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These are intangible, hut vital, recommendations. It will be a 
major reorientation to focus on the role of prevention in 
addressing spills. It is obviously needed and long overdue. But 
we should not underestimate the magnitude of the effort that will 
be needed to make this change.

The report also comments on the need of the regulatory agencies 
to back up and enforce provisions made among the regulated 
community for environmental safety. Wc. heartily agree with these 
recommendations. The industry has an important role in providing 
input on appropriate standards for prevention, response, and 
related issues. However, the final decision on the content of 
these standards and their enforcement should not be left to 
voluntary compliance by the industry. The accusation is often 
made that regulatory agencies are being too hard on the industry 
for seeking enforceable means to implement agreed-to terms. Yet, 
our experience is that the enforceable agreements are essential 
to ensure long-term compliance and commitment. Regulatory 
agencies are often under-supported on the theory that the 
industry will police itself. The time for this thinking is past.

We also agree that citizens should be involved in decision making 
at all levels of government. The public, and especially local 
residents, must be involved to ensure the long term commitment of 
the political structure to environmentally sensitive management 
practices. We need to review the structure of advisory boards 
carefully to ensure maximum benefit and also to define the 
appropriate role for municipalities. The role of local entities 
in both planning and response needs to be considered.

5. State laws should be applied equally to foreign flag vessels.

State laws do apply equally to foreign flag vessels.

RESPONSIBILITY OF INDUSTRY
We will leave a response to the recommendations made to industry 
for the industry. I will be interested to hear their comments 

tomorrow.

STATE REGULATION AND OVERSIGHT
In this section, I will comment on some of the recommendations 
specifically. But from a general perspective, we agree with the 
direction of the Commission.

10. People should recognize they are stewards of natural 

resources and have duty to protect them.
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This is another somewhat intangible, yet ir.poruant, 
recommendation. It is simple but true. Y/e all do need to 
recognize our responsibility for natural resource protection 
in order to keep our environment whole. The agencies cannot 
ensure environmental protection without strong support and 
oversight from the public. Without public interest, 
regulatory initiatives are cut back and budgets and 

personnel reduced.

11. The State should adopt stringent standards regulating the 
transportation of oil in its own waters without fear of federal 

preemption.

As noted above, this is a key, perhaps the key, 
recommendation of the Oil Spill Commission report. The 
Administration wants to aggressively pursue meth >ds to 
improve the safety of oil transportation and agrees that 
prevention is the most important area to emphasize. We and 
the several other agencies with jurisdiction and expertise 
will review this recommendation, the status of federal law 
changes, and state capability and provide specific 
recommendations on priorities and the most promising 
approaches.

12. A citizens' advisory council should be established in the 
office of the Governor and given responsibility for overseeing 
the safe transportation of gas, and other hazardous

substances.

It is important to improve state oversight in this area. As 
the report points out, no agency has sole, or even lead 
jurisdiction over all aspects of transportation. There are 
limited authorities in the federal Department of 
Transportation, primarily relating to surface transport. We 
support the establishment of an entity to oversee this area. 

This and other groups suggested by the Commission should be 
considered carefully in order to craft the most workable 

approach.

11. The state should expand ai.d exercise its regulatory 
authority over environmental safety. Measures voluntarily 
adopted by industry should be backed up by state regulations. 
Federal technical standards and safety requirements should not 
preclude more stringent state standards . . . .  The state should 

have the power, for example, to prohibit vessels from entering or 
departing Alaska ports and waters under unsafe circumstances.

Regulatory effectiveness also should be imnroved through 
assessment of administrative and civil penalties to encourage 
prevention, no pre-enforcement review of compliance orders, 
environmental audits, stronger criminal penalties, and statutory

4



provision for citizen lawsuits. Private voluntary prevention 
measures, though commendable, are often ignored as memories fade 
unless backed up by state regulation.

This recommendation is one of the most significant in the 
report. It touches on two main areas. First is the 
suggestion, repeated from a previous recommendation, that 
the state directly regulate vessel traffic. We have 
previously discussed this. Second is the suggestion that 
the state enhance its ability to ensure environmental 
protection through legally enforceable means. The report 
includes numerous recommendations for specific steps that 
could be taken to this end.

These are good suggestions. We need meaningful criminal 
penalties. Current statutes provide for misdemeanor - level 
penalties even for significant environmental crimes. We 
have found that environmental audits are very effective 
means to provide for a comprehensive environmental review of 
a facility. We have used these in certain individual 
actions. We support the idea of streamlining compliance 
order proceedings to reduce delay. Currently, a full 
administrative appeal must be allowed before an enforceable 
compliance order can be issued by the department.

It is just as important to strengthen the existing statutes. 
Meaningful civil penalties need to be added for violations 
of all the existing requirements. Loopholes in reporting 
and other areas need to be closed. We will provide more 
specific recommendations in this regard to the committee.

14. The state should ^enew and strengthen its authority to 

conduct inspections and spill response drills on vessels calling 
at Alaska ports and marine terminals . . . .  Inspections and 
reports, done in cooperation with the U.S. Coast Guard or alone, 
should include examinations for structural integrity and 
environmental hazards.

The Commission report correctly notes the aging of the 
tanker fleet. This is a significant concern of the 
Administration. The report proposes a greatly enhanced 
state role in reviewing the capability of tanker vessels, a 
task that is currently under the sole jurisdiction of the 
U.S. Coast Guard. This is closely related to an earlier 
recommendation that the state assume a role in regulating 
vessel traffic movement. We support these initiatives.

15. Government agencies should be given space at the Alyeska 
terminal to carry out their duties.
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The Administration supports this recommendation, and its 
purpose of improving the overall relationship between the 
state and the Alyeska terminal.

16. A state licensing system should be established for oil 
transportation system safety personnel, including pipeline pump 

station and terminal managers.

Again, this would be a new area for state regulation. We 
may also want to consider licensing of others involved in 
the transportation of petroleum products.

21. Insurance policies should identify the State of Alaska as an 
additional insured or named beneficiary.

We agree that we need to re-examine how insurance or other 
means to demonstrate financial responsibility can be made a 
positive influence for oil spill prevention and more readily 
accessible by injured parties. The report suggests 

designation of the state as a beneficiary on insurance 
policies as a means to do this, but there may be other 
options that would be more effective. One approach would be 
to provide in statute for treble damages for bad faith 
dealing, which would help both the State and private 

parties.

We also believe that the financial responsibility provisions 
of the existing statute need to be strengthened. The dollar 
amounts for financial responsibility required in existing 
statutes are inadequate to provide resources for a major 

spill.

22. The state should set rigorous requirements for private oil 
spill prevention and response capability in remote locations.
The state also should develop response plans for major spills and 
articulate a prevention program from the Aleutian Islands to the 

Arctic.

We fully support this recommendation, both for remote areas 
and for other areas. The department is in the process of 
reviewing its current requirements for spill response 
capability for industry and intends to set improved 
standards for spill contingency plans. The department was 
granted authority to look at prevention planning last year 
in SB 261. We agree that this is an area that needs strong 
emphasis and support the concept of prevention plans for 
regulated facilities. There is a lot of work to do to 

implement this concept.

24. The State should establish a task force to review the 
environmental safety of the trans-Alaska pipeline system
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independently or in concert with a federal counterpart.

The State has begun a process to review the issues 
associated with corrosion of the pipeline and to review 
spill response planning. This is being coordinated by the 
Pipeline Coordinator's Office in the Department of Natural 
Resources (DNR) and also involves the Department of Fish and 
Game. This Department is engaged in a review of the 
contingency plan for the pipeline jointly with DNR.

FEDERAL REGULATION AND OVERSIGHT
The Commission has offered many recommendations regarding federal 
regulation and oversight. The Administration will review these 
in detail and confer with the Commission and the Legislature on 
how best to convey these to the federal level.

GOVERNMENT RESPONSE POSTURE
The overall comment of the Commission is as folio rs:

What is required in a successful oil spill response is 
to blend the resources of state, federal, and industry 
response teams into an effective organization, and to 
provide sufficient manpower and resources to make a 
significant attack on the spill within 24 hours.

This is absolutely, precisely the crux of the problem. We all 
must devote ourselves to finding the best blend of 
responsibilities, functions, and resources to provide a highly 
organized, capable response within the first hours of the spill. 
The department is in full support of this goal and recognizes the 
need for a variety of steps to make it occur.

We see the effort as falling into two main areas, both of which 
are now underway. First is to enhance the spill response 
capability of the industry. More equipment, more trained 
personnel, and greater commitment to immediate mobilization are 
clearly required. There is widespread agreement on this point 
among all parties. We have seen significant investment by 
Alyeska in enhanced response capability for Prince William Sound. 
We are working with producers and operators in Cook Inlet to 
significantly strengthen response capability there. Other areas 
of the state will follow. And, as I mentioned previously, we 
intend to update and expand our requirements for individual 
facility contingency plans in our regulations. We also recognize 
that weather and logistical constraints will always be a factor 

in spill response.

7



The Legislature passed two initiatives last year to enhance 
contingency planning. We are now implementing the provisions of 
SB 261, which provides for statewide and regional contingency 
plans for response. This provides a framework to assess all the 
resources available for response and to determine whether they, 
taken together, are adequate. It also provides a framework for 
all the parties that may contribute to a spill response to work 
together to plan for a response.

The T/V Exxon Valdez spill demonstrated the need to more closely 
link local communities into a state response. We need to train 
local residents to assist with the response. We need to equip 
local communities with equipment necessary to prot2ct their 
critical resources. These steps are allowed for under the 
legislation passed last year.

We also need to clearly define the role of all parties. We need 
to adopt a form of the incident command system to guide the 
response. Our efforts this year evolved toward this, but more 
planning could be done in advance.

The Department of Environmental Conservation and the Department 
of Military and Veterans Affairs recognize the need to clearly 
delineate the best role for each agency to play in a spill 
response. Each agency has important resources to offer. We are 
working to define this jointly. The Commission report offers 
some recommendations in this regard. There appear to be some 
internal contradictions in the approach suggested and we will 
likely propose a model with details that differ from some of the 
recommendations. But we support the underlying point of vesting 
in each agency the responsibility to carry out the functions it 

is best suited to and in establishing clear direction for the 
response.

Perhaps the most significant policy issue arising from the 
Commission report is the question of when the state should step 
in to direct a spill response. The report states that the 
spiller should not be in charge of the response to a major spill. 
We agree with this approach. Implementation of this 
recommendation will require considerable effort, as it would 
represert a significant departure from current law, at both the 
state and federal levels. To prepare the agencies to assume 
operational control of a spill response will require a level of 
financial commitment to spill response that far exceeds anything 
we have seen to date. It can be done. But it will take 
resources.

We agree with many of the specific recommendations in this area. 
The role of local communities is of particular interest. We need 
to better design ways to provide liaison with local communities.

I will comment on a few of them.
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52. Emergency Response Funding - An immediate funding mechanism
must be available after a spill to allow the earliest commitment
of response resources.

This is an important point. Both state and federal agencies 
have faced major limitations on funding of response 
capability. It is meaningless to have laws that could allow
a state or federal response if in fact the agencies do not
have access to the millions of dollars necessary to run a 
response.

53. Local Service Impact Funding - A declaration of emergency 
should trigger the ability of the Governor or other appropriate 
officials to release funds collected from state oil revenues to 
cover all impact costs, including economic maintenance programs 
and local impacts which become an extra burden on local services, 
whether provided by state or local government.

The existing lav/s do not provide a means for addressing 
local impacts costs, particularly increased service costs 
and overhead costs, to be charged to any available fund. 
Again, a funding source to pay for these costs would be 
needed.

54. Full-Cost Reimbursement

We support measures to enhance full cost reimbursement.
Steps such as allowing for treble damages could also 
contribute to this.

55. Private Contingency Plans Should Plan for the Worst Case

We support this and are pursuing the regulatory changes 
necessary to accomplish it.

RESEARCH AND DEVELOPMENT
We recognize the importance of ensuring further research and 
technology development and support the efforts of the Commission 
toward this end. This will require on-going commitment and 
effort from the Commission members, the Legislature, the 
interested public, the resource agencies and the industry.

CONCLUSION
We very much appreciate the opportunity to offer our initial 
thoughts on the Commission report. It has given us many ideas 
and suggestions for areas where we may work productively.
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My hope would be to continue the discussion with the Legislature 
and the Commission, move ahead on issues where we agree on an 
approach, and continue to work on the others. I look forward to 
a constructive and productive outcome.
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HOUSE RESOURCES COMMITTEE, OIL SPILL HEARING

Tuesday, January 16, 1990 

3:00 to 5:00 p.m.
Capitol Room 124

TECHNOLOGY OF THE TRANSPORTATION OF OIL

Virgil Keith - Engineering Computer Optecnomics Inc.
State of the art technology relating to tanker design, vessel 
traffic monitoring and clean up technology.

Tern Gillette - Regulatory Coordinator, Exxon Shipping Co. 
Exxon's position on improving tanker design, vessel traffic 
monitoring in Prince William Sound and Cook Inlet.

Art McKenzie - Director, Tanker Advisory Center Inc. 
Discussion of Double Hull Tankers.

Captain Bodron - Chief, Marine Safety Division
U.S. Coast Guard, Alaska 

Coast Guard's present regulations as they relate to tanker 
design and vessel traffic monitoring in Alaska and proposed 
changes.



H O U S E  R E S O U R C E S  C O M M I T T E E ,  O I L  S P I L L  H E A R I N G

Wednesday, January 17, 1990 
3:00 to 5:00 p.m.
Capitol Room 124

SPILL RESPONSE AND CONTINGENCY PLANNING

Bob LeResche - Director, Alaska Oil Spill Coordinating Office 
Tne State's response to the Exxon Valdez oil spill including 
compensation, social and economic impact and recommendations 
for better response systems for the future.

Frenohie Mallot - Department of Natural Resources, Forestry 
Incident Command System and its utility for major oil spills.

Mike Williams - V.P. Environmental Planning and Control,
Alyeska Pipeline Service 

Alyeska's proposed changes in both contingency planning and 

response capability in Prince William Sound.

Robert Weatherford - Business Analysis Mgr.,
Exxon Shipping Co.

Contingency planning

CaptaiiQ Bodron - Chief, Marine Safety Division
U.S. Coast Guard, Alaska 

Regional Response Team and its role in response planning and 
the Coast Guards On Scene Coordinator's report.

Larry Dietrick - Director Environemntal Quality
Department of Environmental Conservation 

Post spill response planning, use of ICS and review of 
industry contingency plans.



H O U S E  R E S O U R C E S  C O M M I T T E E ,  O I L  S P I L L  H E A R I N G

Thursday, January 18, 1990 
3:00 to 5:00 p.m.
Capito.l Room 124

EXISTING STATE AND PROPOSED FEDERAL LAW 
STATE PRE-EMPTION 

INTERSTATE COMPACTS

John Katz - Special Counsel, Federal State Relations,
Office of the Governor, Washington D.C.

Status of federal legislation, the conference committee and 
the state's priorities for the legislation.

Dennis Kelso - Commissioner
Department of Environmental Conservation 

Status of legislation passed last session, the B.C. task 
force, the state's positior on pre-emption as it relates to 
state requirements and possible federal pre-emption.

- Attorney General's Office 
SB 406 and reintroduction of legislation that may potentially 

be pre-empted by federal law.

Zygmund Plotter - Harvard Law School Professor, SEA Grant 
SEA Grant Project including Pre-emption and Interstate 

compacts.



H O U S E  R E S O U R C E S  C O M M I T T E E ,  O I L  S P I L L  H E A R I N G

Tuesday, January 23, 1990 
3:00 to 5:00 p.m.
Capitol Room 124

REGULATORY OVERSIGHT AND ENFORCEMENT

Al Ewing - Environmental Protection Agency 
Role in oversight and enforcement

Captain Bodron - Chief, Marine Safety Division
U.S. Coast Guard, Alaska 

Role in tanker inspections, personnel, # of inspections a year 

and ability to esure compliance.

Dan Lawn - Department of Environmental Conservation 
Difficulties as a field officer to gain access to the Pipeline 
terminal and suggestions to make access and oversight more 
effective. Inspections of facilities and tankers in order to 
prevent oil spills or improve oil spill response.

Mike Williams - V.P. Environmental Planning and Control
Alyeska Pipeline Service Co.

Alyeska's view of appropriate oversight and enforcement of 
environmental laws and regulatory requirements.

Michelle Brown - Assistant Attorney General
Office of the Attorney General 

Methods for improving statutes to ensure proper oversight and 
enforcement as well as incentives for compliance.

