International Maritime Organization (IMO) and the
International Labour Organization (ILO).
Consequently, our mariners are treated as second-class
citizens, and our contributions to TSAC are denigrated,
delayed, and largely ignored in the administration of this
Federal Advisory Committee.
Since we believe this material was largely overlooked
and ignored by the TSAC working groups advising TSAC
and by TSAC in advising the Coast Guard, we believe all of
this material deserves to be considered directly by the Coast
Guard regulatory team in carrying out its current rulemaking
project dealing with the Congressional mandate to inspect
towing vessels. This report supplements and documents
allegations cited in GCMA Report #R-417, Request for
Congressional Oversight on the Towing Safety Advisory
Committee.
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Background
GCMA Directors and Members have attended every
meeting of the Towing Safety Advisory Committee (TSAC)
since our Association was founded in April 1999.
Starting in 2000, GCMA urged the Coast Guard to
inspect towing vessels and brought the matter before TSAC
in 2000. We introduced our original GCMA Report #R-276,
Towing Vessels Must Be Regulated Like Every Other
Inspected Vessel in 2001 and were encouraged by TSAC’s
then-Public Member Laurie Frost Wilson, Esq. to prepare a
204-page book titled GCMA Report #R-201, Call For
Towing Vessel Inspection Standards that was distributed to
each TSAC member in advance of the TSAC meeting in San
Francisco, CA on March 13 & 14, 2002.
GCMA Report #R-276 was ignored by TSAC’s Towing
Vessel Regulatory Review Group headed by Mr. Mario
Munoz as it continued to fumble with a parallel project it
never reported out of committee.
Eventually we submitted GCMA Report #R-276 directly
to the Coast Guard after Congress directed the Coast Guard
to inspect towing vessels in September 2004. The ninth
revision of the report is currently posted on our website.

TOWING VESSEL INSPECTION
Mariner Suggestions & Initiatives Submitted to the TSAC
Towing Vessel Inspection & Licensing Work Groups
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[Publication History: Originally published as GCMA Report
#R-416, July 25, 2005 and (in part) as GCMA Report #R-419,
August 18, 2005 with limited distribution to GCMA Board of
Directors as a report of our efforts reflecting GCMA
attendance at or participation in active TSAC working groups.
This report was consolidated, expanded, and re-numbered as
R-276-A on November 9, 2006.]

Preamble: The TSAC Working Group on Licensing
met at the offices of Buffalo Marine in Houston, TX, on July
14, 2005. The work group, that previously completed its
work on the new USCG towing licensing regulations in 2001
was re-established at the March 2005 TSAC meeting in
Washington and provided with Task Statement #05-01.

GCMA COMPLAINT AGAINST
TSAC AND THE COAST GUARD

TSAC TASK STATEMENT
Task # 05-01

Our complaint, as detailed and documented in this report,
is that the Towing Safety Advisory Committee (TSAC), a
Federal advisory committee established by Congress in
1980, and its Coast Guard advisors have never applied the
principle that the three entities – Government, Management,
and Labor – have the same equality and balance of interests
that are commonly recognized in the maritime industry
throughout the world. This equality is recognized in the
major international deliberative bodies such as the

I. TASK TITLE
Requirements for License as Mate of Towing Vessels.
II. BACKGROUND
The 2001 rulemaking for the Licensing and Manning for
Officers of Towing Vessels revised the process used to
obtain the license required to operate towing vessels. Part of
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the revised regulations removed the equivalence authority of
those individuals licensed as masters/mates of steam or
motor vessels of not more than 200 GRT to act as operators
of towing vessels. As of Nov 21, 2003, anyone seeking a
license as mate of towing vessel had to meet the new
licensing requirements, which require 18 months experience
on deck, completion of a written examination, and then 12
months as an apprentice mate (steersman) as they complete a
Towing Officers Assessment Record (TOAR).

The purpose of this paper is to report to GCMA members
of the Board of Directors unable to attend the working group
meeting.
We hope that TSAC may consider some of these
suggestions worthy of discussion and that the Coast Guard
and the towing industry consider them independently for
future action.

III. PROBLEM STATEMENT
Portions of the towing industry operate other classes of
steam or motor vessels (e.g., crewboats and supply boats) as
well as towing vessels and experience difficulties in managing
their personnel between the two fields of employment. There is
also a perceived shortage of individuals who are in training to
become officers of towing vessels. Additionally, the current
rule requires 30 months to reach the position of mate of towing
vessels, during which time the individual spends 18 months in
entry level positions and 12 months in a training position. This
makes it impractical for an experienced master of steam or
motor vessels of not more than 200 GRT to become a master of
towing vessel.
TSAC should examine this issue and consider the need to
establish a bridging process by which a Master, Steam or
Motor Vessels of not more than 200 gross tons can obtain a
license as Mate of Towing Vessels. TSAC may also identify
other issues associated with the new licensing system for
towing vessel officers that may require amendment or
clarification as a result of initial Coast Guard-industry
experience with the new rules. Issues that TSAC may wish
to address include, but are not limited to, TOAR
requirements for harbor tug operators and the need for
consistency between the licensing regulations and
Navigation and Vessel Inspection Circular 4-01 on the
question of TOAR format requirements.

TO: Mrs. Jennifer Carpenter, Chair, TSAC License Work
Group
FROM: Richard A. Block, Secretary, GCMA
RE: GCMA recommendations for further consideration by
the TSAC License Work Group, USCG and the towing
industry:

-------------------------------------------------------

We respectfully submit that each of the following points
be considered in regard to towing vessel licensing by the
Towing Safety Advisory Committee (TSAC), the Coast
Guard and the towing industry in general.
FOR TSAC CONSIDERATION
1. GCMA suggests that TSAC reaffirm that the purpose of
the original rulemaking for Apprentice Mate/Steersman was
to provide for systematic training through observation and
hands-on training in the pilothouse by a licensed Master or
Mate Pilot. It was not designed as off-duty, or after-hours
training for deckhands after completing their required 18month service on deck.
2. GCMA suggests that TSAC reaffirm that, although not
spelled out in the regulations, this pilothouse training
requires carrying an “extra man” (i.e., the Apprentice
Mate/Steersman) in addition to the Master or Mate/Pilot on
duty for training purposes. This does involve expenses for
the company.

IV. TASK
Reconvene the Licensing Implementation Working Group to
perform the following tasks:
a) Consider the petition for rulemaking by Delta Towing
that a master of steam or motor vessels of not more than
200 GRT with three years experience obtain the license
as mate of towing vessels.
b) Consider the necessary training, assessment and
experience that should be required of such individuals.
c) Identify any other issues related to implementation of the
towing officer licensing rules that require amendment or
clarification at this time.
d) Submit a report to the Coast Guard outlining findings
and recommendations

3. GCMA suggests that TSAC reaffirm that pilothouse
training is not mandatory for any towing company.
However, the regulations and guidance in NVIC 4-01 expect
the management of a towing company that trains one or
more Apprentice Mate/Steersman to have a training
program, to administer it properly, and use the services of a
Designated Examiner certified by the National Maritime
Center (NMC) to check out each Apprentice
Mate/Steersman candidate using the appropriate TOAR.
4. GCMA suggests that TSAC reaffirm that 18 months service
on deck with 12 of those months served on towing vessels (as is
presently required) is the minimum acceptable service time on
deck as a prerequisite to enter the Apprentice Mate/Steersman
program. The only way this service time can be shortened if a
candidate attends a USCG-approved training course that trains a
candidate in deck skills (counted towards the 6 months
required) and/or in towing-related skills (as part of the 12month towing vessel service requirement).

V. ESTIMATED TIME TO COMPLETE TASK
The working group should provide a report to TSAC that
includes its findings and recommendations by the fall 2005
TSAC meeting.
As a result of the work group meeting and its wideranging discussion, GCMA submitted the following
suggestions to the Chairperson of the Working Group, Mrs.
Jennifer Carpenter, to the Coast Guard, and to other selected
individuals.

5. GCMA suggests that TSAC reaffirm that pilothouse
training and observation does not include filling the slot or
carrying out the duties of any (missing) deckhand, engineer,
or other crewmember.
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6. GCMA suggests that TSAC consider recommending that
approved courses in engineroom safety and equipment
operational subjects pertinent to towing vessels be credited for a
portion of the required 18-month sea service required before a
person can sit for the Apprentice Mate/Steersman test.

15. GCMA suggests that TSAC consider recommending that
each Apprentice Mate/Steersmen be trained in as many
different geographic areas and on as many vessels as
possible to gain as broad experience as possible during his
apprenticeship. [Note: The Apprentice Mate/Steersman
system tacitly replaced the older system where one licensed
officer took an unlicensed mariner “under his wing” and
trained him until he was a proficient Mate/Pilot. While the
old system successfully trained many of today’s pilots, the
same personnel conditions that supported the older system
may no longer exist in many places following the Pilots
Agree strike of 1998. See #30 below.]

7. GCMA suggests that TSAC consider recommending that
existing Academy hands-on training programs could be reevaluated to calculate any days of sea service that might be
applicable toward 1) deck service (6 month limit) and/or 2)
towing vessel service (12-month limit). Eight hours are
creditable for one day of sea service or as determined by
NMC policy.
8. GCMA suggests that TSAC express concern that, after 4½
years of the 5-year grace period has already passed, it
appears that management of many towing companies did
not fulfill their responsibilities in training Mates/Pilots
using the Apprentice Mate/Steersman/Designated Examiner
program.

FOR USCG CONSIDERATION
16. The Coast Guard’s National Maritime Center approved
hundreds of training courses that now serve as a basis for
training merchant mariners. However, when the Coast
Guard fails to budget the funds to monitor these training
courses and, by default, trusts any for-profit system (even an
“educational” system) to operate without adequate and
knowledgeable supervision, the entire training system –
especially a complex one – is likely to fall apart. Captain
Fink (NMC) described his budget shortfall at a TSAC
meeting at Headquarters a year ago.

9. GCMA suggests that TSAC consider whether an industrywide mandatory training program based on an attainable
career path to generate Mates/Pilots is a viable alternative
and seek help from the U.S. Department of Labor to fund
such a program. (Previously suggested at the March 2004
TSAC meeting).

17 The Coast Guard failed at Headquarters level to transmit
in an effective and timely manner the importance of the new
towing vessel licensing program the TSAC License Working
Group helped to put together in 2000-2001 to their own
Regional Exam Centers. Nor did the Coast Guard undertake
the task of outreaching to EVERY company in the towing
industry to tell them about the new licensing program and
Apprentice Mate/ Steersman program. (GCMA is disgusted
that, after all the TSAC License Working Group did that the
Coast Guard failed to get the message out.)

10. GCMA suggests that TSAC reaffirm that one year of
observation and training is a fair and reasonable period for
an Apprentice Mate/Steersman to participate in pilothouse
training, preparing his TOAR, and advancing to Mate/Pilot.
11. GCMA suggests that TSAC consider, the following in
light of the existing two-watch system, the 12-hour rules, as
well as for increasing their future knowledge. Each
Apprentice Mate/Steersman should be given complete
instructions by appropriate company officials that are
necessary to relieve the fully licensed watchstanders of
many paperwork burdens they are expected to complete after
their watch ends. This would give the Master more time to
rest as well as time to supervise the operation of the vessel
that is entrusted to his care.

18. In a letter to Captain R. L. Skewes (G-MSO) on December
15, 1997, we pointed out that the Coast Guard was not getting
its message out to “lower-level” mariners in general and made
some suggestions. These suggestions now appear in GCMA
Report #R-382, Why Our Mariners Don’t Get The Message,
available on our web site and is “nothing new.”

12. GCMA suggests that TSAC consider whether each
Apprentice Mate/Steersman should receive formal training
as a Vessel Security Officer so that he might fulfill that
“collateral duty” to relieve the licensed officers.

19. It is clear that many companies may not understand the
need for Designated Examiners. Some companies signed up
dozens of Designated Examiners while other companies only
have one or two – and the vast majority of companies have
none! Yet, since 2001, the Coast Guard signed up 652
individuals and apparently never brought this discrepancy to
the attention of anyone in authority – after 4½ years.

13. GCMA suggests that TSAC consider whether each
Apprentice Mate/Steersman be trained to conduct the fire
and other required safety drills as well as safety meetings
and eventually conduct those drills when he becomes
proficient thereby relieving the Master of this collateral duty.

20. GCMA cannot fathom why the Coast Guard took no action
to establish and contact a complete list of all the corporate
players in the towing industry including the 900+ towing
companies that own towing vessels but are not members of the
AWO or OMSA trade associations. Although the USCG
cannot force management to attend meetings, unless they
contact management of these companies with a stiff, nononsense letter about what is coming down the pike,
implementation of the new licensing and inspection regulations
will be as dismal a failure as the current Apprentice Mate/

14. GCMA suggests that TSAC consider that, when a towing
vessel is safely moored, that the Apprentice Mate/Steersman
be trained (and allowed) to relieve the licensed
watchstander, and maintain the radio and security watch
from the pilothouse, according to company policies and the
night orders left by the Master.
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Steersman – Designated Examiner program has been in
producing enough Mates/Pilots for the industry. We called for
this effort at two separate TSAC meetings.

USC §1001 and 46 USC 8104(c) that includes
recordkeeping requirements for “hours of service.” Also
refer to GCMA Report #R-291, Revision 1, Establishing
Logbook Standards for Lower-Level Mariners.]

21. GCMA suggested to the USCG representative at the TSAC
License Working Group meeting in Houston on July 14, 2005
that the Coast Guard notify each towing company by certified
mail, return receipt about important new programs such as the
licensing program (and also the inspection program) so that
these companies can be held responsible for complying with
this information. The response we received was that the Coast
Guard was “not funded” to do anything like that. We find this
unacceptable! We question whether the Coast Guard must get
permission from Congress to buy postage stamps to save a
program it has already invested considerable time and money
on. (GCMA alone spent over $6,000 to send representatives to
attend the License Working Group meetings. This says nothing
of the expense to every other Working Group member).

24. The Coast Guard must seek to simplify the licensing
process for lower-level mariners. Without disrupting the
TOARs established to assess skills, we suggest these general
“book knowledge” test changes:
•Establish one basic exam from 25 to 200 GRT.
Drawing on the similarities between the exams for
Master 100-ton, Master 200-ton, and the exam for
Apprentice Mate/Steersman (for any size towing vessel),
these exams should be combined into a single basic exam
that tests the book-knowledge of 1) Deck-General, 2)
Deck-Safety, and 3) Rules of the Road questions that
apply to all inspected vessels of the size range of 0 to
200 GRT. Most of this material would be generic to all
commercial inspected vessels and would require the
candidate to demonstrate familiarity with the CFR and
other government publications as references.

22. The seventeen RECs’ failed to handle their licensing
load in a prompt and expeditious manner for the past five
years. This discouraged many mariners from pursuing a
career in the towing industry. In spite of industry complaints
and in spite of the fees the Coast Guard charges mariners for
almost every license transaction (with the most noticeable
exception of time-consuming STCW transactions), the Coast
Guard failed both the towing industry and its mariners.
GCMA has records of the Coast Guard’s failures to manage
the system going back almost 20 years.

•To this basic exam add:
1) A separate Western Rivers Navigation module to test
candidates for western rivers routes on “Navigation–
General” topics.
2) A separate “towing module” for all towing candidates.
This would differentiate a towing license from a non-towing
license.
The towing module represents the “book
knowledge” required for all towing modes. Although
normally taken at the Apprentice Mate/Steersman level, it
also should be available for ant individual moving into the
towing sector. Existing towing questions in the USCG
database should be sufficient to outline the subject area with
ongoing advice from TSAC. These questions should cover
all types of towing without distinction.

23. Homeland Security Issues:
•Neither the Coast Guard nor the towing industry treat
unlicensed personnel on the western rivers or those who
work on towing vessels under 100 GRT offshore as bona
fide “mariners.” GCMA Report #R-429, GCMA Report
to Congress: How Coast Guard Investigations Adversely
Affect Lower Level Mariners.
•Most lower-level mariners, with the exception of
tankermen, are not required or even permitted to obtain
entry-level documents (MMDs). The Coast Guard has
no record of who these individuals are nor does it know
their background. Consequently, the Coast Guard has
virtually no authority over them.
Although such
practices might have been acceptable before 9/11, this
needs to change.
•“Green deckhands,” who may acceptable to some
employers, may no longer be suitable for the Coast
Guard since they not be able to pass criminal record
checks. GCMA hears reports of suspected illegal
immigrants working on vessels in these categories. One
of the complaints our experienced mariners often report
but must to cope with on board the vessel is their
deckhands’ lack of training. Now they also learn that
many deckhands also have drug abuse and violent
criminal records.
•Since the shortage of Mates/Pilots puts pressure on
companies and mariners, both groups need to understand
the enhanced implications of submitting a false report,
including false sea service, to the Coast Guard. This
might be avoided if regulations were put in place to
ensure that vessel logs are signed by the steersman and
entries are verified by the vessel’s Master. [Refer to 18

•Addressing specialties that cause problems:
1) A candidate who needs to use a Western Rivers
license on the Gulf Intracoastal Waterway where there
are limited expanses of “open water” could attend an
approved training course in basic piloting including use
of GPS to learn how to lay out a course from buoy to
buoy and find his position in the limited expanses of
protected open water in fog or if buoys are missing.
Keep in mind that the greatest distance between buoys on
the Gulf Intracoastal Waterway is no more than 5 miles.
(Vessels in these waters should be equipped with GPS.)
This approved training could lead to a limited
endorsement for the “Gulf Intracoastal Waterway”
instead of a more strenuous “inland waters” endorsement
required in other parts of the country like Long Island
Sound and Chesapeake Bay with broader expanses of
open water.
2) Require each candidate for an Inland Waters, nearcoastal, or oceans route to take an approved piloting
course to demonstrate the proficiency currently required
by the 200-ton course (i.e., which does not differ greatly
from the 100-ton requirement.)

•Tonnage considerations:
1) The tonnage on any license up to 200 GRT issued still
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should depend upon the tonnage of the largest vessel
served on for at least 30 days plus the usual margin that
allows credit for service or observation on a larger
vessel. Typical license tonnages in the past were 25, 50,
100, 150, and 200 tons.
2) On river and inland routes, any initial tonnage above
200 tons (i.e., 500 GRT and 1,600 GRT) could be issued
according to proven sea service according to vessel
tonnage accompanied by 30 days observation and
training in the pilothouse on larger vessels as certified to
by a Designated Examiner on a TOAR as satisfactory.
3) On near-coastal and oceans routes where most tugs
previously were built less than 200 GRT, the licensing is
controlled in part by STCW and the next tonnage step
would continue to be 500/1,600 tons.

towing vessels.
Consequently, most towing companies and many
Apprentice Mates/Steersmen will never be able to count on
100% participation in any organized pilot training program.
29. Mariners cite problems where they left one or two blank
spaces on their TOAR for what they believed were valid
reasons. However, they reported the REC was not interested in
listening to these reasons and rejected the TOAR “incomplete”
and “not acceptable.” That puts any mariner seeking to upgrade
to Mate/Pilot between a rock and a hard place. It also pressures
a Designated Examiner to “pencil in” his initials to keep the
process moving forward. There needs to be some uniform
policy to resolve this type of problem.
30. In the past, some Captains were willing to volunteer their
time to train a friend, family member, or a candidate that
expressed interest in learning the trade. This was done at no
personal gain other than, perhaps, some degree of satisfaction
that comes from successfully training another mariner. Many
of these trainer/trainee connections were broken when the
company overrode this voluntary effort by arbitrarily assigning
the Captain and his trainee to different vessels.

25. Entry level training on towing vessels. NVIC 1-95,
based on the TSAC report of February 7, 1994,
recommended Voluntary Training Standards for Entry-Level
Personnel on Towing Industry Vessels.
The Coast Guard is responsible for superintending the
U.S. Merchant Marine. In light of its poor workplace safety
record(1) we suggest that the National Maritime Center
approve formal deckhand training curricula and facilities and
make attendance at such a program mandatory for all new
entrants into the towing industry.
GCMA suggests the training be offered only in USCG
“approved courses” for deckhand training since most
mariners hired “off the street” need basic seamanship
training once in their career. That one-time course should be
before taken before entrants are allowed to serve in the
towing industry.
Although towing companies could offer these courses,
the curriculum covered should be separate and distinct from
any instruction in “company orientation” whose purpose is
to cover company policy and employment practices.

FOR TOWING INDUSTRY CONSIDERATION
31. It appears that many customers insist upon Masters and
Mates holding the 500/1600-ton near-coastal and oceans
licenses even though these licenses are in short supply. The
500/1600-ton near-coastal licenses are now equivalent to a
third mate license in their cost (e.g., $20,000) and degree of
difficulty (e.g., 4-year academy) to obtain. This means these
licenses will continue to remain in short supply. An attempt
to force mariners to obtain a 500/1600 ton license just to
please a customer may place unacceptable pressure on some
licensed mariners as well as their employers.
We suggest that these customers may need assurance that
the Master of Towing Vessel license is suitable for all
vessels of the appropriate tonnage and that industry policy
reserves assigning license holders of 500/1600-ton licenses
to larger vessels beyond the 200-ton range and vessels in
international service that carry larger ITC tonnages.

26. Mariners should not have to pay “headhunters”
exorbitant fees to obtain jobs on towing vessels in violation
of 46 U.S.C §10505 or International Labor Organization
Convention No. 9 (1920).
27. On a recent list furnished by the National Maritime
Center under FOIA, the addresses and contact information of
57 Designated Examiners not affiliated with a towing
company were redacted. The Coast Guard should consider
obtaining Privacy Act releases from these individuals so that
Apprentice Mates/Steersmen working for companies without
any approved Designated Examiners might be better able to
utilize their services. [Refer to GCMA Report #R-383, Rev.
2, Designated Examiner Qualifications.]

32. No mariner should be allowed to work for more than 12
hours in a 24-hour period. Until Congress changes the law and
provides the adequate protection to unlicensed mariners that we
advocated for years, we suggest that the American Waterways
Operators eliminate its approval of a 15-hour workday for
unlicensed personnel that appears in the Responsible Carrier
Program. [Refer to GCMA Report # R-375, Aug 17, 2003.
Crew Endurance: The Call-Watch Cover-up.]

