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May 17, 2001

To: 
Distribution

Subj:     PUGET SOUND LIGHTERING STANDARDS OF CARE

Thank you all for your participation in developing the Puget Sound Lightering Standards of Care.  As leaders of the marine industry, your contributions to the group discussions, comments and policy proposals will ensure we meet our mutual goal of a safe, environmentally sound and consistent policy for all lightering operations conducted in the Puget Sound region. 

This standard both summarizes the dialog we have had with stakeholders and incorporates the comments provided on the original and subsequent drafts.  I invite your attention to the enclosed summaries of industry comments received both this past July and this February, which encapsulate some of the excellent dialogue we have had.  I wish to particularly thank Transmarine, Western States Petroleum Association, Crowley Marine Services, Foss Maritime and the Washington State Department of Ecology for their extra efforts to provide thoughtful and professional input.  This Standard of Care has been approved for inclusion in the Harbor Safety Plan at the recent Puget Sound Harbor Safety Committee meeting.

Enclosed is the final version of our cooperatively developed Puget Sound Lightering Standards of Care.  This Standard of Care institutionalizes sound marine operating practices that responsible vessel operators follow voluntarily.  To ensure consistency in following these standards, we will carefully review transfer notifications and conduct transfer monitors. 

I am pleased to report the safety of over 200 lightering operations that have been conducted in Puget Sound over the last two years under these guidelines.  This test period demonstrated the effectiveness of our approach and afforded an excellent opportunity to fine-tune the guidelines. Thank you again for helping to enhance safe, efficient and environmentally sound marine transportation in our waters.  


Sincerely, 



M. R. MOORE



Captain, U. S. Coast Guard


Captain of the Port, Puget Sound 

Encl:
(1) Lightering Standards of Care


(2) Summary of Stakeholder Comments, July 2000


(3) Summary of Stakeholder Comments, March 2001
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Please visit us on the internet at www.uscg.mil/d13/units/msopuget/msops.html
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PUGET SOUND HARBOR SAFETY COMMITTEE

MAY 17TH, 2001 STANDARDS OF CARE

FOR LIGHTERING WITHIN THE WATERS OF

PUGET SOUND AND THE STRAIT OF JUAN DE FUCA
1. The waters of Puget Sound and the Strait of Juan de Fuca are environmentally sensitive and a precious environmental and economic resource.  Lightering operations, while routine in many parts of the country, do in fact pose risks different than those normally expected of standard ship to shore cargo transfer operations. Marine Safety Office Puget Sound, the State of Washington, and representatives of the petroleum industry have jointly developed the following guidelines to address those risks and ensure safe lightering operations in the Puget Sound region.  For the purposes of this policy, lightering is defined as any oil transferred as cargo (not used for that vessel's propulsion) between vessels not docked at a marine transfer facility as defined in 33 CFR 154.

2. These guidelines represent the cooperative efforts of the Coast Guard, Washington State, and industry leaders to develop the best way to mitigate risks to the environment during lightering operations.  As such, it is expected that industry members follow them, educate and enforce them among industry groups, and make recommendations to the Coast Guard and Puget Sound Harbor Safety Committee as changes are needed.  In order to best mitigate risks, non-emergency requests for lightering operations that do not meet these standards must be made at least one month in advance, and include a description of how the operation can be conducted with an equivalent level of safety.  Full compliance with these standards of care will be considered a mitigating factor in the event of a spill or marine casualty.

3. Marine Safety Office (MSO) Puget Sound will conduct announced and unannounced monitoring of lightering operations.  Companies should expect to be monitored the first time they lighter in Puget Sound.  The frequency of monitoring will be determined by the level of risk, familiarity with company operations, procedures and track records.  MSO Puget Sound may stop any lightering operation, or prohibit planned operations due to safety concerns or unacceptable risks.

4. MSO Puget Sound will periodically review the safety record of lightering operations, and work with the Harbor Safety Committee to determine if changes are needed to promote safety.  Changes could include additional guidelines or a formal regulatory initiative.

