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Introduction 

History 
On June 28, 2006 the Alaska Department of Transportation and Public Facilities (DOT&PF, or 
Department) issued a statement of services for a shuttle ferry class of vessel described as "Southeast 
Shuttle Ferry" with the purpose to:  

"Select Naval Architecture and Marine Engineering Firm to modify a concept ferry boat design 
to meet Alaska Marine Highway Systems operational and performance requirements for a new 
class of Southeast Alaska Shuttle Ferries."  
 

The statement of services specified that the vessel design must meet the following criteria:  
 Vessel Type: Roll On-Roll Off Passenger Ferry  
 Overall Length: 255ft to 305ft  
 Passenger Capacity: 450 (interior seating for 300 passengers)  
 Vehicle Capacity: 48-60 plus  
 Loading Ability: Bow, Stern and Side  
 Cruise Speed: 18 knots (20 knot sprint speed)  
 Operation: Day boat Operations (12 hours)  

 
This began the process toward building the Alaska Class Ferry (ACF), which would be the first Alaska 
Marine Highway System (AMHS) stern/bow roll on-roll off (RORO) vessel since the M/V Bartlett. The 
stern/bow RORO would enable the most efficient vehicle loading and unloading capabilities, which in 
turn allows 12 hour day boat operation on many routes.  Day boat operation, utilizing much smaller 
crews, greatly reduces operating costs.  It was estimated in 2006 that the cost to build a vessel that 
met the above criteria would be approximately $25 to $30 million. 
 
As the concept developed, there were several changes made that differed from the criteria in the 
statement of services. One of the most important changes was the elimination of a bow door, which 
decreased the ability of vehicles to roll on and roll off in an efficient manner. Less time in port and 
more time underway was an important characteristic for a Southeast Alaska Shuttle Ferry, especially 
for routes that were on the edge of being able to be completed in less than 12 hours. A second major 
change to the concept design was the inclusion of crew quarters, which conflicted with the "day boat 
operations" specification in the original statement of services. The vessel was also lengthened to 350 
feet during this process. The ACF Design Study Report was completed in 2009 and included these 
changes to the original vision of the vessel; the cost estimate increased to $120 million.  
  
The 2010 Alaska State Legislature appropriated $60 million of state general funds toward building the 
first Alaska Class Ferry. The appropriation matched $68 million in Federal Highway Administration 
funds. Later that year, Governor Parnell "defederalized" the ACF project and the department 
transferred approximately $1.5 million that had been expended for design to other state transportation 
projects. Defederalizing the ACF project allowed the state more flexibility to choose where and how 
the ACF would be designed and constructed. This aligned with the Governor's and legislature's intent 
that the vessel be built in Alaska to support Alaskan jobs. The federal funds were later redistributed to 
other transportation projects in Alaska. 
 
In parallel with the ACF development, DOT&PF hired the University of Alaska Fairbanks (UAF) in 
2007 to independently analyze the AMHS. The study was published in 2011 and found that there 
would be no improvement in the overall efficiency of the AMHS by replacing the M/V Malaspina in 
Lynn Canal with a 350-foot ACF. When two ACF's of this size were deployed (with the retirement of 
the M/V Taku) the study found that the average annual AMHS operating subsidy increased by 
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approximately $6.7 million. There would be an improvement in service with deployment of two 350-
foot ACF's in Lynn Canal, but at a substantially increased cost that resulted in the highest annual 
AMHS subsidy of any alternative the UAF study analyzed.  
 
In fall 2012 the conceptual design had reached a point where accurate cost estimates could be 
provided by both the naval architect and Alaska Ship & Drydock (ASD). These estimates showed the 
total project cost at between $150-$167 million. The department was now faced with a vessel design 
that did not meet the original intent of constructing a stern/bow RORO shuttle ferry, a study provided 
by the University of Alaska that cast doubt on the use of the vessel, and a cost estimate that 
exceeded the amount available for construction.  
 
Armed with this information the department consulted with the Governor and received direction to 
reevaluate the direction the project had taken. The vessel design and purpose were reviewed and the 
department determined that going back to the original concept was the best course of action for 
service to the public. Governor Parnell announced in December 2012 to revert the design back to a 
stern/bow RORO concept which will cost less to build and operate, and which will better serve 
Alaskans.  
 

The Way Forward 
With clear direction from the Governor, the Department has begun the process of returning the ACF 
project back to the original day boat ferry concept.  The Department has identified the following plan 
which will rapidly reformulate the vessel design, and minimize the cost and time to begin construction 
of the new vessels. Although the ACF project funding and nomenclature remain unchanged, for 
purposes of clarity between old and new information, the new vessel will be termed the “Day Boat 
ACF”. 
 

DESIGN CONCEPT REPORT 
The first step is this design concept report (DCR).  The purpose of the DCR is to re-examine the 
mission requirements of the Day Boat ACF and more clearly specify the required vessel and terminal 
characteristics.  The DCR has been prepared for the Department by Coastwise Corporation, a naval 
architecture firm in Alaska, to provide a perspective independent of the old ACF design process.  As 
soon as it is complete, the DCR will be provided to the AMHS and their design consultant, Elliott Bay 
Design Group (EBDG), to be used as the basis for concept design.  The DCR will be provided to the 
Marine Transportation Advisory Board (MTAB) and the Joint House and Senate Transportation 
Committee.  Comments and questions in response to the DCR will be addressed during the next 
phase described below. 
 

DESIGN STUDY REPORT AND CONCEPT DESIGN  
Using the DCR as a starting point, the AMHS will create a concept design of the new Day Boat ACF. 
The Concept Design will clearly indicate vessel size and all major design features, including rough 
speed and power and stability estimates.  The basis for design decisions used to create the concept 
design vessel, and the resulting vessel characteristics, will be succinctly documented in a Design 
Study Report (DSR).  At the end of the Concept Design a new vessel cost estimate will be provided.  
The DSR will also clearly state those design features needing additional study.  The DSR and 
subsequent design documents will be provided to MTAB for discussion and input. 
 

PRELIMINARY DESIGN 
Some elements of the vessel design, for example hull speed and sea keeping analysis, may need 
additional work prior to the detail design phase.  The AMHS and their design consultant will address 
these design issues during a preliminary design phase.  A new expanded set of design drawings will 
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be issued to support vessel preliminary design.  A brief Preliminary Design report and appendices will 
be issued to document design decisions. At the end of the Preliminary Design a vessel cost estimate 
will be provided. 

