Approximately 26 miles of the Port Allen Route between
the Port Allen Lock and the Bayou Sorrel lock runs through a
land cut and dredged bayous through land that lies between the
east bank of the Mississippi River and the Atchafalaya River to
the west. This land is protected from flooding by the levees
along the Mississippi River to the east and by the East
Atchafalaya Levee Basin Protection Levee on the west.
Mariners who pass through this area may have the
impression that large areas are just swamp and are not heavily
populated. Although the area is definitely rural rather than
urban or suburban, there are a considerable number of
communities on or close to the route, especially along the
higher land near the flood protection levees. This is the area
between two rivers, the Mississippi River on the east and the
smaller but swift Atchafalaya River on the west.
The Atchafalaya River is actually, in part, a “distributary” of
the Mississippi River. The Old River Control Structure can
divert as much as 636,000 cubic feet per second of 2,720,000
cubic feet per second flow of the Mississippi River into the
Atchafalaya River where it can join 350,000 cubic feet per
second flow from the Red River above Simmesport and carry it
out to the Gulf of Mexico. The Old River Control structure is
part of an elaborate flood control project undertaken by the U.S.
Army Corps of Engineers following the disastrous 1927 flood
that devastated much of the Mississippi Valley that year – and
came close to wiping out the city of New Orleans.
The Mississippi River Flood of 1927 is chronicled in the
book Rising Tide by John M. Barry and is a story of one of the
South’s greatest natural disasters. The flood had tremendous
consequences for the region and the nation, and served as a
catalyst with respect to significant changes regarding race,
class, power, politics, and social structure. President Calvin
Coolidge named Secretary of Commerce Herbert C. Hoover as
chairman of a committee of five cabinet secretaries to
coordinate all rescue and relief efforts and even gave him
authority to issue orders to the Army and the Navy. Hoover,
already a world renowned engineer, organizer of Belgian War
Relief in the First World War, and future President of the
United States, set out to pick up the pieces of the disaster and
helped lay the groundwork that finally would control the river –
at least to the extent that man ever can control nature.
In the years following the flood, the present-day flood
protection defenses of the Mississippi and Atchafalaya Rivers
were first put in placed and later reinforced. By 1964, most of
the pieces were in place. These defenses served well but faced
a major test in the Spring floods of 1973.
Weeks of rain in the midwest caused the Mississippi River
to rise. The Old River Control Structure, (at Mississippi River
mile 312) that normally regulates about 32% of the
Atchafalaya’s water was opened further to relieve pressure on
the Mississippi River levees by dumping additional water into
the Atchafalaya. This was followed by the unprecedented
opening the Morganza Floodway that poured even more water
into the Atchafalaya basin and relieved pressure on the levees to
protect the cities and towns along the Mississippi River. Then
the Bonnet Carre Spillway above New Orleans was opened and
diverted more of the Mississippi River floodwaters into Lake
Pontchartrain.
The Atchafalaya River has flood protection levees on the
east and west side. In 1973, the river water flooded the basin
between the two levees and threatened to flood Morgan City
and Berwick where the levees approach each other. It was a
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IMPORTANCE OF FLOOD CONTROL
IN THE ATCHAFALAYA RIVER BASIN
The Morgan City-Port Allen Alternate Route connects the
Mississippi River at Port Allen, across the river from Baton
Rouge, LA at mile 228.1 above head of passes to the Gulf
Intracoastal Waterway at Morgan City, LA. This alternate
route is 62.4 miles long. It is popular as a short cut for barge
traffic from Baton Rouge westbound to Lake Charles, Port
Arthur, Beaumont, Galveston, Houston, Freeport, Corpus
Christi and Brownsville. The 62.4 mile route avoids the heavy
river ship and barge traffic between Baton Rouge and New
Orleans (roughly 120 miles of river travel). If you are
westbound, this “Alternate Route” avoids the congestion of the
New Orleans metropolitan area as well as either the small
Harvey Locks or the larger Algiers Locks followed by 95 miles
of travel on the main route of the Gulf Intracoastal Waterway
westward to Morgan City.
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• As soon as the vessel started to roll to port all of the loose
gear (including washer, dryer and refrigerator) slid to the
port side changing the vessels center of gravity."

very close call and the river almost overtopped the levees and
might have done so if water diverted through the Wax Lake
Spillway about 10 miles to the west of Morgan City-Berwick
had not relieved the pressure.
The Port Allen Route pierces the East Atchafalaya Basin
Protection Levee at the Bayou Sorrel Lock. The lock at Bayou
Sorrel raises or lowers a tow from the “landside” into the
Atchafalaya Basin. While this lock is small (797 ft. X 56 ft) ,
antiquated, and in need of replacement it serves as a vital ink in
protecting the people on the “landside” from the effects of a
flood that could race down the Atchafalaya Basin Floodway.
Coast Pilot #5 indicates that in high water, it can handle lifts to
21 feet – but the thought of water that high would place the
people living behing the East Atchafalaya Protection Levee at
great risk. The levee, the lock, the few bridges, and secondary
roads in the area are the only protection the people who live in
these rural communities have. The 1973 Flood is a vivid
memory within the lifetime of many of these residents. There
was considerable backflooding from rain water, flooding from
the “landside route,” a smaller waterway that roughly parallels
the East Atchafalaya Basin Protection Levee.
Although it was severely undermined, the pivotal Old River
Control Structure held in the 1973 flood and thereby saved
every person and community in the basin, including those along
the Port Allen Route from the distinct possibility of being swept
out into the Gulf of Mexico in the event of a catastrophic
collapse. The Old River Control Structure also prevents “river
capture” where the main stem of the Mississippi River breaks
through its levee and follows a new and shorter channel down
the Atchafalaya River.
The Atchafalaya River would like nothing better than to
shorten its channel from about 330 miles to a little less than half
that amount. If this volume of water suddenly diverted into the
Atchafalaya River, it would probably wash away Simmesport,
Melville, Morgan City, and Berwick, and at the same time leave
Baton Rouge, New Orleans and intermediate points
inaccessible to deepwater traffic while wiping out bridges,
railways, pipelines, and utilities.

• Once the towboat was righted and re-floated Coast Guard
Inspectors observed the shaft packing on the port side of
the vessel leaking. The leak was approximately onequarter inch in diameter. The shaft packing on the
starboard side had a slow drip.
• The valve between the port and starboard fuel tank was in
the open position. This would allow the fuel to flow freely
between the tanks. Once the vessel started to list to port
the fuel would flow to the port side changing the vessel’s
center of gravity. Coast Guard Inspectors noted that after
the towboat was righted that the throttle controls were
situated in a configuration that would show that the vessel
was turning to starboard at the time of the incident. It is a
possibility that the UTV FAITH became pinched between
the UTV THERESA B. and the lock wall causing the
vessel to roll to port.
• A leak in the one of the towboat’s diesel engines cooling
system could have caused the vessel to take on water.
Unfortunately Coast Guard inspectors were not able to test
the vessels engines for leaks because they were not
operable once the boat was re-floated.

