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Asserting our right “…to petition the Government for redress of grievances.”
Amendment 1, U.S. Constitution, Dec. 15, 1791

[Publication History: Originally published in 1999 as Report #R-267. Reviewed, revised, and renumbered as Report #R-351-A, Rev. 1 on Oct. 28, 2010.]
Also refer to NMA Reports #R-276, Rev, 9; #R-276-A; and #R-276-B that represent our recommendations on towing vessel inspection regulations.]

SAFETY ISSUES ON TOWING VESSELS
Purpose
This report explores the differences between the Coast Guard regulations that govern inspected and uninspected
vessels from the standpoint of health, safety, and welfare of crewmembers that serve on tugs and towboats.
Our Association believes that over 32,000 “limited-tonnage” mariners serving on towing vessels were
shortchanged by the Coast Guard’s failure to urge Congress to inspect towing vessels following the tragic 1993
Sunset Limited accident at Bayou Canot, Alabama, that claimed the lives of 47 passengers and train crew after the
towboat MAUVILLA lost in the fog, pushed barges into a railway bridge in the middle of the night. Since 2000,
our Association has been in the forefront to overturn the shortsighted decision by the Commandant in 1995 not to
inspect towing vessels.
Why are towing vessels not inspected or effectively examined? The fact that approximately 6,000 commercial
towing vessels continue to exist as "uninspected" vessels and are not regularly inspected or regularly checked by
the Coast Guard has a long complicated history. That history extends back at least to the time of World War I.(1)
[(1)Refer to NMA Report #R-401-A. Uninspected Towing Vessels; An Analysis of the Historical and Contemporary Issue of
Their Regulation. This report was issued by the Transportation Institute in July 1980.]
In 1972, long after World War II ended, the Coast Guard came out in favor of inspecting towing vessels as well
as licensing the personnel who operated them. However, at that time, only the licensing proposal won
Congressional support and became the law of the land.
In the years since 1972, uninspected oilfield supply vessels (OSV) of comparable size and tonnage crewed by
our “limited tonnage” mariners came under the aegis of Coast Guard inspection laws and regulations. Crewboats
and utility boats were first inspected as small passenger vessels. Then supply boats were inspected under existing
cargo vessel regulations. “Liftboats,” after their atrocious safety record became public, finally came under Coast
Guard regulation in the late 1980s.(1) Now, all these vessels may be regulated as "offshore supply vessels" under
umbrella regulations developed jointly by industry and the Coast Guard at 46 CFR Subchapter L. Tugboats,
however, remained as uninspected vessels. [(1)Refer to NMA Report #R-363.]
In recent years, in spite of hundreds of accidents involving towing vessels, including some of national
significance in their effect on the public and the environment, towing vessels led a charmed life as their owners
deftly avoided Coast Guard regulatory oversight. However, the magic of public relations finally dissolved in a
tough-minded Congressional hearing on the towboat MEL OLIVER oil spill(1) that closed the Mississippi River for
almost a week. [(1)Refer to NMA Report #R-350-A]
While Coast Guard inspection is always inconvenient and costly for those undergoing inspection, our
Association is firmly convinced that a formal safety inspection program serves as a basic safety mechanism to
protect our mariners that serve on "inspected" vessels. This is borne out by a graph in the Coast Guard's Business
Plan for Marine Safety, Security, and Environmental Protection for 1995 showing towing vessel fatalities well over
twice as high as fatalities on Coast Guard inspected vessels for a 10 year period.(1) [(1)COMDTINST 16000.26A,
Feb. 6, 1995 p. MSS-3.]
As regards basic safety issues, our “limited tonnage” mariners that serve on many of the nation's estimated
6,000 towing vessels were ignored as forgotten step-children. Meanwhile, the Coast Guard put forth great effort to

1

choreograph a "partnership" between the American Waterways Operators (AWO), the towing industry's trade
association. While the results may have satisfied members of the trade association, few benefits extend to mariners
serving on non-AWO towing vessels as far as attention to basic safety, health, and welfare is concerned. Yet, we
believe all mariners serving on all towing vessels deserve to work on boats that are safe, not just employees
working for selected employers.
Unfortunately, there are huge gaps between the laws that protect mariners on inspected vessels and those that
apply to towing vessels without effective enforcement regulations. We believe that this artificial division must be
eliminated to put all of our “limited tonnage” merchant mariners on an equal footing.