 
DETAILED DESIGN 

Once the Preliminary Design is approved, AMHS and their design consultant will begin detailed vessel 
design. Detail design will be monitored using normal AMHS vessel project control milestones and 
review points.  A vessel cost estimate will be provided at 40% and 100% of Detailed Design.  Once 
detailed design has commenced, the AMHS will engage the vessel construction contractor and work 
out the dates for the involvement of the shipyard in the construction design process. At this point, the 
date for a final shipyard construction price will be identified.   

 
 SCHEDULE 

The following is an early tentative project schedule.  The project schedule will be updated monthly. 
 
February 25, 2013  Completion of DCR 
March 31, 2013 Completion of Concept Design and DSR 
May 1, 2013  Completion of Preliminary Design 
November 1, 2013 Completion of Detailed Design 
January 1, 2014 Keel laying first vessel 

 

Description of Design Concept Report 
The purpose of this Design Concept Report (DCR) is to define the mission of the Day Boat ACF and 
determine a specific definition of the vessel and terminal characteristics required for successful vessel 
operation.  In this context, the DCR first examines the components of day boat operation including 
basic premises such as routes, speed, and mooring/loading times.  Using these day boat operational 
elements, sailing schedules are created to show viable day boat operation.  The DCR then uses the 
results of the day boat analysis to generate day boat mission requirements. The day boat mission 
requirements are supplemented with the other standard AMHS mission requirements and the cost 
requirement to fully define the mission.  Then the DCR identifies the required vessel and terminal 
characteristics needed to fulfill the mission.  Finally, a “roadmap” vessel will be presented which 
illustrates one possible Day Boat ACF design. 
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Day Boat Operation 

Basic Premise of a Day Boat 
The proposed ACF is intended to operate as a day boat.  The Day Boat ACF will normally operate no 
more than 12 hours each day, unless a second crew is used. The 12 hour rule is a USCG requirement 
to ensure the crew has sufficient rest. This means that normally a vessel must leave and return to its 
home port such that the crew works no more than 12 hours per day.  There are several day boat 
vehicle ferries currently operating in Alaska: the Lituya, the Prince of Wales, and the Fairweather and 
Chenega. 
 
The 12 hour limitation of a day boat places a strong constraint on vessel operation in Alaska because 
most ports are a long distance apart.  To be effective, day boats can operate only between ports that 
are no greater than 4.5 to 5.0 hours of sailing time apart (see exceptions in Day Boat Route section 
below).  For a displacement type steel ferry in Southeast Alaska, only a limited number of routes are 
possible.  For a high-speed ferry the operational limitation is less of a restriction, but the vessel pays a 
large cost penalty due to increased fuel consumption and high engine maintenance.  
 
Where day boat operation is geographically possible, it is an attractive marine transportation option.  
Most important for the traveling public is that the vessel is operating during daytime hours, instead of 
late night port calls.  Day boat operation provides a profound reduction in operational cost because 
overnight crew accommodations and services are not required.  Based on AMHS information, crewing 
costs for vessels operating 24 hours a day account for approximately 70 percent of total operational 
costs.  If the Malaspina in North Lynn Canal service were replaced with two day boat vessels, the total 
number of required crew members would be reduced by about 44%1.  
 
Alternate means of operating a day boat are possible, but not analyzed in detail in this report.  A day 
boat vessel can operate with two 8 hour per day crews to extend the operational day to 16 hours, 
assuming the vessel route is short enough to return to its home port in 8 hours.  This is similar to the 
Ketchikan Airport ferry operation.  Another option is to run to a community 5 to 10 hours from the 
homeport, overnight the crew there in shore side facilities, with a return voyage on the following day.  
This is similar to airline operation.  In this way a sailing from Juneau to Petersburg or Sitka would be 
possible.  For maximum capacity a second crew could operate the vessel for the second 12 hours of 
selected days (provided the schedule allows crew to return to the home port), effectively causing the 
day boat to operate 24 hours per day.  
 

Day Boat ACF Operational Elements 
Many elements of day boat vessel operation are the same as traditional AMHS ferry operation. 
However, to create an effective and efficient day boat, it is important to understand those operational 
elements that are unique and critical to the success of a day boat.  The following discussion describes 
in detail these important day boat operational elements.   
 

                                                 
1 The Malaspina has two crews, 42 members each; the proposed Day Boat ACF is assumed to require two 
crews of 9 members each, not counting night crew.  If there are 3 night crew for the 12 hour Juneau-Haines 
vessel and 1 night crew on the 8 hour Haines-Skagway vessel, this results in an approximate crew comparison 
of (2x42) 84 Malaspina crew vs. (2x12 Haines vessel) + (2x10 Skagway vessel) = 44 crew. (Minimum crew size 
is determined by the USCG; if a crew of 10 is required, total crew would be 48.) 
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SERVICE SPEED 
Vessel speed is critical to making the most of a 12 hour operational day.  However, vessel speed is 
the most costly of all non-crew operational elements, because it takes fuel to make speed.  This study 
concentrates on displacement type day boats, because they are the most fuel efficient.  For a vessel 
of average AMHS fleet size, (such as the Taku) an efficient hull speed is about 15.5 knots.  This is the 
traditional AMHS vessel service speed and large vessels traveling about 15.5 knots are a well-
established physical and environmental presence in the waters of Southeast Alaska.  
 
Displacement vessels of Taku size can be made to go at greater speeds but the horsepower required 
to add this level of speed begins to increase rapidly beyond “hull” speed.  For example, to increase 
the Taku’s service speed from 15.5 knot to 17.5 knots would require roughly double the horse power 
and roughly double the fuel.  This power also results in a significantly higher energy vessel wake field.  
So while it is possible to plan for day boat vessel speed above 15.5 knots, it should be considered a 
last resort. 
  
Since speed has such a significant impact on operational costs and a day boat is limited to only 12 
hours of operation per day, it stands to reason that a day boat vessel must spend as much time at sea 
as possible and greatly minimize time in port.  This is not a traditional AMHS operational requirement 
and will be a new way to conduct business.  This new operational system impacts other AMHS vessel 
and shore side operations including: mooring, loading, ticketing/security, unaccompanied vehicles, 
vessel cleaning, replenishment, and maintenance.   
 

