vessels,
seafarers and shoreside workers, shipbuilding capacity, logistics support, and a national maritime infrastructure that is essential to
our national security.
In fact, the U.S. Congress, acting
through the House Armed Services
Committee and the National Defense
Authorization Act (NDAA) recently called
the national security benefits of the domestic maritime industry “unquestioned.” The
NDAA further stated that DOD “benefits
from a robust commercial shipyard and
ship repair industry” and that the “domestic
fleet is essential to national security and
was a primary source of mariners needed to
crew” reserve defense sealift vessels activated during Operations Enduring
Freedom and Iraqi Freedom in the period
2002 through 2010. In specifically studying
Puerto Rico, GAO said a change in the
Jones Act there could undermine national
security because “the military strategy of
the United States relies on the use of commercial U.S.-flag ships and crews and the
availability of a shipyard industrial base to
support national defense needs.”
The four-star general in charge of
military sealift also recently called the Jones

Act the “anchor” of American policy in that
regard, and the current Vice Chairman of
the Joint Chief of Staffs described proposed
elimination of the Jones Act as “a direct
threat to national defense.” These military
leaders, and others like them, are intimately
involved in military sealift planning and
execution, and there would be no reason for
them to overstate the importance of the
Jones Act to national security.

Arguments against the Jones Act “cost”
are unsupported.
The pieces argue that the Jones Act
adds costs for American consumers but fail
to support their theses. Twice it cites to the
U.S. International Trade Commission (ITC)
research in this area but never mentions that
the ITC’s findings about Jones Act cost
were called “unclear,” “uncertain,” “unverifiable,” “undeterminable,” “incomplete,”
and “unpredictable” by the non-partisan
GAO. The editors argue that the Jones Act
adds to consumer prices in Puerto Rico,
ignoring data showing the opposite.
The editors fail to account for the
benefits that Puerto Rico receives from the
Jones Act. The island receives faster and
less expensive service from the U.S. mainland than other nearby Caribbean islands
that are not subject to the Jones Act. They
also fail to recognize well-documented
evidence of regular service and extremely
low shipping rates in the crucial Puerto
Rican northbound trades. The opinions
cite to GAO for the proposition that the
Jones Act adds to costs in Puerto Rico
when GAO said that a number of factors
impact transportation costs that are not
affected by the Jones Act and emphasized
that the Jones Act provides unique benefits to Puerto Rico. The editors also blame
the cost of the Jones Act for the lack of liquefied natural gas (LNG) in Puerto Rico
but ignore the fact that the island has little
natural gas infrastructure to receive or use
LNG for generating electricity (and gas
from mainland U.S. export facilities is
already subscribed for export overseas).
The articles argue that the Jones Act adds
costs throughout the United States but
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offers nothing to support that contention.
They ignore the fact that ocean shipping is
a small and often insignificant part of the
cost of consumer goods and that GAO has
debunked studies that purported to quantify the cost of the Jones Act.
The opinions appear to be suggesting
that costs could be reduced by allowing foreign shipping companies to carry cargo
between two points in the United States outside of U.S. laws. There is no precedent for
any company in any American industry to
operate entirely exempt from U.S. laws in
exclusively domestic commerce, but that is
exactly what Bloomberg is suggesting in
Puerto Rico and beyond. This is precisely
the point that the non-partisan GAO has
made in two major studies: Foreign companies play by different rules and generally
have lower operating costs that could
increase once U.S. laws are applied.
The editorials overstate the case against
the Jones Act.
The Bloomberg opinions overstate
the case against the Jones Act, beginning
with their argument that the Jones Act
serves “no purpose,” and ignore facts that
are inconsistent with their premise. For
example, the editors write that “Congress
is thinking about giving Puerto Rico a new
five-year exemption from the law” when,
in fact, there is no serious consideration
being given to enacting any legislation to
change the law. They argue that the Jones
Act “obstructs and delays the [Puerto
Rico] recovery,” when Jones Act vessels
by every account have played a leading
role in promptly getting critical supplies to
those who need them most. In fact, the
federal government has described Jones
Act shipping service to Puerto Rico as
“the largest sea-bridge operation of federal disaster aid in FEMA history.” The
opinions also blame the Jones Act for
reductions in the size of the U.S.-flag
international fleet even though the Jones
Act does not govern international vessels.
(The Jones Act fleet totals more than
40,000 vessels and is one of largest
domestic fleets in the world.) Ultimately,
the articles dismiss the hundreds of thousands of American jobs and nearly $100
billion in annual economic impact related
to the Jones Act as unimportant, not to
mention ignoring the ardent support of
military and homeland security leaders
who have noted the law’s contributions.