In a report titled Towing Vessel Industry Personnel Exposure Data dated May 12, 1994(1) the estimated average
annual fatality rate for the towing industry was 72 per 100,000 workers. This was well above the national industry
average of 9 per 100,000 workers. "It was recommended, due to the political ‘bomb shell’ nature of these figures,
that these estimates be kept internal to the office until they could be better validated." To the Coast Guard's credit,
these figures were soon made public. Nevertheless, this information was never widely publicized to our mariners
and was "papered over" in succeeding years as you can see in the statistics the Coast Guard reported at the Fall
2010 Towing Safety Advisory Committee. Most towing vessel personnel have no idea how dangerous their job
really is compared to the jobs of other workers. [ (1)NMA Report #R-351, Rev. 1]
Coast Guard’s Towing Vessel Inspection Study
On Aug. 8, 1994, less than a year after the Bayou Canot accident took the lives of 47 passengers and crew of
AMTRAK's Sunset Limited, Coast Guard Commandant Robert E. Kramek requested that the Secretary of Transportation forward a "Towing Vessel Inspection Study" to the Chairman of the House Subcommittee on Coast Guard
and Navigation. The Coast Guard recommendations at that time included:(1) [(1)NMA Document #A-193(3).]
— The Secretary advised Congress that Coast Guard inspections of towing vessels would not be the best use of
resources in preventing marine casualties involving towing vessels. [Comment: While this decision may have
been in the best interests of the Coast Guard at the time, it was not in the best interest of the estimated 32,000
mariners who work on board the nation's towing vessels.]
— The Coast Guard, in conjunction with TSAC, develop a system to classify uninspected towing vessels (UTVs) by
risk categories, and determine the appropriate level of examinations(1) to ensure the safe operation of those vessels
in high risk operations such as pushing high passenger capacity barges or hazardous material barges. If it is
determined that supporting legislation is needed to conduct Coast Guard inspections on any current UTVs, request
such supporting legislation from Congress.(2) [Comments: (1)The content of towing vessel licensing exams have
not changed for years although major licensing took place on May 21, 2001. (2) Security regulations on “certain
dangerous cargoes” (CDC) were tightened following 9/11.]
— The Coast Guard, in conjunction with TSAC, develop recommended minimum shoreside management standards
for the safe operation of towing vessels, which could be adopted on a voluntary basis industry-wide. These
standards would be based, both in approach and content, upon quality systems described in the International Management Code for the Safe Operation of Ships and for Pollution Prevention (ISM Code) developed by the International Maritime Organization. Any successful company programs currently in use could also be used in the
program's development.
— That Congress authorize the Coast Guard to implement a civil penalty regime regarding towing vessels so that
companies not properly maintaining their vessels or training their crews can be subject to monetary penalties.
— The Coast Guard, in conjunction with TSAC, develop and subsequently conduct an in-the-field a towing vessel
enhanced boarding program(1) to measure vessel safety. Such a program will also test the ability of the Coast
Guard to determine crew competence in operating certain equipment, crew adherence to deckhand safety
guidelines, and might also determine if an effective targeting regime can be devised to detect substandard UTVs.
[Comment: (1)The "enhanced boarding program" describes what was called the Cooperative Towing Vessel
Examination Program (CTVEP). Although this program looked very impressive on paper, the Coast Guard never
adequately protected working mariners because it failed to adequately fund this program. The program was
revived several years ago and is called the “bridging” program. It is supposed to “bridge the gap” between
existing regulations and the new towing vessel inspection regulations Congress called for in 2004. To date, the
Coast Guard has not yet delivered the Notice of Proposed Rulemaking on this regulatory package.]
AWO and the Responsible Carrier Program
A voluntary industry program called the Responsible Carrier Program (RCP) was instituted by the American
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Waterways Operators (AWO) in 1996 and later improved. The RCP reflects a great deal of thought and effort.
While conscientious companies do look out for the safety of their mariners, the Responsible Carrier Program does
NOT ensure the safety of all mariners working on all towing vessels. A comparable voluntary safety program was
outlined by the Coast Guard with the commercial fishing industry in the mid-1980s. However, Congress insisted
that the Coast Guard develop comparable federal regulations following the sinking of the fishing vessels
AMERICUS and ALTAIR – the “A-boats.”. Comprehensive fishing vessel regulations now exist in 46 CFR Part
28. Although the AWO claims to represent over 80% of the tug and barge industry, it represents only about 220 of
the nation's more than 1,100 towing vessel operators. Many operating companies do not follow the dictates of the
Responsible Carrier Program, which are not enforceable by law.