28. Many mariners prefer not to “put their name on the
dotted line” on any paper including a TOAR that is sent to
the Coast Guard. The reasons may include:
•They have not been instructed in and may not understand
complex Coast Guard methods and administrative
procedures.
•They may not trust the Coast Guard to protect their
interests from past experience ranging from treatment at
the REC, to vessel boardings, to their Coast Guard’s
perceived lack of interest in improving conditions on

33. Licensed mariners serving on towing vessels need a crew
that is trained adequately to support them. This means that
vessel “deckineers” and/or engineers need complete and
adequate safety training as well as full training in
maintenance and operation of their equipment. This is an
area that has been seriously neglected by both industry and
the Coast Guard. [Refer to GCMA Report # R-401, Crew
Endurance and the Towing Vessel Engineer – A Direct
Appeal to Congress and GCMA Report #R-412, Towboat
Engineer’s Death Points to Need for Changes in the Law.]
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34. We suggest that employers provide each Apprentice
Mates/Steersmen with any specific training necessary to
carry out the “collateral” non-navigating paperwork duties
dumped on licensed officers by the companies. Some of
these duties may be associated with the Responsible Carrier
Program and various ISM requirements. This means
“Secretarial” duties such as preparing reports, making
required log entries, using the computer, conducting
inventories etc. will not be required beyond the time allotted
for watchstanding duties which fall within the definition of
“work” in G-MOC Policy Letter #04-00, Rev. 1.

conditions, and failing to consider the effects of stress(2) on
their mariners. [(1)Example: Refer to GCMA Report # R-370,
12 Hour Rule Violation: The Verret Case. It happens that the
company in this case was Delta Towing. (2)Refer to GCMA
Report # R-403, Stress and the Licensed Mariner.]

35. We suggest that each Apprentice Mates/Steersmen be
trained fully in security duties so that they may fulfill the role of
Vessel Security Officer. This is one of the “collateral duties”
dumped on many licensed towing vessel officers by the Coast
Guard and violates the 12-hour rules and the definition of
“work” in G-MOC Policy Letter #04-00, Rev. 1.

42. Many mariners are not good teachers and are not
interested in training others.
Others, through past
experiences in the industry, have no intention of training a
potential Mate/Pilot to take their jobs. Some mariners see
training a pilot as an additional duty, an extra assignment or
a nuisance – and an unpaid assignment at that.

36. Since there is a shortage of Mates/Pilots and Masters of
Towing Vessels, we suggest the towing industry establish an
industry-wide training program to train new mariners from
scratch – possibly similar to the training program established
by Kirby Inland Marine. Such a program should offer career
training and a clear path for advancement within the
industry. We suggest that few if any mariners can afford to
pay for training that runs between $100 to $200 per day.
Although some may be willing to do so, it is clear that there
are not enough to fill in the gaps that currently exist.

43. Industry management needs to relieve the pressure and
stress on all licensed towing vessel officers by calling on the
Coast Guard to control the operation of oversize and
overloaded tows by other companies that restrict their use of
the waterways, cause excessive delays, and result in
preventable accidents. [Refer to GCMA Report #R-340,
Oversize and Overloaded Tows.]

41. Many mariners recognize that the towing industry is not
a suitable job they will be able to hold until retirement age
and, consequently, make other career choices. The towing
industry as it now operates does not appeal to many
academy graduates to make their career at sea.

THE DELTA TOWING QUESTION:
44. Our mariners oppose Delta Towing’s request to change
existing regulations for these reasons:
• The equivalent authority for Masters/Mates of steam and
motor vessels of not more than 100 GRT (with “mates”
expanded to 200-tons) to serve as operators of towing
vessels was dropped in the new licensing regulations for
many valid reasons and was discussed thoroughly by the
working group before the new rules took effect.

37. For the past 4½ years, it appears that a vast majority of
towing companies avoided training new personnel under the
Apprentice Mate/Steersman program. Their clear preference
was to train personnel under the old system rather than
encourage use of the new system. This offered a “quick fix”
rather than a long-term solution to the pilothouse personnel
shortage. This procrastination explains why there is such a
difficult transition from the “old” to the “new” system.

•A recurring theme expressed by many towing vessel
officers in public hearings and comment periods in the
late 1990s was the inability of some licensed mates/pilots
they worked with to safely handle a tow. The new
licensing regulations require a candidate for Mate/Pilot
license to prove to a qualified “Designated Examiner”
that he actually can handle the boat and its tow. This
was a provision that our experienced mariners urged the
Coast Guard to put in place. There was no lingering
opposition from the companies represented on the TSAC
working group on the Apprentice Mate/Steersman and
Designated Examiner requirements.

38. We suggest that towing companies recognize that
“training” is a major cost of doing business on public
waterways. We suggest that corporations in this industry
invest in their workers not continue to abuse and mistreat
them – or consider getting out of the towing business.
39. Although GCMA is not and never has been a union, we
suggest to the towing industry that many of their workers
want an opportunity to join a union of their choice in a
smooth transition to take advantage of “free” union training
facilities and other union benefits. Companies support these
training facilities and have a voice in training their mariners.

•We suggest that if Delta Towing wants to use these
licensed crew boat masters and mates with 100/200-ton
licenses, they must become fully qualified in all respects
to operate towing vessels by serving a full 12 months as
an Apprentice Mate/Steersman under the supervision of a
fully licensed Master or Mate/Pilot of towing vessels.

40. Many mariners believe their employers do not have their
best interests at heart – and often for good reason. Some
companies see no need to cut any slack for an older mariner
or a mariner with a history of medical problems that the
Coast Guard believes is fit for duty. Mariners, like
machinery, wear out over time. Older mariners may show
this wear in the form of medical conditions that require
Coast Guard waivers. Some company(1) personnel managers
are careless in their exploitation of their older mariners by
abusing their work hours, ignoring the severity of the working

•Since Delta is a large company and has many towing
vessels of all sizes that work both inland and offshore,
assigning their existing crew boat Captains as a “third
man” in the pilothouse to learn about all aspects of
6

towing and towing seems to be exactly what the new
regulations envisioned.

meeting in Houston on July 14, 2005 are “Issues and
Concerns Related to NVIC 4-01. I thought it appropriate to
do my homework for the occasion.
In the past, I reviewed and commented on several drafts
of Mr. Harden’s NVIC. I will do so again and supply him
with a number of handwritten notes in book form including
these and other comments. These comments are prepared
for the Coast Guard to consider when and NVIC 4-01 is
revised or replaced. Each numbered version refers to a
comparable note in the handwritten book.

•GCMA respectfully suggests that Delta Towing train
their licensed crew boat Captains for a year on a variety
of towing vessels to give them maximum exposure. We
suggest that Delta pay them for the licenses they already
hold. We do not believe Delta can expect success if you
work them for half-pay or have them “learn on their time
off” by expecting them to work on deck in addition to the
required “observation” and hands-on training in the
pilothouse as suggested in the Houston TSAC Working
Group meeting .

COMMENTS ON MAIN BODY OF THE NVIC 4-01:
1. (p. 1) The NVIC needs to be re-written in its entirety to
supersede the old version and be more useful to both
employers and employees in the towing industry.

•Delta appears to have a number of Designated Examiners
that are approved to checking out all their Apprentice
Mate/Steersman candidates. Your connections with
Edison Chouest Offshore indicate you have use of
excellent training facilities – perhaps better than most
towing companies.

2. (p.1) Make the effective date of the new NVIC May 21,
2006 to remove all obsolete material.
3. (p.1) Remove all references to the OUTV license and
past licensing practices.

•The record of Delta Towing speaks for itself in regard using
one of our mariners as an example. GCMA Report #R-370,
12-Hour Rule Violations: The Verret Case. The report that
shows that management sent a poorly qualified (yet
licensed) mate-trainee as the second licensed officer on an
anchor-handling tug in the Gulf of Mexico. The strain of
handling the vessel for 12 hours watches plus the additional
duty of supervising the mate’s training in anchor handling
during off-duty hours caused Captain Verret to suffer a
paralytic stroke and to become permanently disabled. The
vessel should have carried two fully competent officers and
placed the mate-trainee as a “third man” in a training slot.
This oversight cost Delta Towing well over one million
dollars and should have taught them a valuable lesson on
this subject.

4. (p.1, ¶3.a) GCMA formally requested and anticipates
extensive changes in manning requirements for towing
vessels under the new inspection regulations. However,
these changes may not be in effect by May 21, 2006.
Consequently, we suggest you compartmentalize references
to manning in this NVIC so they can be changed later
without having to rewrite the whole NVIC again.
5. (p.1, ¶3.d). Distributing the NVIC by computer won’t
reach all 1,100 towing companies. Suggest you use start to
use certified mail with return receipts as proof you have
reached towing companies outside AWO to be sure they “get
the message.”
6. (p.2, ¶4.e) Be sure to mention the USCG crackdown on
fraudulent sea service letters, fraudulent applications, use of
stolen, copied, or otherwise altered licenses to both mariners
and towing companies along with possible penalties to both.
These penalties are being pursued far more today than they
were in the past.

•Delta and its predecessor companies contributed to the
existing pilot shortage by buying out a number of smaller
companies and tying up their boats and releasing a
number of licensed individuals. Many experienced
mariners left the industry – many as a result of this
consolidation. Delta must now adjust to the resulting
personnel shortage by training new personnel following
the new set of rules put in place since the “consolidation”
took place. Licensed mariners are no longer a “dime a
dozen” and may never be again.

7. (p.2, ¶4.f) Recommend using the term “Learner’s
Permit” rather than “License” to describe the Apprentice
Mate/Steersman ticket. There is a tendency on the part of
some companies (even AWO-member companies) to use
new Apprentice Mates/ Steersmen to stand an unsupervised
watch alone in place of a licensed officer. This puts them at
risk of losing their position and is illegal.

GCMA RECOMMENDATIONS TO UPDATE
AND REVISE GUIDANCE IN COAST GUARD
NVIC 4-01
July 10, 2005

8. (p.4, ¶5.d) Allow the term “Mate/Pilot” to be used on a
license for an individual qualified for both inland and
offshore routes. This will allow him to work both areas
without having to waste his money paying issuance fees or
bother the REC with a minor secretarial problem just to
satisfy the whim of an employer who is out of touch and
doesn’t know the difference in the two terms is meaningless.

To: Commandant, G-MSO
ATTN: Mr. Jerry Miante, TSAC
From: Richard A. Block
Subject: Comments on NVIC 4-01
VIA FAX TO: 202-267-4570

9. (p.4, ¶5.f) Mention in this paragraph that every Designated
Examiner will possess a USCG authorization letter.

One of the items on the TSAC Licensing
Implementation Working Group list of topics for the
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10. (p.5, ¶5.p) Re-consider whether “Great Lakes and Inland
Waters” should be treated as two separate routes. If they
remain as one route, then why can’t Western Rivers and the
Gulf Intracoastal Waterway also be treated as a single route
especially if towing vessels are equipped with GPS and AIS.

with at least one trip during the hours of darkness is
sufficient experience to allow a Mate/Pilot to stand watch
alone while underway. Pushing tank barges requires 12
round trips.
20. (p.12, diagram). Suggest that the Coast Guard
reconstruct all diagrams eliminating obsolete terms (e.g.,
OUTV) and conditions.

11. (p.5, ¶5.r) Who “owns” a TOAR, the mariner or the
company he works for?
12. (p.5, ¶5.r) Can a mariner take a partially-completed
TOAR from company to company if he changes
employment (etc.)? We believe the TOAR should not tie an
employee to any one employer for his training, especially
since some employers do not appear to place a high value on
training their employees.

21. (p.13, ¶8.m). In rewriting NVIC 4-01, consider that all
towing vessels are now “inspected” vessels. Manning
requirements of Subpart E (uninspected vessels) will no
longer apply.
23. (p.16) This NVIC is long enough without leaving a
bunch of blank pages, double spacing etc. Some readers
have to download this onto paper.

13. (p.7, ¶7.b.7) We were told that a Master or Mate/Pilot
of Towing Vessels license is not valid on international
voyages and that a “tonnage” license is required.

COMMENTS ON FREQUENTLY ASKED
QUESTIONS:
24. (p.3, ¶1.b.5.b) This may be a very significant point and
needs to be emphasized. I interpret that ¶1.b.5.b will not
allow you to receive a towing endorsement if you were
caught violating manning regulations in 46 USC §8904.
This would include operating a towing vessel without a
license (§8904(a) or violating hours of service regulations
(§8904(c)) including any violation of the 12-hour rules.

14. (p.7, ¶7.b.9. Also see #10 above.) Except for the New
York State Barge Canal the only major U.S. waterway the
Great Lakes connects with is the Western Rivers system at
Chicago.
Both of these connections involve severe
restrictions on overhead clearances.
15. (p.7, ¶7.d, sentence 2) I thought that RECs no longer
gave “local” questions and only used questions within the
USCG database. How can someone prepare for “local”
questions without very specific information on what to
study. This is a bad precedent to set in light of the constant
transfers and general incompetence shown by REC
personnel over the years.

24A. (p.3, ¶1.c.1.d) This is a significant point on license
renewal. This has the potential to eliminate mariners who do
not actively serve under their licenses including those who
have moved into the ranks of management. These are
mariners who could otherwise be called upon in an
emergency to fill in for mariners who might be on
emergency leave, suddenly seek employment elsewhere, etc.
Sure, there is an alternative of submitting a completed
TOAR, but that is a tall order in one of these corporate
“emergencies” as mentioned above.

16. (p.8, ¶7.e.1) How can a mariner progress from
Apprentice Mate/Steersman to Mate/Pilot if his company has
no documented training program, has no in-house designated
examiner, and the Coast Guard refuses to supply the
addresses of unaffiliated Designated Examiners because of
privacy concerns?
There is a real breakdown in
communications within this program – especially with the
smaller companies who have done nothing to train their
mariners in the past 4 years.

25. (p.4, ¶1.c.2) Let’s confirm that the “Open Book”
renewal exercise will still be available for subsequent license
renewals.
26. (p.4, ¶1.d.2) Has anyone submitted an “alternative
TOAR” to the NMC for approval? If so, how common has
this practice been, for what reasons, and does the NMC
generally approve these alternative TOARs?

17. (p.8, ¶7.e.2) Does this reference to “an approved training
course” in 46 CFR 10.103 that further refers us to §10.302 and
§10.309 refer to the single course approved for the Kirby
Corporation? A person has to wade neck-deep through
regulations to even ask this question. If this is true, what is the
rest of the towing industry expected to do for training?
[Editorial note: Nothing in this or other questions is meant as
critical of the Kirby Corporation’s training program.]

26A. (p5, ¶f.6, a through c)..This vast list of subjects –
Rules of the Road, Navigation and Chart Navigation, Deck
General, Deck Safety and Navigation General – says that
your 100-ton Master or 200-ton Mate license for inspected
vessels is meaningless and you must take the whole damn
test over again. This sort of thing is nothing more than
unnecessary harassment for our mariners just to remove a
tonnage restriction.
The 100-ton mark has been an important ceiling (limit) for
small passenger vessels because it is a “regulatory” limit.
However, towing vessels never had a 100-ton limit. However,
towing vessels had a 200-ton statutory limit but only if operated
offshore. It is time to remove this 100-ton roadblock for those
towing vessel officers who NOW can show they accumulated

18. (p.8, ¶¶ 7.f & h) Let’s clarify who makes the
assessments on a TOAR. Is it only a USCG-authorized
Designated Examiner or may any Master or Mate/Pilot of
towing vessels sign off on a TOAR? Also see #34, below.
19. (p.10, ¶7.k.2.b) In light of the fact that the existing
NVIC was written before “9/11”, consider whether pushing
uninspected barges (e.g., dry cargo) through pilotage waters
(i.e., Baton Rouge to the Gulf) with only four round trips
8

the required amount of service on board towing vessels. They
should not have to take any test to raise a towing license from
100 to 200 tons. – just sea service.

to be performed or explained (as appropriate) in the presence
of a designated examiner.” This clearly does not allow the
tasks to be credited by anyone other than a DE.

27. (p.7, ¶2.b.1) GCMA petitioned Congress to eliminate
the “Long Loophole” (46 USC §8905(b)) that exempts
mariners who run between offshore oil sites from being
licensed. This exemption is no longer necessary. We cited
fairness, accountability, and homeland security issues.

35. (p.10, ¶2.g.2) Clarify the underlined portion of this
sentence that refers to a TOAR: “They may serve to
document proficiency without being approved before use.”
36. (p.11, ¶2.g.2.b.2.c.2) Clarify: “…as part of a program
run by a company for training apprentice mates
(steersmen)…” Is this another reference to the Kirby
Corporation’s program.

28. (p.7, ¶2.b.2 table) Does the table heading “Days of
Observation for New Route” include only the time spent
“observing” in the pilothouse or does it include being employed
as a deckhand, a deckineer, engineer, or tankerman with other
duties that have very little to do with “observation”?

37. The numbering of the “Frequently Asked Questions” in
this NVIC is Byzantine in its complexity, especially when
referring to previous questions. Let’s strive for simplicity
the next time around.

28A. (p.8, ¶2.c.4.b and many other locations throughout the
NVIC). We question the wisdom of permitting a person
with “….a completed TOAR” (we question this wording) to
perform any licensed function until the TOAR is first
submitted to the Regional Exam Center for its verification
and approval. It is possible to “complete” a TOAR in less
than two minutes if some unforeseen “company emergency”
arises. All mariners are subjected to this type of pressure in
the towing industry – probably including Designated
Examiners regardless of the “safeguards” the Coast Guard
builds into the system.

38. (p.12, ¶2.h.1). “The apprentice mate/steersman must
demonstrate his or her ability to perform ALL the
performance criteria in the TOAR before being upgraded to
Mate.” Sometimes it may not be possible to fill in all the
blanks honestly. The bureaucrats at the RECs should have
to accept reasonable explanations that have a basis in fact –
if supported by a written explanation by a fully accredited
Designated Examiner. Let’s keep our Designated Examiners
honest and comfortable in doing their job. We knew this
would be a problem when the Coast Guard insisted on
having such detailed TOARs.

29. (p8, ¶2.c.4.e) The Coast Guard should define the term
“Direct Supervision” to clarify a more exact meaning of the
term. For example, does direct supervision allow the
supervisor to fix a meal in the galley, take forty winks on the
settee, or take a shower?

39. (p.12, ¶2.h.5.a) Do mariners who seek to regain their
license after “misconduct” or “negligence” also need to
submit a completed TOAR – or is this only required for
showing “incompetence”? Or does this answer the question
of which is the most notorious of these three administrative
evils that leads to an S&R hearing.

30. (p.8, ¶2.c.5.a) Although towing vessels are now inspected,
they still must be operated by mariners with towing licenses.
31. (p.8, ¶2.c.5.b) It is unfair that a person pushing an
uninspected passenger barge does not have his sea time
counted as towing service. Some of these tows exceed 600
feet. Some Masters working for companies such as BJ
Services push manned barges. Their time is counted as
towing time without the slightest question. These towing
vessel Masters do this with out even being assigned a
crewman as a deckhand, deckineer, or engineer. On
occasion, their Masters have been called upon to push these
manned barges and violate the 12-hour rules.

40. (p.13, ¶2.1.2.c) A person who already has a 100-ton
Master or 200-ton Mate license has already passed one
major exam and probably spent $1,000 to do so. The only
area not covered in detail on this exam involves towing
questions. These questions ought to be collected in one
place and put into a test module of about 50 questions to
show the candidate has sufficient “book knowledge” of
towing. Don’t harass him by making him re-take the whole
damn test from scratch through our less-than-perfect REC
system. This procedure discourages many mariners with
limited formal education who do not want to endure the
mental anguish of taking a USCG written test or spending
their money to learn the same stuff in school again. See
#26A (above).

32. (p.9, ¶2.e) “The process to train officers of towing
vessels, outlined in the rules, uses the best practices existing
in the maritime, and more specifically the towing industry.”
Wonderful thought, but it doesn’t seem to be supplying the
number of qualified individuals the industry needs. Perhaps
it is time to ask, “Why.”

41. (p.14, ¶3.a.4.b.2) How does a mariner “prove” his
vessel conducts regular safety drills if it is not involved in a
Safety Management System. Can this “proof” be presented
by his employer on a company letterhead? Even this can be
a problem with some small companies who would rather do
almost
anything
other
than
exchange
written
communications with the Coast Guard. Unless such a letter
is worded perfectly, it may not be acceptable to the REC and
the process starts all over again.

33. (p.9, ¶2.e2.b).. Is this another reference to the Kirby
Corporation.
33A. (p.9, Figure: License Progression).
confusing.

This figure is

34. (p.10, ¶2.f.2) “A TOAR…is a document that lists tasks
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41A. (p.16, ¶3.f.2) Let’s question where this rule to test
mariners on rules of the road for any license upgrade etc. if they
have not been tested in the past 12 months came from and
whether this practice is really necessary or not. To prepare for a
“Closed Book” rules of the road test properly can take up to
three full days of study and involves coordinating your schedule
with the REC to take the test. The RECs were overloaded for
years, and this is an unnecessary burden to all concerned. Why
not shift to an “Open Book” rules of the road test like a renewal
exercise instead.

COMMENTS ON ENCLOSURE #2 OF NVIC 4-01.
48. (p.2) Explain that this page (and subsequent similar
pages) list the exam modules a candidate must take. Explain
what the module number codes mean. Much of this material
on testing is of primary interest to USCG employees at the
RECs. Consider whether it belongs in a new NVIC.
However, the TOARs should remain in the NVIC.
Cc: Ms. Jennifer Carpenter 703-841-0389, TSAC Facilitator
[GCMA Comment: We never received any response to
these comments and the NVIC has never been rewritten.]

41B. (p. 16, ¶3.f. table) Simplify the wording and get rid of
the table as unnecessary.

GCMA SUGGESTIONS SUBMITTED TO TSAC
TOWING VESSEL INSPECTION WORKING GROUP
August 18, 2005

42. (p.16, ¶3.g.2) “You may not use the license as master or
mate of towing vessels on inspected vessels, regardless of
tonnage.” No! Towing vessels are now inspected vessels.
It is time to require common knowledge on all these “lowerlevel” license tests. Soon, there will be new towing vessel
inspection regulations to learn just as there are small
passenger vessel regulations today. Hopefully, the two sets
of regulations will cover much the same ground. Such
questions will both require a mariner to be able to use the
Code of Federal Regulations as a reference publication.