MOORING 
Mooring is one component of a vessel’s time in port.  Traditional AMHS side mooring is not a fast 
method to position and secure a vessel.  Previous timing studies indicate that it takes on average 
about 22.4 minutes combined time to moor and unmoor a traditional AMHS vessel.  In contrast, other 
ferry systems can moor and unmoor a vessel in about 7 minutes, using drive straight-in bow capture 
terminals.  This is about a 15 minute difference in time.   
 
Assuming a day boat has at least two mooring cycles per day, even a 30 minute time increase could 
be important. For example, to make up 30 minutes of time between Auke Bay and Haines requires 2 
knots additional vessel speed2.    
 
The difference in mooring times plays a more critical role as the frequency of vessel trips increases.  
Some of the proposed future day boat vessel schedules plan for 3 or more vessel round trips in a 12 
hour period.  In this case, with 6 or more mooring cycles, the time spent mooring the vessel begins to 
exceed several hours per day and is not viable.    
 
Terminal configuration is obviously the most important component of mooring times.  Capturing either 
the stern or the bow of a vessel is the most effective means to quickly position the vessel.  See Figure 
1.  But other considerations, such as holding the vessel into the pier with propulsion power instead of 
mooring lines are also important.  

                                                 
2 See Appendix A, Juneau-Haines 15.5 and 17.5 knot schedules. 
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Figure 1 - Bow Capture, Bow Unload Mooring 

 
 
 

VEHICLE LOADING/UNLOADING 
Vehicle loading/unloading is another component of vessel port time.  Many activities are included in 
this broad category: vehicles maneuvering on the arriving vessel’s Car Deck, unloading arriving 
vehicles, providing tickets to departing vehicles, staging and security clearance of departing vehicles, 
loading departing vehicles, and maneuvering and securing vehicles on the departing vessel’s Car 
Deck.  Traditional AMHS operation is not arranged for fast loading times as fast loading/unloading is 
not required to meet existing weekly schedules.  Generally, AMHS schedules 2 hours for each port 
call of mainline vessels3. In a day boat schedule with 2 or more mooring cycles, spending upwards of 
4 or more hours per day loading a vessel is not a viable strategy. 
 
Previous timing studies have indicated that AMHS loads at about 2 cars per minute and that other 
ferry systems can load vehicles at about 10 cars per minute per lane.  The experience of other ferry 
systems indicate that fast loading/unloading times require mooring schemes that allow vehicles to 
drive straight on and off of the vessel.  Fast loading times also require that vehicles be ticketed, 
checked for security, and staged prior to vessel arrival.  A key component of fast unloading times is 
that adequate uplands space be available to hold the entire vessel load of vehicles, so that there is no 
stopping or delay in the traffic moving off the vessel.  
 
One of the key aspects to fast loading times is to have drivers on the Car Deck and in their vehicles 
prior to docking.  While common in other U.S. ferry systems, currently the Lituya is the only AMHS 
vessel that allows this practice.  The Day Boat ACF needs to be designed to accommodate 
passengers on the Car Deck while underway.    
 
It is not possible to get fast loading times if unaccompanied vehicles, and especially unaccompanied 
freight containers, are allowed on the Car Deck. While AMHS has previously allowed unaccompanied 
vehicles on the Car Deck, this operation is not part of the basic mission of providing a highway.  It 
occurs because doing so does not greatly affect operating costs on existing schedules.  In order to 
have viable day boat schedules, the AMHS will need to revert back to the priority mission of carrying 
normal highway traffic.  On day boat routes all vehicles will have to be self-propelled, the vessel 
cannot wait for special maneuvering of cars and vans on the Car Deck.  Unaccompanied vehicles can 
still be carried on other AMHS routes and on traditional AMHS vessels.    

                                                 
3 AMHS schedules 1 hour or shorter port time for the FVFs, and is starting to schedule 1 hour port time for the 
Aurora/LeConte in some ports. 
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The loading of walk-on passengers will also need special consideration.  Terminals and loading ramps 
should be modified to allow for safe simultaneous loading of passengers and vehicles.  Future 
terminal modification should consider separate walk-on passenger loading systems. 
 

MOORING AND LOADING OPERATIONS (MLOPS) 
Given the above description of day boat mooring and loading issues, there are numerous 
considerations when attempting to configure a day boat ferry system and many of the mooring and 
loading issues can have a large impact on schedule and operational efficiency.  To quantify these 
issues, a mooring and loading study was developed and is shown in Appendix B.  The intent of this 
study was to examine in detail, the mooring and loading concepts discussed above, and to generate 
estimates of mooring and loading times for analysis of day boat operation. The results of this study 
are the Mooring and Loading Operations (MLOPS) tables which provide different sets of mooring and 
loading times to be used to develop day boat schedules.    
 

NIGHT CLEANING, REPLENISHMENT, AND MAINTENANCE. 
Because the vessel’s primary crew is fully occupied when operating the vessel on a 12 hour route, 
they do not have time for replenishment, cleaning, and maintenance.  These types of tasks (such as 
fueling, pumping, oil changes, stores replenishment, and cleaning) need to be accomplished by a 
night crew.  The night crew is also in charge of vessel security and safety. 

 

Day Boat Routes 
The Department is on record regarding Southeast Alaska marine transportation improvements.  In 
general, the Department believes that deploying day boat ferries in conjunction with small road 
segments will greatly improve sailing frequency and lower operational costs.  This type of ferry system 
results in high reliability and redundancy.  The vessels will be simple to operate and maintain and will 
provide widespread crew familiarity.  Identical vessels will be able to provide back-up capability during 
overhaul and breakdown periods.  Furthermore the day boat vessels can be efficiently deployed in a 
wide variety of schedule options which is a powerful feature for future system modifications.   
 

1ST PRIORITY ROUTES – NEW NORTH LYNN CANAL SERVICE 
Juneau-Haines-Juneau  
Haines-Skagway-Haines  
 

2ND PRIORITY – OTHER AMHS ESTABLISHED ROUTES 
Juneau-Angoon-Juneau   
Juneau-Gustavus-Juneau 
Juneau-Hoonah-Juneau 
Juneau-Tenakee-Juneau (Same approximate distance and operational features as Juneau-Angoon) 
Metlakatla-Ketchikan-Metlakatla (Identical to current Lituya operation) 

 
3RD PRIORITY – JUNEAU ACCESS IMPROVEMENTS (JAI) STATE PREFERRED ROUTES 

Haines-Katzehin-Haines 
Skagway-Katzehin-Skagway 
 

4TH PRIORITY – OTHER JAI ALTERNATIVES ROUTES 
Haines- Sawmill Cove4-Haines  

                                                 
4 Sawmill Cove is labeled Berners Bay (BER) in Appendix A and C. 
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Juneau-Skagway-Juneau 
Skagway-Sawmill Cove-Skagway 
Sawmill Cove-William Henry Bay–Sawmill Cove  

 
5TH PRIORITY - OTHER POSSIBLE FUTURE ROUTES 

It is hard to forecast the long range growth of the AMHS.  Many potential day boat routes exist that 
could be served by the Day Boat ACF, particularly with small road extension segments.  Some of 
these routes are charted in Appendix A, but no official schedules were developed.  
 