5. Definitions:  In addition to the terms defined in applicable federal regulations, the following definitions apply:

a. Lightering:  The transfer of petroleum cargo in bulk from one tank vessel to another tank vessel while at anchor, or at a dock that is not regulated under the facility response plan and other requirements of 33 Code of Federal Regulations (CFR) Part 154.  Specifically, this Standard of Care applies to cargo to cargo transfers, but not those transfers of fuel for vessel propulsion (commonly referred to as bunkering.)

b. Service vessel:  The vessel receiving the cargo in a lightering operation.

c. Ship to be lightered (STBL):  The vessel delivering the cargo in a lightering operation.

d. Lightering specialist:  A person with significant experience in operations of the type to be conducted, i.e. ship-to-ship experience to conduct a ship-to-ship evolution.  Individual companies should establish policies regarding their lightering specialists.  A lightering specialist must be knowledgeable of safety regulations and industry standards, as well as pollution response procedures.  The lightering specialist shall act as an advisor and in consultation with the PICs.  Note that the lightering specialist is in addition to both PICs.  The lightering specialist may be a licensed officer from the ship, but should have no other duties than to monitor the operation.  The lightering specialist shall not be the vessel master.  Consideration should be given to the length of lightering operations, and appropriate provisions should be made to provide relief for the lightering specialist during extended operations.  Finally, a lightering specialist must have the authority to stop a lightering operation in the interest of safety.  This in no way removes the final authority of the master (or PIC if a barge) regarding all operations.  The lightering specialist should normally be stationed on the service vessel, but may visit the STBL if circumstances dictate.  Most operations in Puget Sound involve a tank ship lightering to a tank barge.

e. Integrated Tug Barges (ITB's) and Articulated Tug Barges (ATB's) shall be considered as ships for the purposes of these Standards of Care.

f. Person in Charge (PIC): When the term PIC is used in this document, it is intended to mean Person in Charge as defined in the Oil or Hazardous Material Pollution Prevention Regulations for Vessels, 33 CFR 155, and specifically the definition in 33 CFR 155.700-715.

6. Regulations:  Lightering operations must be conducted in strict accordance with the letter and intent of all regulations.  In particular, lightering operations fall under the following regulations:

a. 33 CFR 151 (MARPOL implementation)

b. 33 CFR 153 Notice of Discharge and Removal of Discharged Oil

c. 33 CFR 155 Oil or Hazardous Material Pollution Prevention Regulations for Vessels

d. 33 CFR 156 Oil and Hazardous Material Transfer Operations

e. 46 CFR 30-40 Tank Vessels

The following references contain worldwide industry standards, and should be consulted for applicability to Puget Sound lightering:

f. Oil Companies International Marine Forum Guidelines (OCIMF) Ship to Ship           Transfer Guide

g. Oil Spill Risks from Tank Vessel Lightering - published by the Commission on      Engineering and Technical Systems (CETS)

7. Specific Standards of Care:  

Wind:  Vessels will not come alongside in preparation for lightering if sustained winds are at or exceed 30 knots.  If lightering operations have already begun when sustained winds reach 30 knots, personnel in charge of lightering operations will monitor environmental conditions with particular attention, and take any additional measures necessary to reduce risk and prepare for worsening weather.  When sustained winds reach 40 knots, lightering operations will cease, and hoses will be drained and disconnected.  Personnel should consult separate guidance issued by MSO Puget Sound and the Puget Sound Harbor Safety Committee regarding heavy weather and anchoring procedures relevant to all vessels. 

Seas:  For barge to barge or ship to barge operations, lightering operations will cease, with hoses drained and disconnected when waves or swells reach 3 ft.  For ship to ship operations, lightering operations will cease, with hoses drained and disconnected when waves or swells reach 6 ft.  The wind and sea conditions criteria have been developed with industry input and are used by operating companies in the area.  These standards are based on historical observations and experience in handling these vessels under prevalent conditions.

Personnel:   A lightering specialist will be present for each lightering operation, in addition to the personnel normally required for transfer operations.  The lightering specialist shall adhere to OPA 90 fatigue standards to ensure the safety of prolonged operations. 

Mooring equipment:  All parties will use fenders and mooring lines of sufficient size and type in accordance with the OCIMF Ship to Ship Transfer Guide.

Tug availability:  During lightering operations involving a barge or barges, at least one tug will remain on scene and ready to render assistance during the entire evolution.  The attending tug(s) must have sufficient horsepower to maneuver and control at least the smaller of the vessels involved in the operation.  Ship to ship operations may take place without direct tug assistance, once the mooring portion of the operation has been completed.  However, a tug of sufficient horsepower must be on immediate standby in the area to render assistance in less than 30 minutes.  The name of the tug and tug company shall be listed on the Advance Notice of Lightering Sheet.

