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Recommendations for a maritime nation
In new report, U.S. Navy League presents clear case for sustaining, strengthening
the Jones Act and other U.S. maritime laws and programs as China and other
international competitors seek global dominance through maritime trades
In a comprehensive report released in
October, “China’s Use of Maritime for Global
Power Demands a Strong Commitment
to American Maritime,” the Navy League
of the United States presents a clear and
concise case for continued support of the
Jones Act, which sustains the U.S. domestic
maritime industry, and for maintaining and
building upon U.S. maritime laws and programs that ensure an American presence in
international shipping trades.
The Navy League report focuses on
the proven efficacy of these laws and programs in ensuring American self-sufficiency in maritime transportation and highlights
the urgency of renewed support, expansion
and new investment to bolster dwindling
U.S. merchant fleet numbers, particularly in
international trades.
The Navy League’s report places
these findings firmly in the context of
the nexus of U.S. merchant shipping and
shipbuilding and national defense sealift
requirements, as well as national security
along U.S. coastlines and inland waterways.
As its title indicates, the report draws focus
on the tremendous contemporary threats
faced by this foundational nexus due to the
immense and coordinated investments being made by China in shipbuilding and wa-

terborne shipping, as well as that nation’s
increasingly aggressive actions toward the
objective of significantly expanding its maritime control and dominance.
The Navy League’s report is heavily
excerpted in this edition of American Maritime Officer, highlighting first the recommendations of the report, followed inside by
sections articulating America’s status as a
maritime nation and the comparative surge
in the aggressive investment and behavior
exhibited by China and other foreign maritime competitors in their efforts to solidify
global dominance in the maritime sector.
The report can be read in its entirety
online: https://tinyurl.com/y2ksn7z6.
Recommendations for a maritime nation
The United States is a tapestry of
rivers, waterways and coastlines. It is not
lost on America’s allies — and adversaries — that its wealth of natural resources
have afforded the nation unparalleled
growth, as well as physical and economic
autonomy. The demonstrable conclusion
is that government policy continues to
vigorously protect our coastlines and inland
ports, harbors and waterways, and one
way by which the U.S. manages to do this is
through the Jones Act.

The combination container and roll-on/roll-off ship Marjorie C operates in Jones Act service between the U.S. mainland and Hawaii.

U.S. Navy photo by Sarah Buford, MSC Pacific

Military Sealift Command’s fleet replenishment oiler USNS Yukon conducted a consolidated
cargo replenishment (CONSOL) at sea with the Jones Act tanker Empire State, which is
operating under long-term MSC charter, off the coast of Southern California in April. The
CONSOL was part of MSC’s operations under COVID-19 precautions. Originally, the concept
was developed to keep U.S. ships out of foreign ports during times of conflict, but in today’s world of COVID-19, the technology allows a crew that is free from the virus to remain
underway and isolated at sea, while maintaining the ability to receive fuel and service the
fleet. The Empire State is operated by Intrepid Personnel and Provisioning and is manned
in all licensed positions by American Maritime Officers.
Opponents of the Jones Act suggest
the U.S. shipping industry would save
millions of dollars a year by turning over
domestic cargo to foreign fleets. Likewise,
they state that the cost of doing business in
the U.S., particularly in the shipbuilding arena, is expensive, and, likewise, that opting
for less-regulated “flags of convenience”
over U.S.-flagging is cheaper and easier.
Where shipbuilding is concerned, the
challenge is complicated. Opponents of the
Jones Act have long complained about the
costs of building vessels in the U.S. and
would just as soon see the industry become
fragmented. In the context of China’s
state-sponsored investments in shipbuilding, a Center for Strategic and International
Studies brief raises the question: “Compared to what?”
In other words, state-supported
shipbuilding by China and the other top
shipbuilding nations make cost comparisons to the U.S. shipbuilding industry incongruous at best. But U.S. strategy has been
to rely on these shipyards to be converted
to military use whenever necessary.

Military leaders understand the
critical security ramifications of maintaining U.S. shipyards. One need only look to
Canada, Australia and the United Kingdom
as examples of what happens if a nation
does not protect its domestic shipbuilding
industry. These NATO-allied countries
saw their shipbuilding industries shrink
so much that they were confronted with
having to reconstruct and, at massive
expense, recapitalize their naval and coast
guard fleets.
It is clear that the Jones Act plays an
important role in keeping American shipyards operational when competing against
heavily subsidized foreign yards. The Jones
Act also ensures a healthy domestic inland
waters fleet, thousands of mariner jobs and
a strong defense maritime industrial base.
By prioritizing the defense maritime
industrial base, maritime stakeholders are
conceiving possible approaches for counteracting America’s apparent vulnerabilities. In context, any weakening of the Jones
Maritime Nation — Continued on Page 3
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How one AMO member brought key issue
interest to a significant new level
To Chief Engineer Chad Morin, a longtime
member of American Maritime Officers,
it was not enough to simply leave a voice
message or an email with four-term U.S.
Senator Susan Collins (R-ME) in support of a
maritime proposal tied directly to national
security. Morin engaged the Senator and
her staff in a productive, continuing dialog
on an issue of real importance to AMO
members and to U.S. defense strategists.
The topic of conversation and
correspondence is AMO’s “first responder”
proposal to encourage qualified senior
American merchant mariners to remain in
their jobs at sea and continue to be available for defense shipping services during
mobilization for an overseas conflict. Chad
took it straight to Sen. Collins, who serves
on the Senate Health, Education, Labor and
Pensions Committee and its Primary Health
and Retirement Subcommittee.
At one recent point, Chad and I
spoke via Zoom with the Senator about
the AMO proposal, under which active
civilian American merchant mariners with
20 years or more of sea service would be
allowed to draw earned monthly benefits
from traditional defined benefit pension
plans for direct rollover to qualified defined

contribution plans — including individual
AMO retirement accounts and personal IRAs
— where this money would grow through
self-directed investment.
Mariners gaining under this proposal
would stay in their jobs at least long enough
to reach age 65, and they would be on call
to crew the government-owned Ready
Reserve Force fleet and Military Sealift
Command’s surge fleet to deliver defense
cargoes to U.S. military personnel overseas
when necessary.
During our talk with Sen. Collins, I
emphasized the national security threat
arising from the early departure from the
industry of mariners seeking employment
ashore, where the prospect of secure,
comfortable retirement appeared brighter
to many of these seagoing professionals.
This trend aggravates a real and potentially crippling shortage of skilled, loyal
and dependable U.S. merchant mariners
— the “first responders” in any overseas
contingency. The Defense Department’s
Transportation Command and Republicans
and Democrats on the House and Senate
Armed Services Committee make this
point often.
But Chad introduced a new, enlight-

ening perspective. He warned that many
new graduates of Maine Maritime Academy
— Chad’s alma mater — are seeking jobs
shoreside straight out of school, or sailing
a few years and leaving for shoreside jobs
that provide better retirement security then
the plans that are currently offered in the
American maritime industry. He stressed
that retention of these younger mariners
is imperative to maintaining a viable and
qualified pool of U.S. merchant mariners for
national emergencies.
Chad was thoughtful and articulate,
and he made the urgency clear — this issue
matters at both the licensed entry and
career-long levels, and the U.S. may soon
be unable to get defense cargoes where
and when they have to be at the outbreak
of war.
Our union’s proposal would require
an administrative exemption from Internal Revenue Service rules comparable
to breaks provided for “first responders”
— firefighters, law enforcement officers,
emergency medical technicians and health
care workers — in some public sector retirement plans. The alternative route would
be legislation, which could take an undue
amount of time.

Late last year, I stirred interest in this
proposal in the House Ways and Means and
Education and Labor Committees, but the
COVID-19 crisis essentially halted all legislative work — closing Congressional offices,
forcing key staffers to work remotely and
forcing almost exclusive focus on relief for
the newly unemployed and for endangered
small businesses since the national health
emergency was declared in mid-March 2020.
But Chad Morin opened the door on
the Senate side. He made it a constituent
interest, and his message registered with
Sen. Collins — who has a long and distinguished record in support of the U.S. merchant fleet, American merchant mariners
and Maine Maritime Academy.
“I believe it is my duty as a union
member to pitch in and help fight the battle,” Morin said, and I, for one, am grateful
for his initiative.
Now, Chad and I are following Sen.
Collins’s difficult re-election effort. We
know the Senator wants to remain helpful
to our industry and to its labor force. We
know Chad will be among the first to congratulate her when she wins on November
3, and that he will resume the conversation
with the appropriate Collins staffers.
Paul Doell
October 26, 2020
Editor’s note: Sen. Collins was reelected to
her Senate seat in the November 3 election.