U.S carriers, mariners serve leading roles in hurricane recovery

The following is excerpted from a
resolution approved by the Executive
Board of the Maritime Trades
Department, AFL-CIO.
No matter where you lived on the
U.S. mainland, either you saw in person
or on television the long lines of bucket
trucks heading across freeways and highways to Texas, Louisiana or Florida following Hurricanes Harvey and Irma.
In addition, fire fighters and other
emergency personnel specifically trained
to look for victims of natural disasters
were packing their gear and boarding
flights to begin the hard work of finding
those in need.
Meanwhile, on the ground, we witnessed heroic acts performed during the
storms by first responders, government
workers, hospital staff, teachers, utility
workers, grocery clerks, road crews and
neighbors doing what was needed to help
people who had lost their homes because
of these terrible natural disasters.
So many of these folks — both
afflicted and assisting, and in some cases

Photo: Jaime Baretty-Torres

Jones Act carriers continue to provide regular and reliable service between the
mainland and Puerto Rico, and rapidly expanded transportation capacity and
sailings, adding vessels and services to meet disaster relief and emergency
cargo needs on the island.

both — are union members. We have no
idea how many; we don’t know their
names; we don’t know their locales. All
we know is they didn’t wait to be asked.
They saw a need and they did what had to
be done. In flat-bottom boats, with chain

saws, at shelters, out of union halls.
Nor can we overlook our sisters
and brothers in the U.S. Virgin Islands
and Puerto Rico. They have been ravaged
by Hurricanes Irma, Jose and Maria.
There are no superhighways and

bridges to the Caribbean to roll supplies
and support. But, there is the U.S.
Merchant Marine!
American mariners aboard U.S.-flag
vessels are still on the job, offering provisions like food and water, health care and
shelter to many, many of our fellow
Americans who have lost everything. Ships
flying Old Glory are bringing much-needed
building supplies to begin the long task of
restoring these American territories.
Despite calls — once again — from
those who seek to eliminate the Jones Act
in the wake of yet another disaster, scores
of U.S.-flag vessels with American crews
did deliver before the storms and continue to deliver fuel to drive the reconstruction effort.
From the mainland to the islands,
rebuilding property will take years.
However, the process of restoring people’s
faith in each other has already started.
Union members were part of the
preparations before the storms, were vital
cogs in rescue operations and are rebuilding their communities.
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Cabotage laws: sound policy in the U.S. and around the world
The following is excerpted from a
resolution approved by the Executive
Board of the Maritime Trades
Department, AFL-CIO.
Cabotage laws are not unique to the
United States. To most of the delegates
attending this convention, cabotage is better
known as the Jones Act, part of the
Merchant Marine Act of 1920, which states
that cargo moved from one U.S. port to
another U.S. port must be carried aboard
U.S.-crewed, U.S.-owned, U.S.-built and
U.S.-flagged vessels.
For nearly 100 years, the Jones Act
has been an important part of the United
States’ economic and national security. It
has made sure there is a cadre of welltrained, experienced civilian mariners and
a fleet of dependable ships ready and
available in times of military need and/or
natural disasters.
And, just like weeds will sprout up in
every newly planted lawn or garden, the
Jones Act will come under attack. But, since
the MTD last met in convention, the Jones
Act is not the only cabotage law around the
globe that is a target for revision.

Let’s first look at what has been happening within the United States. Once
again, opponents of the law hoped that we
were not standing watch this summer as
they submitted yet another piece of legislation to do away with the Jones Act.
Thankfully, the Jones Act is well defended
by allies on both sides of the aisle, who
understand the value of putting American
mariners to work on domestically built
U.S.-flagged ships, transporting goods
between domestic ports.
Last year, when the MTD office
learned of a possible amendment to a
defense appropriations bill to repeal the
Jones Act, an alert was immediately sent to
Port Maritime Councils around the country
to contact their congressional representatives’ local offices. The follow through was
dramatic. Within hours, so many congressional offices had received so many calls
that the measure was withdrawn before it
was properly introduced. Through tireless
efforts by union members, lawmakers and
maritime advocates to protect those jobs,
the Jones Act remains strong and resilient.
Even with the facts on our side, the