Mike Wenig - Staff Attorney, Trustees for Alaska 
Proposals for improving oversight and enforcement
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JOINT OIL SPILL HEARING 
House Resources, Senate Oil and Gas, Senate Resources

Wednesday, January 24, 1990 
1:00 to 5:00 p.m.
Location to be Announced

ALASKA OIL SPILL COMMISSION REPORT

1:00 to 3:30 - Alaska Oil Spill Commission

Walt Parker, Chair, AOSC 
Esther Wunnicke, Vice Chair, ASOC 
John Sund, Commission Member
John Havelock, Legal Counsel and Executive Director

3:30 - 5:00 - Administration testimony on Commission Report

Thursday, January 25, 1990 
1:00 to 5:00 p.m.
Location to be Announced

1:00 to 2:30
Oil Industry testimony on Alaska Oil Spill Commission Report 

2:30 to 5:00
Public testimony on Alaska Oil Spill Commission Report
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Chapter Three

Prevention

Reducing Oil Spills



Sect ion 3.01. In t roduc t ion

One problem with using a public hearing process as a starting point for an examination of methods to improve the safety of shipping is that the many suggestions that come forward do so in an uncoordinated way. Further, there is absolutely no consensus as to what the word "safety" means, although just about everyone who gave me their views over the past six months used the word frequently. In this section I will attempt briefly to suggest a framework for the discussion, recommendations and suggestions that follow.
First, let me wrestle with the term safety. The dictionary defines it as freedom from danger or risks. The word is subjective and highly ambiguous. It is not a word that can be related to any mathematically precise figure. What is "safe" depends on who is speaking, at what time, and on their current perception of what is an acceptable level of risk.Complete freedom from danger or risk is an impossible goal.
The second problem with safety is the change that comes over people's perceptions before and after an accident. It is enormously difficult to predict what society regards as an acceptable level of risk or safety in advance of an accident. As an example of this, consider the views of Americans, particularly Alaskans, before and after the Exxon Valdez incident. Before the accident the level of risk was reasonably well known. Risk level predictions had been made as early as 1971, and had been refined considerably by 1973. In fact, such predictions have turned out to be unduly pessimistic. The total number of and damage done by the Exxon Valdez and all other incidents since the route was established has been below the predicted level when the 1973 decision was made to proceed with the construction of the pipeline and establish the terminal at Valdez. Thus, from the point of view of oil spills and damage to their coastline, Americans and specifically Alaskans have been luckier than they expected to be when they decided that the spill risk was acceptable and that the system should be established.
Writing six months after the Exxon Valdez spill, it is hardly necessary to comment on the change in the perception of Americans and in particular Alaskans as to what is an acceptable level of risk from tanker accidents. It is vastly different. Such changes in the public's perception of acceptable risk make the task of risk analysis by planners and governments extremely difficult.
A third and final point to note in connection with determining an acceptable level of risk is that risks are not equally borne. The parties who benefit from a tanker traffic may be very different from those who can expect to bear the risks. Alaskan oil no doubt benefits the people of the United States. Colin Richardson of Skidegate pointed out that much of the risk is elsewhere, and to other people, when he remarked at a meeting in Queen Charlotte City:

I f  a  s p i l l  hits the Is la n d s  we w ill he f in is h e d ...o u r
fu tu re  depends on  f ish in g  an d  tourism , and  they depend
on  a c lean  environment.

Paddy Greene of the Prince Rupert Fisherman's Cooperative expressed the same concern when he said:
Environm en t is the life b lo o d  o f  o u r  coas ta l communities

The extensive participation of coastal residents and particularly Native Peoples in the hearing process was in part by reason of this uneven burden of risk. They perceive, entirely correctly, that they and their lifestyles are subjected to a much greater risk from tanker traffic and oil spills than Americans, or indeed most British Columbians, the majority of whom are residents of the lower mainland. That others, elsewhere, benefit is hardly consolation.
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Section 3 .0 2 . Sh ip  Safety
Structural and Mechanical

There are two major sources of crude oil tanker traffic passing near or through Canada’s West Coast. The first is the tanker traffic from Valdez to the lower 48 states and the US Virgin Islands, and the other is traffic carrying Canadian exports of heavy crude to the US gulf ports, Japan, Korea, Taiwan, Malaysia and Thailand. In addition to tankers, there is an extensive distribution system by three small coastal tankers and an extensive tug and barge fleet.
In large measure due to the Exxon Valdez incident in Prince William Sound, various design features which might improve the safety of tankers were raised at the public hearings. Perhaps the most frequently called for construction features were double hulls or double bottoms, as are now required for chemical carriers.
It should be noted that such proposals have a long history. In 1972 in an effort to have the Alaska Pipeline Enabling Act passed by Congress, the then Secretary of the Interior,Rogers Morton, informed the Joint Economic Committee of Congress that double bottoms and segregated ballast systems would be required for all vessels on the Valdez run. In the following year in London at a meeting of the International Maritime Consultative Organization, the United States representative called for double bottoms to be required world-wide on all new tankers. Two years later, in 1975, the Coast Guard regulations for the Alaskan fleet were introduced. Surprisingly, they did not require the vessels to have double bottoms. At present, 18% of the 92 vessels registered for the Alaskan trade have double bottoms. A further 9% also have double sides.
This about face on tanker safety by the US Coast Guard in support of the position of the industry it was charged with regulating has never been satisfactorily explained. As recently as October 15, 1989 this fourteen year old omission was the subject of a highly critical series of investigative articles by the Anchorage Daily News.
From time to time since 1975, the issue of double bottoms for US ships on the Alaska run resurfaced. In early 1977, following a number of tanker accidents in US waters, the Secretary of Transportation, Samuel K. Skinner, was asked by President Carter to develop new tanker regulations for new construction. In May of 1977 proposed regulations were issued by the Coast Guard. These regulations called for double bottoms. Once again, in February of 1978, the issue was taken to the IMO, and once again it was rejected. Again, as in the mid 70s, the US then abandoned it’s efforts. In effect, the 1977-1978 exercise was a carbon copy of the early 1973-1975 experience.
Early in the summer of 1989 Senator Brock Adams of Washington State introduced a bill to require new US tankers over a certain size to have double bottoms. On August 4th this bill was defeated, 51-48. Instead, the Secretary of Transportation has been t̂ ked to conduct yet another study of the issue. The purpose of this new study by the Secretary of Transportation is to consider the potential frequency of those accident situations in which a double bottom or double hull may increase, rather than reduce, the spill resulting from the tanker involved in the incident. This study, and another to be done by the National Academy of Science for the American Petroleum Institute on increased use of ballast sides and reduced tank size, arr due next summer.
In most situations, double bottoms can be expected to reduce the oil spilled from a tanker involved in a grounding. In a 1975 study by naval architect James Card, done for the US Coast Guard for 30 spills in US waters from tankers for the years 1969 to 1973, it is concluded that some 90% of the oil spilled would not have been released had the vessels been constructed with double bottoms. A report in the Seattle Post Intelligencer of August 5th, 1989 of a US Coast Guard study of the Exxon Valdez incident suggest that from 25 to 60% of the oil released might have been contained on board had the vessel been constructed



The most frequently mentioned was twin screw tankers. Almost all large tankers, (with the exception of a small number of Ultra Large Crude Carriers which are unable to obtain a single engine capable of delivering the power required to move their 400 thousand dead weight tons) are single boiler, single screw vessels. Thus a failure of a boiler, or a shaft, or a propeller, results in a vessel at the mercy of wind and waves. The problem was illustrated by the Exxon Philadelphia which, a month after the Exxon Valdez incident, was adrift without propulsion ot steerage some miles north of Cape Flattery. A similar incident occurred some five years previously in the Gulf of Alaska, where a disabled tanker, the "Prince Williams Sound", was within an hour of breaking up on the shore of the Sound from which it took its name. Fortunately, in the Exxon Philadelphia case a tug was able to take the stricken vessel in tow, and in the earlier mishap the engine was restarted and the vessel was able to proceed under its own power.
Despite these two incidents, I do not believe that a requirement for a complete and independent second propulsion system is justified on a cost/benefit basis. The cost of the second propulsion system is approximately 10 - 15 % of the overall cost of the vessel.More safety is achieved by spending equivalent amounts of money elsewhere, particularly on emergency escort and response vessels discussed below. A single screw, single shaft, double boiler vessel, is a different matter. The Atlantic Richfield Company 120,000 GWT vessels coming into Cherry Point from Valdez are of the type. If one boiler is unserviceable the other is still capable of providing 10-11 knots. This is an important safety feature, and Atlcuitic Richfield is to be commended for incurring the extra cost that this represents.
Another frequently mentioned structural modification or addition is the bow thruster. Bow thrusters are valuable at low speeds, and in confined waters, particularly when a vessel is manoeuvring without tug escort in confined waters. After examining the literature on the matter and discussing this with experienced mariners, it is my considered opinion that an escort vessel system is a great deal more cost effective than bow thrusters. Provided adequate escort vessel services are available, bow thrusters do not provide substantial increases in safety.
Recommendation: That a technical examination be undertaken to determine whether the emergency use of backup power systems for propulsion to provide steerage is feasible for existing tankers on the Puget Sound or on the Vancouver routes.
Recommendation: That all tankers over 25,000 tons entering the Strait of Juan de Fuca 
be double boiler vessels.
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Section 3 .0 3 . Ship Safety
Fleet Reductions

The environmental advantages of reducing the number of tankers delivering nil to west coast pons or loading oil at the Port of Vancouver hâ e been discussed in the preceding chapter. In addition, even without the reduction in oi' deliveries contemplated by that chapter, reductions in risk can be achieved by altering the composition and quality of the Alaskan fleet. The Alaskan service, by reason of weather and sea conditions in the northeast Pacific, and the angle at which the prevailing ocean waves hit the tanker hull when southbound on the Valdez run, is particularly hard on ships. Indeed, I believe there is no more punishing major tanker route in the world. This was known in 1973, when the decision to proceed with the route was given, and at that time the best vessels, of new construction, was promised by the United States administration. The extraordinary and unexplained failure of the United States Coast Guard in 1975 to establish the level of ship standards for vessels on the n_ute which the public was led to expect by the statements of the United States government two years earlier is becoming the subject of an extensive literature, beyond the scope of this report.
There are ninety two vessels currently with permits that allow them to engage in the Alaskan trade. These range in size from three 265,000 dead weight ton vessels, the Eastern Lion, Southern Lion and Western Lion, to the 16,000 dead weight ton Lion of California. The age of the vessels in the fleet also varies considerably, ranging from the 46 year old Texaco Minnesota to the sister ship of the Exxon Valdez, the Exxon Long Beach, which was completed three years ago. The average age of the fleet is 18 years. The vessels are owned by eighteen different companies, some with one ship licensed for service in Alaska, while Exxon has the largest number, seventeen.
The composition of the fleet is complicated by the fact that American law does not allow the largest oil company of the North Slope, British Petroleum, to own vessels directly. As a foreign owned corporation, it uses a complicated system of chartering and minority interest control. This is particularly unfortunate, as BP has a deservedly fine reputation for its world wide tanker fleet, and the company over the years has provided some highly trained and competent personnel to the Valdez operations of the Alyeska Service Company, particularly in the early years of the operation.
The fleet has been rated by the Tanker Advisory Centre of New York, run by a former Exxon tanker officer with some 45 years of experience, Captain Arthur McKenzie. His ratings are used by insurance companies and others interested in determining what risks these ships represent. The ratings are based on age, flag, owner, size of the owners fleet, and the number, type, and frequency of reported casualties, incidents or near incidents. A casualty is an accident that leads to an insurance claim, or a fine or detention by local port authorities. Fourteen vessels in the fleet are rated as "low". Another 9 are rated as "fair", while 45 are rated as "good". The remainder are classified as "very good" or "high". Appendix J lists the vessels in the first two categories.
The Exxon Valdez incident has demonstrated that accidents come to good ships (it was rated by the Tanker Advisory Centre as "high"), and that structural or mechanical problems are not the only cause of accidents. However structural and mechanical failure are an important source of accidents, both directly and as a contributory cause. An important objective for increased safety would be to require the entire Alaskan fleet to be in the "good" category or better. This was the commitment of the United States government in 1973, and it should be the objective today. For other vessels not on the Alaskan route, a similar approach should be adopted. As there are no tankers dedicated to the Vancouver traffic, higher classifications, "very good" and "high" can be adopted without disrupting existing arrangements.
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Recommendation: That tankers which are classified below the "good" category of the Tanker Advisory Centre of New York, or some similar reputable advisory service be decertified for the Alaskan trade.
Recommendation: That no tanker be permitted to load crude oil in Vancouver unless it has been rated by the Tanker Advisory Centre of New York, and has received a "very good" or "high" rating.



Section 3 .04 . Sh ip Safety
The Swedish Vacuum  System

Among the encouraging experiences o f the p ub lic hearings w a s the perseverance, ingenu ity  
and enterprise o f many o f the participants in seeking out in formation on new developments 
in tanker and barge safety. A good example o f this work w as the research done B y M r. 
Tony Holland or Vancouver on the Swedish vacuum  system  o f retaining o il in the tanks o f  
a holed tanker. A fte r numerous telephone c a lls  to Sweden, London, and U .S . Coast 
Guard estab lishments in the United States, in vo lv in g  the expenditure o f considerab le tim e 
and money, de ta ils o f this system  and supporting literature were assembled and presented 
at the pub lic hearing in Vancouver in m id June. His contribution , and s im ila r con tributions 
o f many others on a w ide varie ty o f  topics, made the hearing process a ve ry  in form ative 
experience.

The theory behind the vacuum  system  is sirnp'e. I f  a ir cannot enter the top o f a tank ho led 
at the bottom, the f lu id  in that tank w ill not escape. T h is is b y  reason o f the hydrostatic 
underpressure at the top o f the f lu id  which ho lds the co lum n o f f lu id  in p lace. School 
ch ildren w ith  a g la ss o f water inverted over a saucer, o r those who l i f t  a straw  fu ll o f  a so ft 
d rink after p lacing a finger on top o f the straw , are app lying the same princip le. I f  this 
princip le can be su cce ss fu lly  applied to the internal tanks o f tankers, in the case o f  an 
accident the amount o f o il that m ight escape from  the vesse l and enter the sea w ou ld be 
dram atica lly reduced. To apply it w ill require modifications to a ll vents on the tanks o f the 
vesse l, and po ssib ly  deck or hu ll strengthening. Such m od ifica tions w ou ld  be inexpensive 
in comparison w ith  other proposed design changes w ith  s im ila r ob jectives. O ffic ia ls  o f  the 
Swedish M aritim e Adm inistration be lieve that i t  w ou ld  cost from  1 to 3 percent o f  the total 
cost o f the construction o f a new vesse l. To retro fit ex isting  vesse ls w ith the system  w ou ld  
present few  d iff icu lt ie s .

S ince it was firs t proposed in 1985, marine architects have ra ised a number o f  practical 
problems, the most important being related to the extra stress that can be expected on the 
vesse l from the vacuum  or underpressure created between the top o f the o il and the 
underside o f  the deck. Tanker accidents often occur in bad weather, when major stresses 
are a lready on the vesse l. Further, the grounding its e lf may have p laced stresses on the 
hu ll and decks fo r which it was in no w ay designed and constructed. C ritics o f the 
proposal fear that under such circum stances the system  cou ld  lead to buck lin g  o f the hu ll 
and the loss o f even more o il, i f  not the ship itse lf.

In 1987 this concept was presented by Sweden to the International M aritim e O rganization.
In the fo llow ing  year it was d iscussed at that the IM O s M aritim e Environment Protection 
Committee. It is on the agenda fo r next year's meeting as w e ll. Unfortunate ly , fu l l 
engineering stud ies and testing o f  it have not taken place, so the d iscussion is  theoretical 
rather than based on the observations o f actual experiments.

R ecom m enda tion : That Canada o ffe r to share w ith Sweden and other interested 
countries the engineering costs o f  testing the vacuum  method o f  reducing the ou tflow  o f o il 
from a tank vesse l ir. the event o f a grounding o r s im ila r accident.

R ecom m enda tion : That Canada assist Sweden in its e ffo rts to have the Internationa l 
M aritim e O rganization consider the merits o f the vacuum system  o f o il retention.
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Section 3 .05 . Ship Safety
On Board Equipment 
Autop ilo t

An examination of pages 25 to 29 of the Report on the Probable Cause, Findings and Recommendations of the State of /-daska to the National Transportation Safety Board 
concerning the Exxon Valdez Oil Spill,i and other material dealing with the testimony of the two helmsmen of the Exxon Valdez on the night of the incident, Helmsman Claar and Helmsman Kagan, suggest that uncertainty as to the status of the automatic pilot may have played a part in the Exxon Valdez spill. In the light of the possible importance of this issue the Exxon Valdez incident, it can be expected that the United States' authorities will take steps to rectify the problem on United States vessels, and no recommendation in this regard is necessary. However the problem is in all probability generic to existing automatic pilots, particularly older models, on the merchant vessels of other nations.
Recommendation: That Canada require that alarm systems be retrofitted in all Canadian vessels to ensure that a helmsman who attempts to manually steer a vessel when the automatic pilot is engaged is immediately made aware of the need to switch off the automatic pilot.
Recommendation: That Canada raise this issue with the International Maritime Consultative Organization with the object cf having such alarm systems retrofitted to all merchant vessels world wide.