ABUSE OF WATERWAY FACILITIES:
CARELESS OPERATION & STABILITY
PROBLEMS CAUSE TOWBOAT TO CAPSIZE IN
BAYOU SORREL LOCK
[Source: Edited from USCG incident and investigation activity
#1837105 & 1881881 as redacted. GCMA File #M-424.]
Incident Brief
On July 5, 2003, the 65 foot, 1,400 hp, diesel-powered
uninspected towing vessel (UTV) FAITH was northbound
on the Intercoastal Waterway pushing ahead four loaded
open hopper barges. The operator of the UTV FAITH was
Mr. ■■■.(1) [(1)Identified as Captain Eric Bennet of New
Orleans in the July 14, 2003 issue of the Waterways Journal.]

Conclusions
After inspecting the towboat after it was righted and after
it was placed on dry dock Coast Guard investigators were
unable to determine a precise cause for the vessel sinking.
Coast Guard investigators believe that a chain of events
including one or more of the contributing and possible
contributing factors lead to the sinking in the Bayou Sorrell
Locks.
In their opinion there was probably a considerable amount
of water in the vessel’s bilge's before the incident. Deckhands
reported seeing water in the engineroom after the boat started
to list to port. Investigators were unable to locate any
breeches in the watertight envelope to account for the water in

• Wheel wash from the UTV THERESA B against the hull
of the UTV FAITH. It is possible that the wheel wash
from the UTV THERESA B. was directed towards the port
quarter of the UTV FAITH. The force of the wheel wash
may have contributed to the vessel rolling towards its port
side.
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the engine room (i.e. flooding).
As soon as the vessel started to roll to port all of the loose
gear (including washer, dryer and refrigerator) slid to the port
side changing the vessels center of gravity This combined
with the free surface effect of the water in the engineroom and
the fuel in the fuel tanks aided in rolling the vessel.
----------

do. Some towing vessel owners added raised pilothouses and
made other major structural conversions without having the
vessel undergo a basic stability review by a naval architect.(1)
[(1)If the UTV FAITH was an inspected vessel, the Coast
Guard would have to approve any major change made to the
vessel and could order it to undergo a stability test.]
“Unlike inspected vessels, the Coast Guard is not required
to and does not issue a stability letter, stability booklet or
other stability advice to most uninspected towing vessel
officers. Nor are towing vessel officers tested on basic
stability issues.”

The Bayou Sorrell lock was closed for approximately 4
days at an estimated cost of $150,000 per day for marine
traffic. The waiting time at the Algiers locks increased from
approximately 3 to 4 hours to 18 to 20 hours as traffic was
diverted from the Morgan City – Port Allen alternate
waterway. The property damage estimate for the vessel was
estimated at $150,000.

GCMA Report #R-276, Item #15 makes these further
observations about stability on towing vessels:
“On an uninspected towing vessel, a crane (or an elevated
pilothouse) may be installed or operated without calculating or
even understanding the effects of its use on vessel stability.
There is no assurance that a suitably trained person will be
used as a crane operator. Coast Guard examinations(1) do not
test towing vessel officers on ship stability topics. This leads
to situations where licensed officers may not recognize signs
of instability on the towing vessel and, thereby place the crew
at risk. In addition, they may not recognize, recognize or
question the instability of a tow they are required to move.”(2)
[(1)Refer to 46 CFR 10.910-2, columns 10, 11, 12. (2) An
example of this type of accident was the capsizing of the UTV
HARBOR MASTER (below).]

GCMA Considers Possible Root Causes of Accident
1. The Coast Guard report does not comment further on the
partial amputation of the Captain’s arm, his pain, suffering
and disability as a result of the accident. Since mariners are
not covered by Workmen’s Compensation, it will be up to the
towing company’s or its insuror either to settle with the
Captain or for the Captain to file a lawsuit and take his
chances in court. Since he is not a GCMA member, we can
only hope that someone is looking out for the mariner!
2. The Coast Guard has no regulations that govern the
training of “engineers” on the nation’s uninspected towing
vessels or even requiring a “designated engineer” (i.e.,
someone assigned solely to take care of the engineroom)
aboard a towing vessel. In fact, deckhands on many of the
nation’s 5,200 uninspected towing vessels are also assigned
“engineer” duties with questionable if any additional training
in how to take care of all of the equipment propulsion,
electrical, compressed air, and hydraulic-powered equipment
in the engineroom. In this accident, the timely operation of
engineroom bilge pumping equipment, the decision to flood a
void space to counteract the effect of a leaking rudder post
instead of repairing it, the apparent installation and use of a
fuel tank sluice valve were items that required the attention of
a person assigned to and trained in engineroom duties.

We are concerned that the Coast Guard did not require the
owner of the UTV FAITH to have a naval architect perform a
stability test on the vessel in the shipyard after they were
unable to make a positive statement as to why the vessel sank.
Of course, there are no regulations that require a towing vessel
to pass a stability test – and that’s the rub. This points to
another instance of where our mariners are not adequately
protected by current Coast Guard regulations! That’s why
GCMA has asked Congress to help.
[GCMA Comment: An understanding of basic stability
principles is no less important for all licensed officers on
towing vessels than on other vessels so that they will be
alert to the wide variety of stability-related situations they
may encounter in their work.]

[GCMA Comment: We prepared GCMA Report #R-401,
Rev. 1, Crew Endurance and the Towing Vessel Engineer
– A Direct Appeal to Congress as one of the outcomes of
this particular accident. We also submitted this report to
the towing vessel inspection rulemaking docket, #USCG2004-19977. The report is available on our internet
website.]

ABUSE OF WATERWAY FACILITIES:
“ACCIDENT” AT THE BAYOU SORREL BRIDGE
GCMA Establishes its “Benchmark”
And Applies it to this Accident
In GCMA Newsletter #39 (April/May 2006), we brought
you the story titled Pushing an Oversized Tow Can Cost a
Small Mariner Big Bucks. In this accident, an experienced
towboat Captain had a minor “fender-bender” accident. It
could have been much worse if Captain ¢¢ had not been as
experienced as he was with the equipment he was operating as
well as the waters he was operating in. It was for these
reasons that GCMA Directors Captain David Whitehurst and I
went with Captain ¢¢ to discuss the case with the
Investigating Officer at MSU Morgan City.
The Newsletter #39 article discusses the case in detail.
Our discussion with the Coast Guard representatives was