attacks keep coming. A recent attempt on
the Jones Act came from Puerto Rico. A disinformation campaign swept over the island
territory in 2016, spreading lies about the
cost of U.S.-flag vessels delivering goods
from the mainland to that commonwealth.
But the facts — independent, unbiased facts
— simply did not support the assertions
being made about the act’s impact on Puerto
Rico. Conducted by the nonpartisan
Government Accountability Office, a recent
study found Puerto Rico’s U.S. domestic
container shipping fleet has not only provided top-notch service and reliability, but has
also seen significant reductions in price
over the last few years.
The fight is ongoing, but the MTD, its
affiliates and its Port Maritime Councils
have knocked down every bill and attempt
to exempt Puerto Rico from cabotage laws.
We will continue to defend U.S. shipping
— and the people of Puerto Rico — from
any and all attempts to place the critical
shipments of goods from the mainland to
the island on foreign bottoms.
Meanwhile, the fight to defend cabotage laws has become increasingly diffi-

cult in other countries. Canadian cabotage
laws were recently the target of repeated
attempts to circumvent the rules and grant
waivers to flag-of-convenience vessels
and underpaid crews.
The Seafarers International Union
of Canada filed more than 50 suits during
2015 and 2016 claiming the government
was issuing work permits for foreign
mariners aboard hundreds of foreign-flag
vessels engaged in shipping in Canadian
waters — a violation of the Temporary
Foreign Worker Program (TFWP). Under
Canadian law, domestic mariners are
supposed to take over crew duties when a
foreign-flag, foreign-crewed ship plies
that nation’s waterways, unless no qualified mariners are available. In that case,
the foreign mariners gaining the work
permits are to be paid according to
Canadian wage standards.
In February 2017, the SIU of
Canada announced a settlement with the
Canadian government, resulting in a
major victory for the union and global
cabotage laws. The settlement included a
full review of the TFWP’s policies and
procedures, as well as an interim directive
to enforce rules that require employers
looking to hire foreign workers to crew
vessels to first advertise the positions to
Canadian seafarers to determine whether
Canadian mariners are available.
Down under, the Australian government is routinely issuing temporary licenses
to vessel operators, allowing them to use
cheap foreign crews and ships. Those
exploited crews can earn as little as $1.20 an
hour, are not subject to security screenings,
and are taking jobs away from Australian
mariners trying to earn a living. The
Maritime Union of Australia is battling
these actions.
We could present more examples,
but let’s note that the attacks on cabotage
are a major concern for the London-based
International
Transport
Workers’
Federation (ITF), to which several MTD
unions are affiliated.
“As it has been a priority for the
ITF for almost 70 years to better the
wages and working conditions for seafarers on flag-of-convenience vessels in
international trade, it is equally a priority
for us to defend the rights of unions to
obtain and retain employment in national
waters at rates that don’t undermine the
ability of their members to live a decent
lifestyle,” said ITF Seafarers’ Section
Chair David Heindel.

MARAD

Continued from Page 5

issue is one of MARAD’s priorities moving
forward, he said.
“Near the top of my list was ensuring
that readiness of the Ready Reserve Force —
a key part of U.S. Transportation
Command’s ability to execute its wartime
mission of deploying and sustaining our
nation’s combat forces. The RRF is an essential security asset for the nation,” Buzby said.
“The other top priority that I shared
with the good senators was my strong belief
in the three pillars of a strong Merchant
Marine: The Jones Act, Maritime Security
Program, and Cargo Preference,” he said.
“All these missions that our Jones Act carriers were performing, that’s the real deal.
They literally saved American lives along
with thousands of others. The U.S.
Merchant Marine delivered in this crisis,
and when it had to, it flexed. It did its job
despite all the accusations and false narratives being thrown about in the media.”
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AMO Safety and Education Plan — Simulation, Training, Assessment & Research Center
(954) 920-3222 / (800) 942-3220 — 2 West Dixie Highway, Dania Beach, FL 33004

General Courses

Combined Basic & Advanced Low Flash Point Fuel Operations (IGF
Code/LNG Fuel) Course

5 days

26 February

16 April

Advanced Fire Fighting

3 days
5 days

11 April

20 June

Confined Space Entry

12 February

Basic Safety Training — All 4 modules must be completed within 12 months: Personal Safety
Techniques (Mon/Tues — 1.5 days), Personal Safety & Social Responsibility (Tues pm — .5 days),
Elementary First Aid (Wed — 1 day), Fire Fighting & Fire Prevention (Thurs/Fri — 2 days) — not required.
if Combined Basic & Adv. Fire Fighting completed within 12 months.