1 D a t e d  17 J u l y  1989, a n d  p r e p a r e d  b y  Robert Leresche, O i l  S p i l l  C o o r d i n a t o r  for the 

S t a t e  of Ala ska .



Section 3.06. Ship SafetyPrince William Sound Towing Package

Attaching a tow cable to a disabled tanker can be a difficult and dangerous proposition. Three lines were attached to the Amoco Cadiz off the Britanny coast in 1978; in each case the attempt to tow the vessel head to wind and reduce its drift toward the rocks failed. Many factors can contribute to the success or failure of a tow line attachment operation. Crew training and preparation are very important. However even more basic is to have equipment on board the tanker which is adequate for the task, and which can be easily deployed.
The International Maritime Organization has standards for such equipment However the Prince William Sound towing package is superior. It is described in Appendix C This equipment is already on most of the tankers that enter the Strait of Juan de Fuca, by reason of it being a requirement for Prince William Sound waters. The safety of our own area would therefore be enhanced if this requirement were extended to other tankers coming to our coast. Were this a requirement, adequate equipment would be available, standardized gear would be on board, and training effectiveness would be maximized.
Recommendation: That the Prince Willian. Sound Towing Package be mandatory equipment for all ocean tankers entering the Strait of Juan de Fuca.
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S ec tio n  3 .0 7 .  Sh ip Safety 
On Shore
Charts and Hydrograph ic  Surveys

Canadian charts are of high quality and enjoy an excellent reputation. Similarly current information for the coast exists in consider.',ble quantities and is easily available. However, a number of participants, particularly fishermen and tug boat crews, claimed experience of currents and tidal movements which were not on the charts. Other participants were critical of the apparent lack of knowledge of the government authorities as to where the Nestucca oil would likely end up.
In my opinion, such criticisms of the personnel of the Department of Fisheries and Oceans are wide of the mark. The problem of Nestucca was not that the personnel of DFO did not know where currents might take oil; the problem was the misinformation that they were given by the American authorities, particulary the National Oceans and Atmospheric Administration about the extended, fan shaped arc of the oil spilled, compounded by further misinformation as to whether it had been swept out to sea by winds. The major problem of Nestucca was not a lack of information on currents by Canadian DFO, but rather misinformation from the U.S. about both die location and the size of the spill.
Nevertheless the Nestucca spill did raise the question of the extent of knowledge about currents off our shores, particularly cuirents at the mouth of the Strait of Juan de Fuca. Much is known about currents in that area at certain times of year, but not at other times of year.
A knowledge of currents, their locations and strengths, are vital in spill response. As is indicated elsewhere in this report, the abilities of oil retaining booms to hold oil in conditions in excess of a one knot current is not great. At a knot and a half, no oil retention can be expected. It is therefore very important, both for defensive booming and for containment of a spill, to have precise knowledge of the currents that can be expected at all times of the year.
Recommendation: That the Oil Spill Response Agency establish a committee of industry, university, and government personnel to develop priorities of oceanographic research on the west coast.
Recommendation: That funds be made available to the DFO complete the oceanographic work necessary to plug the knowledge gaps in current patterns in the Strait of Juan de Fuca, in Dixon Entrance, and on the V/est Coast of the Queen Charlottes.
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Section 3 .08 . Sh ip Safety
On Board Equipment 
Electronic Chart Display Systems

In recent years the application of computer technology to navigation has resulted in dramatic advances. Various companies have been involved, one of which, Offshore Systems Limited of North Vancouver, made a presentation at the public hearing in Vancouver in June. Its presentation indicated how the Exxon Valdez incident might have had a different and much happier result had that ship been equipped with OSL's Precise Internal Navigation System. This system is in use on Canadian Coast Guard vessels in Atlantic Canada, and is expected to be introduced this winter on a trial v. is on Atlantic Richfield Company vessels on the Valdez to Cherry Point run.
It is beyond the scope of this report to comment on whether OSL's equipment is superior to competing electronic chart display systems produced elsewhere, or to comment on how it complements the Loran-C System already in place. Also, I should at this time repeat the cautions of a number of British Columbia Coast pilots and other experienced mariners with whom I have discussed this type of equipment. First, such equipment is no substitute for prudent seamanship. Second, despite redundancy and back up systems, all equipment may breakdown at some point or another, and reliance on such equipment should not cause the navigator to find himself in situations where the vessel would be at risk if the equipment failed. Third, assuming that electronic charting and position piotting has demonstrated advantages, experience suggests that there will be greater risk of accidents during the overlap period in which the old system is phased out and the new system is phased in. Nevertheless, the equipment of which this system is an example can be a valuable navigational aid in adverse weather conditions in situations where precise positioning is important.
Recommendation: That the ARCO trials with the Precise Internal Navigation System on the Valdez to Cherry Point route be monitored, with a view to detemiining whether it should be extended to other vessels in the Alaskan trade.
Recommendation: That ARCO trials with the Precise Internal Navigation System on the Valdez to Cherry Point route be monitored, with a view to determining whether it use should be extended to other vessels entering the west coast waters of Canada.
Recommendation: That if ARCO trials with the Precise Internal Navigation System prove satisfactory, shore based radar reflectors required to perfect the system be installed in the Strait of J an de Fuca and in Prince William Sound.



section 3 .09 . ^ S a t e t y ^
Voyage Data Recorder

esse ls on the A laskan run have voyage data recorders, s im ila r to the "b lack box" 
f r e h f  in fo rm ation  recorders o f commercial a irlines, which indicate acceleration forces o f 
surge and sway, hu ll stresses at various points on the hu ll, ro ll and p itch angles o f the 
vessel, draft, rudder angles and the tim es at which rudder movements took p lace, and other 
such information.

These recorders w ou ld be extremely he lp fu l in accident inqu iries such as that conducted by 
the US National Transportation Safety Board on the Exxon V a ldez incident. The cost is 
probably less than US 100,000 do lla rs per unit.

R ecom m enda tion : That a ll tankers on the V a ldez run, and a ll tankers entering Canadian 
waters be required to have function ing voyage data recorders.

R ecom m enda tion : That Canada, through the In ternational M aritim e O rgan ization , w ork 
to have voyage data recorders in sta lled  on a ll merchant vesse ls w o rldw ide .
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Section 3 .10 . Sh ip Safety
On Shore Equipment 
Vessel T ra ff ic  Service

More and better radar serv ices on the west coast and in Vancouver Harbour was a constant 
refrain at the public hearings. T h is ca ll was frequently based on the m isconception that 
merchant vesse ls when in contact w ith Vessel T ra ffic  Services are in the same position as 
a ircra ft when fo llow ing  the instructions o f  ground con tro lle rs. In other words, it was 
w id e ly  believed that the VTS is an "active" system  o f control, rather than the "passive" 
system  o f p rovid ing information and advice . Participants who were aware o f  the 
parameters o f  the ex isting  system  nevertheless were firm  in the ir b e lie f that the present 
VTServ ices are not adequate, and that they should be upgraded.

The present radar system s at U clue let and Vancouver Harbour were in sta lled  in the m id 
1970s, at the time the A laskan tanker route commenced. Canadian concern over the 
estab lishm ent o f the route, in addition to concern over accidents such as the "Vanlene", 
grounding were the cause o f  the system s being set up. A t present the radar equipment is 
reachi'  ̂the end o f its u se fu l life . The technical improvements o f the equipment ava ilab le  
today w ou ld resu lt in better range and reso lu tion , were it to be insta lled . There are in 
addition some gaps in the system  which are o f concern, particu la rly  on the north shore o f  
Vancouver Harbour and to the east o f Second Narrows. A t present, there is  no VTS 
coverage towards the northern end o f V ancouver Is land. T h is is not, however a m ajor 
problem  area, and the Coast Guard decision that the costs o f such an extension are not 
ju s t if ie d  at the present time is probably correct.

Recommendations re flecting  these v iew s are lis ted  below . In the lig h t o f the confidence 
that the pub lic  has in VTServ ices, a note o f caution is  needed, however. F irst, the area o f f  
the west coast o f V ancouver Is land is a h eav ily  used fish ing area. There are hundreds o f 
sm a ll Fishing vesse ls on the west coast banks in summer. VTServ ice s , no matter how 
sophisticated the radar, and w e ll trained the personnel, is no substitu te for e ffec tive  
lookouts and watchkeeping. Second, w h ile  lo g ic  suggests that VTServ ices improve 
accident records, som e o f the before and after data on such system s suggests that the 
improvements are not great. A paper presented at a Royal Institu te o f  Navigation and the 
Roya l Institu te o f N ava l A rch itects sem inar in London in 1973 by J.H .W . W heatley , 
en titled  "T ra ffic in the Eng lish  Channel and D over Straits", quoted in Professor Edw ard 
W enk ’s 1982 study entitled "Im proving M aritim e T ra ffic  Safe ty on Puget Sound-A  
Techno logy A ssessm ent", is  most interesting in this regard. In  the Eng lish  Channel, ihe 
numbers o f inciden ts before and after the insta lla tion o f the VTS were much the same. 
T h ird , as noted above , our VTServ ices are e ssen tia lly  passive. Unless experienced 
merchant marine o ffice rs can be recn iited to s ta ff such centres, it is h igh ly u n lik e ly  that 
captains and o ffice rs o f the watch on the merchant vesse ls in their zone w ill be w illin g  to 
surrender any substantia l deg.ee o f  contro l o f their vesse l to the VTS operators.

The unw illin gness o f  mariners to put the ir trust in unknown radar operators on shore 
appears based on the b e lie f that such operators know little  o f  the sea or o f seafaring.
E ffo rts to d ispe l such d is tru st appears w orthwh ile . B y contrast, the e ffe c tive  "active" 
VTServices o f Rotterdam and Hamburg are sta ffed by experienced merchant marine 
o ffice rs or p ilo ts. In  these ports active contro l means that ve sse ls w ith  hazardous cargoes, 
such as gas, transit the harbour in a moving sa fe ty zone, a "safety bubb le" or "space 
capsu le", in which no other vesse l may enter. For the reasons noted above w ithout an 
"active" VTServ ice system , such a system  is un lik e ly  to be feasib le in the S trait o f  Juan de 
Fuca o r Strait o f G eorg ia area.

R ecom m enda tion : That the U c lue le t and V ancouver radar un its be rep laced w ith  more 
modem and e ffec tive  equipment, w ith greater capab ility in adverse weather and w ith better 
reso lution .



R ecom m enda tion : That the V ancouver harbour radar system  be extended to the current 
b lind  spots on the north shore o f the harbour and to the east o f Second Narrows.

R ecom m enda tion : That the question o f extend ing radar coverage to the northern part o f 
Vancouver Is land be left to the technical s ta ff o f the Coast Guard.

R ecom m enda tion : That BC p ilo ts and other experienced loca l m ariners be in vo lv e d  in 
decisions affecting the operations o f the VTS centres on the coast, through a standing 
adv iso ry  body.
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Section 3 .1 1 . Ship Safety
Inspection and Regulation

By reason o f  the many possib le marine sources o f o il po llu tion , regulation and inspection 
system s vary considerab ly . US tankers on the V a ldez route are sub jected to US Coast 
Guard inspection, the leve l o f which was increased eighteen months ago. A t that time the 
Coast Guard recognized that the V a ldez fleet was experiencing a h igh number o f structural 
and mechanical problem s by reason o f the extreme weather and sea conditions encountered 
by vesse ls on that route. Vessel inspection o f the V a ldez flee t is considered adequate at th is 
time.

Tankers entering Canadian waters are genera lly sub jected to an inspection by the Ship 
Safety Branch o f the Canadian Coast Guard on their firs t v is it , and are inspected from  time 
to tim e thereafter. Other merchant vesse ls are inspected on a random bas:s. The total 
inspection figu re is  approxim ate ly 8% o f the v is it in g  vesse ls . However it should be noted 
that this figu re in c ludes the d isproportionately high le ve l o f inspection o f tankers. Thus the 
le ve l o f inspection o f  other merchant vesse ls is  be low  8%. By contrast, w h ile  the 
European countrit?  have an inspection rate o f 25%, the actual figure for foreign vesse ls is 
probably h igher due to trips between European ports by these ships.

The Ship Safety Branch does not have access to fu ll incident or accident h istories o f  the 
vesse ls , nor fu ll maintenance and repair records o f the vesse ls it inspects. Further, w h ile  
the numbers o f o ffice rs and crewmen in various categories are checked against the manning 
le ve ls required by the licensing country fo r that c lass o f vesse ls , the qua lifica tion s o f the 
licensing country and the manning le ve ls , accepted by the Coast Guard are those o f the flag  
state or those o f the International M aritim e O rganization. A s far as I am aware, no 
merchant vesse l has been refused entry into Canadian west coast territoria l waters by 
reason o f de fic ien c ie s o f vesse l or crew , although vesse ls are from time to tim e denied 
perm ission to leave our waters un til a de fic ien cy  o f vesse l or crew  is  rectified , and 
sometimes have been directed to a port c lo ser to the entrance to the Strait o f  Juan de Fuca 
than the one for which they were destined, (ie. to V ic to iia  or E squ im a lt, instead o f  the 
intended destination o f Vancouver or another port in the S trait o f Georgia). Th is is o f litt le  
com fort to the residents o f  Greater V ictoria .

The defic ienc ies noted by the Canadian inspectors va ry considerab ly in importance. Some 
are re la tive ly  m inor. Nevertheless the frequent de fic ienc ies d iscovered by these inspections 
strong ly suggest that the overa ll q ua lity  o f vesse ls , equipment and crew s entering Canadian 
ports is  w e ll be low  what is required to protect our waters.

Im proving the situation requires more than additiona l ship inspection by the Ship 
Branch. Needed is access to the in form ation on the h istory o f  the vesse l, o f  the 
defic ienc ies that have been p reviously d iscovered and hopefu lly rectified , and o f tlu  
problems w ith the company that have been encountered elsewhere. An in te lligence un it in 
the Ship Safety Branch should be estab lished to acquire such information.

M uch o f th is information may be ava ilab le  in the file s o f  the various ship c la ssifica tion  
societies. The purpose o f the c la ss ifica tion  societies, o f  which there about tw enty wond 
w ide , is described by the constitu tion o f  L loyd 's Reg ister as:

...to secu re ...h igh  techn ica l s tanda rd s o f  design , m anu fac tu re , 
construction , maintenance, opera tion  an d  pe rfo rm ance f o r  the 
pu rp oses o f  enhancing the sa fe ty  o f  both  life  an d  p rop e rty  o r seaJ

1 Q u o t e d  in " A r c t i c  M a r i n e  R i s k s - T h e  I n t e r a c t i o n  of M a r i n e  Insur anc e an d  A r c t i c  

Shi ppi ng,  a T r a n s p o r t a t i o n  R e s e a r c h  Rep or t by K. J o s e p h  Spears, M ay  1986.
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The socie ty thus estab lishes c la ss ifica tio n  standards fo r design and construction o f vesse ls , 
and verifie s that the construction standards have been met before the vesse l in question is 
certified as being 'in class'. From  tim e to time thereafter it re-examines the vesse l to 
determ ine whether it is up to the standards o f the c la ss , or whether, from the structura l o r * 
mechanical point o f  v iew , it is f it fo r serv ice in a particu lar trade. Further, the c lassifica tion  
societies su rvey and issue certifica tes o f  compliance to such international conventions as the 
International Convention for the Safety o f L ife  at Sea (SOLAS), the International 
Convention for the Prevention o f  Po llu tion  from Ships (M ARPOL), and the International 
Convention on Load L ines. The prob lem  w ith the w ork o f the c la ss ifica tion  soc ie ties is 
that, genera lly  speaking, th is work is done for the owner, and the in form ation obtained is 
not ava ilab le  to other parties. A lso , it m ust be noted that not a ll c la ssifica tion  societies are 
as ob jec tive  in their work as others. There is a ju s t if ia b le  susp ic ion that some a llow  the 
owner's fin anc ia l interests to a ffec t t l.e ir reports.

The Ship Safety Branch re lies on a re la tive ly  b rie f v isu a l inspection and a check o f a 
re la tive ly  sm a ll number o f factors. Some information is  a va ilab le  from  St M a lo , France, 
where the 14 signatory countries to the Paris M emorandum  o f Understanding have 
established a data bank, but the information ava ilab le  from  St. M a lo  is not ex tensive , and 
suggests problem  areas for inspectors to look into, rather than g iv in g  de ta ils on what the 
problems ac tua lly  are. An e ffec tive  in te lligence unit to obtain background information on 
vesse ls that v is it our ports would therefore substan tia lly improve the leve l o f  our ex isting  
ship inspections.

