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Empty Promises

Th« Com Guard cuttar Rush was on hand whan tha Exxon Valdaz was movad off Bligh Raaf In April.

Coast Guard bowed to industry pressure

By STAN JONES
Oaiiv News 'eooner
W RCRVOt 0w -e-1

In (he 1970s, the oil industry and
its friends in government were
ready to promise almost anything
in return (or permission to turn on
the pumps at Prudhoe Bay.

One of those promises was that,
under tough U.S. Coast Guard
oversight, tankers that would haul
up to 2 million barrels of oil a day
through Prince William Sound
would be the safest in the world.

"1 consider our primary concern
with regard to Valdez-Prince Wil-
liam Sound to be the prevention of
a catastrophic oil spill." said Coast
Guard Rear Adm. John B. Hayes to

a fishermen's convention in Cordo-
va in April 1977.
Hayes said the Coast Guard

m TOO COZY: Many agencies end up
serving me industries they are supposed
to regulate. A-10

would — among other things —
propose that double bottoms be
required on tankers to reduce the
chances of their poisonous cargo
fouling the Sound in a grounding.
Lt. Cmdr. Ken Thompson, a
Hayes subordinate told the confer-
ence that a Coast Guard traffic
system would ensure the tankers
didn't collide with each other or
with the rocks and reefs lining the
route into the Gulf of Alaska.
"Valdez Marrows and Arm will
be covered by a radar at Potato
Point." Thompson said. "The radar
to be installed is among the most
sophisticated available."

But these and other Coast Guard
commitments were abandoned soon
after oil began flowing through the
pipeline in August 1977.

When the Exxon Valdez hit Bligh
Reef on March 24 it had one bot-
tom. not two. The resulting 11-mil-
lion-gallon spill, the Coast Guard
itself recently estimated, was up to
2>d times larger than it would have
been if the ship had had a double
bottom.

And the operators on duty in the
Coast Guard's Valdez Vessel Traf-
fic Center said the 987-foot vessel
didn’t even register on their radar
screens as it plowed toward disas-
ter. although Bllgh Reef is only 13
miles from the “"sophisticated" ra-
dar at Potato Point.

The Coast Guard's mission
protect the safet) of ships

is to
and

A-c-ra® lts \*m

sailors, and to prevent pollution of
the oceans. To do so. it regulates
ship design, manning standards,
crew qualifications and vesse. iper-
ating practices.

The agency portrays tse-f is
chronically underfunded fcu: hero-
ically dedicated, willing to tacitle
almost any job with almost r.o
money, but a Daily News investiga-
tion suggests that its failure to
prevent or lessen the severity of
last spring's catastrophe stemmed
more from its coziness with the oil
industry than from any lack of
resources.

Judged on its record, the Coast
Guard is more often partner than
policeman to the shipping compa-
nies it is supposed to regulate

Pleas* see Page A-8. COAST GUARD
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Single bottoms aud a feeble Vessel Traffic
Service are only two of many examples of
bow the Coast Guard sliced away at the
safety net that had been promised for the
Sound.

Usually, as In the matter of double bot-
toms. it was because the Coast Guard bowed
to Industry pressure.

Less often, as in the case of the Vessel
Traffic Service, it was because the Coast
Guard lacked — or didr/t want to spend —
the money to do its job properly.

Over the years the Coast Guard has also:

« Routinely approved reductions in the
number of sailors required on oil tankers, to
the point that crew fatigue apparently
played a part in the Exxon Valdez disaster;

« Reduced the level of experience required
to drive oil tankers through the Sound,
allowing oil shippers — including Exxon —
to cut costs by not sending crew members to
training courses in which they <‘sailed™ a
tanker simulator in and out of the Sound for
practice;

e Turned an Alyeska Pipeline Service Co
whistleblower in to his boss after the whis-
tleblower informed Coast Guard officials in
Valdez about possible pollution violations at
the Alyeska tanker terminal there; and

« Allowed a well-trodden career path to
develop from itself to the industry it pur-
ports to regulate.

Citing these and other actions, Coast
Guard critics contend it set up Alaska for a
spill like the Exxon Valdez.

One of those critics is Canadian David
Anderson. In the 1970s, as the transportation
system through the Sound was being de-
signed, Anderson was a member of the
Canadian parliament and served in the Brit-
ish Columbia Legislature.

Eventually. Anderson joined a group of
environmental organizations in a lawsuit
that held up the trans-Alaska pipeline until
Congress passed a special law to get it going.

Today, Anderson is a consultant on the
Valdez spill to the British Columbia govern-
ment.

In his view, the Exxon Valdez crash
wasn't so much an accident as a conscious
choice mauj long ago.

"In this area, there's a systems failure of
the regulatory agency,” Anderson said "We
must face the fact that those who made those
decisions deliberately chose to have an acci-
dent.

"It’s all very well for Coast Guard id:r.v-
rals in splendid uniforms to turn wup :n
helicopters and say, ‘We're going *> get :o0
the bottom of this; we’re going to gj liter

that rascal Hazelwood,”" Anderson said
"But he's the goat. It's the system i at
fault.”

DOUBLE-BOTTOM DEBATE

Hayes was not the first federal official to
lead the public to believe that tankers
traversing the Sound would have double
bottoms. The discussion had gone on for
years.

“Newly constructed American flag vessels
carrying oil from Port Valdez to United
States ports will be required to have segre-
gated ballast systems Incorporating double
bottoms,"” Interior Secretary Rogers Morton
told Congress In 1972.

Morton appears to have been sincere, but
within a year the Coast Guard was backing
away from that commitment.

Other countries opposed double bottoms
at a 1973 convention of the Inter-Govemmen-
tal Maritime Consultative Organization, a
United Nations agency set up to promote
marine safety and international cooperation
on technical shipping matters.

The Coast Guard soon dropped its propos-
al to require douole bottoms, saying it
wouldn't impose standards on U.S. vessels
that weren't accepted internationally.

The Coast Guard's about-face drew
squawks from Morton, from the Environ-
mental Protection Agency, from environmen-
talists. from the governors of Washington
and Alaska, and from Sens. Edmund Muskie
of Maine and Warren Magnuson of Washing-
ton.

The new regulations had been formulated
with the help of a study group organized by
the American Petroleum Institute, ar. oil
industry trade association, formed without
public notice, chaired by an opponent of
double bottoms, and meeting in secret, ac-
cording to an article in Audubon magazine.

The Coast Guard wouldn't budge.

"We collected new data, and we changed
our mind,” Rear Adm. William Benkert told
the National Observer in early 1975. "We
don’t think groundings are as serious a
problem as we once thought, and ... they
cost a hell of a lot more money.”

But double bottoms cost only a little more
money, according to a report published by
the congressional Office of Technology As-
sessment in mid-1975.

The technology office examined the fig-
ures on double-bottom tankers built in the
early 1970s and concluded they cost 2Vi to 4
percent more than single bottoms.

A more recent study, done by the Coast
Guard after the Exxon Valdez spill, conclud-
ed that double bottoms might add 5 percent
to the cost of a tanker — in the case of the
Exxon Valdez, about 56 million.-

Exxon has estimated the disaster in Prince
William Sound will cost it S1.3 billion,
enough to put double bottoms on more than
200 tankers like the Valdez.

Although the Coast Guard scuttled double
bottoms in 1974. the issue quickly resurfaced.

In December 1976, the tanker Argo Mer-
chant ran aground off Massachusetts and
dumped 7.6 million gallons of fuel oil into
the sea. In less than four months, there were
14 more tanker spills off U.S. coasts.

In March 1977, newly elected President



Jimmy Carter proposed a host of tanker
reforms, Including double bottoms. It was
that position that Hayes reported to the
Cordova conference in 1977.

As before, though, the Coast Guard soon
fell back into Iline with industry. After
another meeting of the Inter-Governmental
Maritime Consultative Organization in 1978,
the Coast Guard dropped double bottoms
again, and tankers — including the Exxon
Valdez, built in 1986 — were allowed to sail
in and out of Val/dez without them.

“It was commonly accepted by those who
worked on the problem that when you go up
against the industry, you go up against the
Coast Guard." said Walt Parker, an Alaskan
who has been deep in the oil policy debate
for more than a decade.

Parker, now chairman of a state commis-
sion investigating the Valdez spill, worked
for the state in planning the pipeline system
in the 1970s and was an observer at the 1978
maritime organization meeting at which dou-
ble bottoms went down for the second time.