3. It is clear that this towing vessel had (and possibly still has)
a significant stability problem. If it still has a problem, the
mariners serving on it today may still be at risk.
GCMA Report #R-276, Item #4 makes several
observations about stability: GCMA submitted this report to
Congress for its consideration in the future inspection of
towing vessels:
“Unlike inspected vessels, uninspected towing vessels
have no regulations that require stability testing and do not
have to meet rigorous stability requirements that other vessels
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lengthy but amicable. In spite of his best efforts and any
understanding and assistance GCMA was able to offer,
Captain ¢¢’s license was suspended for a month at a cost to
him estimated at $13,500 in lost wages. We discussed this at
length afterwards and determined there was nothing
“personal” involved here. He was punished “by the book.”
That said, we believe that Captain ¢¢ was screwed and
there was absolutely nothing he could do about it. It is “the
book” that we now challenge. We believe that “the book” can
be changed but only if we can show that it needs to be
changed. That is why GCMA will use this case as our
“benchmark” and measure other cases by that benchmark.
The factors we will look at are:
●Intimidation
●No drugs or alcohol were involved in the accident.
●The mariner was an experienced and seasoned pilot.
●The mariner held the appropriate credentials.
●The cost of the accident in relation to the mariner’s penalty.
●The severity of the penalty to the mariner.
●Consistent treatment by all USCG investigators.
In this case, the mariner was offered a choice of signing a
“settlement agreement” or going to trial before an
Administrative Law Judge with the Coast Guard seeking a
higher penalty if the mariner chose to do so.
A mariner is a “transportation worker” and not a lawyer.
His expertise lies in maritime transportation in the specific
work he engages in. He is expected to understand the basic
laws and regulations applying to his trade but is not an expert
in them. Captain ¢¢ certainly had the opportunity to review
and discuss the laws and regulations with both the Coast
Guard investigating officer as well as with GCMA Directors –
but that occurred after the accident.
Captain ¢¢ understood that he could lose the equivalent
of $27,000 or $40,500 (e.g., for 2 or 3 months suspension) if
he could not convince the Judge of his position. There is
considerable stress and anxiety involved in awaiting to argue
the merits of your case at trial in unfamiliar surroundings
under a Judge who is a “lawyer” and not a “mariner” and
whose salary is paid by the Coast Guard. We have seen the
Coast Guard exert improper pressure on its ALJs(1) as well as
upon individual mariners.(2) In short, although we are not
lawyers, when all is said and done, we lack confidence in the
existing system to adequately protect the interests of our
mariners. [(1)GCMA Report #R-396, How Western Rivers
Mariners Lost Their Administrative Law Judge. (2)GCMA
Report #R-315C, Mariner Drug Cases.]

GCMA sees it at best as a crap-shoot with a lack of
nationwide consistency throughout the process.
Let’s say that Captain ¢¢ raised our level of concern.
We may review some of our earlier cases, but – for the time
being – lets look at several other accidents whose reports
arrived recently. Let’s see how consistently the Coast Guard
treats lower-level mariners.
The reports are the “complete” reports received from the
Coast Guard under FOIA. Although we have some open
questions, our chances of obtaining further information from
the Coast Guard are marginal at best and highly unlikely.
Perhaps this article may provoke answers from unnamed,
involved, and knowledgeable mariners.
M/V ZEUS Knocks Out Bayou Sorrel Bridge
[Source: Misle Activity #2279927; Misle Case #217394;
MSU Baton Rouge, LA. GCMA File M-532]
The accident. “On 20 January 2005, the UTV Zeus was
transiting northbound on the Intracoastal Waterway Morgan
City to Port Allen route with the barges when they allided
with the Bayou Sorrel swing bridge. The Bayou Sorrel swing
bridge was left out of service for seven (7) days. There (sic)
no further casualties as a result of this incident.”
Other information we gleaned from the report:
●Damage to the swing bridge: $315,000.
● Pushing a 670-ft.x 54-ft. “red-flag” tow consisting of two
loaded barges, with a 1,700 hp towboat during daylight
hours in clear weather.
●The mariner’s experience in the industry and with Kirby
Inland Marine was 13 years with 5 years in his current job
or position according to the CG-2692 accident report.
●Penalty: None.
The Bridge Operator stated: “At 2:57 PM M/V Zeus called
for bridge opening northbound with two loads. I told boat that
we were in curfew from 3:00 PM to 4:30 PM. At 4:25, I told
him we still had about 7 minutes left. He said O.K. At 4:30
he called again, and I told him I would be opening (the)
bridge. I blew (the) horn, put down the gates, opened (the)
aprons, and started moving the bridge. Halfway open, the
boat called and told me, “If I had another gear, I should use it
now.” I told him I didn’t: I was pulling on (it) as fast as I
could. Zeus hit (the) pontoon and pushed in.”
The Coast Guard’s narrative by MST2 ¢¢¢ states in
part: “At roughly 16:30, Mr. ¢ called the bridge operator to
let her know he was making his approach, and he didn’t have
enough time to stop to make sure the bridge was open. The
bridge told Mr. ¢ the bridge was opening as fast as it could.
At roughly 16:35 the barge Kirby 30712 made contact with
the bridge, which was two-thirds of the way open. The
allision left the bridge inoperable for seven days. The main
concern in this case was the lack of communication.
Although there was plenty of conversation back and forth
between the Zeus and the bridge, both sides did not
understand the other.”

The total repair costs attributed to this accident were
reported to be $5,000. Yet, Captain ¢¢’s expenses,
assuming full employment for one month – which are
reasonable considering today’s personnel shortages – were
over 2½ times that amount. That is more than unfair; it is an
unconscionable, irretrievable loss.
Other Cases

GCMA Comments and
Comparison to Our Benchmark

By now, Captain ¢¢’s case is in the past but not
forgotten while additional cases crossed our desk that caught
our attention. How were these cases resolved? What are your
chances of losing your license, a large chunk of your earning
capacity, your car, your home, your marriage if you are caught
up in this stressful web of Coast Guard “justice.” Well,

This accident caused considerably more damage than our
“benchmark” accident. – $315,000 compared to $5,000. Both
Captains struck stationary objects. Yet, the Coast Guard
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investigator in this case failed to note the obvious
“impatience” of the M/V Zeus to push his way through the
bridge without confirming it was fully open precipitated to the
accident.

Comparing this incident to our benchmark, it was much
more convenient for the Coast Guard to collect its information
from VTS cameras on the scene in Morgan City than it would
be to send a Coast Guard representative out into the
Atchafalaya swamps from a comfortable office about 50 miles
away in Baton Rouge.
So, is screwing our “lower-level” mariners justifiable just
because it may be so easy to do so – and to the tune of
$13,500. We don’t think so. We don’t believe it is acceptable
to let a mariner off the hook if his unrestrained impatience
leads to an accident that disrupts the lives of an entire
community just because they may live out in a rural area.
Perhaps, it is time to place a letter to the editor in an Iberville
Parish newspaper and ask for residents’ comments!
Let’s compare the investigators that prepared the two
accident reports as best we can. In our benchmark case, the
investigator was a Coast Guard commissioned officer who
had completed an investigation officers training course at the
Coast Guard school in Yorktown, VA. Since we detected
nothing “personal” in her treatment of Captain ¢¢ in our
benchmark case, we can only conclude that she would apply a
similar “even-handed” and “hard line” penalty to any
comparable offender. Yet, this accident did not occur within
the purview of her office.
The investigator from the Baton Rouge Marine Safety
Unit was MST2 ¢¢¢ – an enlisted person and not a
commissioned Coast Guard officer. We do not know whether
the investigator of this accident received any formal training
in his/her job. We have no idea of his/her experience level or
time in grade. However, we do know that person submits
his/her work product (in this case, the completed and
approved accident report file) to his/her officers in the Coast
Guard chain of command. These officers must bear
responsibility for failing to properly assign responsibility for
this accident and not simply rubber-stamp the drivel we
received.
In reviewing the 1994 report titled U.S. Coast Guard
Marine Casualty Investigating and Reporting: Analysis and
Recommendations for Improvement mentioned earlier, we
understand that the Coast Guard has had its share of problems
with their investigators. To date, these problems have evaded
public scrutiny although Congress certainly knows of them.