Im proving inspection is but a means to an end, the end o f im proving the sa fe ty o f vesse ls 
v is itin g  our ports. The know ledge gained from the in te lligen ce  unit, and from  the on board 
inspections should be matched by increased penalties fo r ve sse ls w ith  poor records.
Vesse ls o f h igh risk should be barred from  future v is its  to Canadian ports, and companies 
w ith a record o f  poor ships should s im ila r ly  not be perm itted access to Canadian ports. 
F ina lly , i f  the vesse l in te lligence un it and ship inspection records indicate that certain 
countries are not e ffec tive ly  inspecting and regu lating the vesse ls or the crew s sa ilin g  under 
their flag , ve sse ls registered in those countries should be sp ec ific a lly  prohibited from  entry 
into Canadian ports un til such time as the qua lity  o f ve sse ls  and crew s improve.

It is recogn ized that the recommendations be low  to bar in d iv id u a l sh ips, the sh ips o f certain 
companies, o r ships fly in g  certain flag s from  Canadian ports is  a departure from  current 
world practice. Increasing the ro le o f the port state, as opposed to the ex isting  practice o f 
re ly ing  on the ship state, for regu lation , inspection, and contro l o f  ve sse ls can be expected 
to be a controversia l move. It w ill lead to the critic ism  that Canada is departing from  an 
in ternationalist approach to shipping problem s. H owever, the system  o f sh ip  inspection in 
this country which we now have is its e lf a recognition o f the lim ita tions o f re liance on the 
flag state and on the international sh ipp ing system  to protect not on ly our coast from  
pollution damage, but also to protect other ships and the liv e s  o f  seamen from  care less or 
inadequate supervis ion and regu la tion . Further, we w ou ld  not be alone. The 14 S ignatory 
nations to the Paris Memorandum  o f  Understanding are m oving in the d irection o f 
increasing port state supervision . It is expected that in the long run a more active port state 
role in this area by trading nations such as Canada w ill have a sa lu tary effect in ra ising 
world standards and u ltim ate ly the e ffectiveness o f  international system s and organizations.

R ecom m enda tion : That a M erchant V esse l In te llig ence  Unit be estab lished to obta in fu l l 
information on vesse ls lik e ly  to enter Canadian waters.

R ecom m enda tion : That by 1991 inspection o f fore ign ve s se ls  entering Canadian waters 
be increased from  the current 8% to the 25% target o f the Coast Guard, and that by 1993 
this be increased to 40%.

R ecom m enda tion : That vesse ls w ith  records ind ica tin g  poor q ua lity  and h igher hazards 
be subjected to more searching inspections, and that ve sse l w h ich  fa il inspections on major
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items be barred from Canadian ports for the next two years, regard less o f whether the 
deficiency is rectified .

R ecom m endation : That i f  the V esse l In te lligence Un it and ship inspection records 
indicate that certain ships can be expected to be in poor condition , inadequate ly maintained 
or inadequate ly manned, such ships be barred from  Canadian pons regard less o f the 
existence o f any ind iv idua l deficiency.

R ecom m endation : That i f  the Vesse l In te lligence Unit and the ship inspection records 
indicate that ships o f a particular company can be expected to be inadequate ly maintained, 
or to be inadequate ly manned, or o therw ise can reasonably be expected to be higher risk 
vesse ls, a ll the ships o f that company and o f a ffilia ted  companies be barred from Canadian 
ports.

R ecom m endation : That i f  the Vesse l In te lligence Un it and the ship inspection records 
indicate that ships Hying the flag o f a particular country can be expected to be higher risk 
vesse ls , a ll sh ips registered in that country be barred from entering Canadian ports.
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Section 3 .1 2 .  Ship Crew
Alcohol and Drugs Inspection

Defin itive conclu sions as to whether alcohol or a lcoho lism  contributed to the Exxon V a ldez 
accident m ust await the report o f the National Transportation Safety Board and the resu lts 
o f Captain Joseph H azlewood’s tria l la ter this year on the m isdemeanour charges o f  
operating a veh ic le  when impaired. For the purposes o f  this report, de fin itive  conclu sions 
are not important. The testimony before the National Transportation Board has m ade c lear 
that, whatever the impact o f alcohol on the Exxon V a ldez incident, a lcohol and a lcoho lism  
are serious prob lem s on the A laska run, and in a ll p robability are problem s on other 
shipping rou tes as w e ll.

D esign ing an e ffec tive  po licy is not an easy task. Many companies w ith  excellent sa fety 
records have libera l po lic ies w ith respect to o f f  du ty drink ing . M any regard o ff d u ty  
soc ia liz ing  o ve r a d rink to be an important part o f  efforts to estab lish the crew or team  sp irit 
necessary fo r e ffe c tive  and safe operation o f their vesse ls . O fficers and crew s spend long 
periods at sea. T he ir place o f work is, to a degree, a lso their home.

Measures to combat drug abuse and alcoho lism  on American vesse ls have been taken and 
further action is contemplated. There is thus no need fo r recommendations in this regard, 
other than to point out that the announced American po licy o f zero tolerance for i lle g a l drug 
use and for a lcoho l abuse should be the goal for Canadian vesse ls , and for foreign vesse ls 
in our waters, as w e ll. Th is is not un ique ly  American problem . In m y hearings throughout 
the province I frequently heard comments regarding alcohol impairment on Canadian 
vesse ls , particu la r ly  tugs. W h ile such comments cannot be ve r ified , the frequency w ith  
which they were made suggests that there may be va lid ity  to the reports.

R ecom m enda tion : That a zero to lerance po licy fo r ille g a l d rug use and for a lcoho l abuse 
be adopted on Canadian vesse ls.

R ecom m enda tio n : That random a lcoho l and drug testing be in stitu ted for on du ty  
o fficers and crew  o f foreign vesse ls entering Canadian waters.

R ecom m enda tio n : That Canadian and US regu lations regard ing what leve l o f a lcoho l 
constitutes impairment be standardized.

R ecom m enda tion : That vesse l searches fo r drugs be increased to the point where every 
other vesse l entering Canadian waters can expect to have a thorough dog-assisted d rug s 
search.

R ecom m enda tio n : That w ith  Coast G uard assistance Canadian ve sse l operators, 
in c lud ing  the operators o f tugs o f a ll s izes , prepare non-medical d iu g  use and a lcoho l abuse 
po lic ies, and that these po licies be read and signed by a ll crew  members annually.
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The human element in accident reduction is  o f overwhelm ing importance. Human error is 
by far the greatest cause o f a ll transportation accidents, and maritim e accidents that lead to 
o il sp ills  are no exception. Human error in c ludes a number o f factors, such as inattention, 
m isuse o f radar, navigation error, communications fa ilu res, excessive  o r inadequate speed, 
lack o f  know ledge o r incorrect know ledge o f the ru les o f  the road, o r inadequate lookout. 
Professor Edward W enk o f the U n ivers ity  o f W ashington points out in  h is 1982 study 
"Improving M aritim e T ra ffic  Safety on Puget Sound W aterways", that US Coast Guard 
figures for the decade 1970 to 1979 indicate fu lly  two th irds o f  US co llis io n s were the 
resu lt o f human error. C o llis ion s between vesse ls increased by rough ly 7% annually 
during this period, desp ite the introduction o f a number o f sa fe ty measures. In short, i f  the 
accident record o f sh ips is  to be reduced, improved sta ffing , tra in ing and crew  u tiliza tion  
must be considered a matter o f the highest priority.

In the ligh t o f the Exxon V a ldez incident and the evidence before the National 
Transportation Safe ty Board hearings o f Exxon Shipping Company's fa ilu re  to adequate ly 
train and supervise the vesse l's master and crew , it is iron ic to note that the company, on 
M arch 9th, 1973, in its e ffo rts to avo id  regu lations requ iring doub le bottom s fo r tankers, 
stressed that more stringent regulations fo r train ing, licensing and re licensing were the 
"most important" e lem ents in preventing accidents and sp ills . In th is at least, Exxon 
Shipping was correct.

A t the pub lic hearings, m any suggestions were made to improve the tra in ing o f mariners in 
Canadian waters o r to increase the train ing o f personnel on tanker and tank vesse ls o f other 
states. Some o f the more im ag inative partic ipants proposed the w ide use o f sim ulators, 
s im ila r to those used in train ing airline p ilo ts , for the train ing o f  m ariners. These proposals 
fo r upgrading crew  train ing were often coup led w ith  proposals fo r greater career testing o f 
competence, and fo r a greater use o f specia l equipment licensing . Communications 
problems with fore ign ships due to language d ifferences, and better bridge to bridge 
communications genera lly , were also the sub jects o f extensive comment.

In any d iscuss ion  o f s ta ffin g , the question o f  size  o f the crew  comes up. C rew s o f 
merchant vesse ls have declined in s ize in recent years. Indeed, the Exxon V a ldez crew  in 
1989 was on ly about h a lf the size o f crew  that w ou ld have been found on a tanker o f one 
tenth her tonnage in 1945.

There are two schoo ls o f  thought, neither o f  which should be taken to extremes. Some 
regard this increasing use o f  automation as desirab le from  a safe ty point o f v iew . B rie fly  
their argument is  that as most accidents are the resu lt o f  human error, the less the human 
element invo lved , the less the error. Captain Andrew  M cK enzie  o f the Tanker A dv iso ry  
Centre is o f th is v iew . Those who are o f  the opposing school point to the extra fatigue and 
stress that fo llow  crew  reductions, wh ich in their opinion can on ly  lead to accidents. Harry 
Keefe, the v ice  chairman o f the American Institu te o f M arine Underw riters, reflects th is 
position .

There is no fin a l answer, and it must be noted that other interests m ay co lou r the 
participants v iew s in this debate. On the one hand, companies are engaged in a determ ined 
battle to reduce costs b y using sm aller crew s. On the other hand, seafarers unions and 
merchant o ffice r g u ild s  are equa lly determ ined to protect the jo b s  o f their members. The 
Coast Guard certifica te  o f the Exxon V a ldez in 1985, fo r example, required a crew o f 
twenty. On its maiden voyage it had a crew  o f 24. In 1989 the certifica te was for a crew  
o f  sixteen. Reported ly , a recent automobile carrier has been designed fo r a crew  o f eight 
persons.

On the night o f  the 23/24 March there is litt le  question that another o ffice r on the bridge 
m ight w e ll have prevented the incident on B ligh Reef. However, under the ex isting

section 3.13. Ship Crew Size and  Tra in ing



regulations another officer should have been there, and he should have been Captain Hazlewood; only he had the necessary pilot's certification for that leg of the voyage. Thus the small crew size did not, in fact, result in the lack of another officer on the bridge. The lack of another officer was for a different cause.
Crew size has other important aspects however. Two in particular are important to mention, namely the effect of crew size on crew fatigue, and the effect on emergency response capability. There is a great deal of information on these subjects, including well researched U.S. Coast Guard studies, which can be reduced to a general rule that small crew size does mean less emergency response capability and increased crew fatigue in abnormal situations. The conclusions of the National Transportation Safety Board on the Exxon Valdez incident in this regard, due next year will be of great interest. Until they are made public, recommendation in this area can only be speculative.
In any discussion of manning ships in Canadian waters the question of pilotage comes up. A number of pilots were interviewed privately. Others took part in the hearing process in one way or another. Canadian west coast pilots have a high degree of professionalism and competence, and a matching pride in their abilities. As to be expected when the reputation of the pilot may suffer from the way a ship is equipped, maintained or staffed, pilots appear to be excellent observers of the shortcomings of the vessels on which they cany out their duties. As a group, those contacted appeared to be suspicious of change to the existing system, and to be suspicious of the competence of others, including mariners of other nationalities, and of VTS operators. I received no clear answers on the questions of whether the current process for training, evaluating or disciplining pilots could be improved, and make no recommendations on these questions.
Recommendation: That the Coast Guard, in consultation with industry, study the use of simulators for the training of tug and barge crews, particularly the use of simulators for potential accident scenarios.
Recommendation: That the Coast Guard consider reducing the period of validity of mariners certificates, and of increasing the examination requirements prior to re-certification.
Recommendation: That the tug and barge industry, with the assistance of the Coast Guard and the Pacific Marine Training Institute, establish mandatory training programs, similar to that in place in the larger companies on the Coast, for all crews of lugs and tank barges.
Recommendation: That the oil spill response training be mandatory for all tug crews involved in tank barge operations.
Recommendation: That the Coast Guard increase penalties for mariners who conduct vessels in an unsafe manner, and revoke the licenses of those with a record of unsatisfactory behaviour.
Recommendation: That foreign certificates which may be issued without the mariner being required to undergo effective training or professional development programs not be recognized as valid in Canadian internal or territorial waters.
Recommendation: That no reduction of vessel manning requirements for Canadian vessels be permitted until the National Transportation Safety Board report on the Exxon Valdez incident.
Recommendation: That the Canadian Coast Guard inquire of foreign flag authorities the rationale for crew sizes substantially below those of Canadian regulations.



Recommendation: That failing a satisfactory rationale of small crew size, the flag state be informed that a crew that meets Canadian crew size requirements will be required for future entry into Canadian waters.
Recommendation: That Canada ratify the International Labour Organization Convention 147 on merchant vessel living standards for ships' crews.
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* Section 3.14. T anke r  Exclusion Zone

When the Valdez tanker route was established in the mid seventies an Alaskan tanker routing system was established to the west of the Alaskan Panhandle and the British Columbia coast. Within the last tew years a tanker exclusion zone system was established and the TAPS routes cancelled. The width of the exclusion zone was designed to allow a tug dispatched from either Valdez or Anacortes, Washington, to come to the aid of a laden tanker in difficulties. Thus the width is related to the expected drift of a disabled tanker, and the expected response time of the tug. The zone is a minimum of seventy miles from the Queen Charlotte Islands, and fifty miles from the northern half of Vancouver Island. From there it angles towards the entrance to the Strait of Juan de Fuca.
The nature of the problem was illustrated by the loss of power of the Exxon Philadelphia about a month after the Exxon Valdez incident. This vessel lost power some miles to the north of Cape Flattery. It drifted for some hours before tugs were able to take it in tow. Fortunately, this took place in good weather, and mostly in daylight hours. A similar incident took place in Alaska at the entrance to Prince William Sound some years earlier.
Problems arise at the southern end of the zone. As laden tankers to the west of Tofino head for the entrance to the Strait, they cut across the fishing grounds of the west coast banks, where in summer many hundreds of fishing vessels are moving in slow and erratic patterns. Particularly dangerous in this regard are the large steel foreign vessels that operate under licence within the two hundred mile Exclusive Canadian Fishing Zone.
Another problem of traffic in this area is that the great circle route from the Far East to the Strait of Juan de Fuca ends in the ;e waters. The convergence of vessels, both inbound and outbound, from time to time creates difficulties. With respect to tankers, these problems were less when the former inbound route system was in effect, prior to the changes earlier this year.
As noted elsewhere in this report, in addition to tankers inbound to the refineries of the Gulf of Georgia and Puget Sound there are laden tankers carrying heavy crude oil outbound from Vancouver. For reasons that I have yet to discover, these vessels have not been subjected to the requirement of remaining outside the West Coast Tanker Exclusion Zone. This is but another example of how the rapid and unpublicized growth of this traffic has resulted in a failure to properly analyze the risk and safety factors associated with it. It also should be noted how destructive this situation is for effective discussion on tanker safety issues with Americans. Canadians can hardly ask Americans to do more to achieve safety on tankers when we have not been willing to do what they have been doing over the past 12 years.
Recommendation: That the Tanker Exclusion Zone be extended at its southern end to require laden tankers to approach the buoy marking the entrance to the Strait from a more westerly position, on a course that passes to the west and south of, or between, the west coast fishing banks.
Recommendation: That consideration be given to extending the routing system some more miles to seaward of the entrance of the Strait of Juan de Fuca, so as to increase separation and to move the Far Eastern traffic route more to the west.
Recommendation: That tankers outbound from Vancouver be required to respect the West Coast Tanker Exclusion Zone.
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Although the Nestucca and Exxon Valdez spill have dominated public attention for the past few months, at the public hearings participants frequently mentioned smaller but nevertheless important spills of oil products that come from fishing vessels and pleasure craft. Facilities for disposing of waste lubricating oil from marine engines are not extensive, particularly in the smaller coastal communities. The waste oil barrels found on both public and private docks in the province are not always collected on a regular basis, and sometimes when collected the contents is dumped in local land fill sites, leading to the oil in question finding its way into both fresh and salt water. It was further pointed out that penalties for deliberate oil spills are not great, that the existing law is not well known, and that enforcement is rare.
Public comments in this regard were encouraging, inasmuch as they demonstrated the understanding that the problems of oil pollution are as much an individual responsibility of ordinary citizens as they are the responsibility of large organizations, whether shipping companies, oil companies, or governments. Further, there was a clear indication that this local concern and desire to help deal with the problem was widespread. One participant at Masset, commenting on this new public awareness, said:

Times have changed. Now, i f  someone dumps oil o ff the dock, there is a fight.