American Maritime Officers Membership Assistance Program available
to aid AMO members hit by natural disaster
The American Maritime Officers Membership Assistance Program is a voluntary disaster relief fund established to aid AMO members, applicants for membership and AMO retirees who
suffer damage to their property as the result of severe storms and natural disasters, such
as the fires on the West Coast, Tropical Storm Eta, and Hurricanes Laura, Sally and Zeta.
Benefits from the AMO Membership Assistance Program are paid in varying amounts
determined exclusively by need.
The application for relief benefits under the Membership Assistance Program is available on the AMO website (www.amo-union.org/PDFs/mapapplication.pdf).
The Membership Assistance Program is a permanent, independent, tax-exempt and
voluntary disaster relief fund established by the AMO National Executive Board. AMO made

MONTHLY MEMBERSHIP MEETINGS
Regular monthly membership meetings for American Maritime
Officers will be held during the week following the first Sunday of
every month beginning 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:

December 7, January 4

an initial contribution to the fund at its inception, and the fund is now sustained by individual
voluntary tax-deductible contributions.
AMO members can make tax-deductible voluntary contributions to the AMO Membership Assistance Program via authorized vacation deductions. The form is available online
(www.amoplans.com/Forms/Vacation/mapdeduction.pdf).
Contributions can also be made by sending checks or money orders to:
AMO Membership Assistance Program
601 S. Federal Highway
Dania Beach, FL 33004-4109

Newport Group phone number, Web
address for managing individual
AMO Plans retirement accounts
If you have questions regarding your individual AMO Plans retirement accounts — 401(k),
Defined Contribution, Money Purchase Benefit — you can contact the Newport Group by
phone at 800-650-1065. If you need investment advice, a Newport Group representative can
transfer you to a Merrill Lynch advisor.
As before, there will continue to be no fee to consult with a professional investment advisor. You can review your accounts and investment selections online at
https://www.newportgroup.com by clicking the “Log In” tab and selecting “Participant Access” from the menu.
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Senator Dan Sullivan receives Salute to Congress Award
The International Propeller Club of the
United States on October 7 presented
U.S. Senator Dan Sullivan (R-AK) with the
annual Salute to Congress Award for his
strong and consistent support of the U.S.
Merchant Marine, the Jones Act and U.S.
maritime industry.
During an award ceremony held
online due to the impact of the COVID-19
pandemic, Sen. Sullivan praised the
maritime community and particularly the
American seafarers who have continued
to deliver goods and keep the economy
moving despite the health crisis facing the
nation and the entire world.
“Here’s the fact: there’s a lot of jobs
that drive the economy of Alaska and America where you can’t telework and you have
to be working and you have to be unloading
ships and moving freight and all of you do
that, so I want to thank you so very much
for that,” said Sen. Sullivan, whose home
state’s economy is bolstered by the domestic maritime industry and supported by the
Jones Act fleet. “So many Alaskans rely on
the maritime transportation industry and
workers as a lifeline.”

Sen. Sullivan, who began his first
term in 2015, serves on the Armed Services
and the Commerce, Science and Transportation Committees, which both make decisions on issues vital to the U.S. Merchant
Marine and maritime industry.
The senator from Alaska said it all
starts with supporting the Jones Act and
increasing awareness of the cabotage law’s
important roles among decision makers in

Washington, D.C.
“I am very strong supporter of the
Jones Act. I have sat with the President and
told him the Jones Act supports his ‘Buy
American, Hire American’ agenda,” Sen. Sullivan said. “Look across the world and every
other country has some type of version of
the Jones Act and we need to make sure we
continue to have this, both to increase our
job opportunities in the maritime sector,
but also critically that the Jones Act is
essential for national security to sustain
the maritime industrial base, construction
and shipyard repairs.”
Alaska ranks third in the nation in
maritime jobs per capita and has the largest network of navigable waterways and
coastline in the nation.
According to the findings of a
report conducted by PricewaterhouseCoopers (PwC) on behalf of Transportation
Institute (TI), the Jones Act fuels a strong
domestic maritime industry in Alaska and
across the region. The industry employs
more than 6,500 individuals, produces
$1.98 billion for the local economy, and
generates $469 million in worker income

in Alaska. Regionally, the same study
shows that the domestic maritime industry employs more than 37,590 individuals,
generating over $2.5 billion in worker income, and produces nearly $10 billion for
the Pacific Northwest regional economy.
Sen. Sullivan said he is pushing for
Congress to include some type of relief
for maritime employees who continued to
provide reliable and dedicated service to
the nation even as many others sheltered
during the COVID-19 pandemic. He said his
state’s economy could have ground to a halt
if not for the U.S. mariners and maritime
workers who have continued to deliver
during such challenging times.
“The industry had to keep working
harder than ever and you’re keeping the
stores stocked and the shelves stocked,”
Sen. Sullivan said. “Alaskans were quite
vulnerable to supply shocks, and yet
during this pandemic, we never really had
challenges in that way. That’s because of so
many of the great workers in the maritime
industry keeping Alaska moving and keeping us supplied, and I know people have
been working overtime.”

Maritime Nation
Continued from Page 1
Act would diminish the nation’s seafaring
and shipbuilding industrial base and make
America less secure.
To stem the decline of U.S. shipping
in foreign trade, boost mariner employment and provide additional work for U.S.
shipyards, military and shipping industry
experts must focus on reinvigorating the
blue-water vessel industry. Stakeholders
should look closely at recent projections,
for example, that indicate a need for at
least 60 new military-useful oil tankers that
would be required in a future contingency
with China to support dispersed forces and
advanced bases — a major undertaking that
would begin to revitalize U.S. shipbuilding.
Moreover, current cargo preference
laws should not only be continued, but
expanded. By exporting a percentage of
liquefied natural gas (LNG) and crude oil on
U.S.-built and U.S.-registered ships, this
approach can stem the decline of U.S.flag ships. Such is the case with pending
bipartisan legislation in Congress, known as
the Energizing American Shipbuilding Act.
The bill, sponsored by Rep. John Garamendi
(D-CA) and Sen. Roger Wicker (R-MS), seeks
to recapitalize the U.S. domestic shipbuilding industry through a requirement that a
percentage of LNG and crude oil volumes
be transported on U.S.-built, flagged and
crewed vessels. The legislation aims to spur
the construction of new ships, which, by
extension, could generate thousands of new
shipyard jobs, while positively impacting
the domestic production side of the U.S.
manufacturing and maritime industries.
Another alternative previously explored by the Navy is the option of supporting the development of coastwise services
of dual-use vessels, or commercial ships
with military utility, including roll-on/roll-off
AMERICAN MARITIME OFFICER

The Jones Act trailership Midnight Sun prepares for cargo operations in Anchorage, Alaska in March.
(RO/RO) vessels, trailerships or the hybrid
ConRos, which are vessels that combine

features of RO/ROs and containerships.
Such ships would alleviate ground transpor-

The Jones Act tanker California sails near Kodiak, Alaska.