The Coast Guard's abandonment of double
bottoms came despite studies confirming
their effectiveness in limiting spills.

In early 1975, Lt. Cmdr. James Card —
who worked under Benkert in the Coast
Guard’s Office of Merchant Marine Safety —
published an analysis of 30 tanker ground-
ings from 1969 to 1973 in which oil leaked
into U.S. waters.

He concluded that in 27 of the cases,
double bottoms would have prevented any
oil loss, because the ships weren't penetrated
far enough to have reached the inner bottom.

In the other three cases, Card concluded,
double bottoms would have reduced oil loss
by 30 percent.

Shippers — including Exxon — had men-
tioned generally that under some circum-
stances double bottoms might endanger a
ship in an accident but produced little hard
data to back up their claims.

Both the Office of Technology Assessment
study in 1975 and the post-Valdez study this
spring concluded there was no reason to
believe double bottoms threaten ship safety.

Even in the mid-1970s, double bottoms
were required on tankers carrying liquefied
natural gas and other chemicals deemed
more hazardous than oil. The technology
office study found that their double bottoms
had caused no safety problems.

The agency reported that ships carrying
bulk flammable liquids above a double
bottom void had not "exhibited any explo-
sion record in these spaces.”

The technology office did look at 13 tanker
explosions in 1973 and 1974; none involved a
double bottom.

The OTA also studied the cla.m that a
double bottom might cause a ship to sink in
a grounding and found that the opposite was
true.

"In fact, sinking rates due to groundings
are less for these types of ships,”™ the
technology office reported.

Despite the conclusions of double-bottom
studies going back more than a decade. Coast
Guard Commandant Paul Yost still offers
the same anti-doublo bottom arguments the
industry and Coast Guard made in the
rmd-1970s.

In an interview a few weeks ago, he said
the Coast Guard is having another study
done.

Then he cited the higher cost of douc.e
bottoms, repeated industry claims that dou-
ble bottoms might somehow jeopardize ship
safety, and maintained the U.S. shouldn't
pass tanker requirements unacceptable *o
shippers in other countries.

"It is a great idea as long a: you've got
guys like Stan Jones and Paul Yost who
don't mind paying for it at the gas pump.”
Yost said. “Everything you do in this regard
adds cost to the transportation. As you add
cost to it, you have a little more trouble
getting the international community to ac-
cept it."

"For thousands of voyages, they shipped
oil in and out of there when those double
bottoms would have been a waste of mon-
ey,” said Jim Simpson. Yost's press aide.

Double bottoms would cost the pub.ic
somewhere between half a cent and a cent
per gallon — as much as S1.5 billion a year —
according to estimates from marine consul-
tants.

Clyde Robbins, the Coast Guard vice
admiral overseeing this summer's effort to
clean up the Exxon Valdez spill, said much
0. the pressure on the agency comes from
inside the federal government, not just from
officials of the affected industry.

Members of Congress get pressure from
their const.t-ients and pass it along to the
Coast Guam. he said. The state department,
juggling a -.ost of diplomatic issues, worries
about how :ther countries will react to U S.
maritime regulations.

And the Office of Management and Budget
demands that regulators show that the bene-
fits of new regulations exceed the cost.

"You have to react to all of t>ase pres-
sures to meet some sort of comt omise :n
your regulations, ' he said. "One of the
largest pressures is from OMB. That econom-
ic analysis that has to go on is crucial to a
regulatory process.”

‘SERVICE REVOLVERS’

After the Coast Guard’s second about-face
on double bottoms, in 1978, a N'ew Y ee<
maritime consultant and arbitrator named
George Reinhard wrote an indignant letter to
Benkert. the head of the Coast Guard's
Office of Marine Safety.

Reinhard demanded to know if the Coast
Guard was ‘'really a subsidiary of the oil

industry;"
An equally indignant Benk.-rt wrote back
that Reinhard was “ill informed and com-

pletely out of line™ to even suggest such a
th.ng.



Coast Guard policies and people, Benkert
informed Reinhard, were directed only to-
ward accomplishing "the very best we can
for our country insofar as vessel safety ar.d
pollution prevention are concerned.”

Five months later, Benkert had retired
from the Coast Guard and become president
of the American Institute of Merchant Ship-
ping, an advocacy group representing tanker
owners. He did not respond to a recent
request for an interview passed through the
Coast Guard’s retirement office.

Benkert's case may be extreme, but it is
only one of many examples of the ease and
apparent lack of misgivings with which
Coast Guard officials, often from the ser-
vice’s top echelons, move into jobs with the
companies and industries the public had
been paying them to regulate.

Indeed, the industry is liberally sprinkled
with former Coast Guard employees, some-
times called "service revolvers” by critics of
the Coast Guard.

Among the revolvers is Exxon Shipping
Co. President Frank larossi.

larossi graduated from the Coast Guard
academy and spent eight years in the Coast
Guard, four of them as head of the marine
engine*  :g section. In 1968, he left the Coast
Guard and joined Exxon.

Jim Woodle. who commanded the Valdez
Coast Guard station from 1979-82, recalls
several former subordinates who resigned
and went to work at the Alyeska tanker
terminal.

In 1982, Woodle crossed over himself.
When he took a job as Alyeska’s marine
superintendent, his pay leaped from about
S40.000 a year to more than $80,009.

"Certainly, at that time a job with
Alyeska was considered the plum,”™ Woodle
said.

While federal laws and regulations are
fairly tight for officials in positions to
influence purchasing or contracting — De-
fense Department employees who order
weapons systems, for example — there is
little scrutiny of regulators who go to work
for the industry they've been regulating,
despite the fact that regulatory actions ;an
cost or save an industry millions of dollars.

John Hillman, a member of ‘he Exxon
Seamen's Union governing board, thinks
there should be a cooling-off period for
ex-Coast Guard employees.

"We need to get some legislation down the
road that says. 'Hey, you can t suck these
people over into the shipping companies ar.d
give them jobs until they've been retired tor
a certain number of years,"” Hiliman said.

Most Coast Guard officials in'erviewed for
this story not only don't see any problem
with all the traffic on the lucrative path
from the Coast Guard to the shipping indus-
try, they think it’s desirable. Their theory is
that having Coast Guard members enter the
private sector will make industry cleaner,
more careful and more competent.

"At the early onset, | was hoping to get
some additional Coast Guard people over
there." said Woodle of his time with
Alyeska. "I recognized their talents.”

Woodle lasted two years with Alyeska.
eventually becoming a critic of the compa-
ny's cutbacks in oil-spill response.

Steve McCall, who commanded the Valdez
Coast Guard station at the time of the Exxon
Valdez crash, said he doesn’t think the
prospe t of someday applying for a job with
industry leads Coast Guard personnel to go
easy a- regulators.

"If  u're too easy with them, they're no:
going <; hire you." McCall said. "They wan:
somefc iy who’s going to be a company man.
wheth.-r it’s your company or their compa-
ny."

McCall’s boss in Washington. Coast Guard
Commandant Yost, said it's only natural fir
industrv to want to hire experts from the
Coast Guard.

"When a Coast Guard officer has b
working in an area for a very long time, r.-

Piease see Page A-10. COAST GUARD
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becomes one of the more knowledgeable
people in thet area.” You said. "l dont
s*t the conflict " s

Simpion, Yost's aide, s>d,the Coait
Guard could be hurt by a oan on cross-
bven

"l would argue that'* a pretty extreme
poaltlon.”™ Simpson said. "If you take that,
you'll be hard-pressed to find regulators.”

Hayes, the Coast Guard admiral who
told the Cordova fishermen about double-
bottom tankers In 1977. and who wai
commandant of the U S Coast Guard from
1978-81. Is another revolver. This summer.
Alyeska Pipeline Service Co. paid him to
work with spill-affected communities.

Hayes said lie's seen a few crossovers he
disapproved of - though he wouldn't be
specific — but basically agrees with Yost.

"There's Just so much talent In govern-
ment In all kinds of places.” Hayes said.
"It would be just be a shame If our nation
could not take advantage of It In the neat
career that person might pursue .

NEARSIGHTED RADAR

In the 1970s. the Coast Guard seemed to
be saying Its Vessel Traffic Service in
Valdes would be a kind of mother hen.
watching over the tanker captains in case
thee/ went_astray.

n a 1975 Environmental Impact State-
ment. the Coast Guard said the VTS would
' monitor progress of participating vessels
and give timely direction when needed,
thus providing checks against error.”