Differences Between Inspected Vessels and Uninspected Towing Vessels
Although Congress ordered the Coast Guard to inspect towing vessels, this cannot happen until the inspection
rules are put in place. In the meantime, towing vessels can be “examined” (i.e., but NOT “inspected”) for
compliance with existing regulations. This is the purpose of the “bridging” program. It also serves to notify towing
vessel owners and mariners about the kind of good safety practices the Coast Guard will require in the future.
There are tremendous differences between inspected vessels and uninspected towing vessels that can
adversely affect crew safety, health, and welfare on towing vessels. Each one of these deficiencies may not exist
on every uninspected towing vessel in the industry. However, on vessels where a number of deficiencies do exist,
mariners often must work under substandard and even dangerous conditions. We believe that a comprehensive set
of federal regulations to establish minimum standards for all 6,000 towing vessels comparable to regulations for
other classes of vessels is necessary. Specifically:
1. There are many laws and regulations on the books that towing vessel personnel are expected to abide by. However, little attention is given to informing mariners of these regulations in license preparation courses and
exams. In actual practice, lack of knowledge of these regulations often impacts mariners after an accident. For
reasons of job security, towing vessel personnel need a comprehensive set of regulations written in "plain English" they can refer to at one place in the Code of Federal Regulations. Thereafter, copies of these regulations
need to be placed aboard each towing vessel for reference.
2. Unlike inspected vessels, many uninspected towing vessels were planned and built without the professional
knowledge and assistance of a naval architect. The stability and general seaworthiness of a number of these
vessels may be in question.
3. Unlike inspected vessels, uninspected towing vessels may built without plans, plan review, or quality control
during construction. Serious defects may appear when these vessels are placed in service.
4. Unlike inspected vessels, uninspected towing vessels have no regulations requiring stability tests and do not
have to meet rigorous stability requirements. Some towing vessel owners have added raised pilothouses and
made other major structural conversions without a review of the vessel's basic stability by a naval architect.
Consequently, the Coast Guard does not issue a stability letter or other stability advice to towing vessel officers.
5. Unlike inspected vessels, uninspected towing vessels may be operated on any route without adequate
professional consideration of the vessel's seaworthiness for that route.
6. Unlike inspected vessels, uninspected towing vessels are not issued Certificates of Inspection (i.e., Safe
Manning Documents) that clearly spell out the size of the crew they must carry, or their qualifications, or the
hours they are allowed to work. The manning regulations that govern towing vessels in 46 CFR Part 15 are
difficult to read and comprehend, differ from regulations governing comparably-sized commercial vessels, and
are frequently violated.
7. Hours of work for crewmembers on uninspected towing vessels are governed by archaic regulatory terms such
as coal passer, fireman, and watertender, etc., which vanished with steam vessels fifty years ago. Manning
regulations for towing vessels need to be brought up-to-date. There are inadequate allowances for provision
and training of lookouts(1) – a fact that has led to a number of serious accidents. [(1)Refer to NMA Reports #R-
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207, #R-207-A & #R-207-B.]
8. Uninspected towing vessels have no regulations governing the size and specifications of the accommodation
spaces that are provided for the crew to live in. Issues of ergonomics, safety, fire protection, ventilation,
excessive noise, sanitary construction, and sanitary inspections need to be formally addressed in federal
regulations as they are for other comparably-sized commercial vessels.
9. Masters of towing vessels should be required to make periodic sanitary inspections of the vessel following approved sanitary guidelines and log the results.
10. Unlike inspected vessels, uninspected towing vessels are not required to carry any survival craft, only life
jackets and ring life buoys. Carriage of survival craft is done on a voluntary basis. However, §619 of the Coast
Guard Authorization Act of 2010 beefed up that requirement on uninspected vessels and forthcoming inspection
regulations should address these safety concerns.
11. Towing vessels often engage in international voyages and openly display the laxity of U.S. regulations
governing uninspected vessels to foreign port state officials. For example, dilapidated OSVs no longer fit for
inspected oilfield service can surrender their Certificates of Inspection and operate as uninspected towing
vessels to the detriment of their crewmembers.