tation congestion while also being quickly
available to support a major deployment of
military equipment through participation in
the Voluntary Intermodal Sealift Agreement
program — a program in which 73 percent of
the non-tanker Jones Act fleet participates.
In the context of China’s goal of
dominating the global maritime supply
chain, the United States and its allies must
develop and implement a strategy to deny
China success. It must be a whole-of-government and whole-of-industry approach.
We must take inventory of today’s American
maritime industry, preserve what we have,
identify what we need and chart a path
forward. It is not a question of matching
dollar-for-dollar Chinese government
financial support. It is more a question of
how we and our allies scale up our defense
maritime industrial base to prevent China
from achieving the hegemony it seeks
through its maritime investments.
www.amo-union.org
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American Maritime Officers Agency Fee Policy
1. Any AMO represented non-member
employee, whether publicly or privately
employed who is subject to a union security
clause conditioning continued employment
on the payment of dues or fees, has the right
to become an objector to expenditures not
related to collective bargaining, contract
administration, grievance adjustment or other
chargeable expenditures. A current AMO
member has the right to choose to become
an objector, but must assume non-member
status prior to filing an objection through
these procedures. An objector’s fees shall be
calculated in accordance with this Policy.
2. To become an objector, an AMO represented non-member employee shall notify
the AMO Secretary-Treasurer, 601 S. Federal
Highway, Dania Beach, Florida, in writing of
his individual objection by mail postmarked
during the month of January each year. Such
employees desiring to object, but who were
unable to make timely objection because they
were not subject to an AMO union security
clause as of January, either because they are
a new employee or have recently chosen to
assume non-member status, must make an
objection within thirty (30) days after becoming subject to union security obligations and
receiving notice of these procedures. The
objection shall be signed and shall contain
the objector’s current home address and AMO
Union number, if known. Objections may only
be made by individual employees: no petition
objections will be honored. A person who
wishes to continue an objection in a subsequent twelve (12) month period shall provide
notice of objection each January in the same
manner.
3. The following categories of expenditure are chargeable to the extent permitted
by law:
a. All expenses concerning the negotiation of agreements, practices and working
conditions.
b. All expenses concerning the
administration of agreements, practices
and working conditions, including grievance
handling, all activities related to arbitration, and discussion with employees in the
bargaining unit or employer representatives
regarding working conditions, benefits and
contract rights.
c. Convention expenses and other
normal Union internal governance and management expenses.
d. Social activities open to non-members and Union business meeting expenses.
e. Publication expenses to the extent
coverage is related to chargeable activities.
f. Expense of litigation before the
courts and administrative agencies related to
bargaining unit contract administration.
g. Expenses of lobbying for legislative,
executive branch and administrative agency
representation on matters closely related to
the ratification or implementation of bargaining unit contracts and working conditions.
h. All expenses for the education
and training of members, officers and staff
intended to prepare the participants to better
perform chargeable activities.
i. Other costs of group cohesion and
economic action, e.g., demonstration, general
strike activity, informational picketing, etc.
j. An appropriate portion of overhead
and administrative expenses.
4. Each December in the American
Maritime Officer, the AMO shall publish these
policies and procedures to provide notice to

www.amo-union.org

AMO represented employees of their right to
object and the procedures for objecting. The
AMO shall also send a copy of these policies
and procedures to each person who objected
the previous year to inform the person of his
or her right to renew the objection for the
current year.
5. The AMO shall retain an independent
auditor who shall submit an annual report for
the purpose of verifying the percentage of
expenditures that fall within the categories
specified in paragraph 3 above.
6. The fees paid by objectors shall be
handled as follows:
a. Objectors who pay fees by hand
shall pay an amount less the percentage of
dues and initiation fees ascribed by the audit
(described in #5 above) to nonchargeable activities. AMO shall place said fee in an interest
bearing account.
b. Objectors who are paying fees by
check-off shall continue to have a fee equal
to full AMO dues and initiation fee checked off
by the employer and transmitted to the AMO.
The AMO shall place its share of the fee in an
interest bearing escrow account and shall
return the admittedly nonchargeable share to
the objector.
c. Following completion of the audit
(described in #5 above) for a given year, the
AMO shall rebate to each given objector an
amount equal to such fees held by the AMO in
escrow which were ascribed by the audit to
nonchargeable activities.
d. If an objector does not challenge
the validity of the audit pursuant to #8
below within the allotted time the fees held
in escrow shall become the property of
AMO. If a challenge is filed, the fees held in
escrow shall continue to be so held until
the challenge is resolved in accord with the
procedures referred to below, at which time
the fees shall be distributed in accord with
said resolution.
e. Objectors filing objections in January of 2021, in addition to paying fees in the
manner set forth for the above, shall receive
rebates from the AMO for the year 2020,
based upon the audits (see #5 above) for the
fiscal year ending in 2020, as they may be
modified by the procedures set forth below.
7. The reports(s) of the independent
auditor(s) for the AMO shall be completed
as soon as possible following the end of
the fiscal year. The report(s) shall include
verification of the major categories of Union
expenses attributable to chargeable and
non-chargeable activities. The AMO shall provide to all objecting non-member bargaining
unit employees who are represented a copy
of the auditor(s) report(s).
8. In the absence of an exclusive
statutory review procedure, each objector
may challenge the legal and arithmetical
bases of the calculations contained in the
independent auditor report(s) by filing an
appeal with the AMO Secretary-Treasurer, 601 S. Federal Highway, Dania Beach,
Florida, 33004, together with notice to
the President of AMO at 601 S. Federal
Highway, Dania Beach, Florida 33004.
non-member challengers in bargaining
units covered by the National Labor Relations Act shall also have the right to seek
a determination of any issues relating to
these procedures by invoking the jurisdiction of the National Labor Relations
Board. If such a challenger chooses not
to invoke the Board’s jurisdiction, or if the

Board defers to the appeal procedures,
the non-member challenger’s appeal
shall be filed exclusively with the AMO
Secretary-Treasurer postmarked no later
than thirty (30) days after the later of the
following two dates: the date the AMO
Secretary-Treasurer has forwarded a letter
to the challenger acknowledging receipt of
the challenge or the date the National Labor Relations Board affirmatively declines
to assert its reviewing jurisdiction.
9. Except where State law provides an
exclusive statutory review procedure or when
a challenger proceeds before the National
Labor Relations Board, as set forth in paragraph 8, all such challenges received by the
Union within the time limits specified above
shall be determined by expeditious referral
to an impartial arbitrator appointed by the
American Arbitration Association (“AAA”)
under its rules for impartial determination of
Union fees as modified and approved by the
courts and these procedures. The AMO will
notify the AAA that challenges of its fees,
which have been received from one or more
individual employees, are to be determined
by an impartial administrator and will include
the names and addresses of the individuals
who have filed their appeals challenging the
Union’s fees and who should be notified of the
proceedings. Thereupon, in accordance with
its rules, the AAA will appoint the arbitrator
to the case, notifying the Union and the other
participants.
a. All appeals shall be consolidated and
heard as soon as the AAA can schedule the
arbitration. All procedures challenging the
AMO’s fee determinations shall take place in
New York City, and the parties shall be the
appellants and the AMO.
b. Each party to the arbitration shall
bear their own costs including, but not limited
to, attorney’s fees and expenses, witness
fees and expenses and travel costs. The
challengers shall have the option of paying a
pro-rated portion of the arbitrator’s fees and
expenses. The balance of the arbitrator’s fees
and expenses and all AMO fees and expenses
shall be paid by AMO.
c. Challengers may, at their expense,
be represented by counsel or other representative of their choice. Challengers need not
appear at the hearing and shall be permitted
to file written statements with the arbitrator
instead of appearing. Such statements shall
be filed not later than the beginning of the
hearing before the arbitrator. Post-hearing
statements may be filed in accordance with
the provisions of paragraph 9(g) below.
d. Fourteen (14) days prior to the
start of the arbitration, challengers shall
be provided with copies of all exhibits or
a list of all such exhibits intended to be
introduced at the arbitration by the Union
party and a list of all witnesses the Union
party intends to call, except for exhibits
and witnesses the Union party may introduce for rebuttal. Where a list of exhibits
has been provided, the challenger shall
have a right to receive copies of such exhibits by making a written request for them
to the AMO Secretary-Treasurer. Additionally, copies of all exhibits shall be available
to inspection and copying at the hearing.
e. A court reporter shall make a transcript of all proceedings before the arbitrator.
This transcript shall be the only official
record of the proceedings and may be purchased by the challengers. If challengers do