State officials thought that could best be
achieved by combining radar with a sys-
tem - called Loran-C retransmission -
under which each tanker would conlinu-
oualy and automatically radio Its position
to the VTS.

The Coast Guard estimated retransmis-
sion would cost shipping companies 13.000
t tantier and that Its own cost, for equip-
ping the VTS to receive that Information,
would bo about 538.000.
ter«? a time, the Coast Guard supported

rwumlsslon as a cheaper alternative to

lldiag enough radar sites to cover the
Whole Sound, as demanded by fishermen.

"I believe that Loran-C retransmission
fnay provide approximately the same level
iif protection to the environment as radar
hosmags and at far less expense to the
taxpeyerrconsumcr.” Hoyes told Sen. Ted
8tevaeia In an April 1977 letter.

But nobody iIn the Vaidei VTS was
1fnonltoring the Exxon Valdez on any sys-
tem when it veered out of standard traffic

lanes and blundered Into the re*f rslv a
few miles from a Coast Guard radar site

The Loran-C retransmission svstem u.ss
never pul in and neither was the full-cov-
erage radar net the fishermen warned
Gordon Taylor, the VTS watch slander
who last saw the Exxon Valdez on radar
before It hit Bllgh Reef, said it faded from
the screen when it was about nine miles
from the radar site at Potato Point possi
bly because a drizzling rain that night
limited the radar's range

Simpson. Yost's aide, said Loran C re
transmission was dropped because it
wasn't effective in Valdez Harrows, which
everybody then considered the likeliest
spot for a tanker crash became of «inne
pinnacle called Middle Rock

Yost said many things were discussed in
the 1979s that didn't turn out to be feasible
or economical. Including Loran-C retrans-
mission.

"A lot of practicality and realism crept
Into the original rather idealistic view of
how we ought to treat this,” Yost said.

But If Coast Guard higher-ups had lis-
tened to the advice of their own field
personnel. ;he VTS might have been able
to track the Exxon Valdez even without
Loran-C retransmission

In early 1984. Pat Levy was a civilian
technician maintaining the Coast Guard's
Valdez radars, manufactured by AIL<Ea-
ton He learned that the agency. In an
effort to save money, planned to replace
them with Raytheon radars he didn't
consider as potint or reliable

‘T still can t help feeling that this Is
bringing an nil tanker disaster in the
Sound closer to a reality.” he wrote Con-
gressman Don Young on Feb. 29. 1984

Young passed on Levy's concerns to the
Coast Guard. Its commandant. Adm.
James Gracey. wrote back to say the new
radar would be as good as the old. and
safety wouldn't be compromised. A Coast
Guard radar expert made the same claim
this spring at a hearing on the Exxon
Valdez dlaexter.

But, within a year of the Raytheon
radar golzsg In. the Coast Guard command-
er In Valdex. Micheal Cavett. was com-
plaining about poor reception In the bad
weather common to the Sound and asking
for an upgrade of the radar at Potato
Point.

"The Installation of a 10-centimeter ra-
dar system could Improve tracking ability
In raid. wind, and snow,” Cavetl wrote In
April 1983. "I request one of the 3-centime-
ter radar systems at Potato Point be
replaced with a 10-centlmeter system."

Centimeters are used to measure the

length of the electromagnetic waves "hn
make up radar signal*, the longer Hie w.ivr
length, the belter ihe radar --an -«
lhrough rain and other precipitation

Valdez never got its 10 centimeter radar,
however. in4 the 1centimeter >i't»m was
still in use when the Exxon V.a'der hit
Bllgh Reef

impson said Cavett'* reque*t was turn
ed down because lhe big concern in the
Coast Guard was resolution, not range
Resolution refers to how small a target a
radar beam ran pick out. Simpson said,
and how well it ran distinguish different-
sire target*

Hu said the radar operators in Valder
didn't want the tn.centimeter ridar be
cause of its poorer resolution, so Cavett *
request was turned down by Coast Guard
technicians without even estimating the

cost

"They went with the recommendation of
the users over the commanding officer."”
Simpson said.

The failure to ve Loran-C rstransmls-
sion or ensure better radar coverage was
not lhe only Coast Guard decision on the
Vessel Traffic Service that may have con-
tributed to the spill.

When lhe Valdez VTS began, three peo-
ple stood watch at the radar scopes By the
time Sieve McCall took over as command-
er in Valdez In 1985. staffing was down to
two per walch.

Even thal was too many, he decided.

"The Inefficiency | see here can be
summed up simply Too many people for
the tasks to be performed,” McCall wrote
his Washington superiors In August 1988.

His bosses took him up on ihe sugges-
tion and cut staffing. Valder was still
under his command and only one person
was on duty when the tanker hit the reef.

While there* no guarantee that two
heads would have been better than one. It
Is a fact that Bruce Blandford. the only
watch sunder on duty In the radar room at
the time, said he was doing paperwork and
other shlft-chinge chores when the Exxon
Valdez wrecked shortly after midnight.

Blandford also said that when he adjust-
ed the radar and looked at the Bligh Reef
area after learning of the crash by radio,
the tanker, by that time broadside to lhe
beams and presenting a larger target, was
clesrly visible.

All this suggests that, if a second watch
slander had been on duty with Blandford
and adjusting tht settings of the radar, the
Valdex might have been visible before the
crash. In time for It to have warned off the
reef.

"I’m not satisfied with the situation in

our VTS before this accident, aid Yost,
commandant n| ihe Coast Guard 1 'iiinK
its at lent possible ihet that *mp cold
have been tracked eul that far
Since ‘he rrash. staffing at the radar
scopes has been increased ‘o two people
Perhaps if we d tried a little harder for
funds for the VTS's. perhaps if we would
have kepi after it. we would have had
better control of the ships going in and
out. ' said R'Chins. the Coast Guard offi-
cial who oversaw the cleanup effort We
rut bark on people here a few years no
" Iand perhaps we shouldn t have done
al

LESS PILOTING PRACTICE

In the 1970s. the Coast Guard seemed *o
be promising tough pilotage requirements
lor Pnnct William Sound, just as it seemed
to be promising tough tanker design stan-
dards. a vigilant VTS and other safety
measures.

"Properly trained pilots are probably
Ihe single most important factor in build
ing a safe tankrr transportation system fnr
Prince William Sound.” Hayes, the Coast
Guard admiral, told Cordova fishermen at
the 1977 conference. "'To this end. we have
implemented local qualification standards

that represent a quantum step .
upgrading Coast Guard pilotage require-
ments "'

The standards that Hayes bragged about
In 1977 requires! that a crewman who
wanted certification (o pilot a big tanker
Into the Sound have — in addition lo
detailed knowledge of the Sound's waters
and hazards —experience on big ships The
standards set up a tiered system fnr
obtaining that experience.

Sailors with experience on ships of
20.000 gross tona or less could become
certified to pilot ships up to 70.000 tons;
those with experience on ships ol 20.0000
to 40.003 tons could handle ships up to
40.000 tons: and so on.

The final tier was 80.000 ions — those
with experience on ships larger than that
could be certified to pilot vessels of any
size, such aa the Exxon Valdez at 95.000
grosa tons.

Coast Guard standards allowed part of
the experience to be obtained on tanker
simulators. Because of the difficulty and
expense of obtaining reel experience on
large ships, snme nf ihe companies running
tankers through the Sound — Including
Exxon - employed the simulators

Please see Page A-11. COAIT OUATO
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One company they uMd WU Ms-
rtne Safety International, In Kingi
Point, N.Y. "We hid i complete
computer model of Prince William
Sound and Valdai, the Narrows, all
tka way In to the dock,” said Thom-
as Garrican. a Marina Safety offi-
cial.

About 20 Alaika-trade crew rnera-
ban took the simulator count each
year at a total cost to tha ahlppan of
about 180,000 a year. Garrifu said.

Four to (la of those a awman each
year came from Exxon at an annual
a coat of 120,000 to $30.0*0.

In Octaber It**, tha Coaat Guard
relaxed pilotage standards to that a
crewman need have experience only
on a ship at 1,800groea tons or more
—about IftOth tha cargo capacity of
the b a r Vafdee — to obtain an
unlimited pilotage andorvemxnt.

Pilotage swquirements for Prince
William Sbund ware lowered to
match tha new national standards,
which at the same time ware raised
slightly for tha reet of the country.

Because mnet ocean-going mari-
ner* already have experience on
ships of 1,000 ton* or more, the
tanker companies no longer Deeded
Marine Safety's Prince Wailliam
Sound Simulatot.