Preamble: The TSAC Working Group on Towing
Vessel Inspection met on July 19 & 20 in Arlington, VA.
Unfortunately, we were unable to attend the meeting.
Mrs. Jennifer Carpenter summarized the meeting in a
document she e-mailed to Working Group members on July
27th asking us to give the document careful review and “get
back to me by August 29th.
GCMA requested a dozen mariners with experience with
towing vessels to submit their comments by August 15th.
We assembled the comments that reached us, conferred with
their authors and dispatched an e-mail to Mrs. Carpenter.
Note that: Each GCMA Comment appears in this sans-serif
type style and is numbered. The body of the report is as we
received it from Mrs. Carpenter and reflects the thinking of
the working group. You will note significant disagreements
between GCMA’s positions and the remainder of the
working group that is primarily composed of AWO member
company representatives.

43. (p.16, ¶3.g.3) Isn’t STCW required on vessels over 100
GRT not 200 tons?
43A. (p.17, ¶3.h.1) In regard to a Limited Local Area
Route, an approved course should always be required so a
mariner will obtain a comprehensive view of the towing
industry, understand laws and regulations that apply to the
industry, permit the licensee to take his experience to other
parts of the industry etc. This should be part of basic,
minimal training for any person engaged in the commercial
towing industry.
44. (p.17, ¶3.i.3) There needs to be an upgrade module to
go from Western Rivers to a route on the Intracoastal
Waterway east and west of New Orleans and mastery of a
single set of skills. See #10 (above).

TO: Mrs. Jennifer Carpenter, AWO.
Chairman, TSAC Towing Vessel Inspection Work Group
The Gulf Coast Mariners Association responds to the “7/197/20 TSAC Inspection Working Group Meeting Follow-up
dated 7/27/05 by annotating that report with comments
assembled from a panel of our licensed deck and engine
officers serving aboard towing vessels on inland, rivers and
near-coastal routes. We appreciate the opportunity to assist
in the work of the working group. We preface each of our
comments by “GCMA” and a number for reference.

45. (p. 18, ¶3.i.1) Eliminate discrimination between serving
on inspected and uninspected vessels as towing vessels are
now inspected vessels. Make towing vessel and inspected
vessel tests comparable to each other. Our mariners need to
move from one part of the maritime industry to another –
from towing, to offshore oil, to small passenger vessels to
help make up for personnel shortages and to open better jobs
for our mariners.

Subchapter M: Towing Vessels
46. (p.18, ¶3.k) Consider allowing up to 6 months of
service on an assistance towing vessel count toward a
commercial towing license. Take advantage of the skills
learned in towing and salvage be applied to commercial
towing – if any person desires to make this change. There is
no reason to discriminate against such service.

[GCMA-1: Since 2000, when we first presented our plans to the
Towing Safety Advisory Committee, our Association urged
Congress and the Coast Guard to inspect towing vessels in the
same way that it inspects vessels of comparable size and
horsepower (e.g., small passenger vessels and OSVs). Our
purpose was and is to afford mariners who work on commercial
towing vessels the same protections as mariners who work on
other classes of inspected vessels. We have seen in the past
decade the ineffectiveness of company regulations that are not
backed by Federal regulations. Our program is outlined in GCMA

47. (p.19, ¶5.a) Why not discussing the need for unlicensed
ratings on seagoing towing vessels to comply with STCW
and to hold z-cards on vessels greater than 100 GRT?
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Report #R-276, Revision 9, Towing Vessels Must Be Regulated
Like Every Other Inspected Vessel. We refer to this below as “R276” and cite specific item numbers in from report. R-276, like all
our
reports,
is
available
on
the
internet
at
www.gulfcoastmariners.org. Nothing in these comments alters our
positions taken in “R-276” and previously submitted to the Docket.]

when Captains are held responsible for moving tows but have
inadequate personnel assigned to the vessel to do so.]
[GCMA-7:
As company employees, licensed officers and
unlicensed crewmembers should be protected from liability during
the lawful performance of their duties while following the orders and
policies of their employers.]

I. Safety Management System:
Any company that
operates a towing vessel must have a Coast Guardaccepted safety management system. To be accepted by
the Coast Guard, the safety management system must
include the following components:

Issue to consider: How and where should crewmember
“stop-work authority” (i.e., responsibility and authority
of crewmembers not to perform a task in the event of an
unsafe situation) be addressed? Under #1 or #3 above?

[GCMA-2: New 46 USC 3306(j) says the Secretary MAY establish
a SMS. This decision should be left to the Coast Guard. We
believe the Coast Guard should solicit Input from many small
business entities that are not members of the American Waterways
Operators (AWO) and should carefully consider them. We are
concerned that all the paperwork involved in a SMS may overburden mariners who work a two-watch system and especially in
small companies with limited office personnel who will pass the
burden on to mariners.]

[GCMA-8: Consider under #3 (above). If safety is defined by a
compulsory Safety Management System, then all crewmembers
should have the right to stop work without retaliation if that work is
contrary to the Safety Management System. To ensure there
would be no retaliation, there would need to be a reasonable yet
modest change in the existing “whistleblower” statute at 46 U.S.
Code §2114(b) to raise the ceiling on recoverable fees for
adequate legal representation from $1,000 to $5,000.. We believe
this should be an issue for further TSAC discussion. Guidelines
could be considered for publication in a NVIC.]

[GCMA-3: If the Secretary of the Department of Homeland
Security decides to require a Safety Management System, it should
be similar to existing inspection programs to facilitate the physical
inspection of towing vessels with new towing vessel regulations
similar to existing regulations governing other classes of vessels of
comparable size and horsepower. It is necessary to develop the
regulations first with a Safety Management System developed after
completion and publication of the Final Rule.]

4) Personnel
a) Hiring policy
b) Physical exams/physical standards policy
c) Drug, alcohol, and prescription medication policy
[GCMA-9: Every mariner must be adequately informed about
USCG/DOT drug testing procedures in 46 CFR Part 40 so they
understand each step of the testing program. Refer to GCMA
Reports R-315, R-315A, R-315B, & 3R-15C.]

[GCMA-4: AWO’s existing Responsible Carrier Program only
addresses existing regulations. If the RCP is broadened to include
all the new regulations for vessel inspection developed by the Final
Rule, perhaps the RCP might be considered as “equivalent” to
whatever Safety Management System the Coast Guard develops.]

d) New hire orientation process
e) Proficiency evaluation policy
[GCMA-10: Each mariner needs to participate in a reasonable and
uniform system of evaluation that protects him from bias or
discrimination.]

1) Safety, Security and Environmental Protection
Policies
a) Company safety and security policy
b) Company environmental policy
c) Accountability and
commitment
at
all
organizational levels

f) Performance expectations and disciplinary
policies
g) Personnel development program
h) Training program (initial and periodic refresher
training by crew position)

[GCMA-5: On important issues of accountability, violations need
to be tied to Civil Penalties to be effective.]

[GCMA-11: The Government and industry need to back up the
prolific training and safety mandates thrust upon mariners since
STCW 1995 with the resources to make this training possible.
Adequate grant money and meaningful guidance must be made
available to individual mariners to participate in training in approved
courses.]

2) Company Responsibilities
a) Explain or depict company organization and
authority/ respons-ibility of individuals at
different levels
b) Designated Person
c) Vendor safety

i) Vessel manning
3) Master (Captain) Authority & Respon-sibilities/Crew
Responsibilities
a) Explain/depict
authority/responsibility
of
individuals at different levels
b) Master’s authority and responsibilities

[GCMA-12: Vessels must be manned with an adequate number of
crewmembers. The Coast Guard should consult with mariners who
work on towing vessels before making decisions on manning
levels. Because of the Coast Guard’s lack of experience in working
on towing vessels, mariners cannot trust the Coast Guard to make
unbiased manning decisions alone or in concert with company

[GCMA-6: 12-Hour Rule violations will be a common occurrence
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management who have a financial interest in the smallest possible
crew size. Company management has a clear conflict of interest
between safety and cutting crew costs. Consequently, they will
continue to compromise our mariners’ safety as they have done in
the past. We cite GCMA Report #R- 279, Rev. #5. Review and Set
Safe Manning Standards for Offshore Supply Vessels and
Uninspected Towing Vessels.]

cause additional stress for the officer on duty.]
d) Procedures for making horsepower/tow size
decisions
[GCMA-19: Towing vessels are unique among commercial vessels
in contracting their services to move, maneuver, and assist other
vessels. Therefore, it is only reasonable to require certification of
the vessel’s pulling (or pushing) ability by requiring each towing
vessel to undergo a bollard pull test so that customers, including
government agencies contracting these vessels know the true
ability of every vessel they hire.]

[GCMA-13: Manning must address the additional tasks that a
Safety Management System and new homeland security tasks
demand. Regulations (and/or a SMS) must provide a proper
lookout and a second person in the pilothouse. Such a person
must not be a deckhand that is expected to work a 15-hour day as
is currently allowed by the Responsible Carrier Program. Refer to
GCMA Report #R-413, It Is Time to End the Two-Watch System.]

e) Minimum rigging/towing gear requirements
according to vessel service
f) Navigation/watchstanding
g) Voyage/trip planning

[GCMA-14: TSAC lacks adequate mariner input. The committee
appears to be severely lacking in an understanding of the practical
implications of the six-on/six-off “two-watch” system for mariners
who use it. A deckhand that was required to work 15 hours finds
himself being called back for duty after just 3 hours sleep in order
to rotate to his normal cycle. This is unreasonable, unhealthy, and
unsafe. GCMA requested Congressional oversight on the Towing
Safety Advisory Committee to expand representation for working
mariners. Refer to GCMA Report #R-417.]

[GCMA-20: Voyage planning should require a statement in the
logbook that shows the required crew size and the watchstanding
requirements for the voyage has been met for the voyage in both
the deck and engine departments.
The names of all
crewmembers, their licenses and ratings, must be cited in the
vessel’s logbook so that a paper trail is readily available for Coast
Guard investigators and auditors.]
[GCMA-21: Voyage Planning. In the Coast Guard accident report
on the M/V BROWNWATER V allision with Queen Isabella
Causeway Bridge to South Padre Island, TX, September 15, 2001,
the Investigating Officer was highly critical that recent regulations
failed to call for voyage planning to apply to the areas that TSAC
advised to Coast Guard to specifically exempt. TSAC needs to
review this report very carefully since it was the committee’s advice
that the western rivers and GIWW be exempted from voyage
planning requirements.]

j) Crew Endurance Management
[GCMA-15: One mariner stated: “I have spoken to many tug
mariners in New York Harbor about this issue. No one has even
heard of C.E.M.S. let alone knows anything about it. Nice idea, but
“F” for execution.”]
5) Vessel and Shoreside Operating Procedures
a) Procedures to ensure compliance with applicable
federal laws and regulations concerning marine
safety, security, and environmental protection

h) Lightering procedures
i) Procedures for identifying critical stores and
supplies
j) Security

[GCMA-16: Individual licensed mariners who violate laws and
regulations are subject to suspension and revocation that means
loss of pay or interruption of their careers. We believe a statute
must provide for civil or criminal penalties for shore-based
managerial personnel who order mariners to violate laws and
regulations. Our mariners have been intimidated long enough.
Our mariners see the existing Civil Penalty process as handled by
the Coast Guard as ineffective in controlling obvious abuses by
management.]

[GCMA-22: Security regulations are adequately covered by
existing regulations at 33 CFR Parts 101 through 106.]
6) Safety and Health Procedures
a) Company safety and health rules
b) Personal protective equipment policy
i) Use, inspection, maintenance, and
replacement
ii) Respiratory protection
iii)Fall protection
c) Safety training program /drills/meetings
d) Safe use of equipment
i) Deck machinery
ii) Rigging
iii)Welding/cutting
iv) Hand tool safety
v) Safe use of ladders
vi) Abrasive wheel machinery
e) Hazard communication/cargo knowledge
f) Fall overboard prevention
g) Confined space entry

[GCMA-17: Rules and regulations need to control the safe loading
of barges and the minimum horsepower required for a tow. The
vessel’s licensed Master, in consultation with his Mate/Pilot, must
have the final authority and accept the responsibility for “go-no go”
decisions because he puts his license at risk by accepting an
unsafe tow. He must be able to overrule an unlicensed dispatcher.
We cite GCMA Report #R-340, Revision 8. Oversize and
Overloaded Tows Cause Safety Problems.]
b) Bridge/pilothouse management
c) Operator incapacitation
[GCMA-18: Electrical or mechanical devices installed to prevent or
counteract accidents caused by operator incapacitation must not
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Sanitary Inspection and Item #52, Sanitary Food Service.]

h) Bloodborne pathogens
i) Lock-out/tag-out
j) Hearing conservation

[GCMA-31: TSAC needs to consider the necessity for providing clean
potable water on every towing vessel. Refer to §416 of the Coast
Guard and Maritime Transportation Act of 2004, Docket #USCG-200520052 and GCMA Report #R--395, Revision 1,.Safe Potable Water
and Food Service On Workboats; An Appeal To Congress.]

[GCMA 23: We would add “k) Protection against asbestos to this
list and would cite NVIC 6-87, Recommended Procedures for
Control of Asbestos and Other Respiratory Hazards on Board
Merchant Vessels, Outer Continental Shelf (OCS) Facilities and
Deepwater Ports.]

[GCMA-32: There should be metal trash containers with secure
lids to hold all galley wastes.]

[GCMA-24: Since OSHA basically abdicated its responsibilities
regarding workplace safety on inspected vessels and since towing
vessels are now “inspected” vessels, the Coast Guard needs to
promulgate standards for noise abatement and hearing
conservation in all crew spaces. Refer to GCMA Report #R-349,
Protecting Mariners’ Hearing.]

7) Emergency Preparedness and Response
a) Company emergency preparedness and response
procedures, drills and training program
b) Vessel specific emergency preparedness and
response procedures, drills and training program
8) Maintenance of Vessel: Hull, Machinery, and
Equipment
a) Hull maintenance and inspection procedures
b) Machinery maintenance and inspection
procedures
c) Equipment maintenance and inspection
procedures
d) Inspection and replacement program for
rigging/towing gear
e) Maintenance recordkeeping
9) Documentation
a) Procedures to ensure proper/valid documentation
carried aboard vessels
b) Document control, updating, and distribution
10) Internal Audits, External Audits and Evaluation of
the SMS
a) Internal audit - schedule, topics, and scope
b) External audit - schedule, topics, and scope
c) Annual evaluation of SMS for effectiveness
11) Incident Investigation, Management of Nonconformities & Corrective Action
a) Incident reporting and investigation procedures

[GCMA-25 Since OSHA virtually abdicated its responsibilities
regarding workplace safety on inspected vessels by the
Memorandum of Understanding signed with OSHA on March 8,
1983 (et seq.) and since towing vessels now have become
“inspected” vessels, it is the Coast Guard’s duty to promulgate
standards for most of other sub-headings listed above or adopt
applicable OSHA standards by reference. Example: the design,
construction and use of ladders aboard ship.]
[GCMA-26 We believe that the Coast Guard failed to carry out the
mandate of the Occupational Safety and Health Act of 1970 as
regards hearing conservation by only issuing “guidelines” in a NVIC
rather than passing enforceable regulations. We cite GCMA
Report #R-349., Protecting Mariners’ Hearing.]
k) Back safety
[GCMA-27 It is virtually impossible for crewmembers to practice
good back safety procedures because of the general disregard for
proper design and set-up of the deck gear. Human ergonomics
needs to be applied to this issue.]
l) Slip/trip/fall prevention (Is this redundant in
light of b.iii. and f above? Should these items be
combined in any way?)

[GCMA-33: Many companies view CG-Form 2692 and the
reporting of injuries as a cruel joke perpetrated against our
mariners. The reporting of accidents and injuries should be
reported in a format closer to if not the same as OSHA. Refer to
GCMA Report #R-276, Item #56, Non-Reporting of Accidents and
Injuries.]

[GCMA-28 This is NOT redundant. Fall protection could be
considered falling from a height such as from a ladder into a barge
or while working aloft while using a safety harness. OSHA
regulations for this type of fall need to be incorporated by reference
into USCG regulations not only to protect our mariners on towing
vessels but on other types of vessels as well.]

[GCMA-34: There must be a definite time frame in which an
accident investigation is completed. 46 CFR 4.05-1 requires the
immediate reporting of accidents and injuries. The sooner an
incident is reported, the sooner the investigation can get underway
and the more relevant will be the evidence and recollections of the
witnesses.]

[GCMA-29 Recall the AWO/USCG Joint QAT Report on Deck
Crew Safety in the Inland Towing Industry, Dec 30, 1996. The
report cited a number of industry “Safe Practices” including painting
walking surfaces on barges with non-skid paint. This practice
among others needs to be incorporated into regulations because it
is only followed intermittently in practice.]

b) Communication procedures for disseminating
lessons learned
[GCMA-35: The Coast Guard buries most of the “lessons learned”
in its accident files and does a remarkably poor job of
disseminating the information.]
c) Procedures for identifying and reporting safety
deficiencies/non-conformities
d) Procedures for determining, implementing, and

m) Personal hygiene
n) Sanitation/safe food handling
[GCMA-30: Refer to GCMA Report #-276, Rev. 9, Towing Vessels
Must Be Regulated Like Every Other Inspected Vessel, Item #9,
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machinery categories listed below? (See attached file
subchapter m sources.doc for resources to consider.)
• Service/size threshold for applicability?
Other
standards (e.g., ABYC) more appropriate for very small
tugs, assistance towers, etc.?

tracking corrective action
e) Performance measurement procedures (Is further
policy guidance needed on what must be
measured?)
II. Standards (Applicability TBD; standards to be
applied/scaled as appropriate for different classes
of towing vessels. Goal: consolidate – or, where
that is not possible, cross-reference -- existing
regulatory standards for towing vessels in a single
subchapter; develop new standards for subject
matter listed below not currently covered in
regulation. Performance standards preferred.)

[GCMA-38: It is our understanding that “Assistance Towing” is not
part of this rulemaking.]
• Alternative compliance mechanism?
[GCMA-39: We consider the application of the Streamlined
Inspection Program, 46 CFR Part 8, Subpart E, a viable alternative
compliance mechanism for consideration after the final towing
vessel inspection regulations are established.]

[GCMA-36: The Coast Guard has inspected vessels of the size,
horsepower, and tonnage of existing towing vessels for many
years. An initial inspection of existing vessels first should require
adherence to all previously existing Coast Guard regulations.
Second, the inspection should order the immediate repair or
replacement of any major electrical or mechanical safety defect
shown in the past to harm a vessel’s crew or cause an accident.
Any such order could be appealed to the OCMI. Lesser items
could be scheduled by mutual agreement for future upgrading to
meet the intent of the regulations. Other non-conformities could be
grandfathered by letter from the OCMI or be included in a vessel
route limitation to be entered on the vessel’s Certificate of
Inspection.]

b) Drydocking (intervals, components)
Intervals: Drydocking intervals will be based on time of
service in salt water. The most restrictive schedule would
require inspections twice in five years, with no more than
three years between inspections. Five year intervals are
permitted for vessels in continuous fresh water service
(define “continuous”). A vessel owner may receive credit
for a drydocking conducted within six months prior to the
date a drydocking is required.
[GCMA-40: We consider 5 years to be too great an interval
between underwater inspections especially for an old hull subject
to the vibrations from constant abuse of heavy commercial service
in either fresh or salt water.]

1) Hull and Machinery
a) Design and Construction (new vessels)

Underwater inspections in lieu of drydocking may be
permitted for alternating examinations if no obvious defects
are present and the vessel has a satisfactory operating record.

Inland towing vessels built after (effective date of regulations)
must meet or exceed the standards provided in ABS Rules for
Building and Classing Steel Vessels for Service on Rivers and
Intracoastal Waterways (version in effect at the time the keel
was laid?). Classification not required.

[GCMA-41: We do not believe most towing vessels are in continuous
service in areas that are so remote from drydocks, graving docks,
marine railways, tidal grids, or comparable facilities. However, an
OCMI should be allowed to certify reasonable exceptions.]

Coastal/ocean towing vessels built after (effective date of
regulations) must meet or exceed the standards provided in
ABS Rules for Building and Classing Steel Vessels Under
90 Meters (295 Feet) in Length (version in effect at the time
the keel was laid?). Classification not required.

Components/Standards: TBD; may vary by vessel service.
Consider need for specific standards vs. reliance on
surveyor judgment(1) to ensure that hull, shafting,
propellers, and rudders remain in good operating
condition.
Existing requirements for loadline/classed
vessels o.k. where currently applicable.

Vessel plans must be reviewed and approved by a qualified
naval architect or Professional Engineer and builder must
certify that vessel was built in accordance with approved plans.

[GCMA-42: (1)How can a Surveyor’s judgment be brought to bear
on these issues if the vessel will only be hauled out for inspection
once or twice in five years? Haulout for inspection should be the
norm just like other inspected vessels.]

[GCMA 37: Do not overlook the Coast Guard Plan Review process
for inspected vessels.]
Issues to consider:
• Detailed review of ABS Rules for appropriateness.
(Where are they acceptable as written? Where are they
silent or deficient? Where do they go beyond what is
appropriate for some vessels?) Note: ABS Rules are
available electronically at www.eagle.org.
• Other appropriate standards (IEEE, NFPA, other class
society rules, standards for inspected small passenger
vessels or OSVs) that should be accepted as an
alternative to the ABS Rules in each of the hull and

c) Watertight closures and integrity
[GCMA-43: Every new and existing towing vessel should be required
to have watertight bulkheads in the hull. Weathertight engineroom
closures on the main deck of existing towing vessels in inland and river
service could be considered on a case by case basis with due
consideration to the large number of documented “downstreaming”
accidents. Unsafe conditions need to be remedied before granting a
towing vessel its Certificate of Inspection.]
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must be addressed as described in the CEMS program. Lighting
fixtures must be considered under “electrical.”]

For each towing vessel that is required to have watertight
bulkheads in the hull and/or watertight closures on the
exterior deck and deckhouse, these watertight closures must
be maintained in serviceable condition at all times.
Additional attention shall be given to properly maintaining
watertight integrity at all penetrations through watertight
bulkheads (e.g., watertight doors, portholes, hatches). (Need
to distinguish between new and existing vessels?)