Regulations Ignored
The Coast Guard’s job is to enforce regulations. 33 CFR
§117.478 in force in its present form since September 16,
1996 clearly announces the “school bus” curfew from 3:00
PM to 4:30 PM on State Route 75.
Bridge regulations of this type are initiated with
widespread public input and must pass through the full
rulemaking procedure that, in most cases involves written
comments and even public hearings.
The Captain’s
“impatience” resulted not only in considerable damage to the
bridge but also seriously interrupted the lives of people living
along the bayou that require the services of the bridge not only
to send their children to school but also to conduct their
everyday lives.
Although the accident site is equidistant from Morgan City
and Baton Rouge, unlike our benchmark case, it fell under the
jurisdiction of the Baton Rouge Marine Safety Unit.
33 CFR §117.5 states: “Except as otherwise required by
this subpart, drawbridges shall open promptly and fully for the
passage of vessels when a request to open is given in
accordance with this subpart.” It appears that the bridge
tender did her best to comply promptly with the request and
did not “unreasonably delay”(1) the opening of a draw after the
required signals have been given.(2) [Although there are
hundreds of regulations governing bridges over navigable
waters, the Coast Guard has no regulations requiring copies
of the regulations to be carried on towing vessels. (1) Required
by 33 CFR §117.15. (2)Prohibited by 33 CFR §117.9.]
Furthermore, Coast Pilot #5 that covers the Morgan CityPort Allen Route(1) states in part: “…a pontoon bridge crosses
the bayou. The bridge is operated by cables that are
suspended just above the water when the bridge is being
opened and closed. The cables are dropped to the bottom
when the bridge is in the fully open position, but remains
suspended while the bridge is fully closed. The approaches to
the bridge are marked by signs. The bridge tender monitors
VHF-FM channel 13. Extreme caution is advised in the area
of the bridge. Do not attempt to pass through the bridge
until it is fully opened and the cables are dropped to the
bottom.” [(1) 46 CFR §164.72 requires towing vessels to
carry a copy of the Coast Pilot unless engaged exclusively in
towing on the Western Rivers. The accident report does not
explore whether the vessel carried Coast Pilot #5 or whether
the Captain ever consulted it in planning his voyage.]
We ask, what could possibly be more explicit than these
Coast Pilot directions?
The Coast Guard classified this event as a “Serious Marine
Incident” The definition at 46 CFR §4.03-2(d) puts it in this
category because it involves damage to property in excess of
$100,000 – in this case, considerably in excess of that figure.
The Coast Guard report carries a USCG classification as
“routine” and a “Level of Investigation” of “data collection.”
There is no evidence in this report that any Coast Guard
investigator ever got off his or her butt to do anything more
than make a couple of phone calls and shuffle some
paperwork. We received the pitiful results of this “accident
investigation” 15 months after the accident.

“Data Collection”
Based on our examination of earlier “investigations” with
river towing companies, we have reason to suspect that a
number of investigations, especially those at the “Data
Collection” level of investigation are susceptible to corporate
influence. Again, this is in part, the matter of convenience.
Why literally “get your feet wet” going out into the field in the
rain, heat, cold, night or day when you can solve the problem
or get the answer with a couple of easy phone calls. This
mindset will probably continue just as long as the Coast
Guard considers “data collection” as more important than
preventing accidents. This type of thinking leads to the
satisfying conclusion that a “completed report” has greater
value than an “accurate report.”
For mariners, this can be a toss-up. For Captain ¢¢,the
company he worked for would not even furnish him with
shipyard information that might have helped him prove his
contention that one reason his vessel did not maneuver as well
as expected was because it previously suffered rudder
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damage. In the M/V Zeus case, we have no idea whether
Kirby Inland Marine influenced a Coast Guard employee to
“go easy” on its impatient Captain. There is no sign that the
Coast Guard ever filed any charges in this case. This means,
of course, no paperwork and no hassle. We have no idea
whether Kirby disciplined Captain Impatient. We have no
idea whether they ever paid the State of Louisiana for
damaging their bridge. But, we did ask!
As a long-term employee, we believe Captain Impatient
must have had the benefit of Kirby’s training program –
although it certainly was not evident in this instance. Well,
when at first you don’t succeed, there is always re-training.
As an employer, they could require it. Then, again, a Coast
Guard Administrative Law Judge also can order it if the
matter was ever brought to his attention – as was not done.
The Coast Guard shuffles its personnel from office to
office from time to time to serve their needs. However, it
appears that very few of the Coast Guard’s military personnel
have much experience performing the same types of work our
mariners perform. Yet, they have the ability to alter our lives
by their individual decisions. Will that “accident” cost you $0
(as in the Bayou Sorrel Bridge accident) or will it cost you
$13,500 as it did Captain ¢¢ – or even $27,000 or $40,500 if
you chose to stand up and present your side of the story to an
Administrative Law Judge? There needs to be some
reasonable limit.
Certainly “Data Collection” is a worthy goal of any
government agency – and the Coast Guard does collect data.
What they do with it is another thing, For example, we asked
the Coast Guard to interpret the data and explain why over
1,300 uninspected towing vessels – almost one-quarter of the
nation’s entire fleet of towing vessels – sank, flooded, or
capsized in the 12 year period from 1992 to 2004. Even
Congress took note of that fact and questioned an additional
500 fires and a number of explosions. We waited six months
for the raw data. We are still waiting for the Coast Guard to
interpret it. We believe such an interpretation is important in
light of the fact that it will impact the new rules that will be
written to formally inspect towing vessels.
In this case, however, the rush to pick up the phone and
“collect data” led the Coast Guard investigator to miss the
entire point of the case. If the bridge is “slow” you can’t
simply ram your way through it.
The bridge was
infrastructure, owned by the State of Louisiana, and was
placed in the waterway to serve the people of the state. Yet
Coast Guard regulations reduce the state to the role of a mere
“bridge owner” On February 3, 2006 the Highway Foreman
wrote and requested a copy of the same accident report we
received. As a Louisiana taxpayer, I certainly hope the state
was reimbursed by Kirby for damaging the bridge. But,
instead of being “hopeful”, GCMA asked!