“When the companies that did
training with us heard that, they
stopped training,” Garrigan said.

Gref Cousins, the third mate in
charge of the bridge when the Exxon
Vnldex slammed Into Bllgh Rtof. did
not have a pilotage endorsement for
the waters where Joe Hazelwood,
the Valdez's shipper, turned the ship
over to him.

Nor, said Garrigan, had Cousins
ever tratned on Merino Safety's
Prince William Sound simulator in
New York.

SHRINKING CREWS

Thirty years zgo, the average
American tanker carried a lot less
oil and a lot more people than it

a-io

does today.
Arthur McKenzie, who runs an
Independent rating servlet called

ibt Tanker Advisory Center In New

York City, eellmatea the typical
tanker In tha late 1930a carried a
cargo of about 03 million gallons
and a crew of 40 to 42.

When the Exxon Valder hit Bllgb
Reef with 31 million gallons of oil
aboard, It carried a craw of 20.

Evan so. It was more than JO
percent over staffed by Coast Guard
standards. Exxon had the agency's
approval to operate with as few as
13 people aboard.

As the siia of crewa required by
the Coast Guard ha* dwindled In
recent dtcadex, the Coast Guard and
shipping Industry have Justified tha
reductions on several ground*.

Ona Is that the coat savings are
needed to ktep American shipper*
competitive with foreign operators,
who have reduced their crews. Ac-
cording to Industry and union offi-
cials, the savings are about 1120.000
a year per crew poaltlon eliminated.

Another Justification Is that a
modem ship simply requires fewtr
people.

Automation of major systems —
such us engines and steering —
requires fawer hands, the industry
and Coast Guard say. The Increased
reliability of modtro equipment
means fewar paqgpla needed for
maintenance, they say.

McKenzie favors double bottoms
and other tanker reforms opposed
by th* Industry, but sides with (he
shippers on crew size.

Kls reasoning; Since most acci-
dents Involve human error, fewer
humans mean fewer accidents.

“1f you get rid, as much as you
can. of th* people and depend more
on machinery, provided that ma-
chinery is designed and run proper-
ly. you're probably going to do
better.” McKenzie said.

.Vonethaless, there are signs that
even a crew of 2D on the Exxon
Valdez wesn't large enough to pre-
vent overload and fatigue when the
ship came Into Valdez to take on its
cargo of North Slopo crude.

Greg Cousins, the third mate In
charge of the bridge when the Val-
dez hit the rocks, told the National
Transportation Safety Board that be
had been on dut7 from 8 a.m. March
23 until the crash 16 hour* later.

except for * 3V4-bour nap In early
afternoon.

Couilru said h* wouldn't hav*
been on the bridge at all, except that
he let his relief. Second Mate Lloyd
LeCain. sleep in after his own long
day at work. Jamre Kunkle, the
ship's first mate, told the board he
frequently wu up 24 hour* at a time
during cargo loading.

Federal law prohibits a shipown-
er or operator from permitting an
officer to fake ovar th* bridge of a
ship leaving port unless he's been
off duty for at laut six of th*
preceding 12 hour*.

Cousins and tha other mates de-
nied being too tired to work proper-
ly and no official determination hu
yet been made on whether fatigue
wu a cause of tha crash.

But sleep experts say (1 fits th*
pattern of sleep-related accidents.

"It'a not unreasonable to sujpect
either that they were not able to
detect how sleep deprivation war
affecting their performance or they
were unwilling to admit It said
Donald Tepu, an Industrial psychol-
ogist at tha University of Connecti-
cut.

Despite the long history and high
stakes of de-manning, the Coast
Guard still hu no agency-wide stan-
dard for setting minimum crew size.

Instead, the shipowner propose* a
minimum crew size, then local Coast
Guard officials evaluate and ap-
prove. subject to review by Cout
Guard headquarter* in Wuhlngton.

In the cast of the Exxon Valdez,
local Cout Guard officials — con-
cerned about Exxon's bottom line —
allowed their approval of smaller
craws to continue even after head-
quarter* told them they had dooe it
Improperly.

In September 1987, R.A. Janacek.
the officer in chart* of manne in-
spections at the Cout Guard station
In Long Beach, Calif., wrote head-
quarter* in Wuhlngton to request
that the Exxon Long Beach — the
Valdez's sister ship — be allowed to
cut three positions In the engi'e
room.

"Exxon is of course requesting
prompt action to eliminate tha cost
of retaining these men on board.”

Janacek errol*. "The Exxon Valdez
.. la already operating satlafacton-
ly with reduced manning.”

Fred Grady, tha Coaat Guard's
chief of Merchant Vtuel Parsonnei
In Washington, wrote back two
month* later to uy that not only
wu tha proposed cut of the Long
Beech crew Inadequately document-
ed. but that approval of craw reduc-
tions aboard lha Valdez had never
been reviewed by headquarters.

Nonetheltu, tha California office
let it stand.

Paul Larson, tha Janacek subordi-
nate who had actually handled the
Valdez evaluation, wrota Exxon on
Jan. 28, 1988, to uy the erroneously
allowed crew cuts would stand be-
cause tha ship had operated for six
mootin with no problems.

"I certainly understand your vest-*
ad Interest In gaining approval In a
timely fashion to reduce the crew
and cut costs,” Larson wrote. "The
bast | can do la apologize and assure
you | wUJ urge MVP's ihaadquxr-
tara’) handling of your cue u a
priority rather than a routine mat-
ter.”

Simpson. Yoet'a aide, defended
Larson's decision to let approval for
th* Valdes's crew cuts to stand,
deeplta th* letter from headquarters
saying It had not been properly
reviewed.

"The bottom Line is that what he
did wu perfectly legal.” Simpson
said. "If you want to find fault or
error, th# error wu his in not
clearing It through headquarters be-
fore he did IL."

Hillman, the Exxon Seamen's
Union official, thinks the Coast
Guard should worTy more about
safety and leu ebout Exxon's bot-
tom line.

“You and | have this regulators
agency called the U.S. Coast Guard.
It dees not belong to the shipown-
ers.” said Hillman. Tt was set jp
for a purpose: to see that these ships
are operated safely and thal the
seamen are not abused by the ship-
owner*."

Despite industry and Coast Guard
insistence lhat crew cuts havent
jeopardized *afety pecp.e
who have to bet more: zr.
arc beginning to thir.k otr.er;
wise.

Harry Keefe ;s =ice presi-
dent at 3 marirE Esurance
company ca.lea RE Ameri-
ca and vice chairman of an

industry group railed "he
American Institute )! Ma-
rine Underwriters

At a marine insurers In-
ference in Belgium -as:
month. Keele warr.ea ir.ut

modem snipping practices -
including smaller crews and
less crew ‘'raining — are
creating hazards at sea

"We have nad a revolu-
tion in technology accompa-
nied by a de-emphasis on
manne training,” Keefe said
in a speech id the confer-
ence. "In this scenario, who
cares about safety'

"True efficiency must in-
corporate a .eveiTcf iafety
tolerable to society
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Bruce Blandford keep* watch In tha Coaat Guard’s radar room In Valdaz In a photo takan bafora tha Exxon Valdaz spill.
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Regulators: serving public or industry?

f you Cell an economist (K})| Ihe Coeil

Guard tt«nu to have been captured by

tha industry It u supposed to regulate,
he'll probably say, "Oh. sure, that's inevi-
table."”

Tha Coast Guard's record on tanker
safety — turntnf in a whistleblower,
breaking promuca of ‘"*ugh oversight snd
lantrally acting as the Industry's partner
- is typical In government regulation,
according to people wbo study the subject

This Is a real failure of democracy, and
it s one that we've understood for a long,
long time," said Peter Aranson. an Emory
University economics professor and eapert
on the regulatory process.

The idea that agencies like Ine Coast
Guard serve the industries they oversee,
not the public they represent, may shotk
the layman. But economists and political
scientists have long taken it for granted

The Coast Guard has plenty of company
in Its cosiness with the industry under its
scrutiny, according to a national computer
database of newspaper articles, and other
sources For example:

« According to the Washington Post,
Nuclear Regulatory Commission docu-
ments alleging there were cracks in the
(luor of a containment facility at a Lotnsi-
ina nuclear power plant were leaked 10
the plant's owner, apparently from the
milflce of NRC Commissioner Thomas Rob-
;rt*. whu later tried to destroy evidence of
ihe leak.

A commission investigator told Con-
.fress in 1947 he was ordered to turn over
Isis nutes and copies uf the documents to
Rubert*.