Also encouraging is the response of B.C.'s coastal petroleum distributors. Conversations with petroleum companies on this issue suggest that very positive response can be expected to practical proposals to deal with this problem.
Recommendation: That the system of waste oil deposit barrels on government and private docks on the west coast be upgraded.
Recommendation: That waste oil deposit barrels on docks be in covered locations, to prevent contamination of the oil by rainwater and rust, and to prevent rain from filling the barrels with consequent overflow and oil spills.
Recommendation: That agreements be entered into with the coastal distributors of petroleum products to return full barrels of waste oil from coastal communities to their docks in the lower mainland, for onward transmission to Mohawk Oil Company’s re­refining facilities.
Recommendation: That all fishing and pleasure craft be required to have displayed on board a decal similar to a capacity plate outlining the penalties for the discharge of an oil product into Canadian waters.
Recommendation: That penalties for the discharge of oil into Canadian waters be increased.

Section 3.15. Fishing Vessels and  P leasu re C ra f t
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In terms of foreign tonnage, the Port of Vancouver was the leading North American port in 1988, with 65 million tons of expons and imports. By contrast, the Port of New York had a total of 58.5 million tons. While geographic location is no doubt the critical factor in the growth of the port, promotion has played an important role in the port's development, and in its ability to outperform competing US ports in the region. Indeed, the published objectives of the Port of Vancouver Corporation stress promotion of the port, and the corporation deserves congratulations for its obvious success in this regard.
Safety matters in the port of Vancouver and the promotion of the traffic of the port are in the hands of the same agency, the Port of Vancouver Corporation. Some suggested that this creates a conflict of interest, and that the safety function should be the responsibility of the Coast Guard, rather than the Port of Vancouver Corporation. In the United States, port promotion and safety are considered to be entirely separate functions, and the two roles are handled by different agencies.
This matter was discussed in my conversations with Port of Vancouver Authority personnel. They are aware of the potential for conflict of interest, and indicated that the harbour master has complete autonomy with respect to vessel safety in the harbour. On the strength of their assurances, it appears to be unnecessary to adopt the American system of further separating out the safety function from the economic promotion aspects in the port management structure.
There is one other matter with respect to port promotion that deserves brief comment. Having the economic promotion of the port of Vancouver separate from safety activities runs the risk of the promotion of the port becoming a single issue objective, done without wider environmental, or economic concerns being taken into account. Some eight years ago the issue was raised with respect to propane exports from the port. Today, with respect to the export of crude oil, the situation is similar. The agency that promotes the port has no direct responsibility for the risks, either environmental or economic, that such promotion might create in the Strait of Juan de Fuca, or the Strait of Georgia or among the Gulf Islands. It has no direct responsibility for the fishing industry, or for tourism in the province. To consider two examples, when the Port of Vancouver Authority is promoting Vancouver to overseas shippers, it has no direct responsibility for the increased risks to the Songhees Indian Band's reserves on Chatham and Discovery Islands, or to the aquaculture industry of the Sunshine Coast, that the port promotion might result in.
This is anotherexample of how the burdens of risk, and the economic benefits of marine traffic, are unevenly distributed, commented on above. It is also an example of how those involved in economic decisions are often unaware of the full social, economic and environmental costs of their decisions.
The recommendations above to introduce higher levels of inspection, to bar higher risk vessels, or companies with higher risk vessels, or to ban all vessels with high risk flags from Canadian ports naturally will be of concern to the Port of Vancouver Corporation, and their views should be sought and given appropriate weight. However the narrow perspective of port promotion must be placed in the wider context of the interests of the Pacific west coast as a whole.
Recommendation: That once a year the Spill Prevention Agency members from Environment Canada, the BC Ministry of the Environment, and the Department of Fisheries and Oceans meet with the Port of Vancouver Corporation to discuss the environmental implications of current and future ship traffic trends.
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B L U E R

FOR DISASTER

T h e  Coast G u a r d  talked toush in the 1970s about its role in preventing 

oil spills, but over the years those words never translated into action as the 

service g r e w  closer to the industry it was supposed to regulate.

E m p t y  P r o m i s e s

Z\ v •» zr r -  -
Tha Coast Guard cutter Rush was on hand w h e n  the Exxon Valdez w a s  m o v e d  oft Bligh Reef In April.

C o a s t  G u a r d  b o w e d  t o  i n d u s t r y  p r e s s u r e
By S T A N  J O N E S
Daily News teener 
1 CecvtT* '

In the 1970s, the oil industry and 
its friends in government were 
ready to promise almost anything 
in return for permission to t u m  on 
the p u m p s  at Prudhoe Bay.

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

"I 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 A dm. John B. Hayes to 
a fishermen's convention in Cordo­
va in April 1977.

Hayes said the Coast G uard

■ TOO COZY: Many agencies 2nd up 
serving the industries they are supposed 
to regulate. A-10

would —  a mong 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. K e n  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 Narrows and A r m  will 
be covered by a radar at Folato 
Point." Thompson said. "The radar 
to be installed is a m o n g  the most 
sophisticated available."

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

W h e n  the Exxon Valdez hit Bligh 
Reef on March 24 it had one bot­
tom. not two. The resulting '.1-mil­
lion-gallon spill, the Coast Guard 
itself recently estimated, was up to 
2*6 times larger than it would have 
been if the ship had had a double 
bottom.

A n d  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 Bligh Reef is only 13 
miles from the "sophisticated" ra­
dar at Potato Point.

The Coast Guard's mission is to 
protect the safety of ships and

sailors, and to prevent pollution o: 
the oceans. To do so. it regulates 
ship design, manning standards 
crew qualifications and vesse. 'aer­
ating practices.

The agency portrays itself as 
chronically underfunded but hero­
ically dedicated, willing to tackle 
almost any job with almost r.o 
money, but a Daily "• ws investiga­
tion suggests that failure to 
prevent or lessen tue severity o: 
last spring's catastrophe stemmed 
more front its coziness with the oil 
industry than from any lack of 
resources.

Judged on its record, the Coast 
Guard is more often partner 'han 
policeman to the shipping c ompa­
nies it is supposed to regulate

Please see Page A-8 COAST GUARO
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S P E C I A L  R E P O R T

C O A S T
Continued from Page A-l

Single bottoms a n d  a feeble Vessel Traffic 

Service are only t w o  of m a n y  e x a m p l e s  of 

h o w  the Coast G u a r d  sliced a w a y  at the 
safety net that h a d  b e e n  p r o m i s e d  for the 

S ound.
Usually, as in the m atter of d o uble bot­

toms, it w a s  because the Coast G u a r d  b o w e d  

to 'industry pressure.
Less often, as in the case of the Vessel 

Traffic Service, it w a s  because the Coast 
G u a r d  lacked —  or didn't w a n t  to s p e n d  —  

the m o n e y  to d o  its job properly.

O v e r  the years the Coast G u a r d  has also:
• Routinely a p p r o v e d  reductions in the 

n u m b e r  of sailors required o n  oil tankers, to 

the point that c r e w  fatigue a p p a r e n t l y  

played a p a n  in the E x x o n  Valdez disaster:
• R e d u c e d  the level of experience required 

to drive oil tankers through the Sound, 

allowing oil shippers —  including E x x o n  —  

to cut costs b y  not sending c r e w  m e m b e r s  to 
training courses in w h i c h  they "sailed” a 

tanker simulator in a n d  out of the S o u n d  for 

practice:
• T u r n e d  an A l y e s k a  Pipeline Service Co. 

whistleblower in to hir< boss after the w h i s­
tleblower informed Coast G u a r d  officials in 

V aldez a bout possible pollution violations at 

the A l y e s k a  tanker terminal there; a n d
• A l l o w e d  a well-trodden career path 

develop f r o m  itself to the industry it p u r­
ports to regulate.

Citing these a n d  other actions. Coast 
G u a r d  critics contend it set u p  A l a s k a  for a 

spill like the E x x o n  Valdez.
O n e  of those critics is C a n a d i a n  D a v i d  

Anderson. In the 1970s, as the transportation 
s y s t e m  through the S o u n d  w a s  being de­

signed, A n d e r s o n  w a s  a m e m b e r  of the 

C a n a d i a n  parliament a n d  served in the Brit­

ish C o l u m b i a  Legislature.

Eventually, A n d e r s o n  joined a g r o u p  of 
e nvironmental organizations in a lawsuit 

that held u p  the trans-Alaska pipeline jr.til 

Congress passed a special l a w  to get it going.
T o d a y ,  A n d e r s o n  is a consultant o n  the 

Valdez spill to the British C o l u m b i a  g o v e r n­

ment.

In his view, the E x x o n  Valdez crash 
wasn't so m u c h  an  accident as a conscious 

choice m a d e  long ago.

"In this area, there's a systems failure of 
the regulatory agency," A n d e r s o n  said "We 
m u s t  face the fact that those w h o  m a d e  those 

decisions deliberately chose to h a v e  an acci­
dent.

"It’s all very well for Coast G u a r d  ,d:r.i 

rals in splendid uni f o r m s  to turn up  ;n 

helicopters a n d  say, ‘We're going • 1 get :o 

the b o t t o m  of this: w e ’re going ’. • go after 
that rascal H a z e l w o o d , ' " A n d e r s o n  said 

" B u t  l e t  the goat. It's, the s ystem • s at 
fault."

G U A R D
DOUBLE-BOTTOM DEBATE

H a y e s  w a s  not the first federal official to 
lead the public to believe that tankers 
traversing the S o u n d  w o u l d  h a v e  double 

bottoms. T h e  discussion h a d  g o n e  o n  for 
years.

" N e w l y  constructed A m e r i c a n  flag vessels 

carrying oil f r o m  Port V aldez to United 

States ports will be required to h a v e  segre­

gated ballast systems incorporating double 

bottoms," Interior Secretary R ogers M o r t o n  
told Congress in 1972.

M o r t o n  appears to h a v e  b e e n  sincere, but 

within a year the Coast G u a r d  w a s  backing 
a w a y  f r o m  that c o m m i t m e n t .

O t h e r  countries o p p o s e d  double bo t t o m s  

at a 1973 convention of the I n t e r - G o v e m m e n -  

tal M a r i t i m e  Consultative Organization, a 

United Nations a g e n c y  set u p  to p r o m o t e  

m a r i n e  safety a n d  international cooperation 
o n  technical shipping matters.

T h e  Coast G u a r d  soon d r o p p e d  its propos­

al to require double bottoms, saying it 

wouldn't i m p o s e  standards o n  U.S. vessels 
that weren't accepted internationally.

T h e  C o a s t  G u a r d ' s  a b out-face d r e w  

s q u a w k s  f r o m  Morton, f r o m  the E n v i r o n­

men t a l  Protection A g ency, f r o m  e n v i r o n m e n­
talists, f r o m  the governors of W a s h i n g t o n  

a n d  Alaska, a n d  f r o m  Sens. E d m u n d  M u s k i e  

of M a i n e  a n d  W a r r e n  M a g n u s o n  of W a s h i n g­
ton.

T h e  n e w  regulations h a d  been formulated 
w ith the help of a s tudy g r o u p  organized b y  

the A m e r i c a n  P e t r o l e u m  Institute, an oil 
industry trade association, f o r m e d  without 
public notice, chaired b y  an o p p o n e n t  of 

double bottoms, a n d  m e e t i n g  in secret, ac­
cording to an article in A u d u b o n  magazine. 

T h e  Coast G u a r d  wouldn't budge.

" W e  collected n e w  data, a n d  w e  c h a n g e d  
our m i n d , "  R e a r  A d m .  William Benkert told 

the National O b s e r v e r  in early 1975. " W e  

don't think groundings are as serious a 
p r o b l e m  as w e  once thought, a n d  .. they 

cost a hell of a lot m o r e  m o n e y . "

B u t  double b o t t o m s  cost only a little m o r e  

m o n e y ,  according to a report published b y  

the congressional Office of T e c h n o l o g y  A s ­
sessment in mid-1975.

T h e  technology office e x a m i n e d  the fig­

ures o n  double-bottom tankers built in the 
early 1970s a n d  concluded they cost 2*.b to 4 

percent m o r e  than single bottoms.

A  m o r e  recent study, d o n e  b y  the Coast 

G u a r d  after the E x x o n  Valdez spill, conclud­

ed that double bo t t o m s  m i g h t  a d d  5 percent 
to the cost of a tanker —  in the case of the 

E x x o n  Valdez, about 56 million.-

E x x o n  has estimated the disaster in Prince 

William S o u n d  will cost it $1.3 billion, 

e n o u g h  to put double b o t t o m s  o n  m o r e  than 
200 tankers like the Valdez.

A l t h o u g h  the C oast G u a r d  scuttled double 

b o t t o m s  in 1974, the issue quickly resurfaced.

In D e c e m b e r  1976, the tanker A r g o  M e r ­

chant ran a g r o u n d  off Massachusetts a n d  
d u m p e d  7.6 million gallons of fuel oil into 

the sea. In less than four m onths, there w e r e  

14 m o r e  tanker spills off U.S. coasts.
In M a r c h  1977, n e w l y  elected President



J i m m y  Carter proposed a host of tanke- 

reforms, including double bottoms. It w a s  

that position that H a y e s  reported to the 

C o r d o v a  conference in 1977.

A s  before, though, the Coast G u a r d  soon 

fell b a c k  into line with industry. After 

another meeting of the I n t e r - G o v e m m e n t a l  
M a r i t i m e  Consultative Organization in 1978, 

the Coast G u a r d  dr o p p e d  double b ottoms 

again, a n d  tankers —  including the E x x o n  

Valdez, built in 1986 —  w e r e  allowed to sail 

in a n d  out of Valdez without them.
"It w a s  c o m m o n l y  accepted b y  those w h o  

w o r k e d  o n  the p r o b l e m  that w h e n  y o u  go u p 

agains- the industry, y o u  go u p  against the 

Coast G u a r d , "  said Walt Parker, a n  A l a s k a n  

w h o  has been deep in the oil policy debate 
for m o r e  than a decade.

Parker, n o w  c h a i r m a n  of a state c o m m i s ­

sion investigating the Valdez spill, w o r k e d  

for the state in planning the pipeline system 

in the 1970s a n d  w a s  a n  observer at the 1978 

m a r i t i m e  organization meeting at w h i c h  d o u­

ble bo t t o m s  w e n t  d o w n  for the second time.
T h e  Coast Guard's a b a n d o n m e n t  cf double 

b o t t o m s  c a m e  despite studies confirming 
their effectiveness in limiting spills.

In early 1975, Lt. C m d r .  J a m e s  C a r d  —  
w h o  w o r k e d  u n d e r  Benkert in the Coast 

Guard's Office of M e r c h a n t  M a r i n e  Safety —  

published an  analysis of 30 tanker g r o u n d­

ings f r o m  1969 to 1973 in w h i c h  oil leaked 

into U.S. waters.
H e  concluded that in 27 of the cases, 

double b o t t o m s  w o u l d  h a v e  prevented a n y  
oil loss, because the ships weren't penetrated 

far e n o u g h  to h a v e  reached the inner bottom.

In the other three cases, C a r d  concluded, 

d ouble bo t t o m s  w o u l d  h a v e  reduced oil loss 
b y  30 percent,

Shippers —  including E x x o n  —  h a d  m e n ­

tioned generally that u n d e r  s o m e  c ircum­
stances double bo t t o m s  m i g h t  e n d a n g e r  a 
ship in an accident but produced little hard 

data to b a c k  u p  their claims.

B o t h  the Office of Technology A s s e s s m e n t  

study in 1975 a n d  the post-Valdez study this 
spring concluded there w a s  n o  reason to 
believe double bo t t o m s  threaten ship safety.

E v e n  in the mid-1970s, double b ottoms 

w e r e  required o n  tankers carrying liquefied 

natural gas a n d  other chemicals d e e m e d  

m o r e  hazardous than oil. T h e  technology 
office s tudy found that their double b ottoms 

h a d  caused n o  safety problems.

T h e  a gency reported that ships carrying 
bulk f l a m m a b l e  liquids a b o v e  a double 

b o t t o m  void h a d  not "exhibited a n y  explo­

sion record in these spaces."
T h e  ‘echnology office did look at 13 tanker 

explosions in 1973 a n d  1974; n o n e  involved a 
double bottom.

T h e  O T A  also studied the claim that a 
double b o t t o m  m i g h t  cause a ship to sink in 
a grounding a n d  found that the opposite w a s  
true.

"In fact, sinking rates d u e  to groundings 

are less for these types of ships." the 
technology office reported.

Despite the conclusions of double-bottom 
studies going b a c k  m o r e  than a decade, Coast 

G u a r d  C o m m a n d a n t  Paul Yost still offers 

the s a m e  anti-double b o t t o m  a r g u m e n t s  the 

industry a n d  Coast G u a r d  m a d e  in the 

mid-1970s.

In an interview a f e w  w e e k s  ago. he said 

the Coast G u a r d  is having another study 

done.
T h e n  he cited the higher cost of double 

bottoms, repeated industry claims that d o u­

ble bottoms m i g h t  s o m e h o w  jeopardize ship 

safety, a n d  maintained the U.S. shouldn't 

pass tanker requirements unacceptable to 

shippers in other countries.