Response equipment:  In addition to the vessel's VRP requirements, when lightering operations take place, boom capable of encircling the entire operation will be on scene and ready for immediate deployment such that the boom could be completely in place within 1 hour of detection of a spill.  This requirement could be met by the equipment normally carried by a barge, or by a dedicated response vessel, or by both.  If this requirement is met without a response vessel, then a smallboat, capable of deploying the boom in a timely fashion, must be on scene and immediately available.  If both the barge and a response vessel contribute toward this requirement, the equipment must be compatible.  Adequate personnel should be on scene to take appropriate actions on the vessels, while simultaneously deploying boom.  Personnel shall be trained in deploying boom, and the boom and response equipment shall be prepared so that it can be deployed with the absolute minimum of delay.

Number of vessels involved:  Lightering operations will involve not more than one ship to be lightered and one service vessel.  Bunkering will not take place simultaneously with lightering.

Flow rate, topping off and gauging procedures:  In accordance with OCIMF Ship to Ship Transfer Guide.

Watchkeeping:  Qualified deck officers will monitor the lightering operation as well as the vessel's navigational status.  In the case of barges, the PIC and tankermen will monitor the transfer, but an officer will remain on the bridge of the tug or tugs to monitor the tugs communications and navigational status.  The STBL must maintain constant communications with Puget Sound VTS on the appropriate working frequency, either 5A or 14, throughout the lightering operation.

Lightering Plans:  Companies will submit a lightering plan to this office at least five business days prior to the proposed date of lightering.  It is understood that it is the nature of marine industry to have unforeseen schedule changes.  However, all possible effort must be made to submit a lightering plan in time for this office to review it, and arrange for lightering monitors.  Individual requests for a shorter time period may be considered on a case-by-case basis, but will generally not be granted for other than safety reasons. 

Companies can either develop a general fleet lightering plan for each type of operation (ship to ship, ship to barge, barge to barge); or, can submit individual plans prior to each event, covering the details of that specific operation.  Fleet lightering plans will be approved and maintained on file at the MSO for review when an Advance Notice of Lightering is received.  All lightering plans should also be available for inspection when the Coast Guard monitors a lightering operation, or upon request.  Once a company has a fleet plan approved, they only have to submit the Advance Notice Form.  Both types of lightering plans should include the following elements:

a.
Exact / anticipated location(s) of lightering operations.  Locations used beyond the scope of a fleet plan should be added to the Advance Notice Form, when necessary.

b.
Names, official numbers, lengths, and other pertinent data for all vessels and barges, including if they have approved Washington State response plans.

c.
Names of the two PIC's, and the name(s), required qualifications, and experience of the Lightering Specialist(s).  For fleet plans, if this information is left out it must be included with the Advance Notice Form.

d.
Date of transfer, and estimated start and stop times.  Note if the operation will be restricted to daylight hours.

e.
The maximum limiting weather and sea conditions, if different than the SOC limits.

f.
Total cargo capacity of the barge(s) and the STBL, and volumes of transfers. 

g.
Planned spill response equipment to be either on scene, pre-staged, or on standby, as per the SOC.  

h.
General description of written transfer procedures, as required by 33 CFR 155.  This should include maximum flow rate, means of communication, overfill protection devices, and topping off procedures.

i.
Proper shipping name, type, and characteristics of product.

j.
Mooring and fendering configuration between participating vessels.

k.
Location and disposition of assist tug during lightering operation.

l.
The final destination of the product.

m.
If vapor balancing will be conducted (if yes, must comply with all applicable regulations).

n.
How this Standard of Care will be implemented.

Notifications:  Companies wishing to conduct lightering operations must notify MSO Puget Sound via fax using the attached Advance Notice of Lightering Operations Fax Sheet.  This fax must be sent at least 48 hours prior to commencement of lightering operations.  This sheet must be signed by the attending lightering specialist or a company officer senior to the lightering specialist.  The STBL shall notify Puget Sound Vessel Traffic Service (PSVTS) via the appropriate working frequency immediately prior to starting and immediately after stopping transfers, using (approximately) the following language:

"Seattle Traffic, this is the T/V ______, commencing lightering operations.  On scene weather is within parameters.  Out."

"Seattle Traffic, this is the T/V ______.  Lightering operations are secured.  Out."

Vessels involved in the operation shall monitor the appropriate PSVTS working frequency throughout the duration of the operation, and must immediately report any spills or other problems.  These notifications exceed the requirements contained in the Code of Federal Regulations, but allow the MSO enough time to screen operations and dispatch monitors.