[GCMA-49: Proper design and placement of ladders needs to be
addressed.]
f) Emergency egress
For towing vessels with normally occupied spaces where
personnel could become trapped in the event of a fire or
other emergency (e.g., engine room, living spaces,
wheelhouse), at least two means of escape from these areas
must be provided. (Establish size threshold for spaces that
require two means of escape.) Means of escape must be
maintained in serviceable condition and kept free of any
conditions which would inhibit their use in an emergency.
(Need to distinguish between new and existing vessels?)

[GCMA-44: Hundreds of “existing” towing vessels have sunk like
rocks in the past decade taking many mariners with them. All
these vessels must live up to the same watertight integrity
standards. Whether this can be done economically or not will have
to be a business decision.]
d) Other openings (vents, blowers, etc.)
For each towing vessel that has cabin or hull penetrations
open to the exterior of the vessel which may allow water to
enter the vessel in heavy seas or weather (modify this
language to include inland operations), the closure devices
for these exterior openings must be maintained
in
satisfactory watertight condition at all times (e.g., supply air
and exhaust blowers, tank vents, piping, wiring, etc.). (Need
to distinguish between new and existing vessels?)

[GCMA-50: Security plans often require (unarmed) mariners to
lock themselves inside their vessels for protection. Internal locks
may hinder access to escape routes if a vessel capsizes, sinks, or
catches fire. This needs discussion.]
[GCMA 51: Vessel owners must be given adequate time to
comply, but not requiring two means of escape on older vessels will
place mariners serving on those vessels at risk.]

[GCMA-45: Tonnage Openings. While boat owners and boat
builders have skirted the law for years with “tonnage openings” our
mariners have had to suffer when the steel plates covering these
tonnage openings leak and flood accommodation spaces in rough
weather. This condition often becomes worse as the vessel ages.
In consideration of the health and welfare of our mariners, existing
“tonnage openings” need to be thoroughly gasketed, caulked,
tested, and inspected by a USCG inspector at each vessel
inspection or allowed to be welded shut at the request of the owner
on existing vessels without changing vessel tonnage. New vessels
should not be built with tonnage openings and must be crewed in
line with their true tonnage.]

g) Freeing ports and scuppers
For each towing vessel that is fitted with an installed
bulwarks around the exterior of the main deck and that may
be subject to taking on water on the lower deck during heavy
seas or weather, sufficient freeing ports and/or scuppers
must be provided and maintained to allow water to run off
the deck quickly without adversely affecting the stability of
the vessel. (Ensure scalability based on vessel service.
Need to distinguish between new and existing vessels?)
[GCMA 52: Existing vessels that cannot comply should have their
routes restricted to sheltered waters on their Certificates of
Inspection.]

e) Rails, ladders, bulwarks, lighting, etc.
Hand rails, guard rails, bulwarks, ladders, stairways,
passageways, and lighting must be maintained in good
operating condition at all times to ensure the safety of
crewmembers as they move about the vessel in accordance with
their assigned duties. (Where should hand rails/guard rails be
required? Can we establish a standard or standards that
recognize the diversity of vessel types and sizes?(1) Need to
distinguish between new and existing vessels?(2) )

h) Piping systems and tanks
All vessel piping and tanks that have exposure to the outside
of the hull must be made of metal (need to distinguish
between new and existing vessels?) and must be maintained
in leak-free condition at all times.
(Leak does not
automatically render a vessel unseaworthy; must consider
extent of leak and nature of vessel service.) Piping systems
or valves must be color coded. (Can we establish a uniform
color-coding requirement based on an existing standard?)

[GCMA-46: (1)While reasonable standards can recognize the
diversity of vessel types and sizes, by giving great latitude to
existing deficient towing vessels and ignoring safety hazards, the
Coast Guard would perpetuate the needless injury and death of our
mariners. All vessels need to achieve reasonable, safe standards
– the same standards achieved by other vessels currently
inspected by the Coast Guard.]

[GCMA-53: Labeling and/or color coding piping would make a
positive contribution as recognized in the ASME standard Scheme
for the Identification of Piping Systems, ASME A13.1-1996 and
consider it for Incorporation by Reference in the new regulations.]

[GCMA-47: (2)ALL towing vessels must be brought up to standard
for rails, ladders, and bulwarks, not just new vessels.]

i) Guards (machinery)
Guards must be provided to ensure that personnel are not
exposed to contact with rotating machinery or hot surfaces.

[GCMA-48: Proper interior lighting for maintaining night vision
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(Do we need to be more specific to avoid including towing
winches, etc.?)

l) Steering
Each towing vessel must be equipped with two properly
operating sources of power (e.g., two steering pumps) for the
steering system.(1) Each source of power must be capable of
operating the entire steering system as originally designed.
Failure of one of the two steering system power supplies does
not make the vessel unseaworthy or require the vessel to be
moored or anchored,(1) but the Master shall use all available
means at his/her disposal to ensure the inoperative steering
system power supply is repaired and returned to service as soon
as practicable. The Master shall consider the condition of the
vessel and its machinery when making decisions affecting
navigation and safety of personnel onboard the towing vessel.
(Need for some scalability based on vessel size? Need to
distinguish between new and existing vessels?)

[GCMA-54: Yes, include guards on towing winches.]
j) Alarms/monitoring
Each towing vessel must be equipped with properly
operating audible and visual alarms for all critical onboard
machinery, including main engine lubricating oil pressure,
main engine cooling water temperature, auxiliary generator
engine lubricating oil pressure, and auxiliary generator
engine cooling water temperature. Additionally, towing
vessels over (size threshold?) must have alarms for
reduction gear temperature or pressure appropriate to the
make and model of the reduction gear in use, hydraulic
steering fluid levels, and bilge levels.
(Review for
scalability/appropriateness for smaller vessels. Need to
distinguish between new and existing vessels?)

[GCMA-60: (1) While redundancy is important, not all steering
systems on towing vessels utilize hydraulic pumps as mentioned as
an example.]

[GCMA-55: We are most concerned with those alarms that have
the potential for saving the lives of our mariners such as bilge high
water level alarms, engineroom and galley fire detectors and
alarms, and smoke alarms for crew quarters. Refer to GCMA
Report #R-276, Items #32, Alarms and #34, Smoke Detectors in
Accommodation Spaces.]

[GCMA-61: Refer to GCMA Report #R-276, Item #47, Steering
Systems.]
[GCMA-62: Loss of steering procedures should be included in the
Muster List (Station Bill).]

[GCMA-56: Add “Low Air Pressure” alarm and suitable gauge in
the pilothouse when air controls are installed.]

[GCMA-63: (1)46 CFR §4.05-1(a)(3) requires the owner, Master, or
person in charge to notify the Coast Guard of “…loss of main
propulsion, primary steering, or any associated component or
control system that reduces the maneuverability of the vessel.”
There is no reason to attempt to change this existing regulation
that applies to all other classes of inspected vessels. This
notification places the Master in direct touch with the Coast Guard.
The Coast Guard, with the assistance of the company, will inform
the Master what steps are necessary to protect the public, the
environment, and the infrastructure of the waterway. The Coast
Guard may advise the company that it has a time limit to make
repairs, and under some circumstances, must terminate the voyage
until satisfactory repairs are completed.]

k) Gauges
Each towing vessel must be equipped with properly operating
gauges for the following: main engine lubricating oil pressure,
main engine cooling water temperature, auxiliary generator
engine lubricating oil pressure, auxiliary generator engine
cooling water temperature. Additionally, towing vessels over
(size threshold?) must have gauges for reduction gear
temperature or pressure appropriate for the make and model of
the reduction gear in use, and hydraulic steering fluid pressure if
equipped with hydraulic steering systems. (Review for
scalability/appropriateness for smaller vessels. Need to
distinguish between new and existing vessels?)

[GCMA-64: The Coast Guard must closely inspect older and
smaller towing vessels’ steering systems and grandfather or restrict
the vessels’ service as necessary. On some vessels, redundancy
may not be a viable option. Restricting the vessel from engaging in
handling certain tows or cargoes must be considered on a case-bycase basis. This restriction could be removed from the Certificate
of Inspection with the installation of the redundant steering
equipment described above.]

[GCMA-57: “Size threshold” should pose a problem because some
smaller equipment is not fitted for and does not utilize certain gauges.]]
[GCMA-58: This list should apply to all towing vessels, both new
and existing. As long as towing companies continue to be allowed
to use untrained deckhands to monitor their equipment, licensed
deck officers will have to evaluate the reported readings and
respond to them as best they can without leaving the pilothouse.
We believe that formal safety training is required before any person
is allowed to set foot in a towing vessel’s engineroom and that
formal training as an engineer should be required for a person
serving as vessel engineer. Our views appear in GCMA Report #
R-401, Crew Endurance and the Towing Vessel Engineer – A
Direct Appeal to Congress.]
[GCMA-59:
pilothouse.]

m) Electrical
All electrical equipment and wiring must be maintained in
good operating condition such that no fire hazards or other
hazards to personnel are present. All wiring terminations
must be made in junction boxes or other electrical fixtures
suitable for the purpose intended. All switches, energizers,
circuit breakers, etc., must be labeled and maintained in
good operating condition at all times. (Need to distinguish
between new and existing vessels? When retrofitting or
replacing existing wiring or equipment, replace with
fixtures meeting UL Marine standard.)

Add “Hertz Meter” to monitor electricity in the
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[GCMA-65: Because of the danger of electrocution that our
mariners face, the foregoing must apply to ALL towing vessels as
soon as possible, and at whatever cost is necessary. Whether the
investment on an older vessel is sensible or not is a business
decision each boat owner must decide on its merits.]

Each towing vessel must be equipped with appropriate deck
machinery for the size of the towing vessel and its service
requirements (either delete this sentence or be more specific
about what is required). (Need to distinguish between new
and existing vessels?) All deck machinery (e.g., deck winches,
towing machines, capstans, etc.) must be maintained in good
operating condition at all times. Failure of deck machinery
does not require that a vessel be removed from service.

[GCMA-66: Electrical. Ground Fault Interruption (GFI) protection
needs to be provided to all heads and other washroom facilities as
well as to exterior electrical circuits. All exterior circuits and outlets
must be waterproof.]

[GCMA-71: Equipping the vessel is up to the vessel owner. If the
equipment is unsafe, whether “appropriate or not, is one of the
judgment calls a trained Coast Guard inspector must make. This is
true for new and existing vessels. As with other inspected vessels,
a piece of equipment must work, be repaired, or be removed.
There is an established appeal process in place to contest any
decision of a marine inspector.]

n) Propulsion
All propulsion machinery, including main engines, reduction
gears, support systems, shafting and bearings, must be
maintained in good operating condition at all times, in
accordance with the manufacturer’s recommendations.
(Need to distinguish between new and existing vessels?(1))

[GCMA-72: An emergency shut off switch or control should be
sited close enough for a person fouled in the capstan (winch or
windlass, etc.) to reach to stop the equipment from rotating.]

(1)It is counterproductive to suggest that the
[GCMA-67:
“Propulsion” machinery (as cited above) on “existing” vessels does
not need to be as well maintained as similar equipment on new
vessels. The time has come for the towing industry to train all its
personnel who work in the engineroom on the principles of
preventive maintenance as well as engineroom safety and
appropriate engineering topics. Refer to GCMA Report #R-401,
Crew Endurance and the Towing Vessel Engineer – A Direct
Appeal to Congress.]

[GCMA-73: A tow-wire log and a cap on the maximum number of
hours on that wire should be required. Refer to the USCG
investigation of the Tug EMILY S. and the grounding of its tow T/B
MORRIS J. BERMAN Jan 7, 1994 north of Puerto Rico. GCMA
File # M-209.]
r) Generators

[GCMA-68: For engines started by air, the Coast Guard should
specify two air compressors for redundancy with enough tank
capacity to maintain satisfactory capacity to operate the controls in
an emergency in the event of compressor failure.]

Each towing vessel must be equipped with two properly
operating auxiliary generator systems at all times. Each
generator system, regardless of type, must be capable of
carrying the entire electrical load of the vessel under any
operating condition. Failure of one auxiliary generator
system does not make the vessel unseaworthy or require the
vessel to be moored or anchored,(1) but the Master shall use
all available means at his/her disposal to ensure the
inoperative auxiliary generator system is repaired and
returned to service as soon as practicable. The Master shall
consider the condition of the vessel and its machinery when
making decisions affecting navigation and safety of
personnel onboard the towing vessel. (Need to distinguish
between new and existing vessels? Scalability?)

o) Control systems
All control systems must be maintained in good operating
condition at all times. (Need to distinguish between new
and existing vessels?)
[GCMA-69: It would be hard to make a plausible argument for
inferior maintenance standards to apply to existing vessels. Refer
to NTSB/MAR-04/01Sinking of the U.S. Small Passenger Vessel
PANTHER near Everglades City, FL, Dec. 30, 2002.]

[GCMA-74: No towing vessel equipped with two generators should
be permitted to start a voyage unless both generators are
functioning properly.]

p) Fuel systems (46 CFR 27.211)
Fuel systems for the vessel and for main engine propulsion
and auxiliary generator systems must be maintained in good
operating condition at all times. Each towing vessel must be
able to supply clean fuel to the main engines and auxiliary
generator engines via a filtering system that may include
filters, a centrifuge, and/or a day tank. (Need for low fuel
level alarm?(1) Need to distinguish between new and
existing vessels?)

[GCMA-75: (1)46 CFR §4.05-1(a)(3) requires the owner, Master, or
person in charge to notify the Coast Guard of “…loss of main
propulsion, primary steering, or any associated component or
control system that reduces the maneuverability of the vessel.”
That definition includes generators. If the vessel has two
generators, it may reduce the redundancy of equipment that
controls the vessel. The same could be said for steering gear or air
compressors. There is no reason to attempt to change this
regulation that applies to all other classes of inspected vessels.
This notification places the Master in direct touch with the Coast
Guard. The Coast Guard, with the assistance of the company, will
inform the Master what steps are necessary to protect the public,
the environment, and the infrastructure of the waterway. The
Coast Guard may advise the company that it has a time limit to

[GCMA-70: Consider both “Low Level” fuel alarms to prevent
unexpected engine shutdown as well as “High Level” fuel alarms to
prevent spillage in event of fuel expansion or because an untrained
“deckineer” forgot to turn off a valve to a day tank in the fuel system.]
q) Deck machinery
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make repairs, and under some circumstances, may terminate the
voyage until repairs are completed.]

the pump with its hoses, prime, and then try to start the portable
motor-driven pump places our mariners at unacceptable risk. The
flammability of the motor fuel used (e.g., gasoline) is also a
consideration.]

[GCMA-76: Of the two generators, one should be required to be
started by battery maintained by a charger while the other
generator could be air or hydraulic starting. This will allow at least
one generator to be available for a cold start.]

i) Remote engine fuel shutoff valve (46 CFR
27.207)
j) Remote starter for fire pump (46
27.301(a)(2))

[GCMA-77: The Coast Guard will have to inspect the electrical
systems on older and smaller towing vessels closely for
shortcomings. Coast Guard inspectors may grandfather those
deficiencies not determined to be safety hazards as necessary or
may order remedial work if required on CG-835.]

CFR

[GCMA-83: A separate electric-motor driven fire pump that is
ready to start pumping by pushing a button at a remote station
should be specified for each towing vessel. This pump must not be
a combination bilge and fire pump that must be switched over by
going down into the engineroom and turning valves with the
possibility of diverting oily bilge water onto the fire or rotting the
hoses between fire drills. The pump must have the capacity
specified in existing regulations.]

[GCMA-78: Some very small towing vessels do not have
generators but use banks of batteries. On some vessels,
redundancy may not be a viable option because of lack of available
space. Restricting the vessel from engaging in handling certain
tows, cargoes, or activities for this reason may need to be
considered on a case-by-case basis. The inspector could remove
this restriction from the Certificate of Inspection with the installation
of the redundant power generation equipment or whatever other
repairs are ordered.]

k) Fire axe
Each towing vessel must be equipped with at least one fire
axe that is readily accessible for use from the exterior of the
vessel.

[GCMA-79: Since fires in the engineroom often mean an
immediate loss of power, separate emergency generators installed
on an upper deck should be required to power critical items of
emergency equipment aboard new-build towing vessels on near
coastal and ocean routes.]

[GCMA-84: One fire axe also should be available at each fire
station. Certain large river towboats with crew quarters and
accommodation spaces in the after part of the lower deckhouse
should have fire axes on both sides of those spaces.]
l) Smoke alarms to protect all sleeping spaces (or
common areas?)

2) Firefighting
a) Fire detection system to detect engine room fires
(46 CFR 27.203)
b) General alarm (46 CFR 27.201)
c) Internal communication system (46 CFR 27.205)
d) Hand-portable fire extinguishers (46 CFR 25.30,
27.303, 27.305)

[GCMA-85: Refer to R-276, Item #34, Smoke Detectors in
Accommodation Spaces.]
Each towing vessel must be equipped with means to detect
smoke in the sleeping spaces of the vessel and alert
individuals in those spaces. This can be accomplished via an
installed detection system or by using individual battery
operated detectors. Detection systems or individual detectors
must be kept in operational condition at all times.

[GCMA-80: Although 46 CFR §25.30 only deals with numbers of
hand-portable extinguishers, regulations should stipulate that one
extinguisher in the engineroom should be placed in close proximity
to each main propulsion engine’s air operated clutch if that clutch
engages or disengages using inflatable rubber tires.]

m) Heat or flame detector in galley

e) Semi-portable fire extinguishing systems (as
applicable) (46 CFR 27.303 and 27.305)
f) Fixed fire extinguishing systems (as applicable)
(46 CFR 27.303 and 27.305)

Each towing vessel must be equipped to detect a fire in the
galley cooking area (define – equipped with a stove or
oven?) via an installed heat or flame detector with an
audible alarm. The alarm must capable of being heard
(clarify?) in the pilothouse under normal operating
conditions.

[GCMA-81: There should be metal trash containers with secure
safety lids to hold all engineroom rags and oily waste to prevent
spontaneous combustion.]

n) Remote manual engine shutdown

g) Fixed fire pump and fire main, with hoses and
nozzles (46 CFR 27.301)
h) Portable fire pump with hose and nozzle (46 CFR
27.301(e))

Each towing vessel must have a remote manual main engine
shut-down for each main engine and auxiliary generator engine,
which can be operated from a location outside the machinery
space where the engines are located. The required fuel shutoff
may serve as this shutdown if each engine is fitted
independently. (Should this be required? Need to distinguish
between new and existing vessels? Size threshold?)

[GCMA-82: GCMA opposes this existing regulation because the
time and number of crewmembers it takes to reach the pump,
break it out of storage, move it to the scene of the fire, assemble
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[GCMA-86: ALL towing vessels should have remote main engine
and generator engine shutdowns wired to the pilothouse. In
addition, there should be remote main electrical power shutdowns
readily available at or near doors leading out of the engineroom
without having to descend from the main deck into the
engineroom.]

first aid cabinet/kit appropriate to size of the crew. (Do we
need to be more specific about what’s required, or is it
better to leave the language general?) A vessel operating
on coastal or ocean routes must have a means to take blood
pressure readings, splints for broken bones, large bandages
for serious wounds, and a defibrillator?)
[GCMA-91: The Coast Guard needs to establish specific
standards for first aid kits (and for medicine chests on long
voyages) or else there will be too much variation and the
associated shortcomings that go along with it.]

o) Placarded storage area appropriate for flammable
products
A towing vessel that has paints, coatings, or other flammable
products on board must have a designated storage area for
unopened containers of flammable products.
Open
containers of flammable products must be kept in a steel
storage locker that is marked as containing flammable
products, located away from ignition sources, and protected
by a (nearby?) fire extinguisher.

[GCMA-92: The Coast Guard needs to adopt a more effective way
of reporting ALL personal injuries that occur on every commercial
vessel. We suggest the same system used by OSHA to report
workplace injuries. Refer to GCMA Report #R-292, Enforcement of
Existing Accident and Injury Reporting Requirements.]

[GCMA-87: Use a fixed fire extinguishing system to protect the
vessel’s paint locker. Unless a suitable fireproof paint locker is
provided on the vessel, no paints or other flammable substance
including gasoline should be allowed on the towing vessel.]

g) Emergency lighting
Each towing vessel must be equipped with sufficient lighting
to illuminate escape routes in the event of a power loss.
Emergency lighting may be mounted and battery operated
with automatic operation and a duration sufficient to allow
the crew to escape, or non-electric, phosphorescent adhesive
lighting strips that mark escape routes to the exits.

3) Lifesaving
a) Coast Guard-approved life preservers (46 CFR
25.25-5(b) & (c))
b) Coast Guard-approved ring buoy (46 CFR 25.255(d))

h) Immersion suits (46 CFR 25.25-5(e))
Each towing vessel operating seaward of the boundary line
and whose voyage takes it above Latitude 32 degrees North
must carry an appropriately sized immersion (survival) suit
for each person onboard. (Need for life sling(1) or other
means of retrieving a person overboard?)

[GCMA-88: The USCG “Approved” ring life buoy is seriously out of
date. The Coast Guard needs to consider a new device such as
the “Personal Retriever” that has both buoyancy and a much longer
“reach” to better protect our mariners from falls overboard. This
matter was discussed by Captain Larry Brudnicki, USCG-Retired,
at the Sept. 2004 TSAC meeting.
Keep in mind that falls
overboard consistently account for the largest number of fatalities
in the towing industry.]

[GCMA-93: (1)The “Life Sling” or the “Personal Retriever” are both
superior to the existing ring life buoy that the Coast Guard
reportedly has not used on its cutters for years. In addition, there
must be a means available to lift people out of the water. The need
is especially acute on vessels with 2 and 3-man crews.]

[GCMA-89: Towing vessels manned by only two or three
crewmembers must be fitted with a mechanical system to assist in
lifting a man from the water over the bulwarks. Refer to GCMA
Report #R-276, Item #62, Retrieving a man overboard.]

i) Inflatable life raft
Each towing vessel operating (establish appropriate line of
demarcation – distance from shore) must carry an inflatable
liferaft(1) or buoyant apparatus(2) appropriate for the number
of persons onboard.
(Ensure requirement is scaled
appropriately for vessel size and service.)

c) Coast Guard-approved work vests (46 CFR
26.30)
d) Emergency Position Indicating Radio Beacon
(EPIRB) (46 CFR 25.26)
e) Visual Distress Signals (except rivers)

[GCMA-94: (1)Although there could be some valid exceptions, each
towing vessel should have an inflatable liferaft or inflatable buoyant
apparatus (IBA) of suitable size and factory serviced to carry all its
crewmembers and any “persons in addition to the crew” (e.g.,
guests) authorized by its Certificate of Inspection.]