23 July

30 April

5 days

5 February

Basic Safety Training — Refresher

3 days

7 February

21 March

ECDIS

5 days

22 January

16 April

6 August

16 January

5 March

30 April

Chemical Safety — Advanced

5 days

Environmental Awareness (includes Oily Water Separator)
Fast Rescue Boat

GMDSS — Requires after-hour homework

3 days

4 days

10 days

LNG Tankerman PIC

8 days

12 February

12 March

5 February
19 March

16 July

LNG Simulator Training — Enrollment priority in the LNG simulator course is given to qualified member
candidates for employment and/or observation opportunities with AMO contracted LNG companies. In all
cases successful completion of the LNG PNC classroom course is prerequisite.
Proficiency in Survival Craft (Lifeboat)

4 days

2 April

Tankerman PIC DL — Classroom

5 days

30 April

Safety Officer Course

2 days

1 March
22 January

10 days

Train the Trainer

5 days

30 April

2 days

1 February

10 days Please Call

Train the Trainer — Simulator Instructors (Requires after hours work)
Vessel Personnel with Designated Security Duties — VPDSD
Vessel/Company Security Officer — Includes Anti-Piracy
Crowd Management

5 days

3 days
1 day

Crisis Management & Human Behavior

Basic Training & Advanced Fire Fighting Revalidation (Required by first
credential renewal AFTER 1 Jan 2017)
EFA (Scheduled with Basic Training Revalidation BUT NOT REQUIRED
FOR STCW 2010)
Leadership & Management (required by ALL management level Deck
and Engine officers by 1 Jan 2017)
Maritime Security Awareness

Medical Courses

25 June

23 July

9 July

20 August

2 April

14 June

Tankerman PIC DL — Simulator

Tankerman PIC DL — Accelerated Program

5 days

19 March

19 March

26 February

Please Call

11 June

5 March

14 May

25 June

13 August

27 August

11 June

1 day

Please Call

2 days

29 January

22 February

26 March

9 April

10 May

4, 18, June

9, 30 July

20 August

1 day

31 January

21 February

28 March

11 April

9 May

6, 20 June

11 July

22 August

5 days

15 January

5 February

21 May

4 June

13 August

1/2 day

Please Call

Heat Stress Afloat / Hearing Conservation Afloat

1 day

2 April

Medical Care Provider — Prerequisite for MPIC within preceding 12
months. Please fax EFA certificate when registering

16 January

26 March

3 April

5 June

24 July

3 days

17 January

27 March

4 April

6 June

25 July

Medical PIC — Please fax MCP certificate when registering
Urinalysis Collector Training

5 days

9 April

11 June

30 July

Breath Alcohol Test (BAT) — Alco Sensors 3 and 4 only

1 day

22 January

1 day

30 January

17 April

Elementary First Aid — Prerequisite for MCP within preceding 12 months

Screening Test Technician — QEDs a.m./Alco Mate 7000 p.m.

Medical PIC Refresher — MSC approved

Radar Courses

Radar Recertification

1 day

31 January

ARPA

4 days

20 February

Original Radar Observer Unlimited

5 days

12 February

Radar Recertification & ARPA

Deck Courses

5 days

1 day

1 day

3 days

29 January

31 January

Please Call

19 February

19 June

20 June

6 August

7 August

8 August

6, 7, 20, 21 June

11, 12 July

19 February

5 days

Advanced Shiphandling for 3rd Mates — 60 days seatime equiv. for 3rd
Mates

10 days 12 Feb. (PM)

Dynamic Positioning — Basic

5 days

Navigational Watchkeeping Standardization & Assessment Program

5 days

Advanced Shiphandling for Masters — (No equivalency) Must have
sailed as Chief Mate Unlimited

Advanced & Emergency Shiphandling — First Class Pilots, Great Lakes

Dynamic Positioning — Advanced

TOAR (Towing Officer Assessment Record) — Third Mate (Unlimited or
Great Lakes) or 1600T Master License required AND OICNW required
Visual Communications (Flashing Light) — Test only

18 April

18 June

12, 13, 14, 29 March 11, 12, 25, 26 April 9, 10 May

Advanced Bridge Resource Management — Meets STCW 2010
Leadership & Management gap closing requirements

Tug Training — ASD Assist (Azimuthing Stern Drive)

16 April

5 days

19 February
19 March

21 May

30 July

5 March

2 April

14 May

23 July

7 May

5 days

5 February

5 days

2 April

12 March

30 April

21 May

5 days

2 April

14 May

20 August

5 days

25 June

1 day

29 January

Please Call

4 June

27 August

14 May (PM)

4, 18 June

6, 20 August

11 June

30 July

27 August

1, 2, 22, 23 August
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Deck Upgrade — STCW 2010 — Management Level (NVIC 10-14)— If sea service or training towards management level (Chief Mate/Master) upgrade started ON OR AFTER 24 March 2014 you must adhere
to this new program of training. Completion of both required and optional courses listed below will include all Task Assessments required by NVIC 10-14 , providing ECDIS, GMDSS and ARPA have been previously completed.
Upgrade: Shiphandling at the Management Level