not purchase a copy of the transcript, a copy
shall be available for purposes of inspection
by challengers at the Union party’s headquarters during normal business hours.
f. The arbitrator shall have control
over all procedural matters affecting the arbitration in order to fulfill the dual needs of
an informed and an expeditious arbitration.
The arbitrator shall set forth in the decision the legal and arithmetic bases for the
decision giving full consideration to the legal
requirements limiting the amount objectors
may be charged.
g. Each party to the arbitration shall
have the right to file a post-hearing statement within fifteen (15) days after both parties have completed submission of their cases at the hearing. Such statements may not
introduce new evidence nor discuss evidence
not introduced in the arbitration. The arbitrator shall issue a decision within forty-five (45)
days after the final date for submission of
post-hearing statements or within such other
reasonable period as is consistent with the
AAA rules and the requirements of law.
h. The decision of the arbitrator
shall be final and binding with respect to all
findings of fact supported by substantial
evidence on the record considered as a whole
and on other findings legally permitted to be
binding on all parties.
i. Upon receipt of the arbitrator’s
award, any adjustment in favor of the challenger will be made from the escrow account.
10. The provisions of this procedure
shall be considered legally separable. Should
any provision or portion thereof be held contrary to law by a court, administrative agency,
or an arbitrator, the remaining provisions or
portions thereof shall continue to be legally
effective and binding. If, after consultation
with the officers on the AMO Executive Committee, the President of the AMO determines
that modifications in this procedure are
necessary to maintain its compliance with
applicable law, such modifications may be
made in accordance with the Constitution of
the AMO.
11. An objector shall have neither a
voice nor vote in the internal affairs of the
AMO which includes, inter alia, the ratification
of a collective bargaining agreement, whether
or not it covers his or her employment.
12. The benefits of nonmembers in an
Agency Shop Agreement are such benefits
as being eligible to receive the American
Maritime Officer, representation in grievances,
grievance adjustment and arbitration, and no
other contract service benefits received by
members of the AMO. Such nonmembers shall
not be allowed attendance at union meetings,
the right to hold or run for any Union office
(elective or appointed), or any voting rights
within the Union unless and until they have
become members of this Union in accordance
with the provisions of the AMO Constitution.
13. For purposes of job referral,
individuals choosing to become Agency Fee
payers shall have the same status under the
applicable Shipping Rules as an applicant
until such time as the Agency Fee payer pays
the total fair share equivalent of the initiation
fee specified herein.
Use of the male gender in these
procedures shall be deemed to include the
female gender.
ADOPTED by the AMO Executive Board
November 11, 1998
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AMO dues, initiation fees will not increase in 2021
2021 will mark seven consecutive years
without an increase in American Maritime
Officers membership dues or in initiation fees charged to applicants for AMO
membership.
This was an easy call for the AMO
Executive Board, which agreed that
there was no need to hike dues or initiation fees, which together represent the
principal source of our union’s operating
revenue. AMO dues rates remain the
lowest among the three merchant marine
officers’ unions.
AMO has since mid-2015 closed

nearly every month with an operating
budget surplus. This money is added to
cash reserve and investment accounts as
it accumulates. This year is projected to
end with an operating budget surplus at or
above $1 million.
There are two factors driving AMO’s
sustained, positive financial state:
• One influence is sound management
of union assets at AMO headquarters, where
waste, extravagance and redundancy are
targeted routinely, and where significant
savings were achieved over time through
salary cuts for the top four AMO officials,

restraints on unnecessary or inefficient
travel, realignment of property maintenance, limits on holiday bonuses across the
board and other measures. Since January
2015, AMO has had no need to withdraw
from investment accounts to meet payroll
and to pay routine bills.
• The second factor is greater
membership compliance with their financial
obligations in the deep-sea, Great Lakes
and inland waters sectors — more and
more AMO members and applicants for
AMO membership are maintaining “good
standing” with timely dues payments

directly by check or credit card or through
authorized deductions from AMO Vacation
Plan benefits.
The AMO Executive Board’s authority to determine whether or not to
increase membership dues and applicant initiation fees each year is provided in Article V (Finances) of the AMO
Constitution.
As always, I welcome your comments,
questions, opinions and perspectives.
Paul Doell
November 5, 2020

AMO aboard the Indiana Harbor in Jones Act service on the Great Lakes

Members of American Maritime Officers working aboard the M/V
Indiana Harbor in October, here in St. Clair, Mich., included Third
Assistant Engineer Paul Russell, First A.E. John Norick and Chief
Engineer Ralph Biggs.

AMO members working aboard the
Indiana Harbor in October, here in
St. Clair, Mich., included Second
Mate Jeremy Rabbitt.

AMO members working aboard the Indiana Harbor in October, here
in St. Clair, Mich., included Third Mate Kyle Coburn and Captain
Todd Tittel.

Lake Carriers’ Association releases annual ‘State of the Lakes’ report
The Lake Carriers’ Association has published the annual “State of the Lakes” report, which is available on the LCA website
at https://www.lcaships.com.
The 2020 State of the Lakes recaps
the past shipping season and the U.S.-flag
Great Lakes fleet’s issues and concerns

moving forward. “Great strides have been
made over the past year with the Soo Locks
and icebreaking. The funding for the locks
is moving in the right direction and the
introduction of the historic ’Great Lakes
Winter Commerce Act‘ addresses the need
for better icebreaking performance,” said

LCA President Jim Weakley.
But challenges remain. Unequal regulation of ballast water by Transport Canada
highlights the need for fair cross-border
trade while maintaining a commitment to
protect the Great Lakes.
While the COVID-19 pandemic did

create shipping challenges, the U.S.-flag
fleet continues to persevere and to date no
mariners on Lake Carriers’ member vessels
have tested positive for COVID-19. “Collaborating early and taking decisive action,
our members kept our sailors safe and the
economy moving,” Weakley said.

AMO aboard Great Lakes freighter American Courage in Jones Act trade

Members of American Maritime Officers working
aboard the M/V American Courage in October, here
in Toledo, Ohio, included Third Mate Bret Argir and
Second Mate Matt Rohland.

AMERICAN MARITIME OFFICER

AMO members working aboard the American
Courage in October, here in Toledo, Ohio, included
First Mate Greyson Spegele and Captain Alex
Bergel.

AMO members working aboard the American Courage in October,
here in Toledo, Ohio, included Second Assistant Engineer Jeremy
Baldwin, Third A.E. Gerald Scott and First A.E. Matt Mersinger
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America is a maritime nation — U.S. Navy League
The following is excerpted from the
report “China’s Use of Maritime for Global
Power Demands a Strong Commitment to
American Maritime” released in October by
the Navy League of the United States. The
report can be read in its entirety online:
https://tinyurl.com/y2ksn7z6.
The importance of a strong American
commercial maritime industry has been
a constant throughout our nation’s history. Laws, policy and practices have been
instituted since the earliest days of our
country to keep U.S. waters more secure.
The case for laws like the Jones Act, the
fundamental law of the American domestic
maritime industry, has only gotten stronger
as rivals like China have publicly built their
strategies for global power around control
of the maritime sector.
To understand what it means when
we say America is a maritime nation is
to take a close look at the remarkable
history of domestic laws and regulations in
maritime commerce that set out to benefit
America’s military and commercial interests and its economic security.
Today’s Jones Act is rooted in practices that began when colonists started to
trade in American waters. Before and after
the American Revolution, the laws that
governed trade were constantly evolving
in order to reduce risk and economic loss.
The notion of restricting all but U.S.-flagged
vessels from trading between U.S. ports
was introduced when American merchants
began expanding their commerce around
the world after the Revolution, having
learned quickly that foreign vessels —
largely British — needed to be restricted
from America’s coastwise trade.
America has also been a prolific
shipbuilding country. American shipbuilding
dates to the mid-1600s when shipyards
along the Atlantic seaboard were constructing wooden ships for the British and,
ultimately, for their own combatant and
commercial ship supply. This production
of vessels was paramount in preparing for
rebellion against the British, helping the
Colonies and American privateers prevail in
the Revolution.
By the end of the 19th century, less
than 100 years after the Revolution, the
United States would become the world’s
largest economy, a designation that has not
changed for almost 150 years. Today, America is regarded as the world’s preeminent
economic and military superpower. The U.S.
Navy remains the largest, most innovative
and most powerful in the world.
Between the lines, it is commerce,
trade and an expanding military industrial
base that lead the way. It is also the longstanding laws that guided them — laws that
mandated secure coastlines and waterways; that called for strong demand for the
construction of boats, barges and ships in
shipyards; and laws that guaranteed secure
jobs for Americans.
At the center of these laws today is
the Jones Act.
The Jones Act — 100 years later
A century ago, the Merchant Marine
Act of 1920 was signed into law, and, with
www.amo-union.org

it, that legislation’s Section 27, known more
commonly as the Jones Act. Conceived
after World War I, the Jones Act sought to
bolster the nation’s shipbuilding and maintenance capabilities and to ensure manpower

and logistics during times of conflict.
At the time, lawmakers in 1920 acted
on a classic “lesson learned” after the Great
War, having realized the nation’s merchant
fleet was not independently robust enough

The LNG-powered combination container and roll-on/roll-off ship El Coquí operates in the
Jones Act trade between the U.S. mainland and Puerto Rico.

The Jones Act articulated tug/barge OSG Vision operates in the U.S. coastwise energy
transportation trades.