"It is a great idea as long as y o u’ve got 

guys like Stan Jones a n d  P aul Yost w h o  

don't m i n d  paying for it at the gas p u m p . "  
Yost said. 'Everything y o u  do in this regard 

adds cost to the transportation. A s  y o u  a d d  
cost to it. y o u  h a v e  a little m o r e  trouble 

getting the international c o m m u n i t y  to ac­

cept it."
" F o r  thousands of voyages, they shipped 

oil in a n d  out of there w h e n  those double 

bo t t o m s  w o u l d  h a v e  been a w a s t e  of m o n ­

ey." said J i m  S i mpson, Y o s t’s press aide
D o u b l e  b o t t o m s  w o u l d  cost the public 

s o m e w h e r e  b e t w e e n  half a cent a n d  a cent 

per gallon -- as m u c h  as SI.5 billion a year —  

according to estimates f r o m  m a r i n e  consul­

tants.
C lyde Robbins, the Coast G u a r d  vice 

admiral overseeing this s u m m e r ' s  effort to 
clean u p  the E x x o n  Valdez spill, said m u c h  

of the pressure o n  the agency c o m e s  f r o m  
inside the federal government, not just f r o m  

officials of the affected industry.
M e m b e r s  of Congress get pressure f rom 

their const, tuents a n d  pass it along to the 
Coast G uard, he said. T h e  state department, 

juggling a -.ost of diplomatic issues, worries 
about h o w  ther countries will react to U.S. 

maritime regulations.

A n d  the Office of M a n a g e m e n t  a n d  Bu d g e t  
d e m a n d s  that regulators s h o w  that the b e n e­

fits of n e w  regulations exceed the cost.

" Y o u  h a v e  to react to all of those pres­
sures to m e e t  s o m e  sort of c o m p r o m i s e  in 

y o u r  regulations," he said. " O n e  of the 
largest pressures is f r o m  O M B .  T h a t  e c o n o m­

ic analysis that has to go on  is crucial to a 

regulatory process."

‘SERVICE REVOLVERS’
After the Coast Guard's second about-face 

o n  double bottoms, in 1978, a N e w  Y  rk 

m aritime consultant a n d  arbitrator n a m e d  
G e o r g e  Reinhard w rote an indignant letter to 

Benkert, the h e a d  of the Coast Guard's 

Office of M a r i n e  Safety.
Reinhard d e m a n d e d  to k n o w  if the Coast 

G u a r d  w a s  "really a subsidiary of the oil 

industry:"
A n  equally indignant Benkert wrote back 

that Reinhard w a s  “ill informed a n d  c o m ­

pletely out of line" to even suggest such a 

thing.



Coast G u a r d  policies a n d  peopie. B e nkert 

i n f o r m e d  Reinhard, w e r e  directed only to­

w a r d  accomplishing "the very best w e  can 

for o ur country insofar as vessel safety a n d  
pollution prevention are concerned."

Five m o n t h s  later, B enkert h a d  retired 

f r o m  the Coast G u a r d  a n d  b e c o m e  president 

of the A m e r i c a n  Institute of M e r c h a n t  S h i p­
ping, a n  a d v o c a c y  g r o u p  representing tanker 

owners. H e  did not respond to a recent 

request for a n  interview passed t h rough the 
Coast G u a r d ’s retirement office.

B e n k e r t’s case m a y  be extreme, but it is 
only o n e  of m a n y  e x a m p l e s  of the ease a n d  
apparent lack of misgivings w i t h  w h i c h  

Coast G u a r d  officials, often f r o m  the ser­
vice’s top echelons, m o v e  into jobs w ith the 

c o m p a n i e s  a n d  industries the public h a d  

been p a y i n g  t h e m  to regulate.
Indeed, the industry is liberally sprinkled 

with f o r m e r  Coast G u a r d  employees, s o m e­

times called "service revolvers" b y  critics of 

the Coast Guard.

A m o n g  the revolvers is E x x o n  Shipping 

Co. President F r a n k  Iarossi.
Iarossi graduated f r o m  the Coast G u a r d  

a c a d e m y  a n d  spent eight years in the Coast 

Gu a r d ,  four of t h e m  as h e a d  of the m a r i n e  

engineering section. In 1968, he left the Coast 

G u a r d  a n d  joined E xxon.
J i m  Woodle, w h o  c o m m a n d e d  the Valdez 

Coast G u a r d  station f r o m  1979-82. recalls 

several f o r m e r  subordinates w h o  resigned 

a n d  w e n t  to w o r k  at the A l y e s k a  tanker 
terminal.

In 1982, W o o d l e  crossed over himself. 

W h e n  he took a job as A l y e s k a’s m a r i n e  
superintendent, his p a y  leaped f r o m  about 

540,000 a year to m o r e  than 580,000.

"Certainly, at that t i m e  a job w i t h  

A l y e s k a  w a s  considered the p l u m , "  W o o d l e  

said.
W h i l e  federal l aws a n d  regulations are 

fairly tight for officials in positions to 

influence purchasing or contracting —  D e ­
fense D e p a r t m e n t  e m p l o y e e s  w h o  order 

w e a p o n s  systems, for e x a m p l e  —  there is 

little scrutiny of regulators w h o  go to w o r k  

for the industry they've b een regulating, 

despite the fact that regulatory actions can 
cost or s ave a n  industry millions of dollars.

J o h n  Hillman, a m e m b e r  of the E x x o n  

S e a m e n ’s U n i o n  governing board, thinks 

there should be a cooling-off r riod foi 
ex-Coast G u a r d  employees.

" W e  n eed to get s o m e  legislation d o w n  the 
road that says, ‘Hey, y o u  c a n’t suck these 

people o ver into the shipping c o m p a n i e s  a n d  
give t h e m  jobs until they've been retired for 

a certain n u m b e r  of years.”’ H i l l m a n  said

M o s t  Coast G u a r d  officials interviewed for 
this story not only d o n’t see a n y  p r o b l e m  

with all the traffic o n  the lucrative path 

f r o m  the Coast G u a r d  to the shipping indus­
try, they think it’s desirable. Their theory is 

that having Coast G u a r d  m e m b e r s  enter the 

private sector will m a k e  industry cleaner, 

m o r e  careful a n d  m o r e  competent.

" A t  the early onset, I w a s  h o p i n g  to get 
s o m e  additional Coast G u a r d  people over 
there," said W o o d l e  of his t i m e  w i t h  

Alyeska. "I recognized their talents."

W o o d l e  lasted t w o  years w i t h  Alyeska, 

eventually b e c o m i n g  a critic of the c o m p a ­

n y ’s cutbacks in oil-spill response.
Steve McCall, w h o  c o m m a n d e d  the Valdez 

Coast G u a r d  station at the time of the E x x o n  
Valdez crash, said he d o e s n’t think the 

prospect of s o m e d a y  applying for a job with 

industry leads Coast G u a r d  personnel to go 
easy a-- regulators.

"If u ’re too easy with them, they're no: 

going ■ j hire y o u ,” McCall said. " T h e y  w a n :  
somefc iy w h o ’s going to be a c o m p a n y  m a n .  

w h e t h  : it’s y o u r  c o m p a n y  or their c o m p a ­
ny."

Mc C a l l’s boss in Washington, Coast G u a r d  
C o m m a n d a n t  Yost, said it's only natural for 

industry to w a n t  to hire experts f r o m  the 

Coast Guard.

" W h e n  a Coast G u a r d  officer has beer, 
w o r k i n g  in a n  area for a very long time, he
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becom es on e  o (  th e  m o re  kn ow le dge ab le  
p e op le  In  tha t a re a .' ' Y o s l la id  " I  d on 't 
see the c o n flic t  “

S im p so n . Y o s t's  atde . s a a d fth e  C oast 
G u a rd  cou ld  be h u rt  b y  a ban on  c ro ss ­
o v e rs

" I  w ou ld  a rg u e  th a t's  a p re tty  e x trem e  
p o s it io n ,"  S im p so n  sa id  " I f  you  ta k e  th a t, 
y o u ' l l be h a rd -p re ssed  to  fir .d  re g u la to rs ."

H ayes , th e  C oast G u a rd  ad m ira l w ho 
to ld  th e  C o rd o v a  fish e rm en  about d o u b le ­
b o ttom  ta n k e rs  In 1977. and w ho  w as 
c om m andan t o f  th e  U  S  C oast t u a r d  from  
1978-82. Is a n o th e r  r e v o lv e r  Th is sum m e r. 
A ly e s k a  P ip e lin e  S e rv ic e  C o  pa id  h im  to 
w o rk  w ith  s p i l l-a f fe c te d  com m un itie s .

H ayes sa id  he 's seen a few  c ro ssove rs  he 
d is a p p ro v ed  o f  — though  he w ou ld n 't be 
spec ific  — bu t b a s ic a lly  ag rees w ith  Y o s l.

"T h e re 's  ju s t  so  m uch ta le n t In g o v e rn ­
m ent In  a l l  k in d s  o f  p la c e s ."  H ayes sa id . 
" I t  w ou ld  be Just be  a sham e I f  c u r n a tion  
c ou ld  no t la k e  a d v an ta g e  o f  It In  the next 
c a re e r th a t p e rson  m igh t pu rsue  . .  "

NEARSIGHTED RADAR
In  th e  1970s. th e  C oast G ua rd  seemed to 

be sa y in g  Its  V esse l T r a f f ic  S e rv ic e  in 
V a ld e z  w ou ld  b e  a k in d  o f  m o th e r hen, 
w atch ing  o v e r  th e  ta n k e r  cap ta in s in case 
th ey  w en t a s t ra y .

In  a 1975 E n v iro n m e n ta l Im pnct S ta te ­
m en t. (h e  C oa s t G u a rd  sa id  the V T S  w ou ld  
"m o n ito r  p ro g re s s  o f  p a rt ic ip a tin g  vesse ls 
and g iv e  t im e ly  d ire c tion  when needed , 
thu s p ro v id in g  ch ecks ag a in st e r r o r . "

S ta te  o f f i c ia ls  th ough t tha t cou ld  best be 
ach ieved  b y  com b in ing  ra d a r  w ith  a sy s ­
tem  — c a l le d  L o ra n  C  re tra n sm iss ion  -  
u n d e r w h ich  each ta n k e r  w ou ld  con tln u - 
o u a ly  and  a u to m a t ic a lly  ra d io  Us p o s it io n  
to  the V TS .

T h e  C oast G u a rd  e stim a ted  re t ra n sm is ­
s ion  w ou ld  cos t sh ipp in g  com pan ies 13.000 
a  ta n k e r  and th a t Its  ow n  cost, fo r  eq u ip ­
p in g  th e  V T S  to  rec e ive  tha t In fo rm a t io n . 
W ou ld  be ab ou t 538 .000.

t r «  a  t im e , th e  C oast G ua rd  su p p o rte d  
t ra n sm is s io n  as a ch eape r a lte rn a t iv e  to  
i l l d l a f  enough  ra d a r  s ites  to  c o v e r  the 

taho te  S o u n d , as dem anded  by fish e rm en .
" I  b e lie v e  th a t L o ran -C  re tra n sm iss ion  

fn a y  p ro v id e  a p p ro x im a te ly  the sam e le v e l 
6 f  p ro te c t io n  to  th e  en v ironm en t as ra d a r  
{ o v e ra g e  and a t fa r  less expense to  the 
ta x p a y e r /c o n s u m e r ."  H ayes to ld  Sen . Ted 
S te v en s  In  an  A p r i l 1977 le tte r .

B u t n o b o d y  In  th e  V a lde z V T S  was 
M o n ito r in g  th e  E x x o n  V a lde z on a n y  sy s ­
tem  w hen  it v e e re d  ou t o f  s ls n d a rd  t r a f f ic

lanes and b lu nd e red  in to  the  m c f n n lv  ,i 
few  m ile s  from  a C oast G u a rd  ra d a r  s ite  

The L o ran -C  re tra n sm iss ion  sys tem  was 
n eve r pu t in and  n e ith e r w as th e  fu l l- rn v -  
e rage ra d a r net the fish e rm en  w an ted  
G o rd on  T a y lo r , the V TS w a trh  s la n d e r  
w ho la s t saw the  E x xon  V a lde z on  ra d a r  
b e fo re  It h it B lig h  Ree f, sa id  it fad ed  from  
the screen w hen it w as ab ou t n in e  m ile s  
from  the rn d a r s ite  at P o ta to  P o in t , p o ss i­
b ly  because a d r iz z lin g  ra in  th a t n igh t 
lim ite d  the  ra d a r's  range 

S im p son . Y o s t's  a id e , sa id  L o ra n -C  re ­
t ra n sm is s io n  w as d ro p p e d  b ecau se  It 
w asn 't e ffe c tiv e  in V a lde z N a rrow s , w hich 
eve ryb od y  then  con side red  the  lik e lie s t  
spo t fo r  a ta n k e r  c ra sh  because o f  stone 
p in n ac le  c a lle d  M id d le  Rock

Y o s t sa id  m any  th ings w ere d iscussed in 
the 1970s th a t d id n 't tu rn  ou t to  be fe a s ib le  
o r  econom ica l. Inc lud ing  L o ran -C  re t ra n s ­
m iss ion .

“ A  lo t  o f  p ra c t ic a lity  and  re a lism  c rep t 
In to  the o r ig in a l ra th e r id e a lis t ic  v iew  o f  
how  w e ough t to  trea t th is ,"  Y o s t sa id .

B u t I f  C oast C u a rd  h ighe r-ups had l i s ­
tened to  the adv ice  o f  th e ir  ow n  fie ld  
p e rsonn e l, the V TS m ight h a ve  been ab le  
to  tra c k  th e  E x x on  V a ld e z  even w ith ou t 
Lo ran -C  re tra n sm iss ion

In  e a r ly  1984. P a t L e v y  was a c iv i lia n  
techn ic ian m a in ta in in g  the C oast G u a rd 's  
V a lde z rad a rs . m anu fa c tu red  by A IL 'E a -  
ton . He le a rn ed  tha t the agency . In an 
e f fo r t  to save m oney , p lann ed  to  rep lace  
them  w ith  R a y th e on  ra d a rs  he d idn 't 
c on s id e r as p o ten t o r  re lia b le .

" I  s t i l l  can 't h e lp  fe e lin g  tha t th is  Is 
b rin g in g  an o i l ta n k e r  d is a s te r in  Ih e  
Sound  c lo se r lo  a r e a li t y ."  he w ro te  C on ­
g ressm an D on  Young  on  Feb  29. 1984 

Y oung  passed on L evy 's  concern s to  the 
C o a s t  G ta rd . I t s  c o m m a n d a n t . A dm . 
Jam es G racey , w ro te  back to  say  the new 
ra d a r  w ou ld  be as good as the o ld . and 
s a fe ty  w ou ld n 't be com p rom ised . A  C oast 
G u a rd  ra d a r  e x p e rt m ade the  sam e c la im  
th ia sp ring  a t a h e a rin g  on  th e  E x xon  
V a ld e z  d lsaa te r.

B u t , w ith in  a y e a r  o f  the R a y th e on  
ra d a r go ing In . the C oast G u a rd  com m and ­
e r  In V a ld e z , M lchea l C a v e tt . w as com ­
p la in in g  ab ou t p o o r rec ep tion  In th e  bad 
w ea th e r com m on to the S ound  and  a sk in g  
fo r  an  u p g rad e  o f  the ra d a r  a t P o ta to  
P o in t.

"The In s ta lla t io n  o f  a 10-cen tim eter r a ­
d a r sys tem  cou ld  Im p ro v e  t ra c k in g  a b i li t y  
In r a lo . w ind , and sn ow ,"  C ave tt w ro te  In 
A p r i l 1985. " I  request one o f  the 3-cen tlm e- 
te r  ra d a r  system s a t P o ta to  P o in t be 
rep laced w ith  a 10-cen tlm e te r s y s tem .”  

C en tim e te rs  a re  used to  m easu re  the

length o f  the e lc '- 'rom agn e tir w aves d ia l 
m ake  up  ra d a r  s ig n a ls , th e  lo n g e r Hie o-uvi- 
leng th , the b e lt e r  the ra d n r ra n  -.e r" 
th rough  ra in  and o th e r  p re c ip ita t io n  

V a ldez n e v e r got its  tit c en tim e te r rad n r. 
h ow ever, and Ih e  Z re n n m e ie r  sv-.tem  was 
s t i l l  In use when 'h e  F x xn n  V a ld e r h it 
B lig h  R ee f

S im pson  sa id  C ave tt s requesi w as tu rn ­
ed dow n because the b ig  concern  in the 
C oast G u a rd  w as re s o lu t io n  not range 
R e so lu tion  re fe rs  to  how  sm a ll a ta rg e t a 
ra d a r beam  ra n  p ick ou t . S im p son  sa id , 
and how  w e ll it can d is t in g u ish  d if fe re n t -  
s ire  la rg e ts

H e sa id  the  ra d a r o p e ra to rs  in V a ld e r 
d id n 't w an t the to cen tim e te r ra d a i be 
cause o f  its  p o o re r re so lu t io n , so C a v e lt 's  
request w as tu rn ed  dow n  b y  C oast G u a rd  
techn ic ians w ith ou t even  e s t im a tin g  the 
cost

"They w ent w ith  the rec om m end a tion  o f  
the users o v e r  the com m and ing  o f f i c e r , ”  
S im pson  sa id

The fa i lu re  to  use L o ra n -C  re t ra n sm is ­
sion  o r  en su re  b e tte r ra d n r cove rag e  was 
not the o n ly  C oast G u a rd  dec is ion  o n  the 
V essel T r a f f ic  Se rv ic e  th a t m ay  have  c on ­
tr ib u ted  to the  s p i ll.