10 days

22 January

16 April

16 July

Advanced Stability

5 days

5 March

7 May

30 July

Upgrade: Advanced Meteorology — Requires after-hours homework

5 days

Search & Rescue

2 days

Management of Medical Care

1/2 day

Advanced Cargo — Optional for task sign-off

5 days

Leadership & Management

5 days

Marine Propulsion Plants — Optional for task sign-off

5 days

Advanced Celestial — Optional for task sign-off

5 days

Advanced Navigation — Optional for task sign-off

5 days

Engineering Courses
Basic Electricity

Diesel Crossover

High Voltage Safety Course (Classroom)

5 March

4 June

20 August

11 June

12 March

14 May

23 July

5 days

22 January

6 August

5 days

7 May

16 July

4 weeks
6 days

Please Call
20 February
12, 26 February
14 May
9 April

14 May

27 August

23 July

15 January

13 August

18 June

5 March

5 days

4 June

27 August

25 June

26 February

9 July

21 May

10 days

Refrigeration (Management Level)
Ocean Ranger Program

5 February

19 February

8 August

13 August

5 days

Steam Endorsement

15 January

16 May

30 April

Programmable Logic Controllers (PLCs)
Refrigeration (Operational Level)

6 August

14 February

29 January

3 days

Hydraulics/ Pneumatics

12 February

30 April

10 days

4 weeks

Gas Turbine Endorsement

15, 22 January 5 February

16 April

Welding & Metallurgy Skills & Practices — Open to eligible Chief Mates and Masters on a space available
basis. Interested participants should apply online and will be confirmed 2 weeks prior to start date.

11 June

26 February

2 weeks

4 June

20 August

Engine Upgrade — STCW 2010 — Management Level (NVIC 15-14) — If sea service or training towards management level (1A/E-Chief Eng.) upgrade started ON OR AFTER 24 March 2014, you must

adhere to this new program of training. Completion of both required and optional courses listed below will include all Task Assessments required by NVIC 15-14. By completing the series, no expiration limitation will be placed on
your STCW credential. See STAR Center’s website for full details: https://www.star-center.com/stcw2010-engine.upgrade.html
Leadership & Managerial Skills (G500 as amended) —
REQUIRED

5 days

15 January

ERM (E050 as amended) — REQUIRED (unless previously taken
for gap closing or original license)

5 days

18 June

Upgrade: Electrical, Electronics & Control Engineering
(Management Level) (E133 as amended) (UPGRADE with tasks)
Required unless previously taken for gap closing or original license

5 days

22 January

11 June

STCW Upgrade Task Assessment — General Engineering &
Procedure (E135 as amended) — OPTIONAL: Tasks can be
signed off onboard

5 days

29 January

25 June

3 days

5 February

2 July

5 days

12 February

9 July

5 days

19 February

16 July
16, 22 March

19 July

20 March

6 April

17 July

STCW Upgrade Task Assessment — Motor (E120 as amended) —
OPTIONAL: Tasks can be signed off onboard

STCW Upgrade Task Assessment — Steam (E121 as amended) —
OPTIONAL: Tasks can be signed off onboard
STCW Upgrade Task Assessment — Gas Turbine (E122 as
amended) — OPTIONAL: Tasks can be signed off onboard

MSC Training Program
Basic CBR Defense

1 day

25 January

Heat Stress Afloat / Hearing Conservation Afloat

1 day

2 April

Damage Control

Helicopter Fire Fighting

1 day
1 day

24 January
23 January

5 February

15, 21 March

21 May

4 June

18 July

Marine Environmental Programs (with CBRD)

1/2 day

MSC Readiness Refresher — Must have completed full CBRD & DC once in
career.

2 days

22 January

19 March

5 April

16 July

MSC Watchstander — BASIC — Once in career, SST grads grandfathered

2 days

5 February

6 March

16 April

6 August

MSC Ship Reaction Force — Required every three years for SRF members

3 days

Marine Sanitation Devices

MSC Watchstander — ADVANCED — Required for all SRF members

Small Arms — Initial & Sustainment (Refresher) Training — Open to
members & applicants eligible for employment through AMO (w/in 1 year) or
MSC on MARAD contracted vessels.
Water Sanitation Afloat

Self-Study, CDs and Online Courses
Afloat Environmental Protection Coordinator
Anti-Terrorism Level 1

Crew Endurance Management

DOT Hazardous Materials Transportation Training

EPA Universal Refrigerant Certification Examination
Prudent Mariner’s Guide to Right Whale Protection
Qualified Assessor