12. Fire drills were not required to be held aboard towing vessels until Jan. 19, 2000. Unlike inspected vessels, uninspected towing vessels do not require "man overboard" drills or "abandon ship" drills and instruction. In fact,
in the absence of a safe manning document on uninspected towing vessels, there is no assurance that a towing
vessel manned with only two crewmembers (i.e., a Captain and a deckhand) will be able to physically recover
the deckhand if that person falls overboard. This is a serious safety issue especially for fleet boats that elect to
operate with a two-man working in swiftly flowing river waters.
13. Unlike an inspected vessel, on an uninspected towing vessel the quality of repairs made after an accident or fire
are not subject to review or approval by a Coast Guard inspector before the vessel is placed back in service.
Unless the repairs are properly made, the crew may be at risk.
14. Unlike inspected vessel, a damaged uninspected towing vessel does not require Coast Guard permission to
proceed to another port for repairs (CG-948) after an accident. Unsafe movements could result in sinking,
damage to the environment, channel blockage, or development of other unsafe conditions. Congress took due
notice of the unacceptably high number of towing vessel flooding, capsizing, and sinking in 1995.
15. On an uninspected towing vessel, a crane may be installed without calculating the effects of its use on vessel
stability.
16. Uninspected towing vessels do not have to be drydocked at regular intervals. Neither do significant repairs
necessary for the safety of the vessel and its crew have to be made by the vessel's owner whenever a towing
vessel is drydocked.
17. Tests and inspections of towing vessels under provisions of NFPA 306 during repairs including welding,
burning, or other hot work often can be easily avoided. Dangers from fire and explosion exist when such repairs
are made under unsafe conditions.
18. An "examination" performed by a Coast Guard Boarding Party, if and when such an examination is made, is not
nearly as thorough as an inspection performed by a Coast Guard Marine Inspector on an "inspected" vessel. However, the immediate impact of such an examination falls directly upon the licensed officer on duty rather than on the
vessel's owner. The regulatory and statutory references used by the Coast Guard for these examinations are not
required to be kept on board and available for reference by vessel personnel. This always places a towing vessel
officer at a disadvantage when facing a Coast Guard Official with ready access to all the answers.
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19. The "benefits" of the Coast Guard's "Streamlined Inspection Program" (SIP), namely the increased familiarity of
vessel officers and crew with Coast Guard safety regulations, does not exist on towing vessels because they are
not inspected and never were part of such a program.
20. Examinations by Coast Guard Boarding Teams are often cursory in nature and may not involve reviews of all of
the following areas: Vessel structure; watertight integrity; pressure vessels and appurtenances; piping; main and
auxiliary machinery; steering apparatus; electrical installations; lifesaving equipment; work vests; fire detection
and extinguishing equipment; pollution prevention equipment; sanitary condition of the accommodation spaces;
fire hazards; FCC certificates; and lights and shapes required by the rules of the road. Unsafe conditions may
still exist on the vessel after such an examination even though the boarding team gives the vessel a "clean bill of
health" and plasters a safety decal on the vessel because there are no regulations that require towing vessels to
follow the safe installation practices required on workboats of comparable size and power, used for example, in
the offshore oil industry.(1) [ (1)Refer to 46 CFR Subchapter L.]
21. Unlike inspected vessels, there is no assurance on an uninspected towing vessel that there are two adequate,
workable, and unlocked means of escape from each compartment normally occupied by or worked in by vessel
personnel simply because there are no governing regulations.
22. Unlike inspected vessels, on an uninspected towing vessel there is no assurance that all enclosed spaces in the
vessel are adequately vented or ventilated or that openings can be closed and ventilation stopped in case of fire
in any space.
23. Unlike inspected vessels, on uninspected towing vessels there is no assurance that guards have been installed in
dangerous places, especially around machinery-driven auxiliary equipment. Also, there is no assurance that
hand rails and storm rails are placed in and on deckhouses. On some vessels, unsafe methods of boarding
barges or other towed vessels exist and lead to serious personal injuries.
24. Unlike inspected vessels, on many uninspected towing vessels, the use of safety glazing materials in pilothouse
windows that will not break into dangerous fragments if fractured as well as un-tinted glass that does not distort
the color of lights on other vessels and aids to navigation needs to be provided. [Refer to ANSI Z 26.1-1977 with
1980 supplement.]