Cascade Point5–Haines 
Cascade Point-Skagway 
Whittier-Valdez-Whittier 
Cordova-Valdez-Cordova 
Anton Larsen Bay-Ouzinkie-Port Lions.  Requires terminal at Anton Larsen Bay 
Juneau-Warm Springs Bay (Sitka)-Juneau.  Requires one road segment 
Whittier-Cordova-Whittier.  Requires road extension in Cordova. 
 

6TH PRIORITY – OVERNIGHT ROUTES 
While day boat operation was previously defined as a vessel that returns to its home port every night, 
it is possible to run the vessel to a port, then put the crew in shore side accommodations overnight, 
then resume sailing the next day. This type of operation greatly extends the range of the vessel, but 
long day trips can increase the desire for passenger services, such as meals and accommodations for 
the infirm.  Some possible overnight routes are:   
 
Juneau-Haines-Skagway-Haines 
Haines-Skagway-Haines-Juneau 
Juneau-Sitka-Juneau 
Juneau-Petersburg-Juneau   
Ketchikan-Petersburg-Ketchikan 
Ketchikan-Prince Rupert-Ketchikan. (Vessel would require SOLAS exemption.) 
 
 

Day Boat Schedules 
Based on the day boat routes and operation discussed above, and using an assumed conservative 
vessel speed, many day boat schedules were created and analyzed.  These schedules are important 
because they determine: 1) if a route is feasible from a day boat standpoint, 2) what kind of speed is 
required, and 3) what kind of mooring/loading times are required.  
 

SCHEDULE METHODOLOGY 
To support schedule calculations, all route geographic information was generated new and analyzed 
using vessel navigation software.  This information was based on recent digital navigational data from 
AMHS navigation computers.  See Appendix A for detailed route information.  Of key importance is 
the length of restricted speed areas, usually adjacent to terminals. 
 
Detailed schedule information and methodology is shown in Appendix C.  Basic scheduling 
assumptions were that a crew day was 12 hours, vessel speed was 15.5 knots, and maneuvering 

                                                 
5 Cascade Point schedules are calculated the same as Sawmill Cove schedules and labeled as Berners Bay 
(BER) because these two routes are virtually equidistant. 
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speed 5.0 knots.  Mooring and Loading Operations (MLOPS) were optimized as necessary for each 
schedule, however if time was available, schedules used the most generous day boat MLOPS time of 
30 minutes.  Assuming an arbitrary crew arrival start time, the arrival and departure times and the 
number of round trips were calculated for each port in the route. The effect of current was examined, 
but not included in the analysis due to limited impact. 
 
Many variations of schedules were examined, however only one set of 1st Priority through 2nd Priority 
routes schedules are presented. 
 

 
1ST PRIORITY ROUTES – NEW NORTH LYNN CANAL SERVICE 

 
Juneau - Haines Schedule 

 
 

Haines - Skagway Schedule (Reduced Frequency)6 

 
 

  

                                                 
6 This schedule shows 2 round trips when 3 round trips are possible, see Appendix C.  However, this schedule 
synchronizes with the arrival of the Juneau-Haines vessel in Haines to reduce the transfer time for Skagway 
bound vehicles and passengers.  The extra time in this schedule can be used for vessel maintenance and 
cleaning, reducing night crew workload. 
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2ND PRIORITY – OTHER AMHS ESTABLISHED ROUTES 
 
Juneau – Angoon Schedule (Same as Juneau – Tenakee) 

 
 

Juneau – Gustavus Schedule 

 
 

Juneau – Hoonah Schedule 

 
 

3RD PRIORITY – JAI STATE PREFERRED ROUTES 
The 3rd Priority routes of Haines-Katzehin-Haines and Skagway-Katzehin-Skagway are currently the 
Department’s preferred routes in the Juneau Access Improvements (JAI) project.  New day boat 
schedules were created for these routes using the information in this report and are shown in 
Appendix C.  In a 12 hour day, assuming fast mooring and loading operations, the Haines vessel can 
make 6 round trips and the Skagway vessel can make 4 round trips.  These schedules are similar to 
those already published by the JAI project.    
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4TH PRIORITY – OTHER JAI ALTERNATIVES ROUTES 
4th Priority schedules can be found in Appendix C. 

 
5TH PRIORITY - OTHER POSSIBLE FUTURE ROUTES & 6TH PRIORTY – OVERNIGHT ROUTES 

Not all lower level priority schedules were calculated in this study.  Some 5th priority schedules can be 
found in Appendix C.  Some of these routes have been previously analyzed by the Department or 
AMHS.  If these routes become more likely, actual routes and schedules should be developed. 
 

SCHEDULING LESSONS LEARNED 
The creation and analysis of day boat schedules provides some interesting results: 
 

 The schedules show that the Day Boat ACF can successfully and efficiently operate: on North 
Lynn Canal routes, on other AMHS traditional routes, on all of the JAI displacement vessel 
routes, and on many other future AMHS routes not yet in existence.  

 For the Juneau-Haines route, an increase in speed from 15.5 knots to 17.5 knots (which 
approximately doubles fuel consumption) gains approximately 30 minutes of transit time.  
Meaning that doubling fuel consumption saves the time equal to one loading or one unloading 
cycle.  This is a clear indication that mooring and loading operations need to be made as fast 
as possible, prior to increasing vessel speed, as a means to improve day boat schedules. 
Since it is very difficult to improve on a modern vessel’s original fuel consumption and fuel is a 
large component of operational cost, the decision to determine vessel speed during the design 
phase can greatly increase vessel operational cost over the vessel’s 60 year life span.  

 Short route schedules have a cumulative MLOPS time of up to 50% of the 12 hour day.  This 
means that the vessel is mooring and loading more than half of its operational day and again 
points to the major economic importance of fast loading and terminal operations.  