Anchorage Management:  Vessels desiring to lighter in designated anchorages in Puget Sound are reminded to consult the MSO's guidance on securing reservations, published separately.  Additional anchorage management guidelines are in the process of being developed in cooperation with the Harbor Safety Committee.  Lightering operations are normally permitted in Anacortes, Port Angeles, Elliott Bay, and Commencement Bay.  Lightering operations at Vendovi Island anchorages will only be approved on a case-by-case basis.  Requests to lighter in other locations should be submitted to MSO Puget Sound at least one month in advance.

ADVANCE NOTICE OF LIGHTERING OPERATIONS

This form, or the equivalent information, must be faxed to Marine Safety Office Puget Sound at (206) 217-6345, a minimum of 48 hours prior to commencing transfer operations.  Start / stop times are assumed to be accurate to within 1 hour.  Changes should be made by either a revised fax, or by telephone to our operations center at (206) 217-6232.  MSO Puget Sound will accept one notification for both the service vessel and STBL.  It is the company's responsibility to ensure anchorage reservations are made separately through Coast Guard Vessel Traffic Service Puget Sound at (206) 217-6040.

Fleet plan on file with MSO Puget Sound:   No   /   Yes   Date Submitted:  __________________

Location of Operation:  __________________________________________________________

Date of Operation:  ______________________________________________________________

Estimated Start Time:  _________________  Estimated Stop Time:  _______________________

Lightering Specialist (L/S)in Charge:  ___________________________
Telephone:  _______

Experience/ # of lighterings previously conducted by L/S: _______________________________

PIC #1:  _______________________________  PIC #2:  _______________________________

Ship to be Lightered (STBL):  _____________________________
Official No:  _____________

Total Cargo Capacity of STBL:  ___________________________________________________

Service Vessel:  ________________________________________
Official No:  _____________

Total Cargo Capacity of Service Vessel:  ____________________________________________

Product to be Transferred:  _____________________  Amount (bbls):  ____________________

Product to be Transferred:  _____________________  Amount (bbls):  ____________________

OSRO, STBL:  _________________________________________ Telephone:  _____________

OSRO, Service Vessel  ___________________________________ Telephone:  _____________

Standby Tug Name/Company:  _____________________________ Telephone:  _____________

STBL Company Point of Contact:  _________________________________________________

POC Telephone:  ___________________________  Fax:  _______________________________

24 Hour Company Telephone:  ____________________________________________________

I certify that this lightering operation will be conducted in accordance with the MSO Puget Sound Lightering Standards of Care and my company's lightering plan, particularly with regard to the limiting weather parameters.

Signature of lightering specialist (or lightering company officer):  ________________________

Date/Time Submitted:  ________________

This form is (circle one):   ORIGINAL  /  UPDATE to form dated:  ______________________

Summary of Stakeholder Comments

July, 2000

1. Issue: Is a separate lightering specialist necessary?

A few commentors believe most lightering operations are simple enough for an experienced master or crew member to perform. They compared lightering to bunkering, and wondered why this Standard of Care (SOC) should have different requirements.

Response: The Coast Guard believes a designated lightering specialist is necessary.  We have insisted from the beginning that a lightering specialist should be someone who has no other duties than to supervise the operation; i.e., in addition to the PIC's.  It could be an experienced officer, but there would be concern about exceeding work-hour standards.  The vessel master is not appropriate because he/she is fully engaged with other duties.  This appears to already be industry practice for companies that have an excellent safety reputation.

2. Issue:  What is the role of the lightering specialist?

Several commentors made good points that helped clarify the role of the lightering specialist.  The lightering specialist should consult with and advise the PIC's on the conduct of the operation.  If authorized to take control of, or stop, the lightering, he/she should be either the vessel master or another senior officer who reports directly to the master of the STBL.

Response: We do not want to undercut the final authority of the master.  The PIC's should be doing the routine tasks, and the lightering specialist should stand back and monitor the overall operation.  The lightering specialist should be fully engaged, have the authority to shut down the transfer, and be responsible directly to the vessel master.  The STBL is responsible for ensuring that the lightering specialist does not exceed OPA fatigue standards, especially if the operation continues beyond 48 hours.  Some commentors indicated that the SOC should specify the stationing of the lightering specialist on the service vessel.  The Coast Guard agrees that the greatest risks of overfill or other problems exist on the service vessel, and that the lightering specialist should spend the majority of time on the service vessel.  However, the Coast Guard does not want to preclude the lightering specialist from being able to travel to the STBL to address issues as necessary. 