25. All "vital systems" necessary to a new and existing towing vessels' survivability need to be evaluated for their
suitability based on a thorough knowledge of previous vessel accidents.
26. On existing uninspected vessels, the presence of an adequate collision bulkhead as well as the integrity of other
watertight bulkheads (if any) needs to be examined. All penetrations of these bulkheads need to be examined
and evaluated to determine whether they defeat the watertight integrity of the bulkheads. Use watertight
packing tubes to pass wires through watertight bulkheads.
27. On uninspected towing vessels, all electrical equipment and installations must be suitable for conditions the
vessel encounters, provide service under normal and emergency conditions, protect crewmembers from hazards
including electrical shock and fire, and prevent ignition of flammable vapor. On existing vessels, the cable and
wire must be suitable and capable of carrying the current that passes through it. Battery banks can give off
explosive and toxic gases that can harm the crew. All circuits should be clearly marked and identified and not
overloaded by appliances. Each of the vessel's radios should be on a separate circuit. Meaningful electrical
inspections by knowledgeable persons would provide this assurance of safety for all crewmembers.
28. On uninspected vessels, there should be adequate battery-powered emergency lighting that automatically
activates in case of power loss so as to direct crewmembers to an outside exit, even in the event of a vessel
capsize or sinking.
29. Each towing vessel should be have an adequate anchor and ground tackle that can be handled by the crew. This
ground tackle must be able to hold the boat in the waters it navigates under all foreseeable circumstances. This
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should be viewed as a crew protection measure. A sea anchor or suitable equivalent should be provided on
ocean and coastwise routes.
30. A towing vessel should have an internal communications system so that the person on watch can contact any
other crewmember at any time for any reason without waking other crewmembers. (Required after Oct. 8, 2001
on existing uninspected towing vessels.)
31. Towing vessels should have a public address system to contact crewmembers working on barges or on deck for
instructions and safety warnings. In lieu of such a system, each crewmember should have a working hand-held
radio if such a radio can provide an equivalent level of safety.
32. Towing vessels need machinery alarms in the pilothouse to signal loss of propulsion power, loss of steering
control, fire in the engineroom or machinery spaces, high bilge level, low lube oil pressure, loss of air pressure,
or abnormally high temperature for main engine(s) and generator(s).
33. Like inspected vessels, uninspected towing vessels' bilge systems should be piped to all compartments and have
bilge strainers that are easily accessible for cleaning in each compartment. The bilge pump should be used
only to pump the bilges.
34. Towing vessels should have smoke detectors(1) in all crew quarters to alert crewmembers to fire from smoking,
electric heaters, short circuits, and other causes. [Refer to UL Standard 117, single station smoke detector. This
comment recognizes that fire detectors are required under46 CFR 27.203. The following comment responds to
NTSB/ MAR-96/01 Conclusion # 6: "Because heat rather than smoke detectors were used¼, the crew was not
provided with sufficient early warning of the fire, which led to the death of the Master and allowed the fire to go
out of control." Also, the resulting NTSB recommendation #M-96-5: "Install smoke detectors in accommodation
spaces on all your vessels, regardless of whether heat detectors are installed."]
35. Like inspected vessels, each uninspected towing vessel should have a Coast Guard approved survival craft for
all crewmembers. In addition and respecting the views of the National Transportation Safety Board (NTSB) as
expressed for comparably sized commercial vessels, this survival craft should be able to support all members of
the crew out of the water(1) (to avoid hypothermia, shark attack, snake bite, etc.) until help arrives. [(1)The “outof-water” requirement was approved by Congress in §609 of the Coast Guard Authorization Act of 2010.]
36. Like inspected vessels, inflatable life rafts and inflatable buoyant apparatus, when such equipment is
(voluntarily) supplied, should be required to be unpacked and checked by an approved service facility once a
year to prove that it is in good working order. Defective equipment should be removed from service.
37. A towing vessel logbook and the availability of that logbook for examination by boarding teams should be required. Such a logbook was requested by our Association in a formal petition to the Coast Guard. (which was
ignored) and finally provided by Congress in §606 of the Coast Guard Authorization Act of 2010.(1) [(1) Refer to
NMA Report #R-234, Rev. 2]
38. There should be a requirement for the officer of the watch to listen to Coast Guard Broadcast Notices to
Mariners (BNM) on a regular basis in order to avoid hazards reported by these broadcasts.