[GCMA-90: Why should visual distress signals not be required on
rivers. After all, they are even required on recreational vessels and
should be required equipment on skiffs (i.e., yawls) dispatched
from towing vessels at night.]

[GCMA-95: (2)A “buoyant apparatus” or a “life float” forces
its users to get into the water. Inflatable buoyant apparatus
(IBA), however, is modern out-of-water survival gear.
GCMA will renew its efforts to ban the use of the old “Life
Float” for this reason. Our mariners have no desire to spend
time in the water (e.g., any water, any time, any place, or
any temperature in any season of the year) awaiting rescue.

Each towing vessel operating on open waters must carry
visual distress signals (i.e., flares) designated for its area of
operation. Vessel personnel must be trained in their use.
f) First aid kit/trauma kit
Each towing vessel must be equipped with an industrial type
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We cite the definitive National Transportation Safety
Board’s study of the M/V PILGRIM BELLE, in Vinyard
Sound, MA in 1985 (NTSB-MAR-86-08. PB86-916408.)]

CFR 156.120)
l) Handling of waste oil, oily mixtures and oily
waste (used filters, oil soaked rags, absorbents,
etc). NEEDS LANGUAGE
m) Pumping systems for oily mixtures (33 CFR
155.410, and 155.420)
n) Hazardous waste disposal/handling

4) Pollution Prevention
a) Fuel oil and bulk lubricating oil containment (33
CFR 155.320)
b) Oily Mixtures (Bilge slop) retention (33 CFR
155.330, 155.350, 155.360, 155.370)
c) Bilge pumps or other dewatering capability

Until we define what is meant by this item, we are open to
inconsistencies due to misinterpretation.
[GCMA-101:
regulations.]

All towing vessels must have either an installed bilge pump
another method for emergency dewatering, such as a
portable pump with hoses.

Refer to 33 CFR Part 151 for garbage

o) Spill kit

[GCMA-96: In light of the large number of reported sinkings (607),
capsizings (115), and floodings (593) of towing vessels, each
towing vessel must have an installed electric motor-driven (110 or
220 v) bilge pump or an engine driven bilge pump devoted to
pumping the bilges. The bilge system must reach into every
watertight compartment on the vessel and have strainers that can
be reached and cleaned easily. Refer to GCMA Report #R-276,
Item #33, Bilge Pumping Systems.]

Each towing vessel must be outfitted with a spill kit that
contains materials to clean up small oil spills on deck. (The
requirements described in 33 CFR 155.215 for inland barges
are an appropriate example of what should be required for
towing vessels.)

[GCMA-97: All towing vessels should have a clean-water
cofferdam and pump system that prevents water from the propeller
shaft stuffing box from entering the bilge under ordinary
circumstances and mixing with oil.]

Each towing vessel must be capable of preventing spills
from the deck during oil or fuel transfers by either providing
a means for closing off the scuppers/freeing ports, if
equipped, or by deploying absorbent booming/pads on the
deck around vents and fills.

p) Closeable scuppers or other containment method
(where applicable)

[GCMA-98: Although the Coast Guard distributed NVIC 6-87, Recommended Procedures for Control of Asbestos and Other Respiratory
Hazards on Board Merchant Vessels, Outer Continental Shelf (OCS)
Facilities and Deepwater Ports, asbestos mitigation must be become
mandatory and controlled by regulations comparable to those of
OSHA. This problem still exists on a number of older vessels. We
have evidence from our mariners that this matter is not addressed
satisfactorily by USCG Inspectors on other classes of inspected
vessels. Refer to file GCM-102.]

5) Navigation and Communication Equipment
a) VHF radio (33 CFR 164.72(a)(3), 33 CFR 26.03)
b) Second marine VHF radio (33 CFR 164.72(a)(3),
33 CFR 26.03(e) and (f))
[GCMA-102: A VHF radio should be required at each steering
station.]

d) Oil transfer hoses (33 CFR 154.500)
e) Oily water separator equipment (where
applicable) (33 CFR 155.350, 155.360, 155.370,
155.380)
f) Placard prohibiting discharge of oil (33 CFR
155.450)
g) Garbage (MARPOL) placard (33 CFR 151.59)
h) Garbage disposal requirements/ procedures/
documentation (including Waste Management
Plan where applicable) (33 CFR 151.57, 33 CFR
151.63; 151.66; 151.67; and 46 CFR 25.50-1)

c) Capability of connecting a VHF to battery backup
Each towing vessel must have at least one of the operable
VHF radios installed at the operating station in the
pilothouse connected to a properly operating battery backup.
d) Handheld VHF radio
Each towing vessel must have at least one properly operating
handheld VHF radio.
e) Navigation lights (COLREGS, 33 CFR Part 84)

[GCMA-99: Towing vessels must be provided with adequate and
suitable metal trash containers to hold trash while the boat is
underway and unable to dump its trash.]

Each towing vessel must have navigation lights in
accordance with the Navigation Rules for its area of
operation, including compliance with Annex I, Positioning
and Technical Details for lights and shapes (33 CFR 84).

[GCMA-100: Paint chip recovery should be mandatory.]
i) Marine Sanitation Devices (MSD) (33 CFR Part
159)
j) Oil transfer procedures (33 CFR 155.720,
33CFR155.750)
k) Declaration of Inspection (33 CFR 156.150, 33

f) Whistle and bell (COLREGS Rule 33)(33 CFR
Part 86)
Each towing vessel must have a whistle and bell in
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accordance with the Navigation Rules for its area of
operation, including compliance with Annex III, Technical
Details of Sound Signal Appliances (33 CFR 86).

Each towing vessel must have a means of ensuring that the
windows immediately forward of the steering station in the
wheelhouse allow for adequate visibility to ensure safe
navigation.

g) Radar (33 CFR 164.72(a)(1))

[GCMA-104: This problem is discussed in detail in GCMA Report #
R-275, Revision 3, Navigation Bridge Visibility. Comments about
adequate visibility must include not only the forward-most windows
but windows to the side in both the “upper” pilot house and the
“lower” pilothouse. Means to ensure adequate visibility must also
include the dog house (i.e., the after steering station.)]

[GCMA-103: Many towing vessels have two operating stations that
both fit the Coast Guard’s description as a “primary operating
station” and both are used roughly half of the time. There has
been a notable increase in the number of elevated pilothouses in
the past few years throughout the industry to improve pilothouse
visibility. Therefore, navigation and communication equipment
(including automatic identification systems (AIS) and gyro compass
repeaters, and repeater for the depth sounder) that is mandatory
should be provided for both operating stations. It does no good if
this information only appears in one pilothouse when the other is in
use when the information is needed.]

q) Emergency communications capability
Each towing vessel must maintain an emergency
communications capability appropriate for the vessel’s area
of operation.

h) Second radar (where applicable)

r) Maintenance, failure, and reporting of navigation
equipment (33 CFR 164.82)

Each towing vessel that engages on voyages (specify
distance from shore) must be equipped with a second radar
or procedures for use in the event of a radar failure. The
second radar need only meet the Inland standard.

6) Towing Gear/Rigging
[GCMA-105: There needs to be some reasonable, user-friendly
guidelines for establishing which towing gear is proper and
adequate for its intended use. This information must be available
to the watch officers at all times to avoid unsafe towing conditions.]

g) Fathometer (except Western Rivers) (33 CFR
164.72(a)(5))
h) Search light (33 CFR 164.72(a)(2))
i) GPS (satellite navigation receiver) or LORAN
(where applicable) (33 CFR 164.72(a)(6))
j) Magnetic compass (33 CFR 164.72(a)(4))
k) Swing meter (Western Rivers only) (33 CFR
164.72(a)(4))
l) Alternative means of determining course and
direction (where applicable)(e.g., gyrocompass
for coastal tugs)(33 CFR 164.72(a)(1)(ii)(B) –
stabilization category A (Alpha) requires a means
to provide heading info to a radar on coastal tugs.
This is a defacto requirement for a gyro, GPS
compass or other azimuth stabilization device.)
m) AIS (where applicable) (33 CFR 164.46)
n) Rudder angle indicator or means to visually
indicate rudder position

a) Face wires, spring lines, and push gear used for
towing vessels when pushing ahead or towing
alongside (includes all rigging used to make up
towing vessel to its tow and all rigging used to
wire up the tow, itself) (33 CFR 164.76)
b) Towline for towing astern (wire or hawser) (33
CFR 164.74(a))
c) Terminal gear for towing astern (e.g., bridles,
surge chain, shackles, flounder/fish plate, shock
hawser, pennant) (33 CFR 164.74(b))
d) Emergency control systems for tank barges
(where required by 33 CFR 155.230)
7) Documents and Publications
a) Certificate of Inspection (46 CFR Subchapter M)
b) Certificate of Documentation (46 CFR 67.313)
c) Vessel log or other record (paper or electronic)

Each towing vessel must be equipped with a rudder angle
indicator if it is fitted with non-follow-up steering gear.
Towing vessels fitted with follow-up type steering are not
required to have a separate rudder angle indicator as long as
the position of the towing vessel’s steering rudder is
appropriately indicated by the relative position of the towing
vessel’s steering levers.

Each towing vessel must employ a vessel log or other
means, either paper or electronic, which documents daily
operational events.
d) Copy of Navigation Rules (33 CFR 88.05)
e) Navigation charts/maps (33 CFR 164.72(b)(1))
f) Tide and Current Tables (where applicable) (33
CFR 164.72(b)(2)
g) Coast Pilot (where applicable) (33 CFR
164.72(b)(2))
h) Light List (33 CFR 164.72(b)(2))
i) Notice to Mariners (33 CFR 164.72(b)(2))
j) VTS Manual (where applicable (33 CFR 161.4)
k) FCC radio station license posted in pilothouse (33
CFR 164.72(a)(3)(47 CFR 80.405)

o) Onboard crew communications
Each towing vessel must have an internal communication
system or other means of communication that allows the
vessel operator to communicate with crewmembers on
watch.
p) Means of ensuring visibility through pilothouse
windows
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Great Lakes, rivers, oceans).]

l) Radiotelephone log (47 CFR 80.409)
m) Certificate of Financial Responsibility (where
applicable) (33 CFR 138.12)
n) Copy of demise charter (where applicable) (33
CFR 138.100)
o) Station bill

b) Working hours
Existing work hour requirements for persons operating
towing vessels (46 USC 8104(h), or 46 USC 8104(c) for
Great Lakes towing vessels) remain in effect.

The Master of each towing vessel must post a station bill in one
or more conspicuous locations onboard the towing vessel.
Locations of station bills must be such that all towing vessel
crewmembers and other persons onboard the towing vessel are
adequately informed of their emergency response stations and
primary duties for emergency situations such as fire, manoverboard, collision/allisions, and sinkings. The towing
vessel’s station bill must be coordinated with the towing
vessel’s emergency response procedures contained in the
Company’s Safety Management System.

Except as provided under 46 USC 8104(h) or 46 USC
8104(c), no crewmember on a towing vessel may work more
than 15 hours in any 24-hour period or more than 42 hours
in a 72-hour period, except in an emergency or drill.
[GCMA-108: New regulations MUST include a 12-hour maximum
workday for all crewmembers Vessel manning specified on the
Certificate of Inspection must include the manpower necessary to
carry out the requirements of a Safety Management System
(including the existing “Responsible Carrier Program”) while
providing a proper lookout and a second person in the
pilothouse. NTSB left no doubt for the need for a second man in
the pilothouse. Although their comments in the Staten Island Ferry
disaster applied to passenger vessels, past accidents caused by
towing vessels make it clear that a towing vessel out of control can
have as much impact on public safety as a passenger vessel.]

p) Employee Assistance Program – display of
informational material, hotline telephone number
and employer’s drug and alcohol policy (46 CFR
16.401(a))
q) ITC tonnage certificate (where applicable) (46
CFR 69.69)
r) IMO documents, e.g., SOLAS, ISM, ISSC (where
applicable)
(Vessels over 500 GT on Int’l voyages (varies by
build date), see NVIC 11-93 Change 3)

[GCMA-109: Travel to and from work is clearly part of the 12-hour
workday that must afford the mariner at least a full six-hour
uninterrupted break between watches. The company must be held
responsible for the mariner from the time he is dispatched from his
home until the time he returns to his home. The company must
provide him with safe transportation,(1) meals and lodging should it
become necessary. No employee should, as a condition of his
employment, be made responsible for the transportation of any
other crewmembers. No crewmember should be required to drive
any vehicle for crew change more than eight hours – six hours if
expected to go on duty upon arrival. 46 U.S. Code §8104(a)
requires “…an officer taking charge of the deck watch on a vessel
when leaving or immediately after leaving port only if that officer
has been off duty for at least 6 hours within the 12 hours
immediately before the time of leaving.” It is high time to
scrupulously follow this statute. We suggest that it would be both
safe and prudent for the Coast Guard to request to amend that
statute to include any unlicensed watchstanders scheduled to go
on watch upon arrival at the boat. (1)Refer to GCMA Report #] R398, Crew Van – Death Van?]

8) Manning and Watchstanding
a) Minimum watch complement
Each towing vessel engaged in towing operations shall have a
licensed master. If operations exceed 12 hours, an additional
licensed officer (master, mate, or pilot) must be added or an
alternate relief crew provided. One licensed officer and one
additional crewmember must be on duty at all times while the
vessel is underway. These requirements shall be posted on the
vessel’s Certificate of Inspection. (Consider whether and
where exceptions may be needed for limited operations, e.g.,
vessels moving dredges at a work site.)
Additional manning shall be provided as specified in the
vessel’s safety management system, taking into account the
following factors: applicable law and regulation; number,
size, and type of barges to be towed; towing route; safety of
personnel, equipment, and environment; service in which the
tow is engaged; functional duties required of crew in
addition to standard navigation; configuration of vessel
superstructure, deck, and engine room; extent of automation;
size and power of equipment used; prevailing
environmental/climatic conditions; and, experience of crew.

[GCMA-110: We wish to remind TSAC that it has worked on our
petition in Docket USCG-2002-13594, Travel Time to Work to
Count as On-Duty Time and should come up with a final
recommendation at the next plenary TSAC meeting.
[GCMA-111: The safe operation of a towing vessel’s engineroom
has a great potential impact on public safety. The new regulations
should require safety training, formal engineer training, and
licensed engineers on towing vessel. Refer to GCMA Report #R401, Crew Endurance and the Towing Vessel Engineer – A Direct
Appeal to Congress.]

[GCMA-106: We must assume that company management already
considers the foregoing factors. Reducing crews on towing vessels
produced unsatisfactory and unacceptable results. Additional
manning is clearly in order on many vessels.]

[GCMA-112: We repeat our protest made at the last plenary TSAC
meeting that a 15-hour workday is unacceptable to our
unlicensed deckhands, “deckineers”, engineers, and
tankermen. Since the Coast Guard appears to be unwilling to

[GCMA-107: Strict limitations as to the number of barges a towing
vessel can handle should be included on the towing vessel’s
Certificate of Inspection along with the vessel’s route (e.g., inland,
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question this practice, we appealed this matter directly to
Congress. We cite GCMA Reports #R- R-375, Crew Endurance:
The Call Watch Cover-up. and R-412, Towboat Engineer’s Death
Points to Need for Changes in the Law.]

9)

Training

a) Fire fighting (46 CFR 27.209)
b) PIC for oil transfers (33 CFR 155.710(e))

Issue to consider: Should an additional requirement be added to
provide that all crewmembers on towing vessels must have at least
one continuous off-duty period of six hours or more in any 24-hour
period, except in case of emergency?

[GCMA-117: A requirement for tankerman training or using a
licensed engineer would make him the person in charge of a fuel
oil transfer and relieve the deck officers from that duty. This is
especially necessary when taking on fuel while underway with a
tow where it is not possible for the single deck officer on duty to
control the vessel and monitor fuel flow.]

[GCMA-113: International requirements in STCW already require
at least one six-hour unbroken period for rest. However, Coast
Guard research shows that human beings require 7 to 8 hours of
unbroken sleep each day. The six-on/six-off “two watch” system as
it exists does not provide the required rest. The Coast Guard
knows it and so do our mariners. However, a three-watch system
would provide the required rest and should be adopted for any
vessel that is in 24-hour operation.]

c) Fire fighting certificate for oceans towing license
(46 CFR 10.205(g)(3))
d) First Aid and CPR certificates for towing license
(46 CFR 10.205(h))
e) Radar Observer (46 CFR 10.480)
10) Safety and Health

[GCMA-114: We reiterate that a licensed officer must have 6 hours
of off-duty time in which he can rest before he takes over his
watch. This is a statutory requirement under 46 U.S. Code
§8104(a)]

a) Posted safety notices/placards/warning signs
b) Cargo knowledge based on barge service (e.g.,
Subchapters N, D, O)
c) Benzene (where applicable based on barge
service)

c) Watches (46 CFR 15.705)
d) Vessel operator(s) properly licensed and endorsed
for vessel route (46 CFR 15.610)
e) Discharges and shipping articles (where
applicable) (46 CFR Part 14)

Audit/Oversight System for New Towing Vessel
Inspection Regime
[GCMA-118: Congress clearly made their mandate for a Coast
Guard physical inspection of all commercial towing vessels. A
“third-party audit” in the context of TSAC’s current recommendation
opens the door to an industry-controlled system. We already have
such a system in the Responsible Carrier Program and it does not
provide for the safety, health, and welfare of ALL mariners in the
towing industry. We expect a much-improved system with the
Coast Guard providing trained and competent inspectors.]

Issue to consider: Should the requirement for articles of
discharge be eliminated for crewmembers on towing vessels
not engaged on foreign voyages? Need to ensure that doing
so would not compromise existing seamen’s protections.
[GCMA-115: Certificates of Discharge are not a part of vessel
inspection. Suggest that TSAC drop the recommendation in light
of the difficulty mariners have had in the past in obtaining “sea
service” letters from some employers.]

Audit Process

f) Vessel crew properly documented (where
applicable) (46 CFR 12.02-7)

1. Internal audits
• Management audit annually
• 100% of vessels audited annually

Issue to consider: Can Transportation Worker
Identification Credential and Merchant Mariner’s
Document requirements be combined or consolidated for
crewmembers subject to both requirements?

2.

External audits

•Full management audit conducted by Coast Guardapproved third party every five years (consistent with
COI renewal cycle).
•Mid-period management audit conducted by Coast Guardapproved third party during year three of five-year cycle.
•Vessel audits: Threshold question to consider: Should
the baseline requirement be 100% of fleet audited by
Coast Guard-approved third party over the five-year
COI cycle?
•Should the option exist for less than 100% of a
company’s fleet to be audited by a Coast Guardapproved third party over the five-year COI cycle in
some circumstances? If so, under what circumstances
should this be permitted?

[GCMA-116: The Coast Guard has changed its Merchant Mariners
Document (MMD) a number of times in recent years. Why don’t
the Coast Guard and TSA get together and come up with a way to
read a MMD by whatever machine is finally adopted. The last
straw that will turn off every remaining mariner will be when he has
to pay several hundred dollars to buy a TWIC.]
g) Drug and alcohol testing (46 CFR Part 16)
h) Operating a vessel while intoxicated (33 CFR
95.015 and 95.020)
i) Navigation underway (33 CFR 164.78)
j) Tests, inspections, and voyage planning (33 CFR
164.80)

[GCMA-119: Under no circumstances should any vessels be
allowed to escape audit or inspection by the Coast Guard.]
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3. Coast Guard Oversight

audits/inspections for towing vessels.
Qualifications to consider:
•High school graduate; and,
•Two references from persons qualified to evaluate
candidate’s suitability; and,
•At least one of the following: four years of postsecondary education; or two years of marine
management experience; or a valid Coast Guard license
as deck or engineering officer; or four years of
experience working on towing vessels; and,
•At least one of the following: documented experience as
an auditor of similar management systems; or successful
completion of an approved auditor training course; or
meets standards of an organization such as ABS,
American Society for Quality, International Registry of
Certified Auditors; Registrar Accreditation Board;
Responsible Carrier Program Accreditation Board; Board
of Certified Safety Professionals; American Society of
Safety Engineers; etc.; and,

•Issue Certificate of Inspection to vessels based on thirdparty reports of company and vessel audits.

•Establish targeted procedures (along the lines of Port
State Control matrix?) to spot-check/verify vessel
compliance. Targeting mechanism should focus on
major deficiencies that affect safety of personnel,
vessels, and/or the environment; and/or evidence of lack
of commitment from management in support of the
vessel or lack of commitment of crew to implementing
the safety management system. (Question to consider:
Should there be a minimum required Coast Guard
presence – e.g., one visit per vessel – during the fiveyear audit cycle?)
[GCMA-120: The minimum Coast Guard presence should be once
a year for an in-water equipment inspection and at least two
drydockings in the five year cycle – like all other inspected
vessels.]

[GCMA-122: If companies plan to farm out their audits to people
who know nothing about towing vessels and have no real
experience working on towing vessels, then it is just a sham.]

Phase-In Process
•Coast Guard to publish regulations and establish deadline
for compliance (one year to have SMS in place?).
•Company to certify compliance via letter to Coast
Guard stating that SMS is in place and identifying
covered vessels?
•Coast Guard to issue interim management certificate
based on company certification?
•Deadline for first third-party management audit TBD.
Establish procedure that allows companies currently
complying with ISM or RCP to stay on existing audit
cycle.
•Management audit to be successfully completed before
any vessel COIs can be issued. (Question to consider:
Should vessels be issued an “interim COI” once
company has successfully completed third-party
management audit and certified to Coast Guard that its
vessels are in “effective compliance” with regulations?)
•How should vessel audits be phased in? (Issues to
consider: Preservation of existing cycles like drydocks.
Incentives/recognition for companies with existing
SMS. Threshold fleet coverage: must every vessel be
audited by an approved third-party prior to issuance of
initial permanent – i.e, non-interim -- COI?)

•Successful completion of a required training course for
the towing vessel SMS/inspection regime; and,
completion of a required
apprenticeship.

•Successful

auditor

•The

Coast
Guard
should
establish
a
certification/recertification process for third-party
auditors and procedures to ensure continued auditor
compliance with standards and Coast Guard confidence
in third-party audit process.