3. Issue:  What level of experience should the lightering specialist have?

Everyone made some comment on necessary experience levels, because experience is central to the actual safety of the operation.  One commentor pointed out that the SOC does not require the lightering specialist to have the required level of training of a PIC, and perhaps they should.  

Response: This loophole was highlighted in a recent incident, where the assigned PIC was automatically given the status of lightering specialist.  This is unsatisfactory.  The lightering specialist should be PIC qualified, and have completed at least ten lightering operations of the type to be supervised, i.e. ship to ship, barge to ship, etc.. 

4. Issue: Tug availability.

There were several arguments against this section, mostly based on cost.  One letter questioned the definition of "sufficient horsepower," and asked if the defined tug would be allowed to work with other vessels while on standby.  Another suggested that the tug be able to render assistance within 30 minutes. 

Response: The Coast Guard believes that the 30 minute recommendation is a good compromise.  It does not require the automatic expense of a dedicated assistance tug, but it does provide a good level of safety. 

5. Issue: Response vessels.

Some letters suggested that tugs are unsuitable for response operations because of excessive turbulence and lack of experience.  They also commented that any skiff on a tank barge should be pre-deployed so as to minimize distractions. 

Response: These comments are not completely without merit, but the Coast Guard's conclusion is to mandate a dedicated response vessel or equivalent.  The SOC states that if a response vessel isn't used, a small boat with a trained crew capable of meeting the same objective must be available.

6. Issue:  Watch keeping.

Commentors stated that the licensed deck officer should be assigned to both monitor the lightering operation and the ships position, but not be chained to the bridge.  Also, for barges, a licensed officer should stay on the bridge of the attending tug.

Response: We agree.  From a safety standpoint, it makes sense not to require the deck officer to remain on the bridge, especially if the weather conditions are good.  This does not remove the requirement for the STBL to maintain continuous communications with VTS, this requirement will remain in the SOC.

7. Issue: Vapor Balancing. 

One commentor wanted to delete the last sentence in the paragraph on vapor balancing:  "All vessels equipped should use vapor balancing when possible."

Response: We do not believe that this requirement is onerous, and maintain that the vessel "should" use vapor balancing "when possible."  

8. Issue:  Lightering Plans

This was one of the areas of contention.  The SOC requires both a plan submitted a week prior to operations and a 48 hour advance notice report, although it does not specify what that plan must contain.  Some commentators do not think that a one-week lead time for every lightering operation is realistic.  

Response: Each company will need to develop a complete lightering plan, or fleet plan, covering general aspects of lightering applicable to all the lighterings it will conduct.  These plans will be maintained on file at the MSO, for review when an Advance Notice sheet is received.  Fleet plans MUST be submitted five working days prior to the proposed start of the lightering operation to ensure sufficient review time for an approval.


The notification requirements were designed to meet industry's desire to remain flexible and the MSO's need to ensure quality plan reviews.  Once a company's fleet lightering plan is approved and on file with the MSO, the Advance Notice form provides all necessary information required for a lightering approval.  The detailed lightering plans will remain on file and referenced during Coast Guard monitoring operations.

9. Issue:  Notification.

One commentator wants a minimum 24 hour notification, to enhance flexibility.  

Response: The MSO has determined that this is insufficient time to review their Advance Notice, assess risk, and arrange for monitoring personnel.  When vessels make anchoring arrangements, they should notify the MSO of their intent to lighter at the time the reservation is made.

10. Issue:  Anchorage Management.

Commentors suggested that Tacoma, Seattle, and Vendovi should be authorized lightering areas.  Vendovi, especially, would be a good backup for Anacortes.  Since Port Angeles and Anacortes are the two most congested anchorages, and it would help to let lightering go to lower-traffic areas. 

Response: Seattle and Tacoma have been included as approved lightering areas.  However, due to the magnitude of  weather and current conditions, Vendovi Island will continue to be approved on a case-by-case basis.

11. Issue:  Advance Notice Sheet.

One person suggested that we don't need to know the PIC names, because they may be assigned shortly before the operation, and the lightering specialist's name is more important to us anyway.  They also stated that the signature block on the bottom should not necessarily be the lightering specialist, but an appropriate company representative.

Response: We agree that there is no value added in providing the PIC names.  On a case-by-case basis, a competent company representative may be authorized to sign the bottom of the Advance Notice sheet, if the lightering specialist is not available.  Agents normally do not have this expertise and should not sign the form on behalf of a foreign-flag tanker.  This signature must be a company representative who is familiar with that particular operation.