"I saw no reason for them to continue to
-~xtsl." Roberts told Cungress when asked
ibout it "They were tom up and thrown
in the wastebasket

Liter, huwever. copies of the documents
were found in the flies of The company that
owned lhe plant. An accompanying note
from a company vice president urged thiil
the documents be kept confidential
protect the source within the NRC "

« In itrtll. the Ralph Nader organisation
-ludied the Interstate Commerce Commit
-ion. whirls at the time set interstate
ireight and passenger rales for truckers
.nd railroads. Nader's group found that nf

commissioners who left the ICC be-
tween 1948 and 1907. six wound up work-
ing for the rail or highway industries.

* In Alaska, at least three people whu
seived on the Alaska Public Utilities
Commission — Diana Snuwden, Marvin
Weatherly and Gordun Zerbetc - later
*urked fur the conglomerate thal owns
clescum Inc. lhe largest utility under the
. m,mission’s oversight Snowden also
vuiKed  fur the company (hat wuuld

before she

~me Al W&s appointed iu
Iic omission
‘Ahile »utugh! venality - biiOcs oi

noting may nu oil at turn-, tin-

Gordon Zertsecz kUrvtn weetherty

expens say the explanation for the pro-ess
of "industry captut*" Is usually much
simpler.

In a nutshell, tho industry pays attcn.
tion. and the rest of us don't

An industry thinks and worries about
its regulstor constantly, while the public
at large doesn't think about it at all.
unless there's a catastrophe like this
spring's Exxon oil solll

The resson for this is that both parties
- the public and the industry — are
behaving rationally. In fact. Aranson calls
it the problem of 'rational ignorance "

Suppose, for example, the Coast Guard
proposes to require double bottoms on oil
tankers.

If the regulation passes, it will raise gas
pricei a half-cent a gallon, and reduce the
amount of oil that gets into lhe oceans
escn year by a small percent.ige

You - John or Jane I) Public — may
think ihe increase in environmental quali-
ty too modest to justify the cost and
therefore oppose the ldea.

Or you may think just the upposite —
that lhe improvement in environmental
quality is worth the cost —anil support it

But. either way. it's ruilunal for you to
stay Ignorant. It's not worm vnur while lo
spend lime on the issue Youi chances of
making a difference arc slight and ihe
outcome probably won | aflect vmir life
much anyway You won ¢ tmilivt ro sii.de
ihe issue, write the Coast Guaid ui :>silly
at a hearing.

You certainly wont hire an -sunuimst
to analyte lhe costs and benefits ol the
regulation, or a naval .iichitccl to study
whether double boiiums iuuld be uiisatc-
or a law firm tu lie up the mutter m court

Nor will you form a pulitual actiuit
committee and hire a lobbyist tn lake- your
case - and your contributions tu key
members of Congress Neither will vuu
offer Coast Guard officials nice ullices and
lucrative |ubs after thev retire

But suppose you're the Itmkei mdustry
If you re rational. >uu Il do all that and

mure
Double boiiums will c-ust vuu Sn million
ilup, mure if they base In in put -in
existing vessels If you espccl tu liuv IIM
new .tups liver tile llesl Id veal . thi-Luasl
1.Uuld Is nbuul In lalve .ml lilt nv 4MU

million You may b« able to Kill or stall
the proposal for a few hundred thousand
dollars.

So you writ# letters and go to hearings;
you hire economists, lobbyists, naval ar-
chitects and evary other kind of expert In
sight: you incite friendly congressmen to
denounce the proposal and threaten the
agency's budget; you foment panic among
unions whose members will lose jobs If oil
shippers switch to lowsr-cost forms of
(riniportitton.

In abort, a regulatory sgency hears
loudly end constantly from the Industry It
deals with, but weakly and rarely — If at
all — from tha public whose interest It It
theoretically out to protect.

“Given that knowledge It power, one
can understand how an mdustry will coma
to dominate those who regulate it. merely
on the basts of the difference In attention
levels.” Aranson said. "Government ends
up doing exactly what it's not supposed lo
do and not doing what It's supposed to

Industry capture It so well-underelood
that books have been written on It, In-
cluding at least on* that tells companies
how to do it

Celled "The Regulatory Gama —Strate-
gic Use of the Administrative Process," It
was published 11 years ago by two econo-
mists. Bruce Owen and Ronald Brieutl-
gam

“No industry offered the opportunity to
be regulated should decline it,” they coun-
sel in the book's introduction.

They then explain how th* regulatory
process can be used to make sure thal such
sinister forces as competition, innovation
and government oversight don't interfere
too much with profits.

Some samples of their advice:

*On Information management: ‘Agen-
cies can be guided in the desired direction
by making available carefully selected
facts."

Or. if that falls, "delay can . b«
achieved by over-response: flooding the
agency with more infoim.ili.m than It can
absorb "

«on litigation. The delay which can be
purchased by litigation offers an oppor-
tunity to undertake other measures to
reduce or eliminate the costs of an eventu-
al adverse decision. . If lhe administra-
tive process goes on long enough. It Is even
possible to ask for a naw hearing on the
grounds that new and more accurate In-
formation may be available.”

*« On delay through innovation: "A
well-timed announcement of an innovation
or technological breakthrough can moot a
difficult issue which threatens tu gu
against lhe firm At a minimum, the terms
of the debate may change sufficiently lo
require to the decision process to begin
anew.

*On lobbying "An official contemplat-
ing ¢ decision must be led lo mink of its
impact hi human terms, and md in institu-
tional or uiKoiti/ritional terms Uftn-ials
kill lit imien lccc willing to hurt lung time

acquaint/vace* than corporations "

« On experts who help shape policy: "Be
prspared whenever potaibie to coopt these
experts. This Is moel effectively dsn* by
Identifying tha leading experts In tech
relevant field end hiring them as consul-
tants or advlsore. or giving them research
grants and the like. It muat not be too
blatant, for the experts themselves mull
not recognise that they have loet their
objectivity and freedom of aetloo.”

* On playing on* agency egainst anoth-
er "The most common instance of this
occurs with respect to geographic jurisdic-
tion: slate versus federal, or ooe stste
against another. The interests of these
agencies often diverge, and ooe can court
the assistance of one In dealing with
another."

In tima, according to the experts, the
regulators txke on the mindset of the
industry that they deal with.

"It's vary common to find ihe agency
worrying about the economic baalth of the
people they're regulating.” said Bruce Ow-
en, ooe of the authors of '"The Regulation
Game."

“What Il comes down to Is, they've
simply ldentified with th* industry.” ha
said.

Owen now runs his own economic con-
sulting firm In Washington. D C, but does
not, bs said, have any clients In the oil or
shipping industries.

Another well-documented facet of the
regulation gam* la (he ease and frequency
with which employees In regulatory agen-
cies tnd up worklnjg for tha industrial they
oversee.

In th* caa* of tha Coast Guard, tha
traffic Includes former Coait Guard Com-
mandant Jack Hayax. Before running the
Coast Gusrd from Washington, be ran its
Alaska district from Juneau and was in
charge when tha tanker system was set up
In Prince William Sound 12 years ago
Attar th* spill, he did post-spill communi-
ty relations work tor Alyeska Pipelint
Service Co.

The crossover from agency to industry is
also fil but inevitable, according to the
experts.

“When you go to work for government
end you become expert at regulating an
Industry, what you do is create a certain
valut for yourself which is very specific.'
Owen said. "Your skills are only worth
jomalhiog, outside the government, to inat
particular Industry."

In Owen's view, the realities of regula-
tory polities make it unlikely the Coait
Guard will ever, on its own. go against me
industry on a major issue like double
bottoms.

Only Congress can do it, ne laid

"Big dramatic events like the Exxon
Valdes are the focal points (or exaul) tn.i
kind ol movement.” Owen said If there
is ever any nope of reforming ihe Coait
Guayd .in lhe ’ riate direction, it »
on Theie .v.amine "
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Alyeska whistieblower
was left out on a limb

By STAN JONES

Daily News reporter
«CocyfgfX 1969 Anc/yyage Oa*v

Berth operator Steve
Eward was troubled by the
oil slicks and sheens and
dead lish and birds he kept
seeing around the tanker ter-
minal in Valdez, so he re-
ported them to his bosses at
Alyeska Pipeline Service Co.

The year was 1977 and the
terminal, like the pipeline it
serves, had only been in
operation a few months.
Alyeska didn’t seem to want
to do much about the prob-
lems.