The Jones Act self-unloading Great Lakes bulk carrier American Century enters Duluth
Harbor, sailing to load coal in Superior, Wis.

to neutralize German attacks. They established simple yet sweeping statutes that
would govern the future of the domestic
U.S.-flag fleet. Under the Jones Act, all
vessels transporting cargo between U.S.
domestic ports were to be built, owned,
crewed and registered — or flagged — in the
United States.
The Merchant Marine Act, including
the Jones Act, was a corollary of the world’s
first modern war. Lawmakers sought to
establish a vision for how best to protect
North America’s coastlines and trade
routes, its people and its economic security. The Jones Act would serve as a guarantee for safeguarding the nation in the name
of national security, utilizing and relying
solely on the nation’s own resources.
Nexus of commercial fleet and national
security
If the U.S. Merchant Marine can be
defined broadly as having two unique U.S.flagged commercial fleets — the domestic
commercial fleet and the international
commercial fleet — both fleets, which today
combined number 40,000 vessels, serve
in the interest of national security, but
differently. The U.S.-flag oceangoing fleet
of about 184 ships includes transoceanic,
or blue water, ships such as large cargo
and container ships and their crews. These
vessels function as carriers in surge sealift
operations for moving equipment, supplies
and U.S. military personnel during wartime or contingencies. From this fleet, 98
vessels, such as container and bulk cargo
carriers and large oceangoing tankers,
serve as Jones Act-compliant ships.
The U.S. domestic component of the
fleet, guided by statutes of the Jones Act,
provides thousands of skilled mariners who,
during surge sealift operations, can operate
government-owned sealift vessels and provide supplemental crews on international
fleet ships. The remainder of the domestic
fleet is made up of the smaller commercial
vessels like fishing trawlers, dredging ships,
coastal cargo carriers, barges and tugboats — the variety of vessels and barges
seen operating along American coastlines,
through the Great Lakes and traveling over
inland waterways.
The thousands of smaller vessels of
the domestic fleet that make up the lion’s
share of Jones Act vessels ply the nation’s
coastlines, ports and waterways, creating
something of a commercial maritime “ecosystem” that includes the mariner workforce, shipbuilding and ship operating. The
diverse mix of vessels serve, collectively,
as a strategic buffer that both supports the
U.S. shipping industry while also providing
a host of critical maritime services in our
ports and waterways, as well as important
national security protections.
In shipbuilding and maintenance,
these vessels support and sustain the
country’s small- and medium-sized
shipyards. The shipyards that build most
commercial vessels ensure that capacity
is available for the construction of smaller
U.S. government ships, such as non-comU.S.-Flag Fleet — Continued on Page 7
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Global maritime competition is on the rise,
particularly from China — U.S. Navy League
The following abridged sections are excerpted from the report “China’s Use of Maritime for Global Power Demands a Strong Commitment to American Maritime,” which
was released in October by the Navy League of the United States. The report can be
read in its entirety online: https://tinyurl.com/y2ksn7z6.
If the United States is the world’s largest economy, China is the world’s No. 1
trading nation. Ninety percent of the of the world’s global trade travels by ship, and
nearly two-thirds of global container traffic moves through Chinese-owned or invested
ports. With a massive economy that is expected to exceed $22 trillion in 2020, America
is increasingly dependent on foreign countries to carry goods to its major coastal ports.
Analysts have recently shed light on the Chinese government’s investment in
global shipping and shipbuilding, showing how far the U.S. government has fallen behind
in promoting and investing in its own domestic maritime industry, particularly in building oceangoing vessels. In a brief released by the Center for Strategic and International
Studies (CSIS) in June 2020, “Hidden Harbors: China’s State-Backed Shipping Industry,”
the combined state support to Chinese firms in shipping and shipbuilding between 2010
and 2018 totaled about $132 billion through about $5 billion in state subsidies and $127
billion in financing from state banks. Importantly, CSIS makes clear in its brief that,
given China’s inherently opaque practices with regards to banking, regulatory and financial disclosures, the figures presented, while stunning, are most likely conservative
estimates drawn from facts and data available.
To China’s way of thinking, the country is poised to become a global superpower
in part by dominating the global maritime supply chain and, subsequently, competing
head-on to become one of the world’s most modern and powerful naval forces. However, while China continues to grow its shipping and shipbuilding exponentially, its heavily
government-subsidized investments run afoul of what most other industrialized nations
would do to bolster a global shipping industry. In other words, it is difficult to compare
subsidized industry investments to those that are not subsidized.
Meanwhile, America must grapple with how best to strengthen its much smaller, independent and privately owned shipbuilding industry in the name of national
security. Moreover, it must do so while competing with a nation that has explicitly
written into its Communist Party Constitution a decree outlining the Belt and Road
Initiative, which is, in essence, an unyielding vision for global expansion of its own
domestic maritime industry.
China’s escalation in the past decade into global shipping and shipbuilding is
astonishing. Since the Chinese government rolled out its BRI in 2013, little expense has
been spared by China’s President in terms of carrying out what business experts see
as a “global shopping spree” of ports and shipping service industries around the world.
According to CSIS’ Hidden Harbors brief, “China’s Belt and Road Initiative … has deepened pre-existing market access and secured new beachheads for Chinese shipping
companies abroad. Led by state-owned shipping operators COSCO Shipping Corporation

and China Merchant Group, Chinese companies have invested an estimated $11 billion
into overseas ports between 2010 and 2019, including 25 projects across 18 countries.”
Where the United States is concerned, China’s maritime power has far-reaching
implications. With the majority of world trade traveling by sea, and in the event of a
contingency with China, states CSIS: “The United States could face maritime logistics
challenges during a major contingency given the shrinking size of the U.S. merchant
fleet. China, in contrast, could draw upon superior numbers of state-owned vessels and
the world’s largest maritime workforce. COSCO is widely recognized as the maritime
supply arm of the People’s Liberation Army.”
Furthermore, China has not ceased to expand its maritime footprint into the
South and East China Seas, adopting a more hardline approach. In the past few years,
China has deployed naval bases more or less without conflict or interruption to its own
military infrastructure buildout, despite unanimous arbitration against the Chinese
government in 2016 for encroaching on the Philippines’ Exclusive Economic Zone by
occupying land features in the Spratly Islands. Ideally, according to Gregory Poling,
director of CSIS’ Asia Maritime Transparency Initiative, “China would transform both
of these seas into Chinese lakes based on the boundaries of the Nine-Dash line, giving
China complete control over the two regions.”
Among some of its programs, China, since 2014, as a way of encouraging fleet
upgrades and the demolishing of older vessels, instituted a “scrap and build” program
that allowed companies to receive a subsidy even before they commissioned a new
ship. The subsidy, which has since been phased out, served its purpose, according to
a CSIS brief, “While in operation, it helped boost not only China’s fleet modernization
but also domestic shipbuilding and shipbreaking yards, which were the downstream
recipients of government support.”
China is not alone in providing subsidies to boost shipbuilding. India, France, Japan and South Korea have used subsidies in recent years to sustain, protect or bailout
shipyards and shipping investments. The United States, meanwhile, plays by completely
different rules, as subsidies for commercial shipbuilding ended nearly 40 years ago.
Only small loan guarantees and grants for smaller shipyards exist today.
Historically, China’s maritime dominance has focused on international shipping.
Recently, however, there has been a growing recognition that the Jones Act is central
to deterring inevitable efforts by China to enter U.S. domestic maritime markets if the
U.S. coastwise laws went away.
In a comprehensive 2020 study by the Center for Strategic and Budgetary Assessments, “Strengthening the U.S. Defense Maritime Industrial Base: A Plan to Improve
Maritime Industry’s Contribution to National Security,” the Jones Act is described as
guarding “against the ability of China … to take over shipping to U.S. territories and
to gain local influence during peacetime, only to threaten or deny shipping to CONUS
during a crisis or conflict.”