W hen Ih e  V a ldez V T S  began , th re e  peo­
p le  s tood  w atch  at the ra d a r  scopes B y  the 
tim e S te ve  M cCall to o k  o v e r  as com m and ­
e r  in  V a ld e z  In 1985. s ta f f in g  w as dow n  to 
tw o p e r watch .

E ven  tha t was to o  m any , he decided . 
"T h e  In e ffic ie n cy  I  see h e re  can be 

sum med up  s im p ly  T o o  m an y  p e op le  to r  
the ta sk s  to  be p e r fo rm e d ."  M cC a ll w ro te  
h is W ash ing ton  su p e rio rs  In  A ugust 1986 

H is bosses lo o k  h im  up  on  'h e  sugges­
tion  and cut s ta ff in g  V a ld e r w as s t i l l  
u n de r h is com m and and  o n ly  one p e rson  
was on d u ty  when the t i n k e r  h it the ree f.

W h ile  th e re x  no g u a ran tee  th a t tw o 
heads w ou ld  have  been b e tte r th an  one . it 
Is a fact th a t B ruce B la n d fo rd . the o n ly  
w a lch  s ta n d e r on d u ty  In  the r a d a r  ro om  at 
the tim e , sa id  he w as d a l.tg  p a p e rw o rk  and 
o th e r sh lft-change  choitts w hen  the E x x on  
V a ldez w recked  s h o r t ly  a f t e r  m idn ig h t 

B la n d fo rd  a lso  sa id  th a t w hen  he a d ju s t ­
ed the ra d a r  and lo o k ed  a t th e  B lig h  R ee f 
a rea a f t e r  le a rn in g  o f  th e  c ra sh  by  ra d io , 
the ta n k e r , b y  tha t t im e  b ro ad s id e  to  the 
beams and p re sen tin g  a la rg e r  ta rg e t , was 
c le a r ly  v is ib le .

A ll th is  suggests th a t . I f  a second w atch 
s tan d e r had been on  d u ty  w ith  B la n d fo rd  
and ad ju s t in g  the settings o f  the ra d a r , the 
V a ld e z  m igh t have been v is ib le  b e fo re  the 
c ra sh . In lim e  fo r  It to  h a v e  w a rn ed  o f f  the 
ree f.

" I 'm  no t sa tis fied  w ith  the s itu a t io n  in

o u r V TS b e fo re  th is  acc id en t."  a id  Y o s t, 
com m andan t o f  the C oast G u a rd  I 'h in k  
it's a l lea s t p o s s ib le  th a t th a t sh ip  enuld 
have  been tra c ked  ou t th a t fa r

S ince the r ra s h . s ta ff in g  a l the ra d a r 
scopes has been inc reased  (o  tw o peop le  

"Perhaps i f  we'd t r ie d  a l i t t le  h a rd e r fo r  
funds fo r  the V TS 's . p e rhap s i f  w e w ou ld  
have  kep t a f t e r  It, we w ou ld  have  had 
b e tte r c o n tro l o f  Ih e  sh ip s go ing  in and 
o u t ."  sa id R obb in s , the C oast G u a rd  o f f i ­
c ia l w ho o ve rsaw  the c le an u p  e f fo r t  “ We 
cu l back on p eop le  h e re  a few  yea rs  ago 

and pe rhap s w e sh ou ld n 't h ave  done 
t h a t "

LESS PILOTING PRACTICE
In  the 1970s, th e  C oast G u a rd  seemed 'o  

he p rom is in g  tough p i lo ta g e  requ irem en ts  
fo r  P rin ce  W illiam  S o und , Just as it s rem ed 
to  be p rom is in g  tough  ta n k e r  design s ta n ­
d a rd s , a v ig i la n t  V T S  and  o th e r s a fe ty  
m easures

"P ro p e r ly  t ra in ed  p i lo ts  a re  p ro b ab ly  
the s in g le  m ost im p o rta n t fa c to r  In b u i ld ­
ing a sa fe  ta n k e r  t ra n sp o rta t io n  system  fo r  
P rin ce  W illiam  S o u n d ."  H ayes , the C oast 
G u a rd  a d m ira l , to ld  C o rd o v a  fish e rm en  a l 
the 1977 con fe rence . "T o  th is  end , we have 
Im p lem en ted  lo c a l q u a li f ic a t io n  standa rd s 

tha t rep resen t a qu an tum  step in 
upg rad ing  C oast G u a rd  p ilo ta g e  re q u ire ­
m ents "

T he s tan da rd s  th a t H ayes bragged about 
In  1977 req u ired  th a t a c rew m an  w ho 
w anted c e r t i f ic a t io n  to  p i lo t  a b ig t a n k r r  
In to  the  Sound  h a ve  — In ad d it io n  to  
d e ta iled  k n ow le d g e  o f  the Sound 's w a te rs  
Bnd haza rd s — exp e rien ce  on  b ig sh ips The 
standa rd s set u p  a t ie re d  system  fo r  
ob ta in in g  th a t exp e rien ce .

S a i lo rs  w ith  exp e rien ce  on sh ips o f  
20,0<X. jr o s s  ton s o r  less cou ld  become 
c e rt ifie d  to  p i lo t  sh ip s up  to  20.000 tons, 
those w ith  exp e rien ce  on  sh ips o f  20.0000 
to  40.000 ton s c o u ld  h a n d le  sh ips up  to 
40.000 ton s ; and so  on .

The f in a l t ie r  w as 60.000 ton s — those 
w ith  exp e rien ce  on sh ips la rg e r  than  th a t 
cou ld  be c e r t i f ie d  to  p i lo t  vesse ls o f  any 
s ize , such as th e  E x x o n  V a ld e z  a t 95.000 
g ross tons.

C oast G u a rd  s tan d a rd s  a llow ed  p a rt o f  
the exp e rien ce  to  be ob ta in ed  on ta n k e r 
s im u la to rs . Because o f  the  d i f f ic u lt y  and 
expense o f  o b ta in in g  re a l exp e rien ce  on 
la rg e  sh ip s , som e o f  th e  com pan ies runn ing  
tan ke rs  th ro u gh  the S ound  — Inc lud ing  
E x xon  — em p lo y ed  the  s im u la to rs .

P lease see Page A-11. COAST GUARD
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O ne com pany  th e y  u sed  w as M a ­
r in e  S a fe t y  In te rn a t io n a l,  in  K in g s  
P o in t , N .Y . " W t  had  a c om p le te  
c om p u te r m od e l o (  P r in c e  W i l l ia m  
S o u n d  a n d  V a ld e s , th e  N a r ro w s , a l l  
th e  w a y  In  to  th e  d o c k ,"  s a id  T h om ­
as G a r r ig a n , a  M axine S a fe t y  o f f i ­
c ia l.

A b o u t 20  A la s k a - t ra d e  c re w  m em ­
be rs  t o o k  the  s lm u l i t o r  c o u rs e  eech  
y e a r  a t  a  to t a l co s t to  th e  s h ip p e rs  o f  
ab ou t 580 ,000  a y e a r . G a r r ig a n  sa id .

F o u r  t o  s ix  o f  th o se  c rew m en  each 
y e a r  cam e f r o m  E x x o n  a t  a n  a n n u a l 
a  coat o f  1 20 ,000  to  5 30 .000 .

In  O c to b e r IM S , th e  C o a s t G u a rd  
re la x e d  p i lo ta g e  s ta n d a rd s  so  th a t  a 
c rew m an  need  h a v e  e xp e rie n c e  o n ly  
on  a sh ip  o f  1,500 g ro ss  to n s  o r  m o re  
—  a b o u t  U tQ th  th e  c a rg o  c a p a c ity  o f  
th e  K x x a a  V a ld e s  —  t o  o b ta in  an  
n n l lm lt a t i  p i lo ta g e  e n d o rsem en t.

P i lo ta g e  re q u irem en ts  f o r  P r in c e  
W i l l i a m  S b u n d  w e re  lo w e r e d  t o  
m atch th e  n ew  n a t io n a l s ta n d a rd s , 
w hich a t  th e  sam e  tim e  w e re  ra is e d  
s lig h t ly  f o r  th e  re s t  o f  th e  c o u n t ry .

B ecau se  m o s t ocean -g o ing  m a r i ­
n e rs a lr e a d y  h a v e  e x p e r ie n c e  on  
sh ip# o f  1.000 ton s  o r  m o re , th e  
ta n k e r  c om pan ie s  n o  lo n g e r  needed  
M a r in a  S a fe t y ' s  P r in c e  W i l l i a m  
S o und  s im u la to r .

"When th e  c om pan ie s th a t  d id  
t ra in in g  w ith  us h e a rd  th a t , th e y  
s top ped  t ra in in g ,”  G a r r ig a n  sa id .

G reg  C ou s in s , th e  th i r d  m a te  In  
ch a rge  o f  th e  b r id g e  w hen  th e  E x x o n  
V a ld e z  s lam m ed  in to  B l ig h  R e e f , d id  
n o t h a v e  a  p i lo ta g e  e n d o rs em en t f o r  
the w a te rs  w h e re  J o e  H a z e lw o o d , 
th e  V a ld e z 's  s k ip p e r , tu rn e d  th e  sh ip  
o v e r  t o  h im .

N o r , s a id  G a r r ig a n . h a d  C ou s in s  
e v e r  t r a in e d  o n  M a r in e  S a fe t y ' s  
P r in c e  W i l l i a m  S o u n d  s im u la t o r  In 
N ew  Y o r k .

S H R I N K I N G  C R E W S
T h ir t y  y e a rs  ago , th e  a v e ra g e  

A m e ric a n  ta n k e r  c a r r ie d  a lo t  le ss  
o i l  a n d  a lo t  m o re  p e o p le  th a n  it 
does to d a y .

A r th u r  M cK en z ie , w h o  ru n s  an  
in d ep end en t ra t in g  se rv ic e  c a l le d  
th e  T a n k e r  A d v is o ry  C e n te r  in  N ew

Y o r k  C ity , e s t im a te s  th e  ty p ic a l 
t a n k e r  In  th e  la te  1950s c a r r ie d  t  
c a rg o  o f  ab ou t 6 .3  m i l l i o n  g a llo n s  
and  a c rew  o f  40  to  42.

W hen th e  E x x o n  V a ld e z  h it  B l ig h  
R e e f w ith  53 m i l l i o n  g a llo n s  o f  o i l 
a b o a rd . I t  c a r r ie d  a c rew  o f  20.

E v en  so , I t  w as m o re  th a n  30 
pe rcen t o v e r  s ta f fe d  b y  C o a jt  G u a rd  
s ta n d a rd s . E x x o n  had  the  ag ency 's  
a p p ro v a l to  o p e ra te  w ith  a s few  as 
IS  p e op le  a b o a rd .

A s th e  s ize  o f  c rew s re q u ire d  by  
th e  C oas t G u a rd  ha s d w in d le d  In  
recent decades, th e  C o a s t G u a rd  and  
sh ip p in g  In d u s t ry  h a v e  ju s t i f i e d  th e  
red uc tion s  o n  s e v e ra l g ro u n d s .

O ne  Is th a t th e  cos t sa v in g s  a r t  
needed to  k eep  A m e ric a n  sh ip p e rs  
c om p e t it iv e  w ith  fo re ig n  o p e ra to rs , 
w h o  h a v e  red vced  th e i r  c rew s . A c­
c o rd in g  to  In d u s t ry  and u n io n  o f f i ­
c ia ls , th e  s a v in g s  a re  ab ou t 5 120 ,000  
a  y e a r  p e r  c re z r p o s it io n  e lim in a te d .

A n o th e r J u s r i f lc a t lo n  is th a t  a 
m od e rn  sh ip  sin. p ly  re q u ire s  fe w e r  
p eop le .

A u tom a t io n  o f  m a jo r  s y s tem s  — 
such as eng ines \n d  s te e r in g  — 
re q u ire s  fe w e r  h a n d s , th e  in d u s t ry  
and  C oast G u a rd  sa y . T h e  In c reased  
r e l i a b i l i t y  o f  m o d e m  e q u ip m e n t  
m ean s  f e w e r  p e o p le  n e e d e d  f o r  
m a in ten anc e , th e y  say .

M cKen z ie  fa v o r s  d o u b le  b o ttom s  
and o th e r  t a n k e r  re fo rm s  op p o se d  
b y  the In d u s t ry , b u t s id es w ith  th e  
sh ipp e rs  o n  c rew  size .

H is  re a son in g : S in ce  m o s t acc i­
den ts in v o lv e  h um an  e r r o r ,  fe w e r  
h um an s m ean  fe w e r  acc iden ts .

" I f  y o u  ge t r id , as  m uch  as y o u  
c an . o f  th e  p e o p le  an d  depend  m o re  
on  m a ch in e ry , p ro v id e d  th a t  m a ­
c h in e ry  is d e s ig n ed  an d  ru n  p ro p e r ­
ly ,  y o u 're  p r o b a b ly  g o ing  to  do  
b e t te r ."  M cK en z ie  sa id .

N one th e le ss , th e re  a re  s ig n s  th a t 
even  a c rew  o f  20 on  th e  E x x o n  
V a ld e z  w asn ’ t la rg e  en ough  to  p re ­
v en t o v e r lo a d  and  fa t ig u e  w hen  th e  
sh ip  cam e In to  V a ld e z  to  ta k e  o n  Its  
ca rg o  o f  N o r th  S lo p e  c ru d e .

G reg  C ou s in s , th e  th ird  m a te  In 
ch a rg e  o f  th e  b rid g e  w hen  th e  V a l­
dez h it th e  ro c k s , t o ld  th e  N a t io n a l 
T ra n s p o r ta t io n  S a fe t y  B o a rd  th a t  he  
had  been o n  d u ty  f r o m  8 a .m . M a rch  
23 u n t i l th e  c ra sh  16 h o u rs  la t e r ,

excep t f o r  a  3 W -h o u r n ap  in  e a r ly  
a fte rn o o n .

C ou s in s  sa id  h e  w o u ld n 't  h a v e  
b een  o n  th e  b r id g e  a t  a l l .  excep t th a t 
h e  le t  h is  r e l i e f .  S e cond  M ate  L lo y d  
L eC a in . s le ep  In  a f t e r  h is  ow n  lo n g  
d a y  a t w o rk . J am e s  K u n lc le , the  
sh ip 's  f i r s t  m a te , t o ld  th e  b o a rd  he 
f r e q u e n t ly  w as u p  24 h o u rs  a t  a  t im e  
d u r in g  c a rg o  lo a d in g .

F e d e ra l la w  p ro h ib i t s  a s h ip ow n ­
e r  o r  o p e ra to r  f r o m  p e rm it t in g  an  
o f f i c e r  to  ta k e  o v e r  th e  b r id g e  o f  a 
sh ip  le a v in g  p o r t  u n l t s i  he 's been 
o f f  d u ty  f o r  a t  le a s t  s ix  o f  th e  
p re ced ing  12 h o u rs .

C ou s in s  and  th e  o t h e r  m a tes de ­
n ie d  b e ing  to o  t i r e d  to  w o rk  p ro p e r ­
ly  and  no o f f i c ia l d e te rm in a t io n  has 
y e t been m ade  o n  w h e th e r fa t ig u e  
w as  a cau se o f  th a  c ra sh .

B u t  s le ep  e x p e rts  s a y  R  f i t s  th e  
p a t te rn  o f  s le e p - ta la te d  acc iden ts .

" I t ' s  n o t u n re a s o n a b le  to  suspect 
e i th e r  th a t  th e y  w e re  n o t a b le  to  
d e tec t h ow  s le ep  d e p r iv a t io n  w as 
a ffe c t in g  th e i r  p e r fo rm a n c e  o r  th e y  
w e re  u n w ill in g  to  a d m it I t , ”  sa id  
D o n a ld  T epas , an  In d u s t r ia l p sy ch o l­
o g is t a t  th e  U n iv e r s i t y  o f  C onn ec ti­
cu t.