Vessel General Permit — EPA

1/2 day

25 January
4 April

16, 22 March

19 July

1 day

15 January

4 days

16, 29 January 12, 26 February 12, 26 March

1/2 day

4 April

7 February

2, 6 February
8 March

13 August

2, 7, 16 March
18 April

13, 17, 27 April

4, 25 May

15, 29 June

13, 27 July

7, 17, 31 August

9, 23, 30 April

21 May

11, 25 June

9, 23 July

13, 27 August

8 August

CD

Online
CD
CD

Self Study
CD

Online
CD

NOTICE: AMO members planning to attend STAR Center in Dania Beach, Florida — either to prepare for license upgrading or to undergo specialty training—are asked to call the school to confirm course schedule and space availability
in advance.

NOTICE OF NON-DISCRIMINATION POLICY AS TO STUDENTS: The Simulation, Training, Assessment and Research Center (STAR), established under the auspices of the American Maritime Officers Safety and Education Plan, admits
students of any race, color, national and ethnic origin or sex to all the rights, privileges, programs and activities generally accorded or made available to students at the Center. It does not discriminate on the basis of race, color, national or
ethnic origin or sex in administration of its educational policies, admission policies and other programs administered by the Center.
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AMO NATIONAL HEADQUARTERS

DANIA BEACH, FL 33004-4109
601 S. Federal Highway
(954) 921-2221 / (800) 362-0513
Paul Doell, National President
pauldoell51@yahoo.com
Extension 1001
Mobile: (954) 881-5651
FAX: (954) 926-5112
Charles A. Murdock, National Secretary-Treasurer
cmurdock@amo-union.org
Extension 1004 / Mobile: (954) 531-9977 / FAX: (954) 367-1025
Joseph Z. Gremelsbacker, National Vice President, Deep Sea
jgremelsbacker@amo-union.org
Extension 1009 / Mobile: (954) 673-0680 / FAX: (954) 367-1029
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Member Services:
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Algoma Central Corporation
acquires four ASC vessels

Algoma
Central
Corporation
announced December 21 it reached an
agreement with American Steamship
Company to acquire four vessels. Algoma
has acquired the M/V Buffalo, M/V Adam
E. Cornelius, S/S American Valor and S/S
American Victory.
The M/V Buffalo sailed in active service under U.S. registry during the 2017
season on the Great Lakes. The vessel was
leased by American Steamship Company,
and the lease was coming to an end.
American Steamship Company described
the other three vessels involved in the
Algoma acquisition as “idle for some
time, with no prospects,” referring to service in U.S. domestic markets.

In its announcement, Algoma
reported: “All four ships are former U.S.flag lakers that will be transferred to the
Canadian registry for service in the Great
Lakes-St. Lawrence trade.”
Algoma reported the Buffalo and
Cornelius will provide efficient capacity
to serve customers in the river-class segment of Algoma’s dry bulk market.
Algoma reported the American
Valor and American Victory “have the
potential to be re-powered as motor vessels, converted to articulated tug barges,
or have their forebodies mated with
existing modern sterns; however, no
immediate plan for these two vessels has
been confirmed.”
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AMO Coast Guard Legal Aid
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Regular monthly membership meetings for AMO will be
held during the week following the first Sunday of every
month at 1 p.m. local time. Meetings will be held on
Monday at AMO National Headquarters (on Tuesday when
Monday is a contract holiday). The next meetings will take
place on the following dates:
AMO National Headquarters: February 5, March 5

January 2018

AMO onboard
as Badger
completes
2017 season

American Maritime Officers members Tyler Watson, Eric Roberts,
Scott Rogers and Tyler Cornwall
work on a steam reciprocating
bilge pump in the S/S Badger’s
engine room during layup in
November. The Badger is operated by Lake Michigan Car Ferry
and is manned by American
Maritime Officers.

Ballast Water

Continued from Page 4

In lieu of installing a treatment system, the following management options are still
available to comply with U.S. regulations:
1. Retain ballast water on board while in U.S. waters (within 12 nautical miles),
2. Discharge to a facility onshore or to another vessel for purpose of treatment, or
3. Use only water from a U.S. Public Water System.
U.S. regulations are in effect and are distinct from the requirements of the IMO
Ballast Water Management Convention. Although the Convention entered into force on
September 8, 2017, the IMO Marine Environment Protection Committee has agreed that the
compliance schedule for some vessels will extend through September 2024. As a result,
some crews may be tempted to not use the vessel’s BWMS on a regular basis and only discover problems with it as they enter U.S. waters. I strongly encourage vessels to operate
their BWMS regularly to ensure the crew is trained and proficient, and the systems remain
operational. This approach is the best way to ensure the BWMS is fully operational when
you need it.
An inoperable BWMS will be treated like other pollution prevention equipment that
fails or cannot perform its intended function, as designed. Inoperability is a compliance
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AMO member Chief Engineer
Chuck Cart onboard the Badger in
November