expected in a serious flooding situation.
“All the surrounding levees have been raised…”
“A planned new lock, costing $50 million…(There is) a
four hour wait to navigate plus tows must be broken apart in
order to enter the lock. Barges waiting to pass must tie up at the
banks, and this is causing erosion.
“Barges could go through in half an hour…”
“Engineers are investigating the possibility of building a
mooring facility to cut down on bank erosion. Rock protection
for the land is being considered.” - Excerpts
Source: U.S. Army Corps of Engineers News Release Feb 5. 2003
“Increased flood protection is proposed because the
Atchafalaya Basin (East Protection) Levee is eight feet higher
than the gates of the Bayou Sorrel Lock. The lock is in the
town of Bayou Sorrel. The gates and lock constitute
continuation of the levee across the waterway. This floodcontrol system cannot be modified to pass a project flood
safely.
“A new, larger lock is proposed because vessels are
experiencing delays of 2.4 to 4.1 hours per towboat-barge
combination. The new lock’s dimensions would be 1,200 feet
long by 75 feet. The present lock measures 799 by 56 feet.
Depth would remain 15 feet. The Corps of Engineers would
buy an additional 102 acres of land to accommodate
construction. At present, the Corps holds channel and dredgedmaterial placement easements on this land.” - Excerpt
Captain David Whitehurst
Comments on Proposed Bayou Sorrel Lock
By Linda Cooke
On February 14, 2003, the Baton Rouge Advocate ran an
article about a meeting held the previous week in the Iberville
Parish Council chambers during which local residents
expressed their feelings about the proposed Bayou Sorrel Lock
improvement.
At the first meeting, Army Corps officials said the proposed
lock could be 1200 feet by 75 feet or 1200 by 110 feet rather
than the present 799 feet by 56 foot structure which would cut
down waiting time for boats passing through the locks. A
mooring facility was also being considered or some type of rock
protection for river banks which are now badly eroded by boat
traffic.
Since this second meeting, a local Pierre Part resident and
long time boat pilot, Captain David Whitehurst, has written to
the project manager of the U.S. Army Corps of Engineers
expressing his personal opinion of this proposal based on his
many years of navigating the Morgan City-Port Allen
Waterway Route. This is a 234 mile shortcut for boats traveling
between Baton Rouge and Morgan City.
Captain Whitehurst says the problem is not how to improve
the Bayou Sorrel locks, although that could help the traffic
situation, but the size of the locks and the tows using the locks.
The lock was built in the first place to accommodate singlewide tows and boats of much smaller sizes than the 3,000 hp
ones now using this route. A 35 60 56 foot wide tow being
steered into a 75-foot wide lock is manageable. Steering a
double-wide tow of 70 feet by 600 feet, a “six-pack” as it is
called into a 75-foot lock chamber, is like threading a needle.
Plus, says Captain Whitehurst, the bigger boats with more
powerful engines combined with box-end barges (rather than
shaped) make maneuvering much more difficult which, in turn,

NEW LOCK PROPOSED AT BAYOU SORREL
Source: The Cajun Gazette, Pierre Part, LA, Feb 19, 2003
“U.S. Army Corps project manager Darrel Broussard said
the Bayou Sorrel locks need to be replaced for flood control and
navigation purposes. It is one of the smallest (locks) in the
system and is heavily used by barge traffic.
“Since its construction, things have changed. The present
lock sits at 24 feet and flood levels of 31.7 feet could be
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creates greater suction on the canal bank causing serious
erosion to property.
Captain Whitehurst said part of the road behind Jack
Miller’s landing has caved in because of this erosion and
residents can no longer use the entire road. One Sorrel resident,
Kari Desselle, said at the February 13th meeting that she has lost
35 feet of her property due to erosion from boat traffic.
According to the Captain, large towboats routinely have
what is called a Kort Nozzle, a propeller shroud device that
gives them more power but requires deeper water and causes
serious erosion to the river banks. The longer tows have to
practically touch the banks to maneuver into the lock.
Captain Whitehurst also says it is extremely dangerous for
red-flag tows – those carrying petroleum or chemicals – to be
traveling on this Morgan City-Port Allen Route. There is just
too much chance for accidents.
“The Army Corps and the Coast Guard should set and
enforce safety standards on our inland waterways,” said Captain
Whitehurst. “Right now it seems to be like a highway
intersection where people have to be killed before something is
done.
Basically, the Captain feels that boats and tows on this
shortcut using the Bayou Sorrel locks, should never be more
than 54-feet wide nor longer than 900 feet. If the new lock is
wide enough, then assist boats won’t be needed to break up
tows, tie them up, move them back into place, all the backing
and churning which now eats away the banks.
“A new locking system is long overdue,” said Captain
Whitehurst, “but it needs to be wide enough for us to use with
ease and safety. Seventy-five feet isn’t enough. Tows should
be shorter, tugs less powerful, no more double-wide red-flag
tows, and the Coast Guard should stick by the standards they
set.”
[Captain David C. Whitehurst is a trip pilot and a member of
the Board of Directors of GCMA. He is on his Seventh Issue of
his Master of Towing Vessels license and is Coast Guard
approved as a Designated Examiner.]

on both banks no more than a few thousand feet below the
spot that is now used that are suitable for tow building.
I not only work on this waterway but also live behind the
levee system in question. I certainly would not care to see
anything happen to the levee similar to the failures in New
Orleans.
In the Spring floods in past years in the Atchafalaya Basin,
the water gets up on the sides of the levees and is, at times,
very high. Without good support on the base of the levee
system, the levee could fail. If this happens it could be many
times worse than what happened to New Orleans. There was
advance notice that Katrina was coming. If a levee system
was to fail with the river basin at flood stage there would no
advance notice and countless lives would be lost.
In addition, this erosion causes the lock forebay to fill-in
so that dredging the forebay has to be conducted often and the
money spent could be used on other projects.
If this erosion problem is not addressed now, it will have a
lasting effect on the base of the levee for years to come.
I contacted a number of elected officials as well as the
USCOE. I received a number of photos that clearly show the
erosion. The erosion has escalated in recent years.
I spoke with the Lock Master at' Bayou Sorrel by
telephone. He stated that he addressed this same issue in the
past and sent photos and statements to the Corps outlining his
concerns for the erosion problem.
The answer is not laying down rip-rap, bank mats or
spending more money. It starts by moving the tow-building
operations to a more suitable location downstream.
The only real reason that this location is being used is
because it is convenient for the assist boats that assist over
sized tows through the lock chamber.
I can remember when there were very close quarters for
northbound tows to pass while trying to enter the lock
chamber when their were tow building operations in this area.
Now, because of the erosion, that is no-longer the case, and
northbound tows can pass with plenty of room to spare.
North of the lock, local landowners -stopped tow building
for the same reason, erosion to their property.
Please take the necessary steps to stop this manmade
erosion now before it is too late.

EROSION AT BAYOU SORREL LOCKS
By Captain David C. Whitehurst
]Source:
Edited from a letter from Captain David
Whitehurst, Member, GCMA Board of Directors, to U.S.
Army Corps of Engineers, New Orleans District, Feb. 2005.
Also Refer to GCMA Report #R-361, Bayou Sorrel Lock
Improvements. Mnl38.2N.]

Army Corps of Engineers Reply
[Source: U.S .Army Corps of Engineers, New Orleans District
reply to Captain David Whitehurst’s letter of February 2006.
Mnl40.11Q]
Dear Captain Whitehurst,
Thank you for your comments and suggestions on the
Corps of Engineers, New Orleans District's (CEMVN)
proposed construction of bank stabilization along the leftdescending bank of the Gulf Intracoastal Waterway
(GIWW), Morgan City to Port Allen Alternate Route.
In your letter, you expressed concern for the erosion that
is occurring at the base of the East Atchafalaya Protection
Levee just south of Bayou Sorrel Lock. You indicated that
the eroded bank line is likely the result of tow building
operations associated with the lock, and recommended
relocating these operations further downriver to prevent
any further erosion. You also suggested that relocating the
tow building operations would also eliminate the need for
the proposed placement of riprap along the shoreline.