 For Haines-Skagway route, increase in speed from 15.5 knots to 17.5 knots gains 5 minutes 
for each trip.  No additional sailings are gained from increased speed.  For short routes, 
increasing vessel speed does not realistically improve the schedule. 

 For the Haines-Skagway route, reducing MLOPS from 30 minutes to 15 minutes (for each load 
or unload interval) allows for 1 additional round trip.  This is a 33% system efficiency increase 
with no extra operational funding required.   

 For the Haines-Katzehin route, reducing MLOPS from 30 minute each to 15 minutes (for each 
load or unload interval) allows 3 additional round trips.  This is a 100% system efficiency 
increase with no extra operational funding required. 

 Long routes at the extreme limit of possible day boat operation, such as Juneau-Angoon and 
Juneau-Skagway, must substantially minimize MLOPS time to make a round trip in a 12 hour 
day.  An increase in vessel speed to 17.5 knots does not provide a similar result.  Even with 
reduced MLOPS times, these two routes are close to the 12 hour operational limit and may 
also require shore side or night crew assistance for loading/unloading and vessel startup and 
shutdown. 
 

The schedule timing information presented in the above tables clearly shows the viability of day 
boats/shuttles for priority routes and the key importance of fast terminal operations.   
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Mission Requirements 
The day boat analysis has shown the day boat routes, operational elements, schedules, and the key 
importance of minimizing port time.  In this chapter, the preceding day boat analysis is used to identify 
the mission requirements for successful day boat operation.  These requirements are followed by a 
definition of the normal AMHS vessel mission requirements based on previous vessel design projects.  
Finally, the cost requirements for the Day Boat ACF project are defined.  These three major 
requirement categories (day boat, AMHS, and cost) form a detailed definition of the Day Boat ACF 
mission.     
 

Day Boat Mission Requirements 
 

PAYLOAD 
Vessels must carry a minimum of 53 Alaska Standard Vehicles (ASV) each, which is based on current 
Lynn Canal summer traffic7.  Traffic shall drive straight-on and then drive straight-off the vessel.  
Passengers shall be able to stay in cars while underway (at the discretion of the Captain).  Passenger 
loading shall be segregated from vehicle loading, to the best extent possible. 
 

SPEED 
The need and cost of day boat vessel speed has been discussed in detail in this paper.  The results of 
this analysis are:  

 Schedule speed is 15.5 knots 
 Service speed should be not less than 16.0 knots 
 Main engines sized for 85% MCR at service speed (for sea state and fouling) 
 Use previous ACF engine selection data, if applicable 

  
BOW CONFIGURATION 

To address the need for short port times with no vehicle backing or turnaround, the most powerful 
vessel feature is self-propelled bow mooring and bow vehicle unloading.  This results in the following 
mission requirements: 

 Vessel mooring straight bow in, holding with ship’s power, is required 
 Able to open bow door just prior to landing 
 Bow door (bulwark gate) is required and shall be simple, strong, reliable   
 Bow design shall reduce spray generation during winter operation and shall not have forward 

side doors. 
 Vessel shall not have propulsion on the forward end8, except for bow thruster. 

 

                                                 
7 Traffic analysis is based on accommodating daily traffic 95% of the time.  Special events, such as races and 
fairs, exceed this level of traffic and must be addressed by additional crews or additional vessels. 
8 Significant thought was given to a double-ended vessel design, prior to this concept being rejected.  Given that 
many of the intended day boat routes are long channel routes, there is significant concern about forward 
propeller damage from logs and deadheads during night/dark operation.  Increased installed horsepower, rudder 
machinery, and limited sea keeping abilities were also considered.  The double-ended concept was only 
beneficial for very fast turnaround times, such as might be required for some of the preferred Juneau Access 
routes while they are being operated at maximum capacity (number of round trips).  This level of system 
throughput is not envisioned in the next 30 years and can be overcome by extending vessel operation to 16 
hours.    
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STERN CONFIGURATION 
If the bow is configured as above, the stern of each vessel must have a stern center door and at least 
an aft port side door.  An aft starboard door could be considered as an option, although this door 
would see use only at some traditional AMHS berths outside Northern Southeast Alaska. 
  

 
MANEUVERABILITY 

Since a key part of each vessel’s mission is to turn and back quickly into a dock multiple times per 
day, the vessels must be very maneuverable.  Excellent visibility astern from the wheelhouse is 
required.  Installing 3 rudders, similar to the Lituya, is recommended.  Depending on installed main 
engine horse power, it may be necessary to install a stern thruster.  
 
 

MANNING 
The vessel’s USCG required manning level shall be safely minimized using vessel design features: 

 Engine room shall be un-manned, similar to Lituya/Fairweather 
 No galley or hot food service, other than vending machines 
 Mooring must not drive up manning requirements; utilize mechanical means rather than line 

tying if necessary 
 Close attention to design of lifesaving and vessel evacuation requirements 
 Additional vessel assistance at port (loading, etc.) may come from shore  
 No crew overtime shall be built into normal vessel operation 

 
ACCOMMODATIONS 

Good accommodations shall be provided for passengers and crew.  Passenger spaces shall be 
broken into multiple single-use rooms, so that passengers have a choice of seating and activities 
during transit.  

 Forward view lounge  
 Library (quiet reading, no cell phones) 
 Movie lounge  
 Computer use tables/booths 
 General lounge 
 Eating lounge  
 Children’s area 
 Solarium 

 
At least four of these passenger areas (library, computer use, general lounge, eating lounge) shall 
have lights  available during hours of dark operation. 
 
A small separate deck shall be available for crew.  Crew accommodations shall provide: officer mess, 
crew mess, break room, quiet room, lockers and gear storage.       
 

UPLAND AND TERMINAL IMPROVEMENTS 
Berths, uplands, terminals, and terminal operations shall be improved to allow for minimum vessel 
time in port: 

 Berth improvement to minimize mooring time 
 Improved vehicle and passenger staging areas to optimize traffic flow on and off vessels: 

o Adequate upland lane space to hold entire vessel car capacity while loading and 
unloading  
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o Improved ticket taking areas and procedures to eliminate ticket verification at top of 
ramp 

o Improved security procedures, if required 
 Better segregation of passengers and vehicles during load and unload operations 

 
PROVISIONS FOR OVERNIGHT MOORING 

Terminal shall provide electrical power, fresh water, fuel, sewage and garbage disposal.  Provisions 
shall be made for quick transfer to shore power, without interrupting sensitive electrical equipment.  
Overnight mooring berths shall be configured to minimize line handling.  Night crew shall conduct 
cleaning and maintenance, if the crew operational day is too long to accomplish this work. Night-crew 
shall also be able to assist with startup/shutdown if necessary to meet 12 hour crew day limitations. 
 