39. Instructions and regulations governing the proper use of an autopilot installed on an uninspected towing vessel
should be provided as is required on inspected vessels.
40. Fire axes should be available and placed for rapid availability for firefighting purposes as well as to sever
towing hawsers and other towing connections in an emergency.
41. Towing vessels in offshore service should carry line-throwing equipment.
42. Drinking water and wash water from tanks on towing vessels should be tested on a regular basis.(1) [(1)Refer to
NMA Report #R-395. In 2004 Congress assigned the Coast Guard the task of rulemaking to provide sanitary
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potable water to inspected vessels. We are still awaiting a notice of proposed rulemaking on this project.]
43. As on inspected vessels, paint lockers made of steel or other non-combustible material should be required on
towing vessels for storage of paint, grease, gasoline for outboards and pump engines, etc. [Refer to Fire Aboard
the Tug Scandia (etc.), NTSB/MAR-98/03, pgs. 37-38 (analysis).]
44. Uninspected towing vessels should have fire pumps and fire main systems to protect the vessel, its tow, and the
crew comparable to those on inspected commercial vessels. At present, fire pumps, fire mains, fire hoses, and
fire nozzles are neither required nor installed on many uninspected towing vessels. When fire pumps are
installed, they should be operable from outside the engineroom. [Refer to NTSB Recommendation #M-98-111.
Also, NTSB/MAR-95/03 (Argo Commodore), p. 39, Conclusion #8: "Smoke in the engineroom would have
prevented the master from using the vessel's fire pump and its fire hydrant, both of which could only be operated
from inside the engineroom."]
45. Require self-contained breathing apparatus (SCBA) and fire-suits aboard towing vessels that (operate beyond
the boundary line)(1) as well as training in their use. [Refer to NTSB recommendation M-98-109. (1)NTSB
recommends this for all towing vessels.]
46. Require approved fixed firefighting systems in the enginerooms of existing towing vessels.
regulations see 46 CFR §Part 27, Subpart C. [NTSB recommendation M-98-110.]

For current

47. Unlike inspected vessels, uninspected fishing vessels, and recreational vessels, there are no requirements for
towing vessels to carry pyrotechnic distress signals including smoke signals, red flares, and rocket propelled
parachute flares.
48. Steering systems are of vital importance to all towing vessels. Because the flanking systems installed on many
towing vessels may be of greater complexity than those of other comparably sized vessels, there are still no
regulations that specifically govern the installation and maintenance of these systems on towing vessels.
49. Unlike inspected vessels, uninspected towing vessels are not required to carry first aid kits suitably stocked with
provisions commensurate with possible needs for the vessel's intended voyage.
50. Unlike inspected vessels, uninspected towing vessels are not required to mark or stencil escape hatches,
emergency exits, fuel shutoff stations, watertight doors, and emergency lighting (if installed). This marking
may be important to new crewmembers on the vessel in an emergency. In addition, the name of the vessel
should be marked on each of the vessel's life jackets to assist in Coast Guard search, rescue, and recovery
operations.

Coast Guard Accident Statistics
In spite of the fact that the Department of Homeland Security was highly critical of the Coast Guard’s
performance of investigations in a 2008 report,(1) the Coast Guard is responsible for maintaining meaningful
statistics based upon its investigations. We are also very critical of the maritime industry’s failure to report injuries
as required by regulation but poorly enforced by the Coast Guard.(2) [(1)Refer to NMA Report #R-429-M. (2) Refer
to NMA Reports #R-292, Rev. 1, #R-202, Rev. 4; R-202-A, #R-202-B and #R-202-C, Rev. 2]
Nevertheless and without mentioning the shortcomings cited above, the Coast Guard issued the following
statistics at the Towing Safety Advisory Committee meeting on Sept. 1, 2010 in Pittsburgh, PA. These are the
figures they will stick with whether they represent the truth, the whole truth, or anything like the truth.
— Crew Fatalities (i.e., body count)
— Fatalities per 100,000 Full-Time Employees.
— Fatalities by Accident Type.
— Injuries by Accident Type.
— Towing Crew Injuries by Severity.
— Vessel Incidents by Severity.
— Medium and High Vessel Severity by Event.
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