I am not only writing this as a Licensed Manner but also
as a concerned citizen. I have been working on the inland
waterways for some forty years.
I am asking that you address the bank erosion that is
getting dangerously close to the base of the levee just below
the Bayou Sorrel Locks on the left descending bank on the
Morgan City – Port Allen Route.
You can do this by stopping the tow building operations
that take place just south of the long wall on the east bank.
This has been going on for a number of years. The prop wash
along with the barges sliding along the bank causes most of
the erosion.
I suggest that tow building move down stream to a more
suitable area to lessen the erosion in this area. There are areas
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The CEMVN shares your concern for the bank line
erosion in this area and its potential to undermine the East
Atchafalaya Protection Levee.
Tow building has
undoubtedly contributed to erosion of the bank line but is
not the only force acting to destabilize the bank. For
example, currents from the Bayou Sorrel East Access
Channel (landside route) entering the GIWW during high
water provide an additional source of erosion. Regardless
of the sources of erosion, the CEMVN's priority is to
protect the integrity of the East Atchafalaya Protection
Levee by minimizing any additional erosion. The proposed
bank stabilization, including grading of the effected area
and placement of stone, will stop any further erosion
even if the towing industry continues using this bank as a
setup area.
Additionally, the CEMVN goes not have the authority to
restrict boat operators from using the bank line as a setup
area. The CEMVN could only suggest that operators move
further downstream to break up tows. Furthermore, there
are already perceived delays with double lockages at Bayou
Sorrel Lock; and it is unlikely that operators would comply
with this request. According to Kenny Landry, Bayou
Sorrel Lockmaster, a double lockage typically takes
between 1.5 and 2 hours. Relocating the tow building
operation further downstream would likely add 30 minutes
to each locking that is a double lockage.
If you have any questions or require additional
information about the proposed bank stabilization project,
please contact Jeffery M. Corbino at (504) 862-1958

make few reports because they fear Coast Guard involvement
and losing their licenses and their only source of income. A
sparking danger exists in such a situation when these tows
carry chemicals.
As I understand it, there are horsepower provisions in the
COTP order (that our Secretary requested under FOIA but has
not yet received) that permit these eight-pack (4x8) tows to
transit these waterways. I understand that the towing vessel
must have no less than three thousand horsepower (3,000 hp).
I would appreciate it if you would obtain a copy of that order,
send me a copy at your convenience, and review it in light of
this letter and enclosures.
I do not know of any place on the Port Allen route where
3,000 horsepower can be fully utilized because of the depth of
the channel that is only nine to ten feet deep for the most part.
There is an especially bad bank erosion problem at Mile
44 on the Port Allen route. A road that once ran along the
banks of the canal fell into the water and residents of the area
can no longer use it. In addition, there is bank erosion in the
tow re-assembling area on the southeast bank just south of
Bayou Sorrel Lock’s long guide wall. The high horsepower
vessels are a major contributor to worsening bank erosion
along our waterways not only by digging out the banks but
also because the higher horsepower allows greater speed
leading to greater suction.
In the Gulf Intracoastal Waterway west of Harvey Locks
from mile 99.5 west to mile 350 west the depth of the channel
stays at nine to ten feet. However, in the winter months when
the north winds blow the water out the waterway, the water
becomes very shallow and tows have a hard time moving
through the silt on the bottom. In addition, during the winter,
many oversize tows become “wind-bound” in the waterway.
The only places where a 3,000 horsepower vessel can be
fully utilized from Baton Rouge, LA to Houston, TX are for
about five miles down the deep water in the Atchafalaya River
through the three Morgan City bridges. The next stretch lies
from mile 266 west to mile 288.8 west from Orange Cut to the
West Port Arthur Bridge, a distance of about 22.8 miles. The
final stretch is from the mile 350 intersection with the
Houston ship channel to the port of Houston TX, a distance of
about 35 miles to Greens Bayou.
I have to think that your COTPs did not research the route
or the dangers that a vessel with 3,000 horsepower encounters
while pushing a tow of eight loaded or the empty barges or
poses to other tows in these shallow waters. One point in
particular is near the Bayou Sorrel Pontoon Bridge that lies
between two bends that are not easy to make with a “sixpack” to say nothing of an “eight-pack” tow. This bridge is a
state-operated pontoon bridge and can be knocked out of
service easily, thereby seriously inconveniencing local
residents in Iberville Parish. [Enclosure #1].
In a meeting or passing situation, the large wheels that a
towboat of 3,000 horsepower or more turns, pull the water out
from under the other vessel’s tow, causing it to ground and
possibly break apart. Some large towboats have wheels with
diameters of between 80 and 105 inches. Many of these vessels
also use kort nozzles that direct the thrust of and/or suction of
the water. Applying excessive power leads to excessive squat
and building mud lumps that lead to “bump-and-go”
groundings referred to in D8(m) Policy Letter 02-2000.
ACBL has used towing vessels in excess of 3,000
horsepower on the Intracoastal Waterway for some time

GCMA PROTESTS “EIGHT-PACK”
TOWS ON INTRACOASTAL WATERWAY
June 18, 2006
ATTN: Rear Admiral Joel R. Whitehead
Commander, Eighth Coast Guard District
500 Poydras St., Room 1341
New Orleans LA.70130-3310
Subject: Oversize Tows on the Intracoastal Waterway.
Dear Admiral Whitehead,
I recently learned that one or more Captains of the Port
granted permission to American Commercial Barge Line
(ACBL) to transit the Morgan City–Port Allen Route and the
Gulf Intracoastal Waterway with tows consisting of eight (8)
barges configured four barges long by two barges wide. This
would mean a tow length of 800 ft. by 70 ft. plus the length of
the towboat.
As a professional mariner with over forty years experience
working on these waterways, I believe that moving tows of
this size on these waterways will have an adverse effect on the
waterway. Specifically, it will cause the soft banks to erode at
a much greater pace in the future. Furthermore, a much more
serious problem exists in that these oversized tows pose a
hazard to other waterway traffic in meeting situations.
At present, the USCG permitted six-pack tows (600 ft.
long by 70 ft. wide) can be dangerous to other traffic in
meeting situations. There are numerous close-calls on a daily
basis where tows rub together underway although mariners
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pushing “six-pack” tows. A “six-pack” tow is manageable.
However, these vessels are like bulls in a china closet working
in the shallow water of the Gulf Intracoastal Waterway
increasing its turbidity and eroding its banks.
I am enclosing as part of GCMA Report #R-361 on pages
7 & 8 [Enclosure #1] a recent letter that I sent to the U.S.
Army Corps of Engineers addressing the erosion problem at
the Bayou Sorrel lock that threatens the integrity of the levee
system that protects the thousands of residents who live
behind those levees. I am also sending you a copy of our
Association’s report #R-340 on oversize and overloaded tows
throughout the Eighth District. [Enclosure #2]. I believe this
report contains important information you need to know as
our newly appointed District Commander.
In closing; I believe that your Captains of the Port should
limit the tow size on the Gulf Intracoastal Waterway to no
more than six 200’ x 35’ barges with cautions written into
oversize tow permits emphasizing the judicious use of high
horsepower in light of the issue of bank erosion and
infrastructure protection.
Respectfully,
Capt. David Whitehurst
Master of Towing Vessels 7th Issue
Member. Gulf Coast Mariners Association Board of Directors