 
 

AMHS Standard Mission Requirements 
The resulting AMHS mission requirements are well defined from previous vessel design efforts. 

 
SAFETY 

The vessels must be safe in all regional environmental conditions.  Vessel survivability in a grounding 
event shall be at least as good as existing AMHS Taku class, regardless of USCG regulations.   

 
RELIABILITY 

Vessel operation shall exceed 99% sailing frequency, or as good as existing AMHS service, 
whichever is greater.   
 
Vessel construction shall use marine systems that have demonstrated 5 years minimum proven 
marine technology, capable of being serviced in Ketchikan, Alaska.  Steel vessels shall be designed 
for approximately a 60 year life span, using one main engine replacement and two passenger 
accommodation area refurbishments.  

 
REGULATORY 

Vessels shall be USCG approved, as 46 CFR Subchapter H.  Vessels shall be ABS or DnV classified.  
Vessel classification shall include relevant machinery and electrical certifications.  Relevant Federal 
and State emissions (Tier 3 air emission, vessel general permit) and discharge (sewage) 
requirements shall be met. 
 

ENVIRONMENTAL CONDITIONS 
Vessel shall be designed for operation on the coastal waters of Alaska.  For this operation, the AMHS 
maintains standard environmental criteria that shall be used as minimum design criteria: 

 Permanent list of 15 degrees 
 Permanent trim of 5 degrees (by bow/stern) 
 Roll of 30 degrees (each side) with total rolling period of 12 seconds from horizontal 
 Pitch of 10 degrees (bow up/bow down) with total pitching period of 8 seconds 
 Ambient air temperature between minus (–) 20°F through plus (+) 85°F 
 Seawater temperature between plus (+) 28°F through plus (+) 65°F 

 
SEA KEEPING 

Ship Motions (Passenger Comfort).  Vessels shall be designed to provide less ship motions (i.e. better 
comfort) than found on the AMHS LeConte class vessels.  This analysis shall be limited to bow and 
stern seas.  The design goal shall be ship motions (comfort) approaching the levels found on the 
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Taku, without greatly impacting the budget. It is anticipated that this level of comfort can be obtained 
by a vessel of approximately 280 feet in length, assuming that the vessel does not have forward car 
doors and associated forward guard sponsons.  The closest example of this type and size of vessel 
hull in the AMHS fleet would be the 295 foot Tustumena. 
   
Spray Generation and Forebody Slamming.  Vessel shall be designed to minimize spray generation 
and forebody slamming and shall (to the greatest extent possible) reduce ice formation on vessel 
safety equipment.  Winter spray performance shall be significantly better than the AMHS LeConte 
class vessels. 
 
Survivability.  Assuming operation on all routes in Southeast Alaska, except ocean entrances, vessels 
shall be able to survive during a once in 50 year storm. (It is not realistic to design a coastal vessel for 
a once in 50 year open ocean exposure climatology event.) 
 

VEHICLES 
An Alaska Standard Vehicle is defined as a block 10’ x 20’.  During the ACF car deck test conducted 
in 2010, it was determined that 4 adjacent ASV lanes (40 foot total lane width) can carry 5 passenger 
vehicles.  For the Day Boat ACF, this means that 5 adjacent lanes (4 lanes 8’ wide, plus 1 lane 10’ 
wide) would be an acceptable combination. 
 
Car Deck wheel loading shall carry all highway legal vehicles, except double and triple trailer 
combinations.  Limited construction equipment may be carried, if it is not in excess of highway limits.  
In general, car deck stiffening shall be parallel to direction of traffic.  Vessel shall be provided with 
cargo van electrical hookups. 
 

PASSENGERS AND OTHER CARGO 
Vessels must be able to accommodate motorcycles, bicycles, and walk-on passengers.  A limited 
amount of walk-on cargo capacity is normally accommodated by a luggage cart carried by AMHS 
vessels, but this requirement may be impacted by future day boat routes of short duration.   
  
Vessels shall meet applicable ADA regulations and shall be accessible to the greatest extent possible 
for marine vessels.  A passenger elevator shall be provided for access to all passenger decks. 
 

Capital Cost Requirements 
The Department will closely monitor the cost of the new Day Boat ACFs and aggressively seek safe 
means to reduce the cost of the vessels.  The Department will deliver vessels that are safe, simple, 
and reliable and deliver these vessels at the least reasonable cost.  The cost requirement will be met 
during all phases of the project including: design, procurement, construction, and construction 
management.     
 

BUDGET 
The Department desires that the total constructed price of two Day Boat ACFs not exceed $117.0 
million (M) dollars, as there is approximately $117.0M remaining in the existing ACF funding.  This 
total cost includes preliminary engineering (design), the shipyard contract, construction engineering 
(AMHS oversight during construction) and Indirect Cost Recovery Plan (ICAP) charges.  (An ICAP 
charge is applied to all Department capital projects to recover Department overhead costs.) 
 
The vessel construction package shall consist of the minimum necessary vessel features.  If desired 
by the AMHS, additional vessel features may be added to the construction package as optional 
change orders, which may be activated if funds are available.  



Day Boat ACF                                   Draft Design Concept Report Page 18 of 26 
CWC # 13002 

Coastwise Corporation   February 25, 2013 

 
Budget monitoring shall occur periodically throughout the project.  The AMHS will create a brief 
project status report, including a vessel construction cost estimate, at intervals no longer than 3 
months.  Early stages of vessel construction cost estimates may be calculated using parametric cost 
models.  
 
The Department acknowledges the Contract Manager/General Contractor (CM/GC) procurement 
strategy and a general willingness to build the vessels at the state owned Ketchikan shipyard facility.  
However, cost is a key consideration, and the final vessel construction cost will be determined by the 
shipyard facility lessee, not the Department.  If the Department and the shipyard cannot agree to a 
construction cost, the Department may elect to put vessel construction out for public bid, with the 
possible result that construction would occur outside of Alaska.     
 

DESIGN 
The design cost of the vessel shall be minimized, using applicable portions of the old ACF design 
including the public process comments, steering committee comments, and relevant design research. 
The AMHS will task its design team to seek all realistic and safe cost reduction measures, within the 
context of meeting the vessel’s mission requirements.  
 