issue. It is not a valid reason to discharge unmanaged ballast to U.S. waters, nor is it grounds
for an extension to a vessel’s compliance date. I will provide more information on inoperable equipment in the last blog of this series.
In closing, it is important to recognize that all ballast water discharged in U.S. waters
must be managed and reported in compliance with federal regulations. Vessel owners and
operators should be aware that the Coast Guard will fully enforce all requirements. I look
forward to your feedback, continued dialogue, and support as we push forward to combat
the very real threat presented by invasive species in ballast water.
Other articles in the series:
• Part 5 (12/1/2017): Contingency planning for ballast water management —
https://tinyurl.com/ycelh4s7
• Part 4 (11/30/2017): The “plug and play” ballast water management system —
https://tinyurl.com/y728afaj
• Part 3 (11/29/2017): Coast Guard BWMS type approval program update —
https://tinyurl.com/y7tsmsj2
• Part 1 (11/27/2017): New ballast water series from Coast Guard’s assistant commandant for prevention policy — https://tinyurl.com/ychbjrwh
• Summary of Q&A with USCG panelists during BWMTechnology North
America (12/5/2017) — https://tinyurl.com/y7yoocap
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Maritime Security Program serves as effective and efficient
platform for indispensable national defense sealift services
The following is excerpted from a resolution approved by the Executive Board of
the Maritime Trades Department, AFL-CIO.
With numerous undeniable benefits
and champions at every level of government, it may be hard to imagine why anyone would oppose the Maritime Security
Program (MSP). Since the program’s inception more than two decades ago, every U.S.
Defense Secretary, U.S. Transportation
Command (USTRANSCOM) ranking officer and Maritime Administrator has praised
MSP as an essential component of the
national defense.
Enacted in 1996 as part of the
Maritime Security Act, the MSP ensures
that the Department of Defense has access
to a fleet of U.S.-crewed, U.S.-flagged, militarily useful vessels in times of war or
national emergency. Experts have estimated
that it would cost the government billions of
dollars to replicate the assets it receives
through the MSP and its related Voluntary
Intermodal Sealift Agreement – and that’s
not including the intangible value of welltrained, reliable U.S.-citizen crews who
deliver the goods to armed forces wherever
and whenever needed.
Those who try to weaken MSP by
under-funding the program must not fully
understand just how vital that sealift capability is to America’s warfighting efforts,
but the nation’s top brass certainly recog-

nize the MSP fleet for what it is: a win-win
situation for both the military and the U.S.flag fleet.
Testifying earlier this year before the
House Armed Services Committee’s
Readiness Subcommittee, USTRANSCOM
Commander Gen. Darren McDew made it
clear his command depends on civilian
mariners and American-flag ships to deliver
the goods for the troops, stating, “The nation
is still a maritime nation ... I can deliver an
immediate force anywhere on the planet

The following is excerpted from a
resolution approved by the Executive
Board of the Maritime Trades
Department, AFL-CIO.
In the U.S.-flag maritime industry,
we occasionally refer to the figurative
three-legged stool that keeps Old Glory
flying on the high seas and along the
coasts. Those components are the Jones
Act, the Maritime Security Program, and
cargo preference laws.
When it comes to publicity, cargo
preference often seems to run a distant third.
But these statutes remain absolutely vital
not only to the maritime industry but also to
America’s national, economic and homeland security.
Cargo preference requires shippers to
use U.S.-flag vessels to transport certain
government-impelled, ocean-borne cargoes. Most of the time when we talk about
cargo preference, we mean the 1954 Food
for Peace initiative, specifically governing
the shipment of domestically grown agricultural goods and government aid programs. However, it also includes the Cargo
Preference Act of 1904, which dictates that