This shall be done only at such a place and under such
conditions as will not obstruct or prevent the passage of
other vessels or tows. Stoppages shall be only for such
periods as may be necessary.
(ii) When tied up individually, all vessels and tows shall
be moored by bow and stern lines. Tows shall be secured at
sufficiently frequent intervals to insure their not being drawn
away form the bank by winds, currents, or the suction of
passing vessels. Lines shall be shortened so that the various
barges in a tow will be as close together as possible.
(iii) Lights shall be displayed in accordance with
provisions of the Navigation Rules, International-Inland,
Commandant Instruction M16672.2 (series).
(iv) Whenever any vessel or tow is moored to the bank
(paragraph (b)(3)(i) of this section) at least one crew
member shall always remain on board to see that proper
signals are displayed and that the vessel or tow is properly
moored at all times.
(v) No vessel, regardless of size, shall anchor in a
dredged channel or narrow portion of a waterway for the
purpose of fishing if navigation is obstructed thereby.
(4) Speed: Speeding in narrow sections is prohibited.
Official signs indicating limited speeds shall be obeyed.
Vessels shall reduce speed sufficiently to prevent damage
when passing over vessels or structures in or along the
waterway.
(5) Size, assembly, and handling of tows:
(i) On waterways 150 feet wide or less, tows which are
longer than 1,180 feet, including the towing vessel, but
excluding the length of the hawser, or wider than one-half of
the bottom width of the channel or 55 feet, whichever is less
will not be allowed, except when the District Commander
has given special permission or the waterway has been
exempted from these restrictions by the District
Commander. Before entering any narrow section of the Gulf
Intracoastal Waterway, tows in excess of one-half the
channel width, or 55 feet, will be required to stand by until
tows which are less than one-half the channel width or 55
feet wide have cleared the channel. When passing is
necessary in narrow channels, overwidth tows shall yield to
the maximum. Separate permission must be received from
the District Commander for each overlength or overwidth
movement. In addition, the following exceptions are
allowed:
(ii) Gulf Intracoastal Waterway—Between mile 6.2 EHL
(Inner Harbor Navigation Canal Lock) and mile 33.6 EHL
tows of 78 feet in width will be allowed.
(iii) Gulf Intercoastal Waterway—Between mile 33.6
EHL and the Mobile Bay Ship Channel, tows of 108 feet in
width will be allowed if under 750 feet in length including
the towboat but excluding the length of the hawser.
(iv) Gulf Intracoastal Waterway—Mobile Bay Ship
Channel to St. Marks, Fla., for tows made up of empty
barges on the off or shallow side, a width of 75 feet will be
allowed.
(v) All vessels pulling tows not equipped with rudders in
restricted channels and land cuts shall use two towlines, or a
bridle on one towline, shortened as much as safety of the
towing vessel permits, so as to have maximum control at all
times. The various parts of a tow shall be securely
assembled with the individual units connected by lines as
short as practicable. In open water, the towlines and

ARMY CORPS OF ENGINEERS REGULATIONS
FOR THE INTRACOASTAL WATERWAY
§162.75 All waterways tributary to the Gulf of Mexico
(except the Mississippi River, its tributaries, South and
Southwest Passes and Atchafalaya River) from St.
Marks, Fla., to the Rio Grande.
(a) The regulations in this section shall apply to:
(1) Waterways. All navigable waters of the U.S.
tributary to or connected by other waterways with the Gulf
of Mexico between St. Marks, Fla., and the Rio Grande,
Tex. (both inclusive), and the Gulf Intracoastal Waterway;
except the Mississippi River, its tributaries, South and
Southwest Passes, and the Atchafalaya River above its
junction with the Morgan City-Port Allen Route.
(2) Bridges, wharves, and other structures. All bridges,
wharves, and other structures in or over these waterways.
(3) Vessels. The term “vessels” as used in this section
includes all floating craft other than rafts.
(b) Waterways:
(1) A clear channel shall at all times be left open to
permit free and unobstructed navigation by all types of
vessels and tows normally using the various waterways
covered by the regulations of this section
(2) Fairway: The District Commander may specify the
width of the fairway required in the various waterways under
his charge.
(3) Anchoring or mooring:
(i) Vessels or tows shall not anchor or moor in any of the
land cuts or other narrow parts of the waterway, except in an
emergency, or with permission of the District Commander.
Whenever it becomes necessary for a vessel or tow to stop in
any such portions of the waterway, it shall be securely
fastened to one bank and as close to the bank as possible.
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fastenings between barges may be lengthened so as to
accommodate the wave surge. In the case of lengthy or
cumbersome tows, or tows in restricted channels, the District
Commander may require that tows be broken up, and may
require the installation of a rudder or other approved steering
device on the tow in order to avoid obstructing navigation or
damaging the property of others. Pushing barges with
towing vessel astern, towing barges with towing vessel
alongside, or pushing and pulling barges with units of the
tow made up both ahead and astern of the towing vessel are
permissible provided that adequate power is employed to
keep the tows under full control at all times. No tow shall be
drawn by a vessel that has insufficient power or crew to
permit ready maneuverability and safe handling.
(vi) All tows navigating the Pass Manchac bridges in
Louisiana are limited to no more than two barges, not to
exceed a combined tow length of 400 feet (excluding the
towboat). Vessel operators for tows exceeding these limits
must request and receive permission from the COTP New
Orleans prior to navigating the bridges. Requests should be
made by telephoning the COTP at 504–589–7101. Any
decision made by the COTP is final agency action.
(6) Projections from vessels: Vessels or tows carrying a
deck load which overhangs or projects over the side, or
whose rigging projects over the side, so as to endanger
passing vessels, wharves, or other property, shall not enter or
pass through any of the narrow parts of the waterway
without prior approval of the District Commander.
(7) Meeting and passing: Passing vessels shall give the
proper signals and pass in accordance with the International
Rules, the Navigation Rules, International-Inland,
Commandant Instruction M16672.2 (Series), where
applicable. At certain intersections where strong currents,
may be encountered, sailing directions may be issued
through navigation bulletins or signs posted on each side of
the intersections.
Note: The Corps of Engineers also has regulations dealing
with this section in 33 CFR 207.
[CGD 75–082, 42 FR 51759, Sept. 29, 1977, as amended by
CGD 78–050, 45 FR 43167, June 26, 1980; USCG–2000–
7223, 65 FR 40058, June 29, 2000]