PARTIALLY OPEN AFT ROOF 
One possible construction cost savings measure may be to include a partially open aft roof.  A 
partially open roof above the aft portion of the vehicle space reduces the cost of the vessel 
superstructure, the bow door, and other equipment associated with ventilating and heating the car 
deck. The Department will require the vessel design team to investigate a partially open aft roof, 
enclosed with bulwark walls high enough to safely shield the Car Deck from sea water including 
spray.   
 

LIFE CYCLE COSTS 
Given a minimum construction cost project mandate, the resulting vessel will (of necessity) be as 
small as possible to accomplish the mission.  In some cases, minimum construction cost is not in the 
best interest of the State, if for example, it means an increase in operational costs over the anticipated 
60 year life of the vessel.  The AMHS shall task its design team to be vigilant regarding the long term 
(life cycle) operational costs of the vessel and minimize these costs where possible.  Increased fuel 
consumption has a very large life cycle cost impact and shall be carefully monitored. 
 
Other design features should be examined with due diligence for long term cost impacts.  For 
example, an increase in vessel length may cause the vessel to be more expensive, but allow for a 
slight decrease in fuel consumption, a decrease in passenger motions, and make for a more 
comfortable car deck. In this case, the design team shall investigate these issues and advance them 
to the Department for analysis and decision.   
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Vessel Characteristics 
Based on the above definition of mission requirements, some of the required vessel characteristics 
can be determined.  A more detailed list of vessel characteristics will be determined during the vessel 
Design Study Report and Concept Design.  However, for purposes of illustration a “Roadmap” vessel 
sketch is included in this chapter to show a vessel that provides the required characteristics and could 
be considered a starting point for the Day Boat ACF.  

 

Size 
Length: Minimum 256’-9” Length on Waterline (40 feet greater than LeConte) 
Beam:  As necessary to support 42 ft clear traffic lanes and two 8’ casings 
Depth:  Normal AMHS constraint for Wrangell Narrows / Peril Straight 
Bow designed to minimize spray, no large guard knuckle sponsons or forward side car doors 
 

Payload  
53 cars in four 8’ lanes and one 10’ center lane 
Car deck designed to meet Appendix B 
200 passenger seats, certificate for 300 passengers9 
 Passenger areas segregated by use: 
  Forward Lounge, movie theater, vending area with tables, 
  Computer stations, silent reading room, family room 
  One elevator 

Loading 
Bow door for vehicle loading/unloading.  14’ minimum width (one 10’ lane, one 4’ pax walkway) 
Symmetric P/S aft side car loading openings 
One aft stern car loading opening 
  

Speed 
Schedule speed = 15.5 knots 
Service speed    = 16.0 knots at 85% MCR (re-examine after speed power curve known) 
Horsepower approximately 3,000 hp per side 
Use ACF propulsion study if applicable, likely main engines are EMD 710 12 cylinder. 
 

Tonnage 
No restriction.  Department will not seek “small passenger vessel” 46 CFR Subchapter K or T 
regulatory status. 
  

                                                 
9 AMHS frequently certifies vessels for more passengers than the number of passenger seats, to account for the 
infrequent times the vessel must carry high capacity passenger loads.  Also, some passengers may prefer to 
stay in their vehicles on shorter runs.  The final number of certified passengers will be determined during later 
design phases.   
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“Roadmap” Vessel Design 
Figure 2 below shows a “Roadmap” vessel design.  The “Roadmap” sketch indicates a vessel that 
could be considered a starting point for the Day Boat ACF.  Subsequent design work will identify a 
true concept design with more accurate technical details. 
 
 
Particulars 

Length    278’-6” 
Beam      62’-6” 
Depth      19’-7” 
Draft      13-4”  
Service speed     16 knots at 85% MCR 
Vehicle Capacity    53  (20’ x 8’ min) ASV 
Passenger Capacity   300 persons 
Passenger Seating  280 interior seats not counting solarium 

 Main Engines     2 x 3000 hp 
  
 
 
Fast Mooring and Loading Operations (MLOPS) 
This report has clearly demonstrated the multiple problems and cost penalties a day boat pays for 
slow MLOPS.  Towards the goal of fast MLOPS, the “Roadmap” vessel has a “clam shell” style bow 
door for fast loading, a stern center door, and is arranged to allow passengers on the Car Deck.   The 
vessel also has no forward side doors and an optimized bow for better sea keeping, and a partially 
open aft roof enclosed with full (18 foot) height bulwarks.  More details and a size comparison of the 
“Roadmap” vessel can be seen in Appendix D. 
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Figure 2 - "Roadmap" Vessel 
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Cost 
An early and approximate vessel construction cost was created for the “Roadmap” vessel, using the 
Coastwise Parametric Vessel Construction Cost Model (CPVCCM).  A parametric cost estimate is 
similar to getting a price per square foot for a new house; it is only a rule-of-thumb unit cost, times the 
anticipated number of units. In the case of vessel parametric cost models, the usual comparison unit 
is price per cubic feet, although the CPVCCM uses several other methods.  This produces planning 
level estimates, with a confidence range of about plus or minus 10 percent, which are used until 
detailed design plans are available for more specific cost estimating. 
 
The CPVCCM calculates construction cost, which is the cost necessary to pay the contractor for the 
construction of the vessel, assuming the contractor is provided a reasonably detailed set of vessel 
construction drawings. 
 
The parametric cost model estimated the first Day Boat ACF construction cost to be between $44.3M 
and $54.1M dollars (See Appendix E).  The second vessel, if constructed by the same shipyard 
immediately after the first vessel, should experience a cost reduction of between 5 to 15 percent.  This 
accounts for less engineering, planning, and procurement and for the fabrication lessons learned by 
the shipyard. Using the mid-point of the projected first vessel cost ($49.2M), and a 10% expected cost 
reduction, the second Day Boat ACF is projected to cost $44.3M.  A planning level estimate of the 
total project costs are as follows: 
 

Preliminary Eng. (PE)     $   3.2M (6.5% of first vessel: $49.2M) 
First vessel contract          $ 49.2M 
Second vessel contract      $ 44.3M  
Construction Eng. (CE)    $   5.6M (6% of both vessels: $93.5M) 
ICAP                                     $   4.9M (4.79% of PE, both vessels, and CE: $102.3M) 
Total Project Cost            $107.2M 

  
The total estimated project cost based on parametric analysis of the roadmap vessel is $107.2M, 
which if $117.0M remains in the budget, leaves a contingent sum of $9.8M.  On all construction 
projects with potentially unknown cost elements, a contingency amount is included in the estimate 
until the design is complete and ready to put out for bid.  In the case of vessel construction, the 
contingency amount should increase as the vessel design becomes more complex and as time 
increases between the construction of similar vessels.  The AMHS recommends a contingency of 10 
percent (of estimated construction cost) for the Day Boat ACF.  The projected contingency is fairly 
close to this percentage. 
  