100 percent of military cargoes be shipped
under the Stars and Stripes. And, it includes
Public Resolution 17 (enacted in 1934),
which requires all cargo generated by the
U.S. Export-Import Bank be moved via
U.S.-flag vessels unless granted a waiver by
the U.S. Maritime Administration.
Food for Peace (also known as PL480) was front and center earlier this year
during a hearing of the House Agriculture
Committee, chaired by Rep. Mike Conaway
(R-Texas). The hearing was called to
address “the future of international food aid
and agricultural development as a continuation of the committee’s series to examine all
aspects of the next farm bill.”
Some of the comments from that
hearing are quite instructive. For example,
Conaway noted, “Americans are bighearted people and eliminating food aid
programs goes against our country’s longstanding philanthropic commitment. For
the past 60 years, U.S. foreign assistance
has benefitted millions around the world
in the form of rice, wheat, and other U.S.grown commodities. Unlike cash-based
assistance, sending commodities overseas

tonight. But to deliver a decisive force, it
takes a fully fledged, competent maritime
fleet. And that’s what the MSP provides us.”
During a recent christening of a U.S.flag vessel entering into the MSP,
Transportation Secretary Elaine Chao
voiced her support of the program, saying,
“I know of no better public-private partnership (than MSP).”
Despite the current uncertainty surrounding a new federal fiscal year budget,
the $1.1 trillion omnibus appropriations bill

for the final months of Fiscal Year 2017
contained a long-requested raise in the
funding level for MSP. It fully funded the
MSP at $300 million, boosting it to the
amount called for in the most recent
National Defense Authorization Act. This
funding level equates to a $5 million stipend
per vessel in the 60-ship fleet, which again
has been described by experts as a tiny fraction of the tens of billions of dollars it would
take to replicate the strategic value of the
MSP to the Department of Defense.

RRF ship Wright completes V-22 Osprey testing with
U.S. Marine Corps following hurricane relief mission
In November, the Ready Reserve Force ship
S/S Wright completed a hurricane relief deployment in St. Thomas, U.S. Virgin Islands, and transitioned to offshore V-22 Osprey testing exercises
with the U.S. Marine Corps while underway.
Daytime and night-vision operations were
conducted. We all worked as a team and showed
how aviation specialists and professional mariners
can work together to get positive results. The mission was a success — the Marines, officers and
crew were congratulated on a job well done!
Photos courtesy of Chief Engineer Don Malozi

U.S. cargo preference laws vital to maintaining U.S.-flag fleet

AMO aboard
USNS Henson

Members of American Maritime
Officers working aboard the USNS
Henson in December included
Chief Mate Alaina Basciano,
Captain Kristin Mangold and
Second Mate Alexandra Hagerty.
The six T-AGS ships are operated
for Military Sealift Command by
Ocean Ships, Inc. under contract
with AMO.

Photo courtesy of Captain Kristin
Mangold

through international food aid programs
not only benefits recipients, but also contributes to jobs in the U.S. agricultural,
manufacturing and maritime sectors,
underscoring the role these programs play
in an ‘America-first’ approach to helping
others. I continue to believe there is an
important place for these programs.”
USA Maritime, a coalition of U.S.flag vessel owners and operators, trade
associations and unions (including MTD
affiliates), submitted testimony pointing out
that the administration’s emphasis on
American jobs “resonated deeply for those
of us in America’s maritime industry ...
America’s merchant mariners … have
always answered our nation’s call to bring
supplies to our soldiers, commerce to our
partners, and food to hungry people.”
The USA Maritime statement continued, “America’s humanitarian aid programs
have always put America first. From the
beginning, these programs represented the
best ideals America had to offer. American
food, grown in American soil and harvested
by American farmers, is shipped through
American ports on vessels crewed by

American mariners to feed millions, all
through the generosity of the American taxpayer. This partnership has kept these programs strong for over 60 years.”
However, so-called “food aid reformers” have tried (among other misguided tactics) to turn the programs into cash giveaways. This would hurt the U.S. work force
and almost certainly harm the intended
recipients of the food. As noted during the
MTD convention four years ago, one legislator declared during a 2013 hearing that he
was far more confident that a 50-pound bag
of food would reach those in need than a 50pound sack of money.
Moreover, as USA Maritime told
the committee, “[We] can’t put it any
plainer than this: food aid is essential to
the American Merchant Marine. It is one
of the largest sources of cargo for our
fleet today. We’ve seen what happens
when we lose that cargo. In 2012,
Congress reduced the percentage of food
aid reserved for American flag ships from
75 percent to 50 percent. At the same
time, USAID (Agency for International
Development) has been diverting money
away from the purchase and shipment of
U.S. commodities. The direct result was
the loss of 25 ships — almost a quarter of
the fleet — since 2011.
“More important than the ships,
which are easily replaceable, is the loss of
jobs,” the statement continued. “These losses represent the equivalent of over 2,400
seafaring jobs. America depends on its merchant marine to support our warfighters
overseas, and without a merchant marine,
we would be held hostage to foreign interests in any future conflict. The same can be
said for our foreign commerce. Our merchant mariners are a vital national and economic security asset and food aid and cargo
preference help keep those mariners working in peace time so that they are available
in war time. Without them, we can’t defend
America. It’s that simple.”