U.S.-Flag Fleet
Continued from Page 6
batant military, research and law enforcement ships.
The mere presence of the U.S.flagged vessels in the domestic fleet helps
reduce the threat of illegal entry into inland
waterways and deter foreign ships and
mariners. They also secure the trade lanes
between the contiguous United States and
its noncontiguous domestic markets of
Alaska, Hawaii, and Puerto Rico and guard
against adversaries and foreign shippers
from gaining influence and control over
shipping to U.S. territories.
Without the Jones Act, foreign-flagged ships would be free to undercut competition with unfair labor practices,
including dangerous onboard conditions,
low pay and no controls over work hours.
While Puerto Rico does import oil from the
Caribbean on foreign-flagged ships, the
vast majority of manufactured goods come
from Jones Act routes. Hawaii also gets
many goods directly from Asia, because
it is more logical to do so than obtaining
AMERICAN MARITIME OFFICER

The LNG-powered containership Isla Bella operates in the Jones Act trade between the
U.S. mainland and Puerto Rico.
those imported goods through West Coast
ports. In fact, a study by the Hawaiian firm
TZ Economics, compiled with Reeve &
Associates, found no impact on the price of
consumer goods in Hawaii. The same can
be said for the domestic dredging industry.
The important functions of work boats like
the dredgers and the salvage operators

are in looking after the nation’s waterways
and shipping lanes. The robust domestic
dredging industry sees to the maintenance
of more than 400 ports and 25,000 miles
of navigation channels throughout the U.S.
Because the U.S. does not have to depend
on foreign companies to dredge in the harbors of, for example, its naval facilities, the

requirement for U.S.-built, U.S.-operated
and U.S.-crewed dredging vessels prevents
a possible sabotage situation, avoiding
the prospect of having foreign actors gain
access for underwater surveillance of U.S.
military vessels and stations.
It is the current mix of laws and
policies that help preserve our place in the
world. Were the Jones Act to be repealed,
the U.S. Coast Guard and Customs and Border Protection (CBP) would be required to
ensure foreign mariners are properly vetted
at hundreds of inland waterway locations —
a prospect that is, at best, highly complex.
Currently, foreign-flag vessels may enter
inland waterways but can only dock at
ports with a CPB facility and must provide
a minimum of 24 hours of prior notice to
the Coast Guard. In fact, no comprehensive
legal framework has ever been considered
to address a significant flow of foreign-flag
vessels in U.S. inland waterways. Presumably, foreign commercial vessels, according
to a number of industry experts, would need
to abide by U.S. shipping regulations and
laws, thus giving rise to another cumbersome layer of enforcement by the CBP and
Coast Guard.
www.amo-union.org
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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

4 January

26 April
(ONLINE)

Confined Space Entry

3 Days

11 January

19 April

Advanced Fire Fighting

5 Days

22 February

19 April

Advanced Fire Fighting Refresher

2 Days

15 February

28 June

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.
Basic Safety Training — Refresher - required for STCW renewal for those
without 360 days of sea service

3 Days

17 February

Chemical Safety — Advanced

5 Days

11 January

ECDIS

5 Days

14 December

Environmental Awareness (includes Oily Water Separator)

3 Days

Please Call

Fast Rescue Boat

4 Days

14 December

GMDSS — Requires after-hour homework

10 Days

8 March

LNG Tankerman PIC

8 Days

17 February

28 June
(ONLINE)

5 Days

15 February

28 June

30 June

22 February

3 May

19 January

5 April

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.

5 Days

14 June

1 March

Proficiency in Survival Craft (Lifeboat)

4 Days

8 March

Safety Officer Course

2 Days

11 February

22 April

Tankerman PIC DL — Classroom

5 Days

1 February

7 June
(ONLINE)

Tankerman PIC DL — Simulator

10 Days

7 December

18 January

15 March

12 April

10 May

Tankerman PIC DL — Accelerated Program

10 Days

Please Call

Train the Trainer - requires after hours homework

5 Days

30 November

11 January

1 March

10 May

21 June

Vessel Personnel with Designated Security Duties — VPDSD

2 Days

Please Call

Vessel/Company Security Officer — Includes Anti-Piracy

3 Days

8 February

Proficiency in Survival Craft (Lifeboat) REFRESHER

1 Day

20 February

Electronic Navigation and Watchkeeping Refresher

3 Days

4 January

16 February

12 April

17 May

Basic Training & Advanced Fire Fighting Revalidation (Required by first
credential renewal AFTER 1 January 2017) - required by those with 360 days
sea service

2 Days

30 November

10 December

7, 14 January

1, 8 February

1, 22 March

12, 26 April

Leadership & Management (required by ALL management level Deck and
Engine officers by 1 Jan 2017)

5 Days

18 January

15 March

10 May

Maritime Security Awareness

1/2 Day

Please Call

Heat Stress Afloat / Hearing Conservation Afloat

1 day

Please Call

10 June
(ONLINE)

7 June
(ONLINE)

10, 28
3, 6, 17, 20 May 7,
June

Medical Courses
Elementary First Aid — Prerequisite for MCP within preceding 6 months

1 day

1 December

5, 26 January

23 February

6 April

4 May

8 June

Medical Care Provider — Prerequisite for MPIC within preceding 6 months.
Please fax EFA certificate when registering

3 days

2 December

6, 27 January

24 February

7 April

5 May

9 June

Medical PIC — Please FAX MCP certificate when registering

5 days

7 December

11 January

1 February

1 March

12 April

10 May

Urinalysis Collector Training

1 day

14 December

8 February

8 March

19 April

17 May

21 June

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

1 day

15 December

9 February

9 March

20 April

18 May

22 June

Radar Recertification

1 day

18 January

15 February

Electronic Navigation and Watchkeeping Refresher

3 days

4 January

16 February

12 April

17 May

ARPA

4 days

19 January

Radar Recertification & ARPA

5 days

18 January

Original Radar Observer Unlimited

5 days

11 January

Advanced Bridge Resource Management

5 days

22 February

17 May

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

5 days

4 January

1 March

3 May

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

10 days

30 November

8 February

5 April

Advanced and Emergency Shiphandling - First Class Pilots, Great Lakes

5 days

8 February

Tug Training - ASD Assist

5 days

12 April

Dynamic Positioning — Induction (Basic)

5 days

25 January

8 March

10 May

Dynamic Positioning — Simulator (Advanced)

5 days

19 April

Dynamic Positioning — Revalidation

5 days

30 November

22 February

24 May

Navigational Watchkeeping Standardization & Assessment Program

5 days

11 January

1 March

26 April

TOAR (Towing Officer Assessment Record) — Third Mate (Unlimited or Great
Lakes) or 1600T Master License required AND OICNW required

5 days

30 November

22 February

17 May

High Risk and Emergency Shiphandling for Masters (Must have completed
Advanced Shiphandling for Masters and sailed as Master)

5 days

11 January

8 March

12 April

14 June

Radar Courses

Deck Courses

www.amo-union.org

7 June

24 May

14 June

10 May
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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

4, 18 January

15 March

17 May

Upgrade: Advanced Meteorology — Requires after-hours homework

5 days

8 February

15 March

28 June

7, 21 June

Advanced Stability

5 Days

4 January

15 March

7 June

Search & Rescue

2 days

14 December

1, 4, 16 Feb.

29 March

24, 27 May

Management of Medical Care

1/2 day

16 December

3, 18 February

31 March

26 May

Leadership & Management

5 Days

18 January

15 March

10 May

Advanced Cargo — Optional for task sign-off

5 Days

8 February

3 May

Marine Propulsion Plants — Optional for task sign-off

5 Days

4 January

22 February

Advanced Celestial — Optional for task sign-off

5 Days

8 March

14 June

Advanced Navigation — Optional for task sign-off

5 days

15 February

21 June

Basic Electricity

10 days

5 April

Diesel Crossover

4 weeks

8 February

Engine Room Resource Management (Simulator)

5 days

Please Call

Gas Turbine Endorsement

10 days

8 March

Marine High Voltage Safety Course (Simulator)

5 days

25 January

10 May

Hydraulics / Pneumatics

5 days

18 January

19 April

Machine Shop

10 days

1, 15 February

10 May

Programmable Logic Controllers (PLCs)

5 days

8 February

3 May

Refrigeration & Air Conditioning

5 days

11 January

12 April

Refrigeration (Management Level) Universal Refrigeration Recovery
certificate required. Please attach copy with registration.

5 days

Please Call

Steam Endorsement

4 weeks

25 January

Controls and Instrumentation

10 days

19 April

10 May

7 June

1 March

7 June

Engineering Courses

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.