Summary of Stakeholder Comments

March, 2001

1.  Issue:  The proposed definition of a lightering specialist requires that the person hold a PIC qualification.  The original draft outlined "a person with significant experience in lightering and tank vessel loading and unloading operations."  It is our opinion that the original definition was more suitable for that of an experienced lightering specialist and not overly restrictive, which we feel the proposed definition would be.  This would then be in line with the recommendation that the lightering specialist does not have control of the operation, just the ability to stop the transfer that has always been the case.  (Equiva Marine)
Response:  The Captain of the Port agrees with the substance of this comment.  The experience requirement will ensure lightering specialists are adequately prepared to address safety risks on its own, and we do not need to require PIC qualification.  Persons without PIC qualifications, but with lightering experience, have demonstrated they can conduct operations safely.

2.  Issue:  We suggest an applicability section be added so it is clear where the Standard of Care applies.  It must be clear it does not apply to bunkering operations.  (WSPA)
Response:  The Captain of the Port agrees with this comment and will clarify the language in the SOC.

3.  Issue:  Section 5d - Consideration must be given to work hours and fatigue, however we recommend removal of the OPA 90 work hours reference for the lightering specialist.  The lightering specialist is not a member of the crew and we believe he/she does not fall under this OPA 90 requirement.  (WSPA)
Response:  The Captain of the Port does not agree with this interpretation.  In further discussions with stakeholders, it was decided that the OPA 90 fatigue standards are reasonable and prudent guidelines that ensure safety through preventing fatigue. 

4.  Issue:  Section 5d - Persons felt the lightering specialist must have the authority to shut down a lightering operation, however, they felt strongly the phrase "take direct control" must be removed as this could usurp the responsibility of the Captain.  The Captain has the legal responsibility for the vessel, the lightering specialist acts in an advisory capacity.  The relationship to the captain is analogous to the relationship between the master and pilot.  (WSPA
A second comment agreed, and stated specifically that liability concerns arise if the lightering specialist takes direct control and there is a spill.  The commentator questioned exactly what the master's and / or the PIC's responsibility / authority is if the specialist takes direct control of the lightering operation.  To remove the legal uncertainties of the lightering specialist, he should not be able to take direct control, but advise the master, PIC, and / or VTS of safety issues.  (BP)
Response:  The Captain of the Port agrees with both comments and will modify the SOC.  This new language will address responsibility and liability concerns while leaving the lightering specialist the ability to address necessary safety concerns.

5.  Issue:  Section 7, Vapor Balancing - The last sentence should be deleted as this is not a current requirement in the Puget Sound.  Vapor Balance systems must meet USCG requirements and should be approached on a Lightering System basis, not on a "when possible" basis.  (WSPA)

A second commentator agreed, and further stated that they believe vapor control / vapor balancing falls under the auspices of either the EPA or the local air board, in which case if they required vapor balancing, then it would be conducted in accordance with 46 CFR 39.20, 30, and 40.  We would suggest this section be deleted until such time as a requirement for vapor control is implemented in Puget Sound.  (BP)
Response:  The Captain of the Port agrees with this comment and will modify the SOC.

6.  Issue:  Under the "Personnel" section, recommend we strike the phrase "if the operations continue beyond 48 hours." Regardless of how long the operation continues, all personnel should be cognizant of work hours and fatigue. The phrase is extraneous. (BP)
Response:  The Captain of the Port agrees with this comment and will modify the SOC.

7.  Issue:  For tug availability, does the standby tug need to be of sufficient size to control the largest vessel involved? It appeared that the original intent was to have the tug on scene to control the barge, and that the tanker, once unencumbered by the barge, could safely maneuver by itself. (BP)
Response:  The Captain of the Port agrees with this comment and will modify the SOC.  A standby tug, capable of removing the barge from the operation, will provide an appropriate level of safety.

8.  Issue:  Under the watchkeeping section, the requirement for deck officers to monitor the operation is inappropriate for tugs.  Tug companies use shorebased tankermen to conduct the lightering operations.  Tug officers are not PIC qualified, and are not necessarily knowledgeable in oil transfer operations.  However, it we agree that it is proper for a tug officer to remain on the bridge of the tug to monitor navigational status and communications. 

Response:  The Captain of the Port agrees with this comment and will modify the SOC.
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