Two factors argue in favor of proceeding with the projected contingency at this time.  The first is that 
the projected second vessel cost savings is conservative based on recent State of Washington 
information.  Secondly, there is reason to believe the parametric cost estimate is conservative.  A draft 
CPVCCM analysis of vessel costs for the 350-foot concept ACF was completed in support of the 
Southeast Alaska Transportation Plan and the Juneau Access Improvements supplemental EIS.  This 
parametric analysis produced a cost estimate range with a mean cost that was $23M higher than the 
shipyard estimate.  (See Appendix E for more detail.)  
  
As stated earlier, the parametric analysis is an early planning tool and may be off as much as 10 
percent.  Furthermore, it is based on the “Roadmap” vessel, which is only a planning level example of 
a vessel that can meet the mission requirements identified.  If a more detailed estimate at the DSR 
stage (or later) indicates total costs may exceed available funding, design changes will be necessary 
unless additional funding is obtained. 
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Terminal Characteristics 

General 
Day boat terminal and berth design is an important factor to reduce day boat mooring and loading 
operations time.  All aspects of existing terminals should be re-examined for this mission requirement.   
 
When possible, new end loading day boat terminals should be installed.  These terminals should allow 
self-propelled mooring and fast unloading.  Ideally, passenger traffic would be separated from vehicle 
traffic at new terminals. 
 
Protected overnight berths are also a key component of a day boat system, because the vessels will 
usually spend half of the day tied up.  A stern berth or berth that allows for the vessel to moor with the 
bow door down is the preferable overnight berth, so the bow door does not need to stay open.  If more 
than one vessel is moored overnight at the same terminal, there are possible cost savings associated 
with using a single night crew for both vessels.  
 
Final required terminal characteristics will need to wait until the design of the Day Boat ACF advances 
to the point of knowing the exact configuration of the stern.  Discussion between terminal designers 
and vessel designers should occur during the design process to determine the optimum arrangement 
of ramps and doors.  
  

1st Priority – New North Lynn Canal Service 
JUNEAU/AUKE BAY 

 
The Day Boat ACF will stern load in Auke Bay.  No major modification of terminals is required at Auke 
Bay.  The aft end of the Day Boat ACF fits into both of the side berths at Auke Bay and also into the 
Fairweather stern berth.  See Figure 3.  AMHS has indicated that they can adjust terminal operation to 
allow for the Fairweather and Day Boat ACF to operate from Auke Bay and also to allow both vessels 
to safely moor overnight. 
 

 
Figure 3 - Auke Bay Terminal 
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For future use, the advantages of the Auke Bay terminal location for day boat use should be re-
examined.  Currently, vessels approaching Auke Bay terminal must reduce speed for 2.3 miles.  Even 
beyond this distance, marine traffic and shore side development is advancing to the point that further 
reductions in vessel speed may be required. If the State does not elect to pursue one of the Juneau 
Access Improvement alternatives, the Department is on record indicating that it will consider a 
terminal at Cascade point for North Lynn Canal service10.   
 
 

SKAGWAY 
No modification of the Skagway terminal is planned for the near future.  This means that the aft end of 
the Day Boat ACF will be required to fit into the side berth at Skagway for the new North Lynn Canal 
service.  See Figure 4.  AMHS has indicated that they can adjust terminal operation to allow for the 
Day Boat ACF and other AMHS vessels operating to Skagway (typically two per week in summer and 
one in winter) to share the terminal.  The less efficient side loading of the vessel will not be a problem 
in the near term because the level of traffic on the HNS-SGY vessel will normally be well below vessel 
capacity and the two round trip per day schedule is not time constrained.11   
 
 

 
Figure 4 - Skagway Terminal 

 
HAINES 

If the Day Boat ACF must load from the stern at both Juneau and Skagway, it follows that both the 
Juneau-Haines and Haines-Skagway vessels must unload from the bow at Haines.  In order to 
facilitate quick turnaround times in Haines and timely transfer for travelers making a connection to the 
second vessel, two bow berths will be required.  And, if a new facility is going to be built for the Day 
                                                 
10 To meet system needs, this would be a new stern load terminal, although not likely an overnight mooring 
berth. 
11 Future modifications to the Skagway terminal, such as might occur for the Juneau Access Improvement 
project, should consider a dedicated end berth for the Day Boat ACF to increase efficiency. 
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Boat ACFs, it would be cost effective to design the new berth to safely moor both vessels overnight.  
A large terminal improvement project at Haines is currently in the planning stages.  This project will 
consider the implementation of new twin bow mooring and loading berths, in conjunction with 
improving the existing side load berth. One possible concept of this terminal is shown in Figure 5.    
 

 
Figure 5 – Conceptual Sketch of Haines Terminal Improvements 

 
 

2nd Priority – Other AMHS established Routes 
By definition, service to other AMHS established routes will call on already constructed terminals, 
which except for Tenakee, are configured for forward starboard side car doors.  The Day Boat ACF 
will be designed to fit into all existing terminals by mooring port-to, using an aft port side car door.  
Figure 6 shows the Day Boat ACF at the Hoonah terminal.  Since Tenakee is in line for terminal 
improvements, the Department is considering a new terminal location to support a traditional side 
door.  If a terminal modification does not become a reality, a forward port side hatch could be installed 
in the Day Boat ACF to handle walk-on and four wheeler traffic at Tenakee. 
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Figure 6 - Hoonah Terminal 

 
 

3rd Priority – JAI State Preferred Routes &  4th Priority – Other JAI 
Alternatives Routes 
 
If the Haines terminal is improved in the near future, its new berthing systems would govern the 
arrangement of any new Juneau Access Improvements terminals.  As previously mentioned, Skagway 
would be improved with the addition of a new dedicated end berth.  Katzehin would need to be a stern 
load berth with no overnight mooring.    
 
 
 
 