channel 13; call sign KW-4440. U.S. Route 90 fixed
highway bridges at M.P. Miles 0.5 and 0.6 have clearances
of 73 and 50 feet, respectively. [GCMA Editorial Note: The
lower, older, bridge is the Long-Allen Bridge, State Route
182 with a 50 foot vertical clearance.]
(285) A lighted approach danger range is shown from the W
abutment of the fixed bridges. The range is visible only to
downbound vessels and is designed to mark the W boundary
of the suggested downbound course for approaching the
bridges. The range is not designed to be steered on.
Mariners are cautioned not to rely solely on the range to
safely navigate through the bridges.
(286) In order to advise mariners on southbound vessels that
special navigation orders are in effect, Berwick Bay Bridges
Warning Lights have been established on the railroad bridge
in about 29°41.5'N., 91°12.8'W. The private lights, two
quick flashing white lights with two orange balls as day
signals, are shown from a skeleton tower atop the lift span.
The lights will operate 24 hours a day when special
navigation orders are in effect.
(287) The bridge tender of the Southern Pacific Railroad
bridge is available on VHF-FM channels 13 and 16 for
information regarding the lift span and marine traffic in the
vicinity of the bridge.
(288) At M.P. Mile 1.9, the Lower Atchafalaya River
branches W and joins Bayou Teche (Chart 11350) 8 miles
from Berwick Bay. (See chapter 9 for depths, locks,
bridges, overhead cables, and facilities.)
(289) At M.P. Mile 2.4 (A.R. Mile 115.7), the two alternate
routes separate. The Morgan City-Port Allen Alternate
Route turns sharply to the E, then follows winding courses N
through landcuts and bayous.
(290) Bayou Sorrel Lock, at M.P. Mile 36.4, is 800 feet
long (790 feet usable) and 56 feet wide, has 14 feet over the
sills, and handles lifts to 21 feet. Red and green traffic lights
and daybeacons are at each end of the lock. The lockmaster
monitors VHF-FM channels 12 and 14.
(291) The Landside Route, described previously, comes in
from the SE and merges with the Morgan City-Port Allen
Route at M.P. Mile 36.9 (L.R. Mile 49.2) in Lower Grand
River. At M.P. Mile 37.6, a pontoon bridge crosses the
bayou. The bridge is operated by cables that are suspended
just above the water when the bridge is being opened or
closed. The cables are dropped to the bottom when the
bridge is in the fully open position, but remain suspended
while the bridge is fully closed. The approaches to the
bridge are marked by signs. The bridge tender monitors
VHF-FM channel 13. Extreme caution is advised in the area
of the bridge. Do not attempt to pass through the bridge
until it is fully opened and the cables are dropped to the
bottom.
(292) The M.P. route continues N through landcuts and
bayous. Jack Miller Store is on the E side of the waterway
at M.P. Mile 43.6, and Indian Village is on the same side at
M.P. Mile 46.0. A shipyard is on the E side of the waterway
just below Jack Miller Store. A marine railway at the yard
can haul out craft to 60 feet long for complete hull and
engine repairs. Cranes to 100 tons are available. An
overhead power cable with a clearance of 99 feet crosses the
route at M.P. Mile 44.8.
(293) Bayou Plaquemine branches E from M.P. Mile 46.5
and leads for 6.6 miles to Plaquemine, which is on the W

THE MORGAN CITY – PORT ALLEN ROUTE
[Source: Excerpt from U.S. Coast Pilot #5 (2006)]
Use Chart 11354
(282) Mile 95.7W is M.P. Mile 0.0 of the Morgan CityPort Allen Alternate Route and A.R. Mile 113.3 of the
Atchafalaya River Route, both of which wind N to outlets
on the Mississippi River near and above Baton Rouge. Both
of the alternate routes have the same project dimensions as
the basic Intracoastal Waterway. (See Local Notice to
Mariners for controlling depths.)
(283) That part of the Morgan City-Port Allen Alternate
Route from M.P. Mile 0.0 to M.P. Mile 5.0 is within the
area of the Berwick Bay Vessel Traffic Service (VTS).
(See chapter 9 for a discussion of the Berwick Bay Vessel
Traffic Service and other additional information.)
(284) At M.P. Mile 0.3, the Southern Pacific vertical lift
railroad bridge crosses the bay; clearances are 4 feet down
and 73 feet up. The bridge tender monitors VHF-FM
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bank of the Mississippi River 98 miles above Canal Street,
New Orleans. State Route 3066 (spur) swing bridge at
Indian Village with a clearance of 2 feet crosses the bayou
about 0.6 mile E of its junction with Morgan City-Port Allen
Alternate Route. (See 117.1 through 117.59 and 117.487
(a), chapter 2, for drawbridge regulations.) In 2000, the
bayou had a controlling depth of 1 foot. Plaquemine Lock,
formerly the N terminus of the Morgan City-Port Allen
Alternate Route, is permanently closed, and three bridges 0.2
mile W of the lock have a least clearance of 13 feet; the
overhead power cables over the bayou have least clearances
of 52 feet. (See 117.1 through 117.59 and 117.487(b),
chapter 2, for drawbridge regulations.) It is advised that
prior to navigating the bayou information concerning depths
and local conditions be obtained from local authorities.
(294) From M.P. Mile 46.5, the Morgan City-Port Allen
Alternate Route continues N through parts of Bayou Grosse
Tete and through the landcuts of the Port Allen Canal.
State Route 77 highway bridge over the waterway at M.P.
Mile 47.1 has a swing span with a clearance of 2 feet. An
overhead power cable with a clearance of 117 feet crosses
the waterway at M.P. Mile 48.3.
(295) The Missouri Pacific Railroad bridge over Port Allen
Canal at M.P. Mile 56.0 has a lift span with clearances of 7
feet down and 73 feet up. The bridge tender monitors VHFFM channel 13; call sign KVY-656. A shipyard on the E
side of the canal just below the railroad bridge has a 2,500ton floating drydock capable of handling vessels for general
repairs.
(296) Port Allen Canal turns NE at M.P. Mile 56.9. An
overhead power cable at M.P. Mile 57.5 has a clearance of
92 feet. The canal turns again at M.P. Mile 62.5 and heads
SE to Port Allen Lock. The overhead power cable over the
canal at M.P. Mile 63.0 has a clearance of 90 feet. The
Missouri Pacific Railroad bridge over the canal at M.P. Mile
64.0 has a lift span with clearances of 14 feet down and 73
feet up. The bridge tender monitors VHF-FM channel 13;
call sign KVY-657. State Route 1 highway bridge on the SE
side of the railroad bridge has a fixed span with a clearance
of 65 feet.
(297) Port Allen Lock, at M.P. Mile 64.2, is 1,198 feet long
(1,188 feet usable) and 84 feet wide, has 13 feet over the
sills, and handles lifts to 47 feet. The lockmaster can be
contacted on VHF-FM channel 14. Red and green traffic
lights and daybeacons are at each end of the lock. Vessels
entering the lock should wait for the green signal. The lock
is the Mississippi gateway of the Morgan City-Port Allen
Alternate Route and is on the W side of the river 115 miles
above Canal Street, New Orleans.
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