•Process should include “shadowing” requirement (i.e.,
requirement for auditor to be accompanied by a Coast
Guard observer at least once during the auditor
certification cycle.
[GCMA-123: This process should be instructive to both the auditor
and the inspector for training and familiarization process.]

•The Coast Guard should develop procedures by which a
company may appeal an auditor’s determination to the
Coast Guard.

Auditor/Inspector Issues

•Auditor selection process TBD.

Options include
company choice of any auditor/auditor organization
that meets the Coast Guard-established criteria,
random assignment of auditors from a pool, etc.

•The new towing vessel inspection system should rely
primarily on Coast Guard-approved third parties to
conduct
management
audits
and
vessel
audits/inspections.
[GCMA-121: The Coast Guard should conduct all the inspections.
The company can conduct its “audits” and pre-inspections to
ensure that the vessel is ready for its “Coast Guard” inspection.]

GCMA COMMENTS SUBMITTED TO TSAC
TOWING VESSEL INSPECTION WORK GROUP
ON DEFINITIONS
June 23, 2006

•Third party auditors/inspectors should not be limited to
recognized classification societies. The Coast Guard
should specify by regulation the qualifications that a
third party must meet in order to be approved/accepted to
conduct company management audits or vessel

Memo To: Capt. Steve Huttman, TSAC Work Group
From: Richard A. Block
RE: Comments on the e-mail of 6/14 from Jerry Gallion
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forwarded to me.

Page 2, Process Overview, ¶ 1
“Also included are maritime labor unions…”
We believe this statement is misleading in that mariner
and labor input and involvement were ignored and
discouraged by AWO domination of TSAC and this working
group. We reiterate that GCMA is not and never has been a
labor union.

Let me make a few blind comments and send some info on
lifesaving deficiencies one of the items appears to touch on.
Paragraph 1. Existing definitions are relatively small in
number because the USCG regulations relating directly to
towing vessels are small in number.

Page 3. Under “Working Group Objectives and Guiding
Principles” – item #1
“1) Risk Based and focused on the real causes of towing
vessel casualties.”
GCMA Comment: As a mariner association, we are interested
in towing vessel casualties. However, rather than dwelling on
casualty statistics that we often do not have ready access to even
under FOIA, we have a serious problem with the credibility of
the Coast Guard investigative process including accident
investigation and analysis that we wish to share with the
working group. On our website, gulfcoastmariners.org under
“Research Reports” go to GCMA report #R-429A, U.S. Coast
Guard Investigations -(Reprint of the 1994 Coast Guard R&D
Report.) and R-429B, Coast Guard Marine Casualty
Investigations. (Reprint of the Quality Action Team Report,
1996) to learn more about the problems that the Coast Guard
has had with its own “Investigations” branch. These are Coast
Guard reports and they aren’t particularly flattering. At present,
GCMA is preparing its own report on Coast Guard
investigations that is posted as GCMA Report #R-429, GCMA
Report to Congress: How Coast Guard Investigations
Adversely Affect Lower Level Mariners. Many of the reports
we will cite focus on the impact of investigations on our
mariners who work in the towing industry.

Paragraph 2. Call it coastwise if you like. “Near Coastal”
comes from STCW and it is used mostly in licensing – an area
where AWO previously has been engaged. I just don’t want to
see inland pushboats allowed in open, unprotected waters no
matter whether they are “coastwise” or “near coastal.”
Page 8, Note 1. This fire-fighting rule itself is very
controversial today because widespread ineffective
enforcement endangers mariner safety. Industry buffaloed
the Coast Guard. There is nothing wrong with the
definitions at 46 CFR §27.101 although they are only a small
part of the inspection picture.
Page 9, Note 1. Traditional “Routes” should be consistent
with other regulations. However, we also need to be
concerned with that other definitions like “open waters”,
“protected waters”, “semi-protected waters” and other
restrictions are in place to curb the unsafe use of towing
vessels in waters where they may be overwhelmed by the
sea. I don’t think this concept has dawned upon the towing
industry that scarcely gives a thought to sending its crews
into harm’s way on some impossible voyages.
Page 10, Note 1. Not only should latitude trigger exposure suit
requirements, but water temperature should trigger this as well
– especially on the Western Rivers. See GCMA Report #R354, Lifesaving Issues for Lower-Level Mariners, pgs 13-18.
We already approached Congress on these issues. Hopefully,
they will “pressure” the USCG.

Page 3. Under “Working Group Objectives and Guiding
Principles” – item #2. Safety Management Systems.
“2) Based on a requirement for a safety management system”.
GCMA Comment: 46 U.S. Code §3306(j) as amended states:
“The Secretary may establish by regulation a safety
management system appropriate for the characteristics, methods
of operation, and nature of service of towing vessels.” “May”
does not denote a requirement. Where the Coast Guard has
established regulations for a safety management system in the
past, e.g., 33 CFR Part 96, they have been separate and distinct
from vessel regulations in Title 46 CFR. Consequently, TSAC
work on a safety management system should be viewed
separate and apart from the regulatory work in the proposed
new “Subchapter M.”
GCMA places our primary emphasis on Subchapter M,
i.e., the regulatory end, whereas AWO appears more
concerned with the safety management system, i.e., the
business end. We believe the Coast Guard needs to
concentrate primarily (i.e., now and in the immediate future)
on the regulatory end that is required by the statute and keep
the two separate.
GCMA Comment: Sending this report to the Coast Guard
without a study accounting for the additional burden the new
regulations compounded by a new safety management
system requirements will place on the mariner does not
make sense. As proposed, the new regulations compounded
by a new safety management system could overwhelm and
overburden a working mariner with a system he cannot
follow in the finite time and manpower resources available.

Page 10, note 2, page 12, note 1 – I do not know what he is
referring to.
Page 12, note 2. The current screw-up is based upon the
foul-ups originally created in the Eighth District. They
perpetuated the problem through their abysmal ignorance of
the industry. I hope industry makes its point and stops
screwing around with mariners’ licenses on this issue.
Basically, if you can run the western rivers, you ought to be
able to run the GIWW on the same license – even across
Mississippi Sound!

GCMA SUGGESTIONS SUBMITTED TO TSAC
TOWING VESSEL INSPECTION WORK GROUP
August 29, 2006
[Note: Page numbers refer to e-mail correspondence
received from Ms. Jennifer Carpenter who facilitated the
work group and is based upon the deliberations of the
working group composed primarily of AWO members.]
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Page 3. Footnote 3
“…the working group notes that potable water requirements
will eventually need to be included in the inspection regime
for towing vessels.”
GCMA Comment: Please refer to Docket #USCG-200520052 and GCMA Report #R-395, Safe Potable Water and
Food Service On Workboats; An Appeal to Congress. The
issue of safe potable water is a GCMA initiative designed to
protect the health of our mariners. We explained the serious
health issues our mariners face in a report to Congress. We
suggest that this item be included (immediately, not
“eventually”) in the new towing vessel inspection
regulations. This docket requires the working group’s
attention and solicits your contribution of meaningful and
workable ideas for implementation. GCMA believes that
employers have an obligation to protect the health of their
employees. One company recently lost a major court case
for their failure to do so as will be reported in GCMA
Newsletter #42.

GCMA Comment: We agree…except for the Safety
Management System. (see below).
We also suggest:
•Subchapter M regulations should become a required
subject for Coast Guard license examinations as
Subchapter T is for Masters of small passenger vessels.
•The Coast Guard should require a copy of the new
regulations to be carried aboard every towing vessel.
•The regulations should be written in the “Plain English”
regulatory style.
•Every licensed towing vessel officer should receive
company training and take an open-book test on the new
regulations within three (3) months of the effective date or
the regulations or at first license renewal, whichever comes
first. This will get everybody off on the right track from the
outset. We cite the precedent previously used when new
pollution regulations were introduced in 1978.
Page 9. Second ¶ under “Proposed Requirements for
Inspected Vessels”
GCMA Comment: We disagree that Subchapter M contain
both the Safety Management System and Vessel Inspection
Regulations. The Safety Management System regulations
for towing vessels belongs as a subpart in 33 CFR Part 96.

Page 7. Second ¶ under “Human Factors”
“The group’s focus on a safety management system
requirement as the cornerstone of the new inspection system
was driven, in large part, by its belief that safety
management systems are particularly well suited to address
the major human factors issues that cause towing vessel
casualties:
situational
awareness/assessment,
task
performance, and navigation error…”
GCMA Comment: GCMA believes the best “systems” in
the world are doomed to failure unless the crews manning
your vessels are supplied in sufficient number, with
sufficient training, adequate food, healthy potable water,
adequate rest and sanitary living conditions. Unfortunately,
in spite of its many good points, GCMA must give the AWO
Responsible Carrier Program, a Safety Management System,
a failing grade for continuing to endorse or even allow a 15hour workday. We point the finger at your “partners” in the
Coast Guard for not making this point at the outset and for
not alerting Congress to this issue years ago.

Page 11. “Coast Guard Oversight”
“The working group recommends that all towing vessels
receive at least one Coast Guard oversight visit within the
five-year Certificate of Inspection cycle.”
GCMA Comment: GCMA disagrees. We believe that a full
annual Coast Guard equipment inspection is necessary to
protect our mariners’ health and safety. There are other
recognized and acceptable inspection alternatives such as the
streamlined inspection program (SIP) and alternate compliance
program (ACP) recognized under 46 CFR Part 8.
Page 13. Proposed Subchapter M Requirements,
preamble:
“Safety Management System. Any company that operates a
towing vessel must have a Coast Guard-accepted safety
management system. To be accepted by the Coast Guard,
the safety management system must include, at a minimum,
the following components…”
GCMA Comment: GCMA represents the concerns of
merchant mariners who man the nation’s towing vessels.
Some of our mariners also are owners of individual towing
vessels. At this point, we feel it is necessary to point out that
the composition of this working group overwhelmingly
represents the membership of the American Waterways
Operators. However, only approximately 220 of as many as
900 to 1100 towing companies identified by the Corps of
Engineers belong to AWO. The Coast Guard needs to look
beyond Arlington, VA, and take a much broader look at the
composition of the towing industry.
The Coast Guard needs to consider the time and cost that
it would take all of these small entities to prepare the
paperwork to initiate a safety management system. This
“consideration” needs to extend far beyond one sentence
hidden away in the Notice of Proposed Rulemaking seeking
written responses from small businesses through an
Ombudsman. Some “companies” are essentially mom-andpop operations without any depth of education or business

Page 7. Third ¶ under “Human Factors”
“In addition, while the information provided in the Coast
Guard casualty reports reviewed by the working group is
insufficient for root cause analysis, the working group
recognizes that in-depth casualty analysis is critical to the
development of effective preventive and corrective measures.”
GCMA Comment: We direct your attention to GCMA
Report #R-429, GCMA Report to Congress: How Coast
Guard Investigations Adversely Affect Lower Level Mariners.
GCMA encountered the same problem. We suggested that
the Coast Guard provide an analysis to account for the
1,300+ towing vessel “floodings, sinkings, and capsizings”
reported over a 12 year period. Apparently, the Coast Guard
is more adept at collecting and manipulating statistics than in
analyzing the data they collect.
Page 8. First ¶ under “Proposed Requirements for
Inspected Vessels”
“…establish a new subchapter M of Title 46 of the Code of
Federal Regulations that contains, to the maximum extent
possible, all of the Coast Guard requirements for inspected
towing vessels.”
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experience. To hire outside consultants to prepare the
“paperwork” simply to satisfy the Coast Guard would be
very expensive. To join AWO and buy into a “ready made”
plan also involves expenses.
The problem is deeper than this, namely implementing a
“paperwork” plan that has been crammed down your throat
against your will and that you do not understand and are not
willing to do more than give lip-service to. We believe the
Coast Guard must first concentrate its efforts on regulating
towing vessels as they have regulated other classes of
vessels in the past – no more, no less – but do it now!

fixtures.
“for each towing vessel that has watertight bulkheads in the
hull and/or watertight fixtures on the exterior deck and
deckhouse, these watertight closures must be maintained in
serviceable condition.”
GCMA Comment: In light of the 1300+ “floodings,
sinkings, and capsizings” previously noted, every towing
vessel – even existing vessels – should be required to have
watertight bulkheads before being issued a Certificate of
Inspection. Existing vessels without watertight closures on
their main deck such as manholes, scuttles, and hatches should
be required to install them to prevent downflooding. Vessels in
inland and western rivers service without weathertight or
watertight doors should be required to be fitted with them. The
AWO videotape on “downstreaming” maneuvers should
provide adequate illustrations why this is necessary. Without
these watertight bulkheads and closures, steel towing vessels
sink like rocks and pose unacceptable dangers to our mariners.
In addition, each existing towing vessel must be inspected to
determine whether existing watertight bulkheads are, in fact,
watertight. Following good marine practice, electrical cables,
conduits, etc. penetrating bulkheads must be equipped with
packed stuffing tubes. Piping penetrating the bulkheads for
both vital and non-vital systems also must be installed using
good marine practice.

Page 16. 1) Hull and Machinery. Preamble.
“Note: For the items below, failure of a redundant auxiliary
system does not make the vessel unseaworthy or require a
vessel to be moored or anchored; however, the Master shall use
all available means at his/her disposal to ensure the inoperative
equipment is repaired and returned to service as soon as
practicable. The Master shall consider the condition of the
vessel and its machinery when making decisions affecting
navigation and the safety of onboard personnel.”
GCMA comment: When the Master considers the
vessel or its tow unsafe to move for a reason he considers
valid and the company disagrees and orders him to move it,
the Master should have the option to request a COTP order
to prevent that movement until the matter is resolved to the
Master’s satisfaction. The Coast Guard should consider this
as a “safety” issue rather than an “employment” issue and
provide the mariner with protection under 46 U.S. Code
3315(a) and (b).

Page 20, f) Emergency egress.
“A towing vessel constructed after the effective date of the
regulations must have at least two means of egress from the
engineroom and the overall crew accommodations area.”
GCMA Comment:
In previous rulemakings, the
Department of Transportation’s memorandum dated January
8, 1993, “Treatment of Value of Life and Injuries in
Preparing Economic Evaluations” the benefits estimate for
each incident is determined by multiplying the effectiveness
measure and the dollar value for society’s willingness to pay
(WTP) to avert a fatality. The WTP to avert a fatality
according to DOT was $2,700,000 as of late 1999.
Installing a second means of escape to prevent a mariner
from being trapped in the engineroom of an existing vessel is a
very small expense compared to the value of that mariner’s life
that could be lost or the injuries he could receive. The fact that
this may represent an additional expense to the owner of an
existing vessel does should not prevent this requirement from
being added to the cost of upgrading the vessel to earn a
Certificate of Inspection that would allow it to continue in
commerce. This should be required as an immediate upgrade.
A mariner should not be penalized by losing his life because he
works on an older vessel that may be inherently unsafe because
of regulatory neglect.

Page 18, 1) Hull and Machinery. Components/Standards
“The vessel owner or operator’s safety management system
must specify the qualifications of persons authorized to
oversee drydockings.
GCMA Comment: Inspection of the hull is the province of
the trained Coast Guard inspector. The owner/operator can
control costs by overseeing the work to see that it is
performed to the satisfaction of the inspector.
Page 19, Hull.
“Hull fractures in any plating except an oil tank may be
covered with an appropriately sized doubler plate, installed
using good marine practice, if the hull thickness and
condition is suitable.”
GCMA Comment: Permanently patching a hull with a
doubler plate is a shoddy marine practice and goes against
Coast Guard guidance in NVIC 7-68, Notes on Inspection
and Repair of Steel Hulls, Section IV (D). Quote: “A
welded doubler plate is not, in general, considered suitable
as a permanent repair measure for the main hull girder. Its
use does not insure continuity of strength which is achieved
by the installation of an insert plate in the same location.”
The working group should not attempt to sell bad advice
to the Coast Guard and should remove this passage from its
final report.
Our concern here is for the safety of our mariners who
were involved in over 1,300 floodings, sinkings, and
capsizings of towing vessels representing one-quarter of the
nation’s towing vessels – in a 12-year period.

Page 20. g) Piping Systems and tanks.
“Valves at the origination and termination of a pipe and and
tank vents must be marked by labeling or color-coding”
GCMA Comments: The introduction to ASME A13.1-1996
Scheme for the Identification of Piping Systems is very
informative. It suggests “the use of color as a supplementary
means of identifying the type of hazard of the material contained
in the system.” §3.2 states: “Color should be displayed on, or
contiguous to, the piping by any physical means, but its use shall
be in combination with legend. We need a simple, universal
color code applicable to vessels. The Coast Guard should specify

Page 19, Hull. e) Watertight integrity and watertight
27

certain basic colors either from the Standard or from military
usage as a part of the regulation in addition to adequate labeling
of all tanks, pipes, valves and vents.

the regulations must have a remote main engine shutdown
for each main engine and auxiliary generator engine, which
can be operated from a location outside the machinery space
where the engines are located. The required fuel shutoff
may serve as this shutdown if each engine is fitted
independently.”
GCMA Comment: Should apply to all vessels, not only
existing vessels.
GCMA Comment: The only area continuously manned is
the pilothouse. The location of these shutdowns in the
pilothouse should be specified.
GCMA Comment: The shutdown should be instantaneous.
Allowing the engine to burn all the fuel in the supply line
between the remote control shutoff valve and the engines in
question, aside from the time it takes to access and close
each valve, could allow the engine to run too long and defeat
the purpose of the regulation.

Page 20. j) Alarms/Monitoring.
GCMA Comment: There should be a bilge level alarm in
every compartment containing a thru-hull fitting of any type.
Page 20. l) Steering.
GCMA Comment: We question the need for “two fluid
reservoirs.” Suggest as a substitute, storage capacity for
enough hydraulic fluid to refill the fluid reservoir.
Page 20. p) Fuel Systems.
GCMA Comment: For the safety of our mariners and the
protection of the towing vessel, all existing vessels,
including those contracted for before January 18, 2000
should comply with 46 CFR §27.211 before being granted a
Certificate of Inspection. This will ensure the safe use and
storage of gasoline used aboard towing vessels for outboard
motors and barge pumps. Older vessels already had six
years to upgrade their existing piping and fuel hoses if they
did not comply with 2000 standards.
GCMA Comment: GCMA agrees that “A towing vessel
equipped with a day tank must be equipped with a low fuel
level alarm.” This should also apply to existing vessels since
restarting a diesel engine that has run out of fuel can be a time
consuming process, especially where fuel lines must be bled.

Page 24. 3) Lifesaving f) First aid/Trauma Kit
GCMA Comment:
We endorse the working group
proposal to require a “means to take blood pressure
readings” in the First Aid/Trauma Kit. Few towing vessels
we know of currently carry such devices.
GCMA Comment: We suggest the addition of Automatic
Electric Defibrillators used on airplanes, in shopping malls,
carried on fire trucks. Although they come with complete as
well as abbreviated instructions, minimal training in safety
meetings is still necessary. This should be in addition to
CPR training.

Page 22. 2) Firefighting.
“The requirements of a) through k) below do NOT apply to
a towing vessel if it is: 1) used solely within a limited
geographical area, such as a fleeting area, or a commercial
facility, and used solely for restricted service, such as
making up or breaking up larger tows; 2) Used solely for
harbor assist.”
Definition: Harbor Assist (means the use of a towing
vessel during maneuvers to dock, undock, moor, or unmoor
a vessel or to escort a vessel with limited maneuverability)
GCMA Comment: All these items, that are currently
regulated in 46 CFR Parts 25 & 27 (and fire axes) are
necessary on every fleet boat. These items already should
have been installed under current regulations. They are
necessary for the protection of our mariners working on
these vessels. To accept such advice from this working
group, the Coast Guard would have to turn back the clock.
This would bring into question existing regulations, many of
which have been on the books for years.
GCMA Comment: The number of documented fires and
explosions on towing vessels (see below) justifies a need for
formal firefighting training on towing vessels.

Page 24. 3) Lifesaving. g) Emergency lighting.
“Each towing vessel must be equipped with sufficient
lighting to illuminate escape routes in the event of a power
loss.
Emergency lighting may be automatic, battery
operated with a duration sufficient to allow the crew to
escape, or non-electric phosphorescent adhesive lighting
strips that mark escape routes to the exits.”
GCMA Comment: Comparable regulations for small
passenger vessels at 46 CFR §183.432 call for a minimum of
two hours of illumination from emergency lighting with no
mention of phosphorescent lighting strips. If used, such
strips should be in addition to such lighting as they have
only one specific use, although valid – to lead to an exit.
There may be additional requirements for effective
emergency illumination.
Pages 24 & 25. 3) Lifesaving. Immersion suits.
GCMA Comment: We pointed out at a number of TSAC
meetings since 2000 – including demonstrating an insulated
anti-exposure suit at a TSAC meeting – that the waters on
the (western) rivers are frequently “Cold Water” with
characteristics similar to those described in NVIC 7-91,
Determination of Cold Water Areas. In fact, we criticized
the existing NVIC for not including the western rivers. The
Coast Guard made no attempt to upgrade the NVIC in spite
of this criticism and supporting evidence. We want our
mariners who serve on towing vessels in “cold water” areas
as we have delineated them using NVIC 7-91 to be furnished
with USCG Type V Anti-exposure work suits or equivalent
that provides both insulation and flotation or regulation
immersion suits as appropriate. GCMA Report #R-354,
Lifesaving Issues for Lower-Level Mariners.

Page 23. m) Heat or flame detector in galley.
GCMA Comment: These devices should be installed on
each existing vessel as well as those constructed after the
effective date of the regulations. In light of the 494 fires and
41 explosions cited in the letter identified in Docket
#USCG-2004-19977-129, our mariners on all towing vessels
need this protection.
Page 24. n) Remote manual engine shutdown.
“Each towing vessel constructed after the effective date of
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Page 25. 3) Lifesaving. i) Inflatable liferaft.
GCMA Comment: Launching appliances and annual
servicing are also requirements. One or more properly
equipped rescue boats should be required for towing vessels
in inland or western rivers service.