“What | would see would
be late response or no re-
sponse or maybe one super-
visor would come down,
look it over, and say, ‘Well,
gee whiz, if we wait long
enough the current will take
it away,”” Eward said in an
interview this summer.

was spread out on Fisken’s
desk.

"Your days with Alyeska
are numbered,”" Eward quot-
ed Fisken as saying.

That day, Eward says, he
was reassigned to what he
describes as a "menial"
pump-raaintenance job.

“They were hoping it
would discourage me and |
might just want to resign,”
Eward said.

He didn’t resign, but was
fired in November 1978, af-
ter an altercation with an
Alyeska security guard that
both Eward and the compa-
ny say wasn’t serious.

Fisken has since died, but
Paul Connors, who was
working in the Coast
Guard's Valdez station on
the day Eward brought in
his evidence and who sent
him upstairs to see Purdy,
confirms parts of Eward's
account.

He figured the Coast
Guard would know what to
do about the pollution, so he
built a file.

“l started taking copies of
the loghbooks when we would
have a spill or a sheen on
the water,” Eward said.
"They would show the re-
sponse time aU™ what the
response was

When Eward thought he
had enough information, he
went to Homer Purdy, com-
mander of the Coast Guard
station in Valdez, turned
over 40 pages of copies and
sat through an hour-and-a-
half tape-recorded inter-
view.

When Eward went to
work the next morning, his
boss, Alyeska Marine Super-
intendent Bill Fisken, called
him in. The evidence that
Eward had given to Purdy

Please see A-11, EWARD

"I do recall that within a
day or two of that meeting
in the office, | was asked to
take a rather large envelope
over to Capt. Fisken (at
Alyeska) and to make sure
that | gave it to him direct-
ly," Connors said recently.

Connors didn’t look in the
envelope, but he said it
could have contained the
documents and tape record-
ing of Eward’s interview.

"I realize the guy ' -j
like somebody squeal ' on
him, and they probably did
In all reality,"” Connors said.
"But you can’t, because
you’re the regulatory agen-
cy, divorce yours™ll from
sending information back
and forth with the people
you’re regulating."

Homer Purdy, the Coast
Guard official Eward says
took his evidence, is retired
and living in the Washing-
ton, D.C., area. He works for
a company that maintains
electronic gear wunder con-
tract to the Coast Guard.

*

>

Purdy said in a recent
Interview he doesn’t remem -
ber Eward coming to his
office that day in 1977, or
forwarding any evidence
from Eward to Alyeska.

But he said that, if it did
happen, It wasn't because he
w 'i trying to get a whistle-
blower fired.

“l would not hang some-
body out to dry on purpose,”
Purdy said. "I personally
resent ihe insinuation, if
there is one, that | was in
any way in collusion with
Alyeska to go after this man
or his job or that I wasn't
doing my job up there in
Alaska."

Purdy said the standard
at the time was that an
alleged pollution incident
didn't amount to a case un-
less an investigator — either
federal or state — actually
saw oil on the water.

He said he might have
forwarded reports of pollu-
tion to Fisken, along with a
demand that Fisken che.'k
out the allegations and ex-
plain what was going on at
the terminal.

"It may have been naive
on my part, but my goal —&s
to stop it, or would have
been to stop it," Purdy said.

Alyeska spokesman
George Jurkowich said com-
pany records and recollec-
tions seem to confirm that
the Coast Guard sent over
information on Eward.

“There is some memory of
him having gone to the
Coast Guard and the Coast
Guard <coming back to
Alyeska," Jurkowich said.

Eward’s information ap-
parently did not lead to any
enforcement action, accord-
ing to Alyeska.

Eward now fishes com-
mercially in Alaska in the
summer, and deals in fishing
permits and boats in the
winter. He said he tries not
to »HtnW of his experience
with Purdy, Alyeska and the
Coast Guard, but the memo-
ries are still sharp.

"The one incident that
stands out strong in my
mind is taking all that infor-
mation to the Coast Guard
and having it turned
over to my boss,” Eward
said.
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Bt Wannicks Vo Gl

Miro»r»1 J.H»y#9
Mlcn**iJ.H#n
January 30, 1990 JotwSund

Timothy M. Wauls
Fowa'dW tnK.Jr.

Dear Mr. Ken Johnnon:

During our phone conversation yesterday you requested
additional information regarding the date of 1999 as a
requirement for tankers serving in the Alaskan Trade be
operating with double hulls.

This requirement was suggested as a practical solution
for timely replacement of tankers serving Alaska given
the <consideration r.) of an ageing fleot, declining
throughput of the Alyeska Pipeline and national
shipbuilding capacity.

The 1999 date is an attempt to ensure the Alaskan Oil
Trade will receive a premier role in achieving the
standards; being proposed for the nation -- the
commission felt that as Alaska 1is the nation®s number
one oil producer with the highest resource risk it
would be appropriate for tankers operating in Alaskan
waters be assured a first right basis for limited ship
building capacity.

I will be available for telephone conference if the
Transportation Committee desires until 10:00 AM,
January 30, 1990. My number is (90V) 250-6545.

Sincerely.

Luiim a ri. wiui;)
Technical Coordinator



The following information was taken from:

An Assessment of Tanker Transportation Systems in Cook Inlet and Prince William Sound
Prepared for: Alaska Oil Spill Commission
Prepared by: Engineering Computer Optecnomics, Inc.

Section V.8 - Cost of Improved Tankers

Figure V - 6 illustrates the increased cost of improved tankers based on the improved
70,000 deadweight ton Cook Inlet crude carrier and the improved 250,000 deadweight
ton Prince William Sound crude carrier. Both of these crude carriers incorporate the
engineering subsystems discussed within this section, with cost data verified by U.S.

shipyards, and are governed by the following factors:

» Single ship bid from U.S. shipyard (Nov. 1989) with a 1992 delivery;
e Service speed is 14 knots;

» Designed for ice operations in Cook Inlet/Prince William Sound;

e Main propulsion - diesel engine(s); and,

e Hydraulic unit for auxiliary thruster and cargo pumps.

Figure V -6 also shows that the construction cost of a 70,000 deadweight ton, single
hull tanker, is approximately 85 million dollars, whereas the cost of an improved B/15
double hull tanker (separation between the inner and outer hulls is the tanker's beam
divided by 15), of the same deadweight, is 93 million dollars. This 8 million dollar
increase in construction cost equates to a cost increase of 9.4 percent for the Cook

Inlet crude carrier.

From the same graphic, it is shown that the cost of a 250,000 deadweight ton, single
hull tanker, is approximately 175 million dollars, whereas the cost of an improved B/15
double hull tanker, of the same deadweight, is approximately 192 million dollars. The
computed cost increase of 17.2 million dollars equates to a cost increase of 9.8

percent for the Prince William Sound crude carrisr.
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ShipbuBdors ,
: 1110 Vermont Awiu*, NW
Councilof  wmijnffton. D.C 20005-3553
A m erica 202-775-0060

January 12, 1990

Your January 9 article, "Double Bottom Doubts"™ presents several
arguments for why Congress should not BiendalU. double bottoms and double
hulls on oil tankers entering.U.S. ports as S solution to preventing
catastrophes such as the EXXON VALDEZ oil spill. Several of those
arguments are based on incorrect facts and deserve to be clarified for
your readers.

The article cautions Congress on rot mandating a technological
solution when there may be more cost-effective ways to deal with the
problem of safety. Your example of d less costly alternative is to
require tankers to have internal vacuum pumps that could hold oil in if
the hull of a ship is ruptured. This option would certainly be cheap, and
in fact, is the alternative strongly endorsed by the oil industry. The
question is would it be an effective alternative.

Naval architects and other experts 1in the field of tanker designs
have recommended vacuum pumps as an added safety feature, but they are by
no means being recommended asd substitute or viable alternative to d
double bottom or hull. In the case of d collision, dvacuum pumpwould
provide no protection in reducing or preventing d spill. Any time d tank
is ruptured on its side, the pump could not possibly maintain air
tightness in the tank which 1is how this system works. It has bean
estimated that d vacuum pump would be affective in less than 10 percent of
tanker accidents. By comparison, a double hull would be effective In 90
to 96 percent of all collision incidents and 70 to 96 percent of all
groundings. No other technology or safety feature can provide anywhere
near the protection of a double hull.