26 April

2 weeks

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

18 January

15 March

10 May

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

5 days

1 February

3 May

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

25 January

8 March

24 May

STCW Upgrade Task Assessment — General: This class is required by all
propulsion types (Motor, Gas and Steam) Licensed engineers — OPTIONAL:
Tasks can be signed off onboard

5 days

14 December

11 January

22 March

17 May

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

5 days

22 February

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

3 days

3 March

Basic CBR Defense - Refresher required every 5 years

1 day

17 December

22 January

5 March

13 May

24 June

Damage Control - Refresher required every 5 years

1 day

16 December

21 January

4 March

12 May

23 June

Helicopter Fire Fighting - Refresher required every 5 years

1 day

15 December

20 January

3 March

11 May

22 June

1/2 day

17 December

22 January

5 March

13 May

24 June

1 day

Please Call
14 December

19 January

2 March

10 May

21 June

16, 30 April

7, 18, 28 May

11, 18 June

12, 26 April

3, 24 May

7, 14, 28
June

MSC Training Program

Marine Environmental Program (with CBRD) - Refresher required every 5 years
Heat Stress Afloat/Hearing Conservation Afloat
MSC Readiness Refresher — Must have completed full CBRD & DC once in career

2 days

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

1 day

1 February

17 May

MSC Watchstander — ADVANCED — Required for all SRF members

1 day

4 December

8, 15, 29
January

2, 12, 26 Feb.

12, 19, 26, 29
March

MSC Ship Reaction Force — Required every three years for SRF members and
must have Basic and a valid Advanced Watchkeeping and a valid Small Arms

3 days

7 December

3 February

30 March

19 May

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.

4 days

30 November

4, 11, 25
January

8, 22
February

8, 15, 22
March

Self-Study, CDs and Online Courses
Anti-Terrorism Level 1

Online

DOT Hazardous Materials Transportation Training

Online

EPA Universal Refrigerant Certification Examination
Qualified Assessor
Vessel General Permit — EPA

Self Study
Online
On Campus in conjunction with other classes

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,
admit 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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ONLINE Blended Management Level Upgrade Classes (Deck and Engine) — STAR Center is offering the following courses ONLINE. WHERE SHOWN, FULLY ONLINE CLASSES INCLUDE ALL

ASSESSMENTS AND TRAVEL TO STAR CENTER IS NOT REQUIRED. By USCG approval requirements, Practical Exercises and Competency Assessments for blended courses will have to be taken at
STAR Center. This will be scheduled in a comprehensive 5-day session.

Leadership and Management (Deck and Engine)

4 Days

30 November

5 April

Upgrade: Advanced Meteorology (Deck)

3 Days

1 December

12 April

Advanced Navigation (Deck)

3 Days

14 December

12 April

Marine Propulsion Plant (Deck)

4 Days

7 December

19 April

Advanced Stability (Deck)

3 Days

15 December

19 April

Advanced Cargo (Deck)

4 Days

26 April

Advanced Celestial (Deck)

4 Days

26 April

Upgrade: Electrical, Electronics, & Control Engineering (Engine) FULLY ONLINE

5 Days

7 December

5 April

Combined Basic and Advanced Low Flash Point Fuel Operations FULLY ONLINE

5 Days

26 April

28 June

Tankerman PIC DL - Classroom FULLY ONLINE

5 Days

7 June

Vessel Security Officer (VSO) FULLY ONLINE

3 Days

7 June

Safety Officer Seminar FULLY ONLINE

2 Days

10 June

Leadership and Management (Deck and Engine)

1 Day

7, 9 December

Upgrade: Advanced Meteorology (Deck)

2 Days

7, 10 December 25, 28 January 22, 25 March

17, 20 May

Advanced Navigation (Deck)

2 Days

8, 14 Dec.

26 January

23, 29 March

Marine Propulsion Plant (Deck)

2 Days

7, 9 December

25, 27 January 22 March

17, 19 May

Advanced Stability (Deck)

2 Days

10, 14 Dec.

28 January

25, 29 March

20, 24 May

Advanced Cargo (Deck)

1 Day

9, 14 Dec.

27 January

1 February

24, 29 March

Assessments (at STAR Center) DECK and ENGINE
25, 27, 29 Jan.

1 February

1 February

22, 24, 29
March

Upgrade: Electrical, Electronics, & Control Engineering (Engine)

1/2 Day

11 December

29 January

26 March

21 May

Combined Basic and Advanced Low Flash Point Fuel Operations

1 Day

4 December

2 February

30 March

25 May

Advanced Celestial (Deck)

2 Days

7, 10 December 25, 28 January 22, 25 March

17, 20 May

Tankerman PIC DL - Classrooom

1 Day

3 December

24 May

1, 16 February

register@star-center.com H FAX: 954-920-3140
If possible, please use the secure online course application:
https://www.star-center.com/forms/reg.mbr.live.html
NAME:

DATE:

ADDRESS:
CITY:

STATE:

HOME PHONE: (

)

ZIP CODE:

CELL PHONE: (

29 March

17, 19, 20 May

19 April

18, 24 May

21 April

19, 24 May

STAR Center “No Show” Policy for Registered and Confirmed Students: STAR Center
students who are enrolled and who have been confirmed are REQUIRED to notify STAR Center at least 48 hours prior to the start date of a course when a short notice change arises
such that they will no longer be able to attend by contacting Student Services by phone at
(800) 342-3220 Ext. 201, (954) 920-3222 Ext. 201, or by e-mail: register@star-center.com.
STAR Center values all our AMO Plans Participants’ time and efforts and understands issues
may arise that will impact schedules and travel. However, “No Show” students impact other
AMO Plans Participants who may be on a wait list and could fill the unused seat. We therefore
ask that our enrolled and confirmed students respect the needs of their fellow AMO students
and contact STAR Center as noted above so their seat may be filled. The circumstances of “No
Show” students will be reviewed as necessary. Those who are repeat “No Show” students may
have all future STAR Center enrollment applications wait-listed for the requested course(s)
until all other AMO participants are accommodated.

Desired Course(s)

Preferred / Alternate Start Date

/
/
/
/

)

E-MAIL ADDRESS:
MARINER REFERENCE NUMBER:
UNION CARD / APPLICANT NUMBER:

SSN (LAST 4 NUMBERS):

MOST RECENT VESSEL:

Lodging / Accompanying Guest Information

COMPANY:
CURRENTLY ASSIGNED TO A VESSEL UNDER MSC OPERATIONAL CONTROL (Y/N) ?
DATE ASSIGNED:

DATE DISCHARGED:

CURRENT LICENSE:

EXPIRATION DATE:

Check IN Date:

/

/

Check OUT Date:

(Day before class starts)

Spouse / Guest / Significant Other

/

/

(Day after class concludes)

Relationship

Age (if Minor Under 18)

Please call or e-mail to confirm your class at least two (2) weeks prior to course
start date. In the event of a Waiting List, your place will be released two (2)
weeks before the scheduled start date if we have not heard from you.

To confirm course registration, please call: (800) 942-3220 Ext. 201
For course attendance confirmation, please call: (800) 942-3220 Ext. 200
H YOU MUST BE FIT FOR DUTY TO ATTEND CLASSES H
STAR Center Use Only / Tracking Number:

Students must be “fit for duty” and guests must be capable of performing “activities of daily
living” without assistance. All Minors under 18 must be accompanied by an adult at all times
while at STAR Center. Include ages of all Minors under 18 on list above.
[ ] Check if baby crib required

Lodging Remarks / Requests:

STAR Center admits students of any race, color, national and ethnic origin or gender.
www.amo-union.org
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DIRECTORY
AMO NATIONAL HEADQUARTERS
DANIA BEACH, FL 33004-4109
601 S. Federal Highway
(954) 921-2221 / (800) 362-0513
Paul Doell, National President
Mobile: (954) 881-5651
pdoell@amo-union.org
Extension 1001 / FAX: (954) 926-5112
Charles A. Murdock, National Secretary-Treasurer
Mobile: (954) 789-8944
cmurdock@amo-union.org
Extension 1004 / FAX: (954) 367-1025
Mike F. Finnigan, National Executive Vice President
Mobile: (386) 986-8495
mfinnigan@amo-union.org / contracts@amo-union.org
Extension 1011 / FAX: (954) 367-1064
Joseph Z. Gremelsbacker, National Vice President, Deep Sea
Mobile: (954) 673-0680
jgremelsbacker@amo-union.org
Extension 1009 / FAX: (954) 367-1029
Todd Christensen, East Coast Representative
Mobile: (561) 806-3768
tchristensen@amo-union.org / Extension 1007
Robert Silva, Government Liaison
Mobile: (954) 765-8149
bsilva@amo-union.org / Extension 1013
Marie Doruth, Executive Assistant to the National President
Mobile: (954) 290-8109 / mdoruth@amo-union.org
Extension 1017 / FAX: (954) 926-5112
Dispatch: (800) 345-3410 / FAX: (954) 926-5126
Brendan Keller, Dispatcher (bkeller@amo-union.org)
(800) 362-0513 Extension 1061 / Mobile: (954) 817-4000
Roy Emrick, Jr., Dispatcher (remrick@amo-union.org)
(800) 362-0513 Extension 1060 / Mobile: (954) 298-7635
Member Services: (800) 362-0513 Extension 1050
memberservices@amo-union.org / FAX: (954) 367-1066
Contract Analysis: Chris Holmes
cholmes@amo-union.org / contracts@amo-union.org
Editorial Department: editorial@amo-union.org