GCMA Comment: Crew Endurance Management Systems
(CEMS) should not be a substitute for adequate manning
requirements and a healthy work schedule.
Page 29. 8) Manning and Watchstanding. b) Working
Hours.
“Except as provided under 46 USC 8104(h) or 46 USC
8104(c), no crewmember on a towing vessel may work more
than 15 hours in any 24 hour period or more than 42 hours
in a 72-hour period, except in an emergency or drill.”
GCMA Comment: This statement mirrors the AWO
Responsible Carrier Program, Section V. B. on page V-1 of
the 2005 edition. This is wholly unacceptable to our
Association in that it represents the exploitation of
unlicensed mariners including deckhands, deckineers,
unlicensed engineers, and even certificated tankermen.
GCMA Comment: Continued acceptance of this misguided
policy forces licensed officers to work with fatigued crews.
On some undermanned vessels, limited manning does not
even permit the watch officer to post an effective lookout at
night. Unfortunately, the Coast Guard has not seriously
questioned towing vessel manning in the past.
GCMA Comment: With the lack of adequate personnel
assigned to many towing vessels, there is a tendency to place
a “green” deckhand on the “call watch.” GCMA Report #R375, Crew Endurance: The “Call Watch” Cover-up. Since a
green deckhand lacks the depth of job experience of more
seasoned mariners and must endure fatigue that leads him
prone to making mistakes, the combination leads to
excessive accidents and personal injuries including falls
overboard and drowning. “We are profoundly struck by the
fact that young, inexperienced deckhands incur fatal injuries
at significantly higher rates than any other age/experience
group in the towing industry work force. This is true despite
higher standards for marine employment today (e.g., drug
and alcohol testing) as well as a general industry effort
toward enhancing safety training….” This statement comes
from page 37 of the AWO/USCG oint QAT Report on Deck
Crew Safety in the Inland Towing Industry of December 30,
1996. It is evident that the AWO members of this Working
Group have forgotten this point in their headlong rush to
squeeze every possible work hour out of their employees.
The fifteen-hour workday is unconscionable and virtually
guarantees bringing personal harm to the most vulnerable of
your employees. It is time for members of the AWO to start
listening to their conscience not their wallet – and for the
Coast Guard and Members of Congress to awaken to how
they have been manipulated by this part of the Responsible
Carrier Program.
GCMA Comment: We also understand that the working
group was unwilling to guarantee that the “off duty” time for
our exploited mariners should include 6 hours dedicated to
unbroken rest. We find the conduct of this working group in
this regard to be selfish, shameful and despicable. We
recognize that over 90% of the membership of this working
group are representatives of AWO member companies.
Your companies stand to gain financially by exploiting your
most vulnerable employees. We understand that additional
members of the working group are from the Coast Guard
and may have little or no working experience on commercial
towing vessels. In fact, only three independent mariners
appear on the rolls of this working group. Not a single non-

Page 26. 5) Navigation and communication equipment.
d) Handheld VHF Radio.
“Each towing vessel must have at least one properly
operating handheld VHF Radio.”
GCMA Comment: Each crewmember on watch on a
towing vessel should have a properly operating handheld
VHF radio with access to a charger.
Page 27. 5) Navigation and communication equipment.
r) Means of ensuring visibility through pilothouse
windows.
“Each towing vessel must have a means of ensuring that the
windows immediately forward of the steering station in the
wheelhouse allow for adequate visibility to ensure safe
navigation.”
GCMA Comment: “Immediately forward of the steering
station” may be too restrictive. GCMA Report #R-275,
Navigation Bridge Visibility.
Page 28. 7) Documents and publications. c) Vessel log or
other record.
“Each towing vessel must employ a vessel log or other
means, either paper or electronic, which documents daily
operational events.”
GCMA Comment: The minimum coverage of the details
that should be entered in such a log should be required by
regulation. Many of these already are, and should be listed
in one place in the regulations foe ease of reference. GCMA
Report #R-291, Establishing Logbook Standards for LowerLevel Mariners.
Page 28. 8)Manning and Watchstanding. a)Minimum
watch complement.
“One licensed officer and one additional crewmember must
be on duty at all times while the vessel is underway.”
GCMA Comment: The “additional crewmember” should
be required to act as lookout while on duty and while the
vessel is underway. Acting as lookout does not include
looking out for the safety of the vessel’s television set
although it may involve other necessary tasks when assigned
by the master.
GCMA Comment: A safety management system creates a
false sense of safety aboard towing vessels when manning
requirements do not take into account the hazards of a man
working alone on deck, especially at night. In one recent
fatality, when a man who had been working alone went
overboard, there was nobody to come to his aid. The only
other person on watch, the Mate, had to take his eyes off the
man in the water to muster the rest of the crew as he
continued to maintain control of the vessel.
The
crewmembers who mustered on deck could find nobody to
rescue since he had been lost sight of. In a real life and
death situation, the man overboard drill as planned could not
provide a fast enough response because the safety
management system did not take into account adequate
manning. [GCMA File #M-616]
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AWO company out of the hundreds that are out there are
represented on the working group. In light of the existing
crew shortages plaguing the industry, it should not be
necessary to point out that industry policies promoting
excessive work-hours are, in large measure, to blame for the
current problem. We asked Congress to look into this issue.
We regret to say that the Coast Guard stonewalled this issue
since we first brought it to the attention of Eighth District
Commander Admiral Paul Pluta in May 2000 in our book
Mariners Speak Out on Violation of the 12-Hour Workday.
GCMA Report #R-201, Mariners Speak Out on Violation of
the 12-Hour Work Day. We found him derelict in his duty to
protect our mariners and so informed him at an open
NOSAC meeting.
GCMA Comment: We respectfully suggest that AWO
change its policy to allow no more than a 12-hour work day
and guarantee at least 6 consecutive hours of uninterrupted
sleep during a mariner’s time off. Refer to GCMA Reports
#229, #279, #322, #370, #370B, #370C, #370D,#370E, #375
for in-depth coverage of this subject.

count. The Coast Guard will also learn who owns the
“mystery” vessels that fall beneath AWO’s radar.
Appendix C, page 9, Expert Review, ¶3.
“The subgroup members, drawing on their combined
experiences in engineering, marine science, and casualty
investigations, reviewed the data with the goal of identifying
areas that did not show up in either the data or the
inspection group’s working document….
“The subgroup identified one other issue relating to human
factor: the physical condition of wheelhouse personnel.
Anecdotal information indicates that many wheelhouse
personnel have physical problems relating to fatigue,
caffeine, and nicotine consumption, and diet and exercise.
The fatal I-40 bridge accident in 2002 showed the potential
consequences of a vessel operator experiencing a
medical/physical problem while on duty.”
GCMA Comment: GCMA brought to the attention of the
full TSAC committee that the Coast Guard accident report
showed that the Master on the M/V ROBERT Y. LOVE
violated Coast Guard work-hour regulations by failing to
obtain 6 hours rest before taking command of the vessel in
Arkansas after driving for over 1000 miles with only 3.5
hours of sleep. The Waterways Journal reported on its
website on August 28, 2006: “Coast Guard Recommends
Fines in I-40 ridge Accident.” Quote: “A final Coast Guard
report recommended fines against the Captain and the boat’s
owner for the May 2002 allision in which the towboat
ROBERT Y. LOVE knocked down a 500-foot section of the
I-40 Bridge at Webbers Falls in the Arkansas River, killing
14 people and injuring five. A fine of $20,000 against the
boat owner Magnolia Marine and $5,000 against boat Capt.
Joe Dedmon was recommended by the Coast Guard,
according to KOTV-TV in Tulsa, Oklahoma, and quoted on
a Coast Guard website. Capt. Dedmon lost consciousness
and the boat and its two empty barges smashed into a pier of
the Webbers Falls bridge, 201 feet outside of the channel,
causing eight cars and three tractor trailers to plunge into the
water below. The report said the fine was leveled against
the company for allowing the captain to work for more than
12 hours in one day without adequate rest, and against the
captain for working without enough rest. An estimated
20,000 vehicles a day had to be rerouted around the bridge.
Construction crews reopened the bridge in record time two
months later….”
The boat company, Magnolia Marine is an AWOmember company that violated the AWO’s Responsible
Carrier Program just as Sea Coast Marine, another AWOmember company violated the 12-hour rules when its tug
CHINOOK rammed the Highway 520 bridge across Lake
Washington on July 29, 2000.
The NTSB report chose the less controversial route of
avoiding the obvious statutory and regulatory work-hour
violations even though Board member Ms. Debbie Hersman
and NTSB investigators pointed out this matter at the time.
GCMA Comment: Docket USCG-2002-13594 (available
on the internet) shows that our Association has petitioned the
Coast Guard that Travel Time on the way to Work to should
count as on-duty Time. (Deadhead Transportation). The
Coast Guard directed this petition to TSAC that has fumbled
with it for over two years without making a decision whether
to support it or not. It is clear that TSAC does not want the

Page 29. 8)Manning and Watchstanding. g) Drug and
Alcohol Testing.
GCMA Comment: In addition to 46 CFR Part 16, and
perhaps more important, 49 CFR Part 40, DOT Drug Testing
Regulations, should be listed. Although every mariner must
be drug tested, few take the opportunity to read drug testing
regulations. The Coast Guard has no test questions on these
regulations on license exams. This is an important subject
and is a headache in the industry that can be resolved to
some degree by greater knowledge of the regulations by all
involved. Refer to these GCMA Reports for in-depth
coverage of this subject.
•GCMA Report #R-229, Towing Vessel Manning.
•GCMA Report #R-279, Review and Set Safe Manning
Standards for Offshore Supply Vessels and Uninspected
Towing Vessels.
•GCMA Report #R-322, Mariner Fatigue is an Accident
Waiting to Happen.
• GCMA Report #R-370, 12 Hour Rule Violation: The
Verret Case.
•GCMA Report #R-370-A, Report to Congress: Violation
of the 12-Hour Rules: Webbers Falls Accident Revisited
•GCMA Report #R-370-B, Violation of the 12-Hour Rules:
The Tug Chinook Strikes & Damages The Lake
Washington Bridge.
•GCMA Report #R-370-C, 12 Hour Rule Violations: The
Winkler Case.
•GCMA Report #R-370-D, Work-Hour Abuse,
Whistleblower Protection and “Deadhead Transportation.
•GCMA Report #R-370-E, Crew Endurance: Work-Hour
Laws and Regulations Need Review.
•GCMA Report #R-375, Crew Endurance: The “Call
Watch” Cover-up
Appendix A. TSAC Task Statement #04-03
“There are more than 4,300 towing vessels in the United
States.”
GCMA Comment: While “more than 4,200” certainly is a
safe figure, two previous rulemakings cited 5,200 and over
6,000 towing vessels. When the Coast Guard finally issues
Certificates of Inspection, we will have a more accurate
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Coast Guard to enforce the underlying statute. [See
Enclosure #1]
GCMA Comment: The TSAC report should not go the
Coast Guard until it includes the recommendations outlined
until it includes the recommendations outlined by the IMO
studies on preventing fatigue aboard vessels as it relates to
watchstanding, manning, and adequate rest periods.
GCMA Comment: GCMA would like to see companies
and/or the Coast Guard restrict smoking to outdoor areas on
vessels in line with the Surgeon General’s report on the
dangers of second-hand smoke. This has been GCMA
policy as covered in GCMA Report #R-341A, The Health
Consequences of Involuntary Exposure to Tobacco Smoke.
Executive Summary of 2006 Surgeon General’s Report. We
have seen no comparable commitment from either the Coast
Guard or AWO representing the management of many of the
nation’s leading towing companies.

from vessel regulations in Title 46 CFR. Consequently, TSAC
work on a safety management system should be viewed
separate and apart from the regulatory work in the proposed
new “Subchapter M.”
GCMA places our primary emphasis on Subchapter M,
i.e., the regulatory end, whereas AWO appears more
concerned with the safety management system, i.e., the
business end. We believe the Coast Guard needs to
concentrate primarily (i.e., now and in the immediate future)
on the regulatory end that is required by the statute and keep
the two separate.
GCMA Comment: Sending this report to the Coast Guard
without a study accounting for the additional burden the new
regulations compounded by a new safety management
system requirements will place on the mariner does not
make sense. As proposed, the new regulations compounded
by a new safety management system could overwhelm and
overburden a working mariner with a system he cannot
follow in the finite time and manpower resources available.

Page 2, Process Overview, ¶1
“Also included are maritime labor unions…”
We believe this statement is misleading in that mariner
and labor input and involvement were ignored and
discouraged by AWO domination of TSAC and this working
group. We reiterate that GCMA is not and never has been a
labor union.

Page 3. Footnote 3
“…the working group notes that potable water requirements
will eventually need to be included in the inspection regime
for towing vessels.”
GCMA Comment: Please refer to Docket #USCG2005-20052 and GCMA Report #R-395, Safe Potable Water
and Food Service On Workboats; An Appeal To Congress.
The issue of safe potable water is a GCMA initiative
designed to protect the health of our mariners. We explained
the serious health issues our mariners face in a report to
Congress.
We suggest that this item be included
(immediately, not “eventually”) in the new towing vessel
inspection regulations. This docket requires the working
group’s attention and solicits your contribution of
meaningful and workable ideas for implementation. GCMA
believes that employers have an obligation to protect the
health of their employees. One company recently lost a
major court case for their failure to do so as will be reported
in GCMA Newsletter #42.

Page 3. Under “Working Group Objectives and Guiding
Principles” – item #1
“1) Risk Based and focused on the real causes of towing
vessel casualties.”
GCMA Comment: As a mariner association, we are
interested in towing vessel casualties. However, rather than
dwelling on casualty statistics that we often do not have
ready access to even under FOIA, we have a serious problem
with the credibility of the Coast Guard investigative process
including accident investigation and analysis that we wish to
share with the working group.
On our website,
gulfcoastmariners.org under “Research Reports” go to
GCMA report #R-429-A, U.S. Coast Guard Investigations.
(Reprint of the 1994 Coast Guard R&D Report.) and R-429B, Coast Guard Marine Casualty Investigations. (Reprint of
the Quality Action Team Report, 1996) to learn more about the
problems that the Coast Guard has had with its own
“Investigations” branch. These are Coast Guard reports and
they aren’t particularly flattering. At present, GCMA is
preparing its own report on Coast Guard investigations that is
posted as GCMA Report #R-429, GCMA Report to Congress:
How Coast Guard Investigations Adversely Affect Lower
Level Mariners. Many of the reports we cite focus on the
impact of investigations on our mariners who work in the
towing industry.

Page 7. Second ¶ under “Human Factors”
“The group’s focus on a safety management system
requirement as the cornerstone of the new inspection system
was driven, in large part, by its belief that safety
management systems are particularly well suited to address
the major human factors issues that cause towing vessel
casualties:
situational
awareness/assessment,
task
performance, and navigation error…”
GCMA Comment: GCMA believes the best “systems”
in the world are doomed to failure unless the crews manning
your vessels are supplied in sufficient number, with
sufficient training, adequate food, healthy potable water,
adequate rest and sanitary living conditions. Unfortunately,
in spite of its many good points, GCMA must give the AWO
Responsible Carrier Program, a Safety Management System,
a failing grade for continuing to endorse or even allow a 15hour workday. We point the finger at your “partners” in the
Coast Guard for not making this point at the outset and for
not alerting Congress to this issue years ago.

Page 3. Under “Working Group Objectives and Guiding
Principles” – item #2. Safety Management Systems.
“2) Based on a requirement for a safety management system”.
GCMA Comment: 46 U.S. Code §3306(j) as amended states:
“The Secretary may establish by regulation a safety
management system appropriate for the characteristics, methods
of operation, and nature of service of towing vessels.” “May”
does not denote a requirement. Where the Coast Guard has
established regulations for a safety management system in the
past, e.g., 33 CFR Part 96, they have been separate and distinct

Page 7. Third ¶ under “Human Factors”
“In addition, while the information provided in the Coast
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Guard casualty reports reviewed by the working group is
insufficient for root cause analysis, the working group
recognizes that in-depth casualty analysis is critical to the
development of effective preventive and corrective
measures.”
GCMA Comment: We direct your attention to GCMA
Report #R-429, GCMA Report to Congress: How Coast
Guard Investigations Adversely Affect Lower Level Mariners.
GCMA encountered the same problem. We suggested that
the Coast Guard provide an analysis to account for the
1,300+ towing vessel “floodings, sinkings, and capsizings”
reported over a 12 year period. Apparently, the Coast Guard
is more adept at collecting and manipulating statistics than in
analyzing the data they collect.

the safety management system must include, at a minimum,
the following components…”
GCMA Comment: GCMA represents the concerns of
merchant mariners who man the nation’s towing vessels.
Some of our mariners also are owners of individual towing
vessels. At this point, we feel it is necessary to point out that
the composition of this working group overwhelmingly
represents the membership of the American Waterways
Operators. However, only approximately 220 of as many as
900 to 1100 towing companies identified by the Corps of
Engineers belong to AWO. The Coast Guard needs to look
beyond Arlington, VA, and take a much broader look at the
composition of the towing industry.
The Coast Guard needs to consider the time and cost that
it would take all of these small entities to prepare the
paperwork to initiate a safety management system. This
“consideration” needs to extend far beyond one sentence
hidden away in the Notice of Proposed Rulemaking seeking
written responses from small businesses through an
Ombudsman. Some “companies” are essentially mom-andpop operations without any depth of education or business
experience. To hire outside consultants to prepare the
“paperwork” simply to satisfy the Coast Guard would be
very expensive. To join AWO and buy into a “ready made”
plan also involves expenses.
The problem is deeper than this, namely implementing a
“paperwork” plan that has been crammed down your throat
against your will and that you do not understand and are not
willing to do more than give lip-service to. We believe the
Coast Guard must first concentrate its efforts on regulating
towing vessels as they have regulated other classes of
vessels in the past – no more, no less – but do it now!

Page 8. First ¶ under “Proposed Requirements for
Inspected Vessels”
“…establish a new subchapter M of Title 46 of the Code of
Federal Regulations that contains, to the maximum extent
possible, all of the Coast Guard requirements for inspected
towing vessels.”
GCMA Comment: We agree…except for the Safety
Management System. (see below).
We also suggest:
• Subchapter M regulations should become a required
subject for Coast Guard license examinations as
Subchapter T is for Masters of small passenger vessels.
• The Coast Guard should require a copy of the new
regulations to be carried aboard every towing vessel.
• The regulations should be written in the “Plain English”
regulatory style.
• Every licensed towing vessel officer should receive
company training and take an open-book test on the new
regulations within three (3) months of the effective date or
the regulations or at first license renewal, whichever comes
first. This will get everybody off on the right track from the
outset. We cite the precedent previously used when new
pollution regulations were introduced in 1978.

Page 16. 1) Hull and Machinery. Preamble.
“Note: For the items below, failure of a redundant auxiliary
system does not make the vessel unseaworthy or require a
vessel to be moored or anchored; however, the Master shall use
all available means at his/her disposal to ensure the inoperative
equipment is repaired and returned to service as soon as
practicable. The Master shall consider the condition of the
vessel and its machinery when making decisions affecting
navigation and the safety of onboard personnel.”
GCMA comment: When the Master considers the
vessel or its tow unsafe to move for a reason he considers
valid and the company disagrees and orders him to move it,
the Master should have the option to request a COTP order
to prevent that movement until the matter is resolved to the
Master’s satisfaction. The Coast Guard should consider this
as a “safety” issue rather than an “employment” issue and
provide the mariner with protection under 46 U.S. Code
3315(a) and (b).

Page 9. Second ¶ under “Proposed Requirements for
Inspected Vessels”
GCMA Comment: We disagree that Subchapter M contain
both the Safety Management System and Vessel Inspection
Regulations. The Safety Management System regulations
for towing vessels belongs as a subpart in 33 CFR Part 96.
Page 11. “Coast Guard Oversight”
“The working group recommends that all towing vessels
receive at least one Coast Guard oversight visit within the
five-year Certificate of Inspection cycle.”
GCMA Comment: GCMA disagrees. We believe that a
full annual Coast Guard equipment inspection is necessary to
protect our mariners’ health and safety. There are other
recognized and acceptable inspection alternatives such as the
streamlined inspection program (SIP) and alternate compliance
program (ACP) recognized under 46 CFR Part 8.

Page 18, 1) Hull and Machinery. Components/Standards
“The vessel owner or operator’s safety management system
must specify the qualifications of persons authorized to
oversee drydockings.
GCMA Comment: Inspection of the hull is the
province of the trained Coast Guard inspector. The
owner/operator can control costs by overseeing the work to
see that it is performed to the satisfaction of the inspector.

Page 13. Proposed Subchapter M Requirements,
preamble:
“Safety Management System. Any company that operates a
towing vessel must have a Coast Guard-accepted safety
management system. To be accepted by the Coast Guard,

Page 19, Hull.
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“Hull fractures in any plating except an oil tank may be
covered with an appropriately sized doubler plate, installed
using good marine practice, if the hull thickness and
condition is suitable.”
GCMA Comment: Permanently patching a hull with a
doubler plate is a shoddy marine practice and goes against
Coast Guard guidance in NVIC 7-68, Notes on Inspection
and Repair of Steel Hulls, Section IV (D). Quote: “A
welded doubler plate is not, in general, considered suitable
as a permanent repair measure for the main hull girder. Its
use does not insure continuity of strength which is achieved
by the installation of an insert plate in the same location.”
The working group should not attempt to sell bad advice
to the Coast Guard and should remove this passage from its
final report.
Our concern here is for the safety of our mariners who
were involved in over 1,300 floodings, sinkings, and
capsizings of towing vessels representing one-quarter of the
nation’s towing vessels – in a 12-year period.

very small expense compared to the value of that mariner’s life
that could be lost or the injuries he could receive. The fact that
this may represent an additional expense to the owner of an
existing vessel does should not prevent this requirement from
being added to the cost of upgrading the vessel to earn a
Certificate of Inspection that would allow it to continue in
commerce. This should be required as an immediate upgrade.
A mariner should not be penalized by losing his life because he
works on an older vessel that may be inherently unsafe because
of regulatory neglect.
Page 20. g) Piping Systems and tanks.
“Valves at the origination and termination of a pipe and
tank vents must be marked by labeling or color-coding”
GCMA Comments: The introduction to ASME A13.1-1996
Scheme for the Identification of Piping Systems is very
informative. It suggests “the use of color as a supplementary
means of identifying the type of hazard of the material
contained in the system.” §3.2 states: “Color should be
displayed on, or contiguous to, the piping by any physical
means, but its use shall be in combination with legend. We
need a simple, universal color code applicable to vessels.
The Coast Guard should specify certain basic colors either
from the Standard or from military usage as a part of the
regulation in addition to adequate labeling of all tanks, pipes,
valves and vents.