The Coast Guard conducted an analysis following the VA_DEZ accident
and concluded that as much as60percent of the oil spilled would have
been prevented if the ship hed a double bottom. Thatestimate isbased
strictly oi actual tanks punctured. It does not take 1into account the
mnount of oil from those punctured tanks which would not have been lost
because it would have been trapped in the empty space between the two
hulls. Although your article referred to this study, it ia troubling that
a 60 percent reduction was treated as rno big deal”. Sixty percent of 11
million gallons is 6.6 million gallons. I doubt very seriously that
pollution prevention of 6.6 million gallons of oil would be considered a
little thing by the people of Alaska and elsewhere who have witnessed the
vast destruction to Alaska"s wildlife, marine life, and 1its coastal
waters. A spill of 6.6 million gallons would constitute the third largest
oil spill disaster ever in American waters |

Eight of eleven oil tanks on the EXXON VAIDEZ were punctured.



Since the Coast Guard study, naval architects and engineers have examined
the actual ship and estimate that only three of the eleven tanks would
have been punctured with a double bottom resulting in a 75 percent spill
reduction. The reason for fewer tanks actually being punctured 1is based
on the fact that a double bottom ship comes much harder aground which
prevents ship movement vresulting 1in additional tank damage after the
initial impact. The oil industry has long argued that because a double
bottom makes the ship ground firmer that it could cause the ship to
capsize, or sink, or at a minimum make salvage more difficult. Studies,
and actual case analysis, by the Coast Guard and Office of Technology
Assessment have determined Just the opposite. A firm grounding 1is

beneficial in the salvage operation. Had the EXXON VALDEZ come off Bligh
Reef, for example, it would have sunk according to the Coast Guard.

The less oil spilled and the slower the rate of discharge, the more
time available for cleanup response. The VALDEZ 1lost its 11 million
gallons of oil in five hours. If it had been a double hull ship, the
actual oil 1lost would have occurred over a 12 to 24 hour time period.
This would have allowed more time for response and would have reduced the
overall cleanup effort by 75 percent.

The mere suggestion that mandating double hulls is premature ignoros
the benefits of double hulls, and the long history of this issue. Former
President Jimmy Carter instructed the Coast Guard toaake double bottoms
mandatory in 1976 and to negotiate that requirement internationally. The

International Maritime Organization, [IMO, a United Nations affiliate,
rejected the U.S. proposal because of oil industry opposition world wide.
The same situation exists today. In 1978, the oil industry®"s more cost-

effective alternative was to require segregated ballast ranks. Segregated
ballast tanks only cover 40 percent of a ship®"s periphery. As the EXXON
VALDEZ illustrated, segregated ballasts provide very little oil spill
prevention in a grounding. In the case of a collision, they do provide
some protection if the point of contact occurs in that 40 percent area
where a ballast tank is located. Today, as 1in 1978, the oil Industry is
arguing that there 1is a better, more cost-effective solution - vacuum
pumps. Even though vacuum pumps, as | mentioned earlier, are inexpensive
and do provide some benefit, IMO rejected them two years ago at?
ineffective.

The Alaska Oil Spill Commission, in its December 8 report, recommends
double hulls for tankers and. oevoral additional design upgrades such As
auxiliary thrusters, a navigation display system, an automated cargo

control system, and centralized bunker tanks. The Commission®s analysis
shows that with all of these features incorporated into tankers, the
increase in capital construction cost would be ten percent. Over the

fifteen year life of a 250,000 dwt tanker such as the VALDEZ, the
increased capital cost would result in an increase in the cost of d gallon
of gas at the tank of only $0,0013 or .1 percent of d penny.

This cost increase does not factor in the operational savings that
would be realized with a double hull tanker. For example, the oil in the
bottom of the cargo tanks on a single hull tanker cannot be pumped out for
lack of pressure. This results in wasted cargo carrying capacity. With a
double hull tanker, all the oil could be offloaded because the portion at
the bottom would be drained from below in the space between the two hulls.



A double hull Canker would also lower Che cosc of vassel insurance.

Tanker safety and double hulls have been studied exhaustively. The
argument to ve/.t for the completion of yet another study by the National
Academy of Sconces only postpones long overdue safety upgrades. Nov is
not the time for study, but for decisive concrete action. It is
interesting to note that the Comictee on Tank Vessel Design, which was
formed to do the study for the National Academy of Sciences, does not rtven

include a shipyard representative. One would think that a pat-4i dedic.. d
to the study of ship designs would benefit from the experience i..d
expertise of a shipbuilder. The psnal will, nevertheless, include at

least two representatives from the oil industry.

Since the late 1970s, there have been no safety upgrades to oil
tankers. This record clearly illustrates industry"s lack of dedication to
safety and its unwillingness to impose self-discipline. The only way to
provide the maximum protection to our environment 1is for Congress to
endorse the House passed version of the oil spill bill which mandates
double bottoms and double hulls. Anything short of a legislative mandate
will result in a less than acceptable alternative.

Sincerely,

Mr. Stanford Erickson
General Manager

THE JOURNAL OF COMMERCE
110 Vail Street

New York, NY 10005



Double Bottom Doubts

A ITRONO BILL TO COVER THE OOCT OF etoaarag
fil spots fUndi qo the verge of c%nq_rler onal puulc.
| moot cctttroTtnr&I Issue feeing t ou»#4enate eco

tmlf‘m oomm ltteo when tIt moots this weak Is W et er
akers entering vs. ports should ho required_to bon
oubre bottoms%nd mtﬁ)tuall fulfldouble uIT( The need
greater tanker safetv Is unquestlotwd, but Congress
bo wary of mandating a s(g)ecrfrc technological Solo-

ten whon tboro may bs moro cost-effective ways to doal

rith Um problem.

A double bottom Is & Second underside on a tanker,
spirited from the outer boIIb an air spec* as much as
* feet thick. A double hull if an uRward extension of this.
tractor® toecov r Um enﬁrre ku ceord mg oUJ Coast

Juard stu ouble hulls h rkaee a VESsS |orlta
stact even vr] éenr I|Stes 8uter huf\ a ruptured In an accident

EmrwrsMng ol spills and preventing many of .
em

V}/]hen it approved h oil %prll Lgrlrlatlon last Novem-
eHouse rovr%e at al tan ers entering UJS, C]oorta
surt kave double bottoms within seven yun an
acre-coetly double hulls within 15 years, The Senate man*
[ated that all new tankers be built with doable hulls, unIess
'he secretary of trans ortatron d(etermrnes that they w

lot enhance “safety, bat It Imposed no requirements n
oLimited MOO tankers now In service around the world.

rM t under 600 of those tankers now have double bull;
42 ot them operate under the U4b. flag.

The debate over the merits of double hottoms is an old
ooe. Back .In 1678, the United States pushed the Interns-
tioca] MalrlrtrtmekOrganrzatron tﬁ Unrt\e/\(lthNatron taffrUatcs to
require all tanker ave them. When resistance from
otﬁer countries krﬁ é Hat Initiative, Coofrees gacked off
from reguiring | em 00 ships in UJS. waters, mandating
Inr*=ad tha snur er tankers have either exude oll washrng
H ms, which clean anks n an environmentally sg

anner, or seqr gated allast tanks, which form a “huffer
between the cargd tanks and certain’ parts of the hull

As mternatronal interest in enhancing tanker safety
U increased over the last decade, othér nations have
taken the lead on double hulls. Scandinavian countries are
consrderrnq requiring all tankers entering their ports to
have doube hulls. N an effort to achieve the same end
through economic means Finland, at ears en started

taxrno srnglle Julled tankers calling at Its ports M cents a
barrel, while charging double-bulle tankers only a fraction
aa much.

€ .above the waterling This would

mo

Double hulls would help reduce the aumber af spilli
stemmrnq from low-impact ecddocta But they would sot
necessarily reduce the aumi? er 0 ar? scale oatastrooh
In the case of Un_Exxon Valdes, which/ spilled 11 million
gallons ef oil despite seqregated palkstu, a fell double bull
would not have reduced the'spill by more than half, aooord™*
lag to a Coast Guard analysis.