TOLEDO, OH 43604
One Maritime Plaza, Third Floor
FAX: (419) 255-2350
John E. Clemons, National Vice President, Great Lakes
Mobile: (419) 346-6193
johnclemons@amo-union.org
(800) 362-0513 Extension 6003
Joseph T. Brown, Great Lakes Representative
Mobile: (419) 309-1729
jbrown@amo-union.org
(800) 362-0513 Extension 6007
Michelle Moffitt, Dispatcher (mmoffitt@amo-union.org)
(800) 362-0513 Extension 6005 / Mobile: (419) 481-3470
NEW ORLEANS / MADISONVILLE, LA 70447
P.O. Box 970
Daniel J. Robichaux, National Vice President, Inland Waters
Mobile: (985) 201-5462
drobichaux@amo-union.org
(954) 367-1036
FAX: (954) 367-1062
SAN FRANCISCO / OAKLAND, CA 94607
1121 7th Street, Second Floor
William Barrere, West Coast Representative
Mobile: (415) 654-2671
wbarrere@amo-union.org
FAX: (954) 367-1064
STAR CENTER
STUDENT SERVICES/LODGING AND COURSE INFORMATION
2 West Dixie Highway
Dania Beach, FL 33004-4312
(954) 920-3222 Extension 201
(800) 942-3220 Extension 201
Course Attendance Confirmation: (800) 942-3220 Extension 200
24 Hours: (954) 920-3222 Extension 7999
FAX: (954) 920-3140
SERVICES
UPDATE CREDENTIALS, DOCUMENTS, TRAINING RECORDS
Secure File Upload: https://securetransfer.amo-union.org/
E-mail: memberservices@amo-union.org
Questions: (800) 362-0513 Extension 1050

OFFICES
WASHINGTON, D.C. 20003
700 Pennsylvania Avenue SE, Suite 530
Paul Doell, National President
Mobile: (954) 881-5651
pdoell@amo-union.org
T. Christian Spain, National Vice President, Government Relations
Mobile: (202) 658-8887
cspain@amo-union.org
(800) 362-0513 Extension 7010
FAX: (202) 479-1188

MEDICAL CLINIC
2 West Dixie Highway
Dania Beach, FL 33004-4312
(954) 927-5213

AMO PLANS
2 West Dixie Highway
Dania Beach, FL 33004-4312
(800) 348-6515 / FAX: (954) 922-7539

AMO Coast Guard Legal Aid Program
Michael Reny
Mobile: (419) 346-1485
(419) 243-1105 / (888) 853-4662
MikeReny@BEX.NET
FAX: (419) 243-8953

AMO PLANS CONTACT INFORMATION
AMO Plans normal business hours are Monday through Friday, 8 a.m. to 4 p.m. Eastern.
Phone: (800) 348-6515
To request a connection with a specific person, dial “0” for the operator.
Medical Customer Service: extension 12
Retirement Services (Pension, 401(k), MPB, and DC): extension 14
Vacation: extension 15
AMERICAN MARITIME OFFICER

FAX — Retirement Services: (954) 922-7539
FAX — Medical Plan: (954) 920-9482
FAX — Vacation Plan: (954) 926-7274
E-mail — Medical Plan: amomedical@amoplans.com
E-mail — Vacation Plan: amovacation@amoplans.com
E-mail — 401(k) Plan: amo401k@amoplans.com
E-mail — Retirement Services: amopension@amoplans.com
www.amo-union.org
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STAR Center receives U.S. Coast Guard approval to offer
certain courses in online format with remote assessments
STAR Center has received approval from
the U.S. Coast Guard to offer certain
courses in a fully online format that, for
these particular courses, will eliminate
the need to travel to STAR Center for
completion. These courses will be taught
using our STAR Center ZOOM platform with
end-of-course testing completed remotely

online by students.
STAR Center will administer course
written assessments and integral assessments using remote examination administration software and monitoring from
ExamSoft using its Examplify, ExamID and
ExamMonitor tools. The system is designed
to confirm the identity of the person taking

the test and maintain the integrity of the
examination and the examination process
through a combination of remote proctoring
and proprietary artificial intelligence (AI).
This compliments previous approvals
for “blended” courses, which combine an
online synchronous instruction and onsite
assessment format. The STAR Center

schedule provides a listing of online and
blended courses and start dates.
STAR continues to develop and
expand these alternative delivery methods
for training. STAR Center will continue to
offer a mix of blended, online and traditional in-person classes in the normal schedule
going forward.

Photos: AMO aboard the USNS Pathfinder

Members of American Maritime Officers working aboard the USNS Pathfinder in October included Third Mate Matheus Macedo, Chief Mate Audania Taylor, Second Mate Jeff
Harcq, Third Mate George Steube, Captain Mel Santos and Radio Officer Mike Stone.
AMO represents all licensed officers onboard the USNS Pathfinder, which is operated
for Military Sealift Command by Ocean Ships, Inc.

Photos courtesy of Captain Mel Santos

AMO members working aboard the USNS Pathfinder in October included Third Assistant
Engineer Nelsson Wu, Second A.E. Armando Bermudez, First A.E. Charles Steele and
Chief Engineer Mike Hadley.

NOAA Tide Tables and Tidal Current Tables are now all digital
The following article was posted by the National Oceanic and Atmospheric Administration.
NOAA and its predecessor agencies have been producing printed Tide Tables and Tidal
Current Tables annually since 1867. For over 150 years, commercial and recreational mariners
have relied on this information to ensure safe navigation of U.S. seaports and coastlines
and to determine speeds of tidal currents. Tide predictions covering domestic regions were

AMO in the Express Marine fleet

mandated to meet the U.S. Coast Guard requirements for commercial vessels operating in
U.S. waters.
Why and how we’re going all digital
As the world moves further into the digital era, virtual resources continue to become
more common. In 2008, NOAA’s Center for Operational Oceanographic Products and Services
(CO-OPS) dedicated its website to providing more accurate, up-to-date, and location-specific
tide and tidal current predictions. In addition, a 2018 update to the U.S. Coast Guard regulations (33 CFR 164.33 Charts and Publications) sanctioned the use of digital predictions from
the CO-OPS website to meet mariner carriage requirements. This shift followed a similar
update allowing Electronic Navigational Charts and electronic copies of Coast Pilot to be
used in lieu of paper charts and publications. Prompted by these changes, NOAA began to
investigate the possibility of eliminating printed Tide Tables and Tidal Current Tables. And
so it came to pass that the last hard-copy editions were published in October 2019, which
include the 2020 predictions.
About the digital predictions
NOAA’s digital predictions are accessible via the CO-OPS Tides & Currents website
(https://tidesandcurrents.noaa.gov/). This change allows NOAA to modernize some of its
longest standing products and provide greater accessibility to accurate predictions. Here
are the individual quick links to the predictions for Tides (https://tinyurl.com/ycdls4un) and
Tidal Currents (https://tinyurl.com/y3j2t22f). NOAA’s digital tide and current prediction tables provide users easy-to-read formats (e.g. graphical plot, table listings, calendar displays,
and more) that can display specific locations up to two years in the future. All predictions
are free. Users can generate predictions as PDFs and easily save or print.

Members of American Maritime Officers working in the Express Marine fleet,
here aboard the tug Honor in October, included Second Assistant Engineer Cliff
Sawyer, Chief Engineer Dave Harris and Third A.E. Edward Parks.

www.amo-union.org

International tide predictions
NOAA is dedicated to providing the most accurate data for its predictions. NOAA Online
tide services do not include international locations, except for select Caribbean, Central
American, and Pacific Island locations. International predictions are available through their
country of origin. For questions on how to access these international predictions or general
inquiries regarding digital tables, please contact NOAA at Tide.Predictions@noaa.gov.
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