Page 19, Hull. e) Watertight integrity and watertight
fixtures.
“for each towing vessel that has watertight bulkheads in the
hull and/or watertight fixtures on the exterior deck and
deckhouse, these watertight closures must be maintained in
serviceable condition.”
GCMA Comment: In light of the 1300+ “floodings,
sinkings, and capsizings” previously noted, every towing
vessel – even existing vessels – should be required to have
watertight bulkheads before being issued a Certificate of
Inspection. Existing vessels without watertight closures on
their main deck such as manholes, scuttles, and hatches
should be required to install them to prevent downflooding.
Vessels in inland and western rivers service without
weathertight or watertight doors should be required to be
fitted with them. The AWO videotape on “downstreaming”
maneuvers should provide adequate illustrations why this is
necessary. Without these watertight bulkheads and closures,
steel towing vessels sink like rocks and pose unacceptable
dangers to our mariners. In addition, each existing towing
vessel must be inspected to determine whether existing
watertight bulkheads are, in fact, watertight. Following
good marine practice, electrical cables, conduits, etc.
penetrating bulkheads must be equipped with packed
stuffing tubes. Piping penetrating the bulkheads for both
vital and non-vital systems also must be installed using good
marine practice.

Page 20. j) Alarms/Monitoring.
GCMA Comment: There should be a bilge level alarm in
every compartment containing a thru-hull fitting of any type.
Page 20. l) Steering.
GCMA Comment: We question the need for “two fluid
reservoirs.” Suggest as a substitute, storage capacity for
enough hydraulic fluid to refill the fluid reservoir.
Page 20. p) Fuel Systems.
GCMA Comment: For the safety of our mariners and the
protection of the towing vessel, all existing vessels,
including those contracted for before January 18, 2000
should comply with 46 CFR §27.211 before being granted a
Certificate of Inspection. This will ensure the safe use and
storage of gasoline used aboard towing vessels for outboard
motors and barge pumps. Older vessels already had six
years to upgrade their existing piping and fuel hoses if they
did not comply with 2000 standards.
GCMA Comment: GCMA agrees that “A towing vessel
equipped with a day tank must be equipped with a low fuel
level alarm.” This should also apply to existing vessels since
restarting a diesel engine that has run out of fuel can be a time
consuming process, especially where fuel lines must be bled.

Page 20, f) Emergency egress.
“A towing vessel constructed after the effective date of the
regulations must have at least two means of egress from the
engineroom and the overall crew accommodations area.”
GCMA Comment:
In previous rulemakings, the
Department of Transportation’s memorandum dated January
8, 1993, “Treatment of Value of Life and Injuries in
Preparing Economic Evaluations” the benefits estimate for
each incident is determined by multiplying the effectiveness
measure and the dollar value for society’s willingness to pay
(WTP) to avert a fatality. The WTP to avert a fatality
according to DOT was $2,700,000 as of late 1999.
Installing a second means of escape to prevent a mariner
from being trapped in the engineroom of an existing vessel is a

Page 22. 2) Firefighting.
“The requirements of a) through k) below do NOT apply to
a towing vessel if it is: 1) used solely within a limited
geographical area, such as a fleeting area, or a commercial
facility, and used solely for restricted service, such as
making up or breaking up larger tows; 2) Used solely for
harbor assist.”
Definition: Harbor Assist (means the use of a towing
vessel during maneuvers to dock, undock, moor, or unmoor
a vessel or to escort a vessel with limited maneuverability)
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GCMA Comment: All these items, that are currently
regulated in 46 CFR Parts 25 & 27 (and fire axes) are
necessary on every fleet boat. These items already should
have been installed under current regulations. They are
necessary for the protection of our mariners working on
these vessels. To accept such advice from this working
group, the Coast Guard would have to turn back the clock.
This would bring into question existing regulations, many of
which have been on the books for years.
GCMA Comment: The number of documented fires and
explosions on towing vessels (see below) justifies a need for
formal firefighting training on towing vessels.

two hours of illumination from emergency lighting with no
mention of phosphorescent lighting strips. If used, such
strips should be in addition to such lighting as they have
only one specific use, although valid – to lead to an exit.
There may be additional requirements for effective
emergency illumination.
Pages 24 & 25. 3) Lifesaving. Immersion suits.
GCMA Comment: We pointed out at a number of TSAC
meetings since 2000 – including demonstrating an insulated
anti-exposure suit at a TSAC meeting – that the waters on
the (western) rivers are frequently “Cold Water” with
characteristics similar to those described in NVIC 7-91,
Determination of Cold Water Areas. In fact, we criticized
the existing NVIC for not including the western rivers. The
Coast Guard made no attempt to upgrade the NVIC in spite
of this criticism and supporting evidence. We want our
mariners who serve on towing vessels in “cold water” areas
as we have delineated them using NVIC 7-91 to be furnished
with USCG Type V Anti-exposure work suits or equivalent
that provides both insulation and flotation or regulation
immersion suits as appropriate. GCMA Report #R-354,
Lifesaving Issues for Lower-Level Mariners.

Page 23. m) Heat or flame detector in galley.
GCMA Comment: These devices should be installed on
each existing vessel as well as those constructed after the
effective date of the regulations. In light of the 494 fires and
41 explosions cited in the letter identified in Docket
#USCG-2004-19977-129, our mariners on all towing vessels
need this protection.
Page 24. n) Remote manual engine shutdown.
“Each towing vessel constructed after the effective date of
the regulations must have a remote main engine shutdown
for each main engine and auxiliary generator engine, which
can be operated from a location outside the machinery space
where the engines are located. The required fuel shutoff
may serve as this shutdown if each engine is fitted
independently.”
GCMA Comment: Should apply to all vessels, not only
existing vessels.
GCMA Comment: The only area continuously manned is
the pilothouse. The location of these shutdowns in the
pilothouse should be specified.
GCMA Comment: The shutdown should be instantaneous.
Allowing the engine to burn all the fuel in the supply line
between the remote control shutoff valve and the engines in
question, aside from the time it takes to access and close
each valve, could allow the engine to run too long and defeat
the purpose of the regulation.

Page 25. 3) Lifesaving. i) Inflatable liferaft.
GCMA Comment: Launching appliances and annual
servicing are also requirements. One or more properly
equipped rescue boats should be required for towing vessels
in inland or western rivers service.
Page 26. 5) Navigation and communication equipment.
d) Handheld VHF Radio.
“Each towing vessel must have at least one properly
operating handheld VHF Radio.”
GCMA Comment: Each crewmember on watch on a
towing vessel should have a properly operating handheld
VHF radio with access to a charger.
Page 27. 5) Navigation and communication equipment.
r) Means of ensuring visibility through pilothouse
windows.
“Each towing vessel must have a means of ensuring that the
windows immediately forward of the steering station in the
wheelhouse allow for adequate visibility to ensure safe
navigation.”
GCMA Comment: “Immediately forward of the steering
station” may be too restrictive. GCMA Report #R-275,
Navigation Bridge Visibility.

Page 24. 3) Lifesaving f) First aid/Trauma Kit
GCMA Comment:
We endorse the working group
proposal to require a “means to take blood pressure
readings” in the First Aid/Trauma Kit. Few towing vessels
we know of currently carry such devices.
GCMA Comment: We suggest the addition of Automatic
Electric Defibrillators used on airplanes, in shopping malls,
carried on fire trucks. Although they come with complete as
well as abbreviated instructions, minimal training in safety
meetings is still necessary. This should be in addition to
CPR training.

Page 28. 7) Documents and publications. c) Vessel log or
other record.
“Each towing vessel must employ a vessel log or other
means, either paper or electronic, which documents daily
operational events.”
GCMA Comment: The minimum coverage of the details
that should be entered in such a log should be required by
regulation. Many of these already are, and should be listed
in one place in the regulations foe ease of reference. GCMA
Report #R-291, Establishing Logbook Standards for LowerLevel Mariners.

Page 24. 3) Lifesaving. g) Emergency lighting.
“Each towing vessel must be equipped with sufficient
lighting to illuminate escape routes in the event of a power
loss.
Emergency lighting may be automatic, battery
operated with a duration sufficient to allow the crew to
escape, or non-electric phosphorescent adhesive lighting
strips that mark escape routes to the exits.”
GCMA Comment: Comparable regulations for small
passenger vessels at 46 CFR §183.432 call for a minimum of

Page 28. 8)Manning and Watchstanding. a)Minimum
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watch complement.
“One licensed officer and one additional crewmember must
be on duty at all times while the vessel is underway.”
GCMA Comment: The “additional crewmember” should
be required to act as lookout while on duty and while the
vessel is underway. Acting as lookout does not include
looking out for the safety of the vessel’s television set
although it may involve other necessary tasks when assigned
by the master.
GCMA Comment: A safety management system creates a
false sense of safety aboard towing vessels when manning
requirements do not take into account the hazards of a man
working alone on deck, especially at night. In one recent
fatality, when a man who had been working alone went
overboard, there was nobody to come to his aid. The only
other person on watch, the Mate, had to take his eyes off the
man in the water to muster the rest of the crew as he
continued to maintain control of the vessel.
The
crewmembers who mustered on deck could find nobody to
rescue since he had been lost sight of. In a real life and
death situation, the man overboard drill as planned could not
provide a fast enough response because the safety
management system did not take into account adequate
manning. [GCMA File #M-616]
GCMA Comment: Crew Endurance Management Systems
(CEMS) should not be a substitute for adequate manning
requirements and a healthy work schedule.

Crew Safety in the Inland Towing Industry of December 30,
1996. It is evident that the AWO members of this Working
Group have forgotten this point in their headlong rush to
squeeze every possible work hour out of their employees.
The fifteen-hour workday is unconscionable and virtually
guarantees bringing personal harm to the most vulnerable of
your employees. It is time for members of the AWO to start
listening to their conscience not their wallet – and for the
Coast Guard and Members of Congress to awaken to how
they have been manipulated by this part of the Responsible
Carrier Program.
GCMA Comment: We also understand that the working
group was unwilling to guarantee that the “off duty” time for
our exploited mariners should include 6 hours dedicated to
unbroken rest. We find the conduct of this working group in
this regard to be selfish, shameful and despicable. We
recognize that over 90% of the membership of this working
group are representatives of AWO member companies.
Your companies stand to gain financially by exploiting your
most vulnerable employees. We understand that additional
members of the working group are from the Coast Guard
and may have little or no working experience on commercial
towing vessels. In fact, only three independent mariners
appear on the rolls of this working group. Not a single nonAWO company out of the hundreds that are out there are
represented on the working group. In light of the existing
crew shortages plaguing the industry, it should not be
necessary to point out that industry policies promoting
excessive work-hours are, in large measure, to blame for the
current problem. We asked Congress to look into this issue.
We regret to say that the Coast Guard stonewalled this issue
since we first brought it to the attention of Eighth District
Commander Admiral Paul Pluta in May 2000 in our book
Mariners Speak Out on Violation of the 12-Hour Workday.
GCMA Report #R-201, Mariners Speak Out on Violation of
the 12-Hour Work Day We found him derelict in his duty to
protect our mariners and so informed him at an open
NOSAC meeting.
GCMA Comment: We respectfully suggest that AWO
change its policy to allow no more than a 12-hour work day
and guarantee at least 6 consecutive hours of uninterrupted
sleep during a mariner’s time off. Refer to these GCMA
Reports for in-depth coverage of this subject.
•#R-229, Towing Vessel Manning
•#R-279, Review and Set Safe Manning Standards for
Offshore Supply Vessels and Uninspected Towing
Vessels.
•#R-322, Mariner Fatigue is an Accident Waiting to
Happen.
•#R-370, 12 Hour Rule Violation: The Verret Case.
•#R-370-A, Report to Congress: Violation of the 12-Hour
Rules: Webbers Falls Accident Revisited
•#R-370-B, Violation of the 12-Hour Rules: The Tug
Chinook Strikes & Damages The Lake Washington
Bridge.
•#R-370-C, 12 Hour Rule Violations: The Winkler Case.
•#R-370-D, Work-Hour Abuse, Whistleblower Protection
and “Deadhead Transportation
•#R-370-E, Crew Endurance: Work-Hour Laws and
Regulations Need Review.
•#R-375, Crew Endurance: The “Call Watch” Cover-up

Page 29. 8)Manning and Watchstanding. b) Working
Hours.
“Except as provided under 46 USC 8104(h) or 46 USC
8104(c), no crewmember on a towing vessel may work more
than 15 hours in any 24 hour period or more than 42 hours
in a 72-hour period, except in an emergency or drill.”
GCMA Comment: This statement mirrors the AWO
Responsible Carrier Program, Section V. B. on page V-1 of
the 2005 edition. This is wholly unacceptable to our
Association in that it represents the exploitation of
unlicensed mariners including deckhands, deckineers,
unlicensed engineers, and even certificated tankermen.
GCMA Comment: Continued acceptance of this misguided
policy forces licensed officers to work with fatigued crews.
On some undermanned vessels, limited manning does not
even permit the watch officer to post an effective lookout at
night. Unfortunately, the Coast Guard has not seriously
questioned towing vessel manning in the past.
GCMA Comment: With the lack of adequate personnel
assigned to many towing vessels, there is a tendency to place
a “green” deckhand on the “call watch.” GCMA Report #R375, Crew Endurance: The “Call Watch” Cover-up. Since a
green deckhand lacks the depth of job experience of more
seasoned mariners and must endure fatigue that leads him
prone to making mistakes, the combination leads to
excessive accidents and personal injuries including falls
overboard and drowning. “We are profoundly struck by the
fact that young, inexperienced deckhands incur fatal injuries
at significantly higher rates than any other age/experience
group in the towing industry work force. This is true despite
higher standards for marine employment today (e.g., drug
and alcohol testing) as well as a general industry effort
toward enhancing safety training….” This statement comes
from page 37 of the AWO/USCG QAT Report on Deck
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Page 29. 8)Manning and Watchstanding. g) Drug and
Alcohol Testing.
GCMA Comment: In addition to 46 CFR Part 16, and
perhaps more important, 49 CFR Part 40, DOT Drug Testing
Regulations, should be listed. Although every mariner must
be drug tested, few take the opportunity to read drug testing
regulations. The Coast Guard has no test questions on these
regulations on license exams. This is an important subject
and is a headache in the industry that can be resolved to
some degree by greater knowledge of the regulations by all
involved. GCMA Reports #R-315 Series
•#R-315, Revision 1. May 2002. Drug Testing: Urine
Specimen Collection. (13 pgs.)
•#R-315-A Drug Testing Regulations: The Role of the
Medical Review Officer (MRO)
•#R-315-B. Drug Testing: Refusal to Test.
•#R-315-C. Mariner Drug Cases (Replaces #R-323 and
includes additional cases).
•#R-315-D. Changes in Alcohol and Drug Testing
Effective June 20, 2006.
•#R-315-E. Drug, Alcohol & Other Convictions and How
they Affect Your License and MMD.

Joe Dedmon was recommended by the Coast Guard,
according to KOTV-TV in Tulsa, Oklahoma, and quoted on
a Coast Guard website. Capt. Dedmon lost consciousness
and the boat and its two empty barges smashed into a pier of
the Webbers Falls bridge, 201 feet outside of the channel,
causing eight cars and three tractor trailers to plunge into the
water below. The report said the fine was leveled against
the company for allowing the captain to work for more than
12 hours in one day without adequate rest, and against the
captain for working without enough rest. An estimated
20,000 vehicles a day had to be rerouted around the bridge.
Construction crews reopened the bridge in record time two
months later….”
The boat company, Magnolia Marine is an AWOmember company that violated the AWO’s Responsible
Carrier Program just as Sea Coast Marine, another AWOmember company violated the 12-hour rules when its tug
CHINOOK rammed the Highway 520 bridge across Lake
Washington on July 29, 2000.
The NTSB report chose the less controversial route of
avoiding the obvious statutory and regulatory work-hour
violations even though Board member Ms. Debbie Hersman
and NTSB investigators pointed out this matter at the time.
GCMA Comment: Docket USCG-2002-13594 (available
on the internet) shows that our Association has petitioned the
Coast Guard that Travel Time on the way to Work to should
count as on-duty Time. (Deadhead Transportation). The
Coast Guard directed this petition to TSAC that has fumbled
with it for over two years without making a decision whether
to support it or not. It is clear that TSAC does not want the
Coast Guard to enforce the underlying statute. [See
Enclosure #1]
GCMA Comment: The TSAC report should not go the
Coast Guard until it includes the recommendations outlined
until it includes the recommendations outlined by the IMO
studies on preventing fatigue aboard vessels as it relates to
watchstanding, manning, and adequate rest periods.
GCMA Comment: GCMA would like to see companies
and/or the Coast Guard restrict smoking to outdoor areas on
vessels in line with the Surgeon General’s report on the
dangers of second-hand smoke. This has been GCMA
policy as covered in GCMA Report #R-341A, The Health
Consequences of Involuntary Exposure to Tobacco Smoke.
Executive Summary of 2006 Surgeon General’s Report. We
have seen no comparable commitment from either the Coast
Guard or AWO representing the management of many of the
nation’s leading towing companies.

Appendix A. TSAC Task Statement #04-03
“There are more than 4,300 towing vessels in the United
States.”
GCMA Comment: While “more than 4,200” certainly is a
safe figure, two previous rulemakings cited 5,200 and over
6,000 towing vessels. When the Coast Guard finally issues
Certificates of Inspection, we will have a more accurate
count. The Coast Guard will also learn who owns the
“mystery” vessels that fall beneath AWO’s radar.
Appendix C, page 9, Expert Review, ¶3.
“The subgroup members, drawing on their combined
experiences in engineering, marine science, and casualty
investigations, reviewed the data with the goal of identifying
areas that did not show up in either the data or the
inspection group’s working document….
“The subgroup identified one other issue relating to human
factor: the physical condition of wheelhouse personnel.
Anecdotal information indicates that many wheelhouse
personnel have physical problems relating to fatigue,
caffeine, and nicotine consumption, and diet and exercise.
The fatal I-40 bridge accident in 2002 showed the potential
consequences of a vessel operator experiencing a
medical/physical problem while on duty.”
GCMA Comment: GCMA brought to the attention of the
full TSAC committee that the Coast Guard accident report
showed that the Master on the M/V ROBERT Y. LOVE
violated Coast Guard work-hour regulations by failing to
obtain 6 hours rest before taking command of the vessel in
Arkansas after driving for over 1000 miles with only 3.5
hours of sleep. The Waterways Journal reported on its
website on August 28, 2006: “Coast Guard Recommends
Fines in I-40 ridge Accident.” Quote: “A final Coast Guard
report recommended fines against the Captain and the boat’s
owner for the May 2002 allision in which the towboat
ROBERT Y. LOVE knocked down a 500-foot section of the
I-40 Bridge at Webbers Falls in the Arkansas River, killing
14 people and injuring five. A fine of $20,000 against the
boat owner Magnolia Marine and $5,000 against boat Capt.

ADVERSE TREATMENT OF
LEGITIMATE GCMA INITIATIVES
[Documentation for each initiative appears on the U.S.
Department of Transportation website http://dms.dot.gov then
search for the five-digit number cited in the docket number.]

•Docket USCG-2002-12579.

Petition: Work-Hour
Limitations for Unlicensed Crewmen.
Although
Congress rather than the Coast Guard has the authority to
set “hours of service” for unlicensed crewmen, the Coast
Guard ignored our repeated requests and never initiated a
Legislative Change Proposal to ensure safe hours of
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service. The Chief of Staff even dragged his feet on
implementing NTSB Recommendation M-99-1.

GCMA Report #R-276, Rev.9, Towing Vessels Must Be
Regulated Like Every Other Inspected Vessel. as well as the
“suggestions” included in this report – and almost completely
overlooked by the Towing Safety Advisory Committee.

•Docket USCG-2002-12581. Petition: Logbooks. The
Coast Guard claims not to have the authority to set
logbook standards. If for no other reason than to
improve the quality of its accident investigations, the
Coast Guard should have initiated an appropriate
Legislative Change Proposal on this issue at least 5 years
ago. Instead, they ignored it. [Also See GCMA Report
#R-429, GCMA Report to Congress: How Coast Guard
Investigations Adversely Affect Lower Level Mariners.]

•Docket USCG-2002-12580. Petition: Injured Party to
Complete Accident Report.
GCMA asked for a
regulation that would provide our mariners protection
comparable to that offered by 46 U.S. Code §10603 to
commercial fishermen in the reporting of injuries aboard
ship. Our complaint is that many personal injuries are
never reported and injured mariners seeking treatment or
restitution are placed at a serious disadvantage. The
Coast Guard (G-MOA) promised a “policy letter” but
never delivered even that obscure document. We accuse
them of bad faith.

•Docket USCG-2002-13594. Petition: Travel Time to
Work to Count as On-Duty Time. (Deadhead
Transportation).
The Coast Guard introduced this
petition to TSAC as a task statement several years ago.
TSAC accepted the task, then sidetracked it for several
years, and never completed action on it. We seek a
federal regulation that allows the Coast Guard to
effectively enforce 46 U.S. Code §8104(a) to ensure that
a deck watch officer taking charge of a watch have 6
hours of rest before assuming duties. This statute has
been violated with impunity for years and the Coast
Guard at the highest levels was well informed of this in a
1996 letter by the President of the American Inland
Mariners association – a predecessor Association of
mariners.
HYPOCRISY AT THE EXPENSE OF OUR MARINERS
We look with disgust at the hypocrisy contained in this
statement in an e-mail titled “TSAC Inspection Working
Group Update” issued on Nov. 2, 2006 by Mrs. Jennifer
Carpenter, the Licensing Work Group Chairperson: “On
September 21, TSAC approved without dissent our
comprehensive September 7 Report, which was formally
conveyed to the Coast Guard as TSAC Recommendation
#133. You can all take real pride in your contribution to this
very significant TSAC work product.”
Mrs. Carpenter apparently dismissed our “dissent” as
inconsequential. But, then we only represent the lower-level
mariners who work on the nation’s 5,200 towing vessel
including those operated by member companies of the
American Waterways Operators. What does it take to get
your attention? Do we need to send a busload of angry
mariners to the next TSAC meeting?
GCMA Directors and our mariners can take pride in our
formal recommendations made over a five-year period in
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