And in so 8ases d ubleb hulls actually may make-
|IIs worse. Flooded double hottoms make ships more
Ilttosa(va%le eawat\er In between the hulls increases
Instability an alg bt*w Ich under tome drcumsUncea
causes as Ip to apsis* or link. Va?orrsed oil between tha
hullﬁ can pose a fire hazard to salvage workers' cutting

torc

TheIrm ed protectjon doubl huIJ afford doesn’t oome
c ea nstahngpone aolgs from m| jon to f)0 mrlﬁron to
the | 0 million cost of an average new tanker. The Coaat.
~Guard estimate t e C0sts In the lower eHd of that range;

' tanker operator %ure It to be neart e
andating double hulls is fo ture, becﬁuse there
e more efficient ways enhancr t] er safeg
alternative a to req |re tankers td have internal
vacuum pumps that could boId oil in'if the hull is ruptyred.
Another lower-cost alt rnatrve IS t0 reduce current allow-
abe tanker loads by about 20% by limiting storage of oil
reduce thé Internal pres-
ure that forces oil into the water woen the hull is rup-

%ured
At thf behest of the Coast Guard, a lpenaI of the
National Academy of Scrences IS examrnrng anker sa etv
The Interim report, due n Jung IS ex ecrte to0 3/

huformagon aho |tthe re agve costs and beoeflts of double

lIs ana other alternat |ve
Congrees shoulf act rudhge the resuIts of that study
strme n Um wake of the

by mandating doub
disastrous Exxon Valdes spill, there is good reason to

re urre en anced safelt}/ fea ures fer ofI tankers. But Con-
r ss should eUow tan e erators to adopt or deve op the
os& cost-effective tech rro to reriuces IlIs, rather than
sting a specific technatogical Tir

THE JOURNAL Of COMMERCE, Tiwtdty, January 8, 1990
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War ciigwiu, NJ07001
1301) 331-13*3
January 23, 1990

Dear Colleague:

Soon the House will appoint conferees for the Oil Prevention#
Response Liability and Compensation Aat of 1989.

I intend to offer a motion to instruct tha confareaa to stand
by the Housela earlier vote that mandated the double*”~hull/double
Bottom requirement? on all tank vessels that useU.S. porta.

It is time the United. States Congress take a atep toward®
PREVENTION of theee devastating oil spills. Double hulls give us
that margLn of prevention by aB much as 90 percent in cases of
tanker groundings. AlIl other safety measures combined will not

reduce the risk of massive oil spills as well as the double hull
requirement.

Many studies have been done during the past 15 years of delay.
The findings of the most recent study by the Alaskan O0il Spill
Commission and earlier studies by the Coaat Guard are conclusive -
double hulls prevent oil spills.

A requirement for double hulls has already been approved by
tha House and was only two votes short of approval in the Senate.
So, I ask my colleagues to join me in sending a 3trongsignal to

the conferees that the House stands by its position - the time to
begin implementing this requirement is now, not later, and not
after another disaster. t

For further information# please call me or Ed Krenik of my
staff at X55034.

sincerely# J

DEAN A. GALLO
Member of Congress



Congrtus of tfle Uniteti fttatrs
MUtMon, SC 2213

January 25, 1990

Coar colleague:

When tha confe-jes for the 0Oil Prevention, Response Liability and
Compensation Act are appointed, we plan to offer a motion to instruct the
conferees to insist on the Housed position that mandates the double
hull/double bottom requirement. This vote could occur as oarly as next
Tuesday. A vote in favor of instructing the conferees is a vote in favor

of double hulls/double bottoms and a vote in favor of protecting our
environment.

Since ve debated this 1issue two months ago, the arguments 1in favor of
the double hull/double bottom requirement have been further strengthened.

First, the Alaska Oil Spill Commission®s report, released in early
January, shows that the single most effective action that can be taken to
minimize the potential for another Valdez disaster is to require double
hulls/double bottoms on all tank vessels.

Second, there is a window of opportunity now that will not be open
again for more than two decades. The world fleet is aging. By 1992, more
that 40% of the current world fleet will be more than 20 years old and
another 25% will be in the 15 to 19 year old range. So, a valuable

opportunity will be lost if we allow the replacement of the fleet without
double hullu/double bottoms.

Third, many argue that the coat would be too high if double
hulls/double bottoms were required, when calculated over the 15 year

lifetime of a tanker, the cost for double hulls is less than one tenth of
one cent per gallon.

Lastly, the Senate version of the bill calls for yet another study.
Thfc Senate /ote to mandate double hulls fell short by only two votes,
fifteen years ago, Congress debated this same issue and was given
assurances that double hulls would be required on tankers carrying Alaskan
oil, but again the regulations failed to mandate them. We cannot wait
another fifteen years. The time has come to PREVENT oil spills,

We urge you to support the motion to instuct the conferees, Again, a
vote in favor of instructing the conferees is a vote in favor of double
hulls/double bottoms and a vote in favor of protecting our environment.

Sincerely,

DEAN A. GALLO ROBERT TORRICELLI STEVE GUNDERSON

JIM MCDERMOTT DUNCAN HUNTER GEORGE MILLER
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Congress &t tHiteh States
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CONTACT: Bob beGrand
(202) 225-5034

Rick Frost
(202) 225-5061

January 18# 1990
TWO N.J. CONGRESSMEN CITE NEW EVIDENCE THAT TANKER SPILL IN NEW

YORK HARBOR WOULD BElI DEVASTATING; RENEW CALL FOR SAFETY HULLS

WASHINGTON - Two New Jersey Congressmen today released new
evidence that a major tanker spill in New York harbor would
devastate the eijtira bay area, including the Hudson and East
Rivers within 4% hours of the accident.

Congressmeq Dean Gallo and Robert Torricelli# who led tha
fight for double hulled and bottomed vessels during last years®
House debate on oil apill legislation, said today that a computer
model developed by a consultant for the Alaska Oil Spill
Commission provides graphic proof that a tanker accident would
immediately l«a4 to disaster.

"After reviewing this new evidence# as well as the findings
of the Alaska 0]1 Spill Commission, there should be no doubt in
anyone®s mind that we must fight to keep double hull and double
bottom requirements ip the oil spill act,” said Gallo, R-NJ 11th.

"These safety measures would provide a substantial measure
of projection f~r the environment since groundings and collisions

are th-a most frequent causes of oil spills,"” said Torricelli, D-
NJ 9th. ™A CoasT Guard report has shown that double bottoms alone
would nave been, effective in 96 percent of oil tanker accidents

studied. ™
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An highway safety, wg require seat belts to save lives.
Double hulls and double bottoms on tankers provide similar
protection for our environment,® “said Gallo, who amended the oil
spill bill in the House to require double hulls on all tankers
within 15 years.

"If oil spill legislation is going to work, prevention must
be an integral part of it," said Torricelli, who amended the oil
spill bill in the House to require double bottoms within 7 years.

"Even the most sophisticated oil spill response equipment
would pick up only five percent of the oil spilled in the fast-
moving currents of New York Harbor and other, similar harbors.
Once the oil leaks from the tanker, the damage 1is done. The idea
is to do all we* can to foreclose that possibility,"” Torricelli
said,

"In the near future, a Conference Committee will decide
whether to accept our requirements, contained in the House bill,
or go back to Senate language that calls for yet another study of
the question. That is where Congress dropped this question 15
years ago. We have studied this to death. We can @ afford to wait
until the nightmare of another tanker spill becomes reality, as

this computer model clearly shows," Gallo said.

The computer model, developed by a Maryland firm who
provided supporting materials for the recent report issued by the
Alaska Oil Spill Commission, assumed a spill the size of the
Valdez disaster resulting from d tanker striking the Verrazano
Narrows Bridge, spilling 11 million gallons of crude oil.

"The most disturbing aspect of this model to me is the

finding of total devastation in less than 48 hours.
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"Normally, these models ara based on a one-week projection,
but the consultant stopped the model before the 48 hour point,
because the devastation was already total. That is a frightening
thought, when you consider that even tha fastest spill response
teams would need six to twelve hours to be fully operational,™

Gallo aaid.

"The cost of requiring double hulls and double bottoms pales

in comparison to the cost of doing without them," Torricelli

said.

"According to figures provided in the Alaska Oil Spill
Commission report, the cost of a double hull would add less than
a tenth of a cent to every gallon of oil a tanker would carry
over its lifetime. The cost of not building double bottoms and
double hulls, however, can be seen on the shores of Prince
William Sound. That is not a price the people of New Jersey
should have to pay," Torricelli aaid.

New Jersey & tourism and fishing industries, with annual
revenues of more than $3 billion would also be devastated by a
major spill, according to the Congressmen.

They also indicated that area refineries receive 39 million
metric tons of crude and refined petroleum products annually
valued at $4,5 billion, most of which travels in and out of New
York and northern New Jersey deep ports.

The Alaska Oil Spill Commission strongly recommended double
hull and double bottom requirements to provide an added measure

of safety in tanker accidents.