D e sp ite  th e  lo n g  h is t o r y  an d  h ig h  
s ta k e s  o f  d e -m an n ln g , the C o a s . 
G u a rd  s t i l l  ha s n o  ag ency -w id e  s ta n ­
d a rd  f o r  se tt in g  m in im u m  c rew  size

In s te ad , th e  s h ip o w n e r  p rop ose s a 
m in im u m  c rew  s ize , th en  lo c a l C oast 
G u a rd  o f f i c ia ls  e v a lu a te  an d  a p ­
p ro v e . su b je c t to  re v iew  b y  C cas t 
G u a rd  h e a d q u a rte rs  in  W ash in g ton .

In  th e  case o f  th e  E x x o n  V a ld e z , 
lo c a l C oas t G u a rd  o f f i c ia ls  — c on ­
ce rn ed  ab ou t E x x o n 's  b o t tom  lin e  — 
a llo w e d  th e i r  a p p ro v a l o f  s m a lle r  
c rew s to  c o n tin u e  e ven  a f t e r  h e ad ­
q u a r te rs  t o ld  th em  th e y  had  d one  it 
Im p ro p e r ly .

In  S e p tem b e r 1987, R .A . Ja n a c e k , 
th e  o f f i c e r  In  ch a rg e  o f  m a r in e  in ­
spec tion s a t  th e  C o a s t G u a rd  s ta t io n  
In  L o n g  Beach , C a l i f . ,  w ro te  h e ad ­
q u a r te rs  In  W a sh in g to n  to  req uest 
th a t  th e  E x x o n  L o n g  Beach  — th e  
V a ld e z 's  s is te r  sh ip  — be a llow e d  to  
cu t th re e  p o s it io n s  In  the eng ine 
ro om .

" E x x o n  is  o f  c ou rse  req u e s tin g  
p ro m p t ac t ion  to  e lim in a te  th e  cos t 
o f  re ta in in g  these  m en  nn  b o a rd ,"

J a n a c e k  w ro te . " T h e  E x x o n  V a ld u  
. . .  Is a lr e a d y  o p e ra t in g  s a t is fa c to r i ­
l y  w ith  reduced  m a n n in g ."

F re d  G ra d y , th e  C oa s t G u t rd 's  
c h ie f o f  M e rchan t V e sse l P e rs o n n e l 
in  W a sh in g to n , w ro t e  b a c k  tw o  
m on th s  la t e r  t o  s a y  th a t  n o t o n ly  
w u  th e  p ro p o se d  cu t o f  th e  L ong  
B each  c rew  In a d e q u a te ly  d o cum en t­
ed , b u t th a t a p p ro v a l o f  c rew  red u c ­
t io n s  a b o a rd  th e  V a ld e z  had  n e v e r  
been re v iew e d  b y  h e a d q u a rte rs .

N on e th e le s s , th e  C a l i f o r n ia  o f f lc *  
le t  I t  s tan d .

P a u l L a rs o n , th e  J a n a c e k  s u b o rd i­
n a te  w ho h a d  a c t u a l ly  h a n d le d  the 
V a ld e z  e v a lu a t io n , w ro te  E x x o n  on  
J a n . 26, 1968, to  s a y  th e  e r ro n e o u s ly  
a llo w e d  c rew  cu ts  w o u ld  s tan d  be ­
cau se  th e  s h ip  h a d  o p e ra te d  f o r  s ix  
m o o  tha w ith  n o  p ro b lem s .

" I  c e r ta in ly  u n d e rs ta n d  y o u r  v e s t-1 
ed In te re s t  In  g a in in g  a p p ro v a l In  a 
t im e ly  fa s h io n  to  red uce  th e  c rew  
and  cu t c o s t s ."  L a rs o n  w ro te . "T h e  
best 1 con d o  Is  a p o lo g iz e  and assu re  
y o u  I  w i l l  u rg e  M V P 's  fh e a d q u a r-  
t a r s ’ ) h a n d lin g  o f  y o u r  case as a 
p r i o r i t y  r a th e r  th a n  a ro u t in e  m a t ­
t e r . "

S im p so n , Y o s t 's  a id e , d e fe n d *  
L a rs o n 's  d e c is ion  to  le t  a p p ro v a l fc  
th e  V a ld e z 's  c rew  cu ts to  stanc 
d e sp ite  th e  le t t e r  f r o m  h e a d q u a rte rs  
s a y in g  It b ad  n o t been  p r o p e r ly  
re v iew ed .

"T b e  b o t tom  lin e  Is th a t w h a t he 
d id  w as p e r fe c t ly  le g a l . "  S im p so n  
sa id . " I f  y o u  w an t to  fin d  fa u lt  o r  
e r r o r ,  th e  e r r o r  w as  h is  In  n o t 
c le a r in g  It  th ro u g h  h e a d q u a rte rs  be ­
f o r e  he  d id  I t . "

H i l lm a n ,  th e  E x x o n  S e am e n 's  
U n io n  o f f i c i a l ,  t h in k s  th e  C o a s t 
G u a rd  sh o u ld  w o r r y  m o re  ab ou t 
s a fe ty  and le s s  a b ou t E x x o n 's  b o t ­
tom  lin e .

" Y o u  an d  I  h a v e  th is  r e g u la to ry  
agency c a l le d  th e  U .S . C o a s t G u a rd . 
I t  does n o t b e lon g  to  th e  s h ip ow n ­
e r s , "  s a id  H i l lm a n . " I t  w a s  set up  
f o r  a  p u rp o se : to  see th a t th e se  sh ip s  
a re  o p e ra te d  s a fe ly  and  th a t th e  
seam en a re  n o t ab u sed  b y  th e  sh ip ­
ow n e rs ."

D e sp ite  In d u s t ry  an d  C o a s t G u a rd  
In s is tence th a t c rew  cu ts  h a v en 't 
je o p a rd iz e d  s a fe t y  p e o p ie  
w ho  h a ve  to  be t m on e y  or. .t 
a re  beg inn tng  to  t h in k  o th e r ;  
w ise .

H a r r y  K e e fe  is  v ic e  p re s i ­
d en t o f  a  m a r in e  in su ran ce  
c om pan y  c a l le d  G R E  A m e r i­
ca an d  v ic e  c h a irm a n  o f  an  • 
in d u s t ry  g ro u p  r a i le d  'h e  
A m e ric a n  In s t i tu te  o f  M a ­
r in e  U n d e rw r it e r s .

A t a m a r in e  in s u re rs  i n ­
fe r e n c e  in  B e lg iu m  -a s !  
m o n th . K e e fe  w a rn e d  tn .it 
m o d e rn  sh ip p in g  p ra c tic e s  -  
in c lu d in g  s m a lle r  c rew s  an d  
less  c rew  t ra in in g  — a re  
c re a tin g  h a z a rd s  a t sea.

"W e  h a v e  h ad  a  r e v o lu ­
t io n  in  te c h n o lo g y  acc om p a ­
n ied  b y  a d e -em p h a s is  o n  
m a r in e  t r a in in g ."  K e e fe  sa id  
in a speech to  th e  c o n fe r ­
ence. " I n  th is  s c e n a r io , w h o  
ca res ab ou t s a fe t y ’’ "

" T ru e  e ffic iency^  m u st in ­
c o rp o ra te  a  le v e l o f  s a fe ty  
t o le ra b le  to  s o c ie ty ."
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1. Ml. Cabnte i 2 5 5  tons 18 years Single

2. Saint Lucia 1 2 5 5  tons 17 years Single

3. Seal Island 2 2 5 9  tons 16 years Single

1. Arco Alaska 3 1 8B tons 10 years Double

2. Arco Anchorage 3 1 20 tons 16 years Single

3. Arco California 4 1 89 tons 9 years Double

4. Arco Fairbanks 3 1 2 0  tons 15 years Single

5. Arco Independence 4 2 6 2  tons 12 years Single

6. Arco Juneau 3 1 2 0  totis 15 years Single

7. Arco Prudhoe Bay 2 7 0  tons 18 years Single

8. Arco Sag River 3 7 0  tons 17 years Single

9. Arco Spirit 3 2 6 2  tons 12 years Single

10. Arco Texas 3 9 0  tons 18 years Single

■ vsr. , * R A Y  T A N K E R S
■i

1. Bay Ridge 1 2 2 8  tons 11 years Single

2. Stuyvesant 1 2 2 8  tons 12 years Single

2 1 Vs CH IVW M  SM ffPINQ ■ r*

1. Chevron Arizona 3 3 9  tons 12 years Double B &S

2. Chevron California 3 7 0  tons 17 years Single

3. Chevron Colorado 3 3 9  tons 13 years Double B & S

4. Chevron Louisiana 3 3 9  tons 12 years Double B&S

5. Chevron Mississippi 3 70 tons 17 years Single

6. Chevron Oregon 3 1 5 0  ions 19 years Double B & S

7. Chevron Washington 4 3 9  tons 13 years Double B & S

• -V:’ . " "I-Vf COVf SHIPPING ■. <*c.. i.e.* W . .’

I 1 Cove Liberty 1 6 9  tons 3 5  years Single

2. Cove Trader 1 5 0  tons 3 0  years Single

'■■j.. „ . ,v-. -v EXXON SHIPPING CO.
t. Exxon Baltimore 3 51 tons 2 9  years Single

2. Exxon Baton Rouge 3 7 6 tons 19 years Single

3. Exxon Baytown 4 5 8  tons 5 years Double

4. Exxon Benicia 3 1 7 3  tons 10 years Single

5. Exxon Boston 3 51 tons 2 9  years Single

6. Exxon Gaivaston 3 2 7  tons 19 years Single

7. Exxon Houston 2 7 3  tons 25 years Single

8. Exxon Jamastown 3 41 tons 3 2  years Single

9. Exxon Lexington 3 41 tons 31 years Single

10 Exxon Long Beach 5 211 tons 2 years Single

11 Exxon N e w  Orleans 3 72 tons 2 4  years Single

12. Exxon Norib Slope 5 1 7 3  tons 10 years Single

13. Exxon Philadelphia 3 76 tons 19 years Single

14. Exxon Princeton 3 4 3  tons 7 years Double

15. Exxon San Francisco 3 76 tons 2 0  years Single

18. Exxon Valdez 5 211 tons 3 years Single

17. Exxon Washington 3 41 tons 32 years Single

18. Exxon Yorktown 5 4 3  tons 6  years Double

,r M & ----■
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1. Brooks Range 3 176 tons 11 years Single

2. Thompson Pass 3 1 7 3  tons 11 years Single

1. Atlgun Pa** 2 1 76 too* 12 years Single

2. C h w n u t  ) « 1 91 tons 1 3 years D o u b »

3. uolden Gate 1 6 2  tons 19 yeara Single

4. Kenal 3 123 tons 10 years Double B&C

5. Keystone Canyon 3 1 73 tons 11 years Single

6. Krttanntng 1 91 ton* 12 years Double
*>

Tonsina 3 123 tons 11 years Double B &S

1. Reunion Single |mmm f
1. Mobil Arctic 3 1 25 tons 17 years Single

2. Mobil Meridian 3 4 9  tons 2 6  years Single

3. Syosset 3 3 2  tons 31 years Single

1. O M I  Columbia 2 1 3 6  tons 15 years Single

2. O M 1  Dynacham 4 51 tons 8 years Double

1. Eastern Lion 4 2 6 5  tons 16 years Single

2. Northern Lion 4 2 6 5  tons 1 5  years S'ngie

3. Overseas Boston 3 1 22 tons 15 years Singlo

4. Overseas Chicago 4 9 2  tons 12 years Double

5. Overseas Juneau 3 1 20 tons 16 year3 Single

6. Overseas N e w  York 3 9 0  tons 12 years Double

7. Overseas Ohio 4 91 tons 12 yeras Double

8. Overseas Washington 3 91 tons 11 years Double

9. Southern U o n 3 2 6 5  tons 14 years Single

10. Western Lion 4 2 6 5  tons 15 years Single

r*"r
1. B.T. Alaska 2 182 tons 11 years Double

2. B.T. San Diego 3 1 82 tons 11 years Double

suw T »w w i*«W rri INC.
1. American Sun 3 81 tons 2 0  years Single

2. N e w  York Sun 4 3 4  tons 8  years Single

3. Nordic Sun 5 20 tons 8 years Double ‘

4. Philadelphia Sun 5 34  tons 8  years Single

5. Prince William Sound 3 124 tons 13  years Double B & S

8. Texas Sun 2 5 3  tons 2 9  years Single

7. Tropic Sun 2 3 5  tons 3 2  years Single

8. Western Sun Single

. T1XAOO INC. '
1. Brooklyn 1 2 2 5  tons 15 years Single

2. Texaco California 2 3 9  tons 3 5  year3 Single

3. Texaco Connecticut 1 3 9  tons 3 6  years Single

4. Texaco Florida 3 3 9  tons 3 5  years Single

5. Texaco Georgia 3 2 6  tons 2 5  years Single

8. Texaco Mass. 2 2 7  tons 2 6  years Single

7. Texaco Minnesota 3 27  tons 4 6  years Single

8. Texaco Montana 3 27  tons 2 4  years Single

9 Texaco N e w  York 3 3 9  tons 3 6  years Single

10. Texaco R hode Island 3 2 7  tons 2 5  years Single

■ • r . f .

1. U on of California 2 16 ton3 3 5  years Single

..7'r-±r

1. Admiralty Bay 1 81 tons 18 years Single

2. Aspen 1 8 2  tons 18 years Single

3. Glacier Bay 1 81 tons 19 years Single

■ » f'YvT-t

1. Coast Range 4 4 0  tons 8 years Double

2. Sanslnena U 3 2 6 5  tons 14 years Single

3. Sierra Madre 5 40 tons 8 years Double



V a l d e z  T a n k e r  F l e e t -■i.- -. -.71.

V U rp W t TantaKK 28&000 Dead Weight Tons Eastern Lion. Southern Lion, Western

TsnMr: 16,000 Dead Weight Tons Lion of California

-rr— r Average Age: 18 years 
£  Newest Tanker: 2 years Exxon Long Beach Built 1987

Oldest Tanker: 46 years Texaco Mlnnc 
Built 194.

4 tanker toads oil at the AJyaefce Hart—  TanaM In VeMax.
A/xnorags 0 “a# c raope j i x
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Bruce Blandford kseps watch In the Coast Guard’s radar room In Valdez In a photo taken before the Exxon Valdez spill.



W h e re  V a ld e z  T a n k e rs  G o

Source: Alyeska Pipeline Service Co. R on Engstrom I Anchorage Daily N e w s
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R e g u l a t o r s :  s e r v i n g  p u b l i c  o r  i n d u s t r y ?
By STAN JONES
0 azy News i to o n *• ■ 'WAraxjieye 0**» *w

i f  y o u  t e l l an  econom ist th a t Ih e  C oast 
G u a rd  seem s to  h a ve  been c ap tu red  by 
the In d u s t ry  I t  is supposed to  reg u la te , 

h e 'll p ro b a b ly  s a y , "O h . su re , th a t 's  In e v i­
tab le .''

T he C oa s t G u a rd 's  reco rd  on  ta n k e r  
s a fe ty  — tu rn in g  in  a w h is t le b lo w e r , 
b re a k in g  p rom ise s  o f  tough  o v e rs ig h t and 
g e n e ra lly  ac t ing  a i he In d u s try 's  p a rtn e r
-  Is ty p ic a l In  g o ve rnm en t re g u la t io n , 
acco rd ing  to  p e op le  w ho s tu d y  the  sub ject

"This Is a  re a l fa i lu re  o f  dem oc racy , and 
it's one th a t w e 've  u n de rs to od  fo r  a lon g , 
long  t im e ."  s a id  P e te r A ran son . an Em o ry  
U n iv e rs i ty  econom ics p ro fe s s o r and e xp e rt 
on  Ih e  re g u la to ry  process

The Idea  th a t agencies l i k e  th e  C oast 
G u a rd  se rv e  th e  in d u s tr ie s  th e y  ove rsee , 
not the  p u b lic  th e y  rep re sen t, m a y  shock 
the la ym an . B u t econom ists and p o lit ic a l 
sc ien tis ts  h a v o  lon g  ta k en  II fo r  g ran ted

The C oas t G u a rd  has p le n ty  o f  com pany  
in  its  c o r ln e s s  w ith  the in d u s try  u n d e r its 
s c ru tin y , acco rd in g  to  a n a t io n a l c om pu te r 
d a tabase  o f  n ew sp ap e r a rt ic le s , and  o th e r 
sou rces F o r  e x am p le :

• A cco rd ing  to  th e  W ash ing ton  P o s t . 
N u c le a r  R e g u la t o r y  C om m is s io n  docu  
m ents a lle g in g  th e re  w ere  c ra ck s  In  the 
d o o r  o f  a  c on ta inm en t fa c i li t y  a l a L ou ts l- 
■ tna n u c le a r p o w e r p la n t w e re  le a k e d  lo  
the  p la n t's  ow n e r, a p p a re n t ly  from  the 
o f f ic e  o f  N R C  C om m iss io n e r T h om as Rob- 
" i t s ,  w ho la t e r  t r ie d  to  d e s tro y  ev idence o f 
'.lie le a k .

A com m iss ion  in v e s t ig a to r to ld  Con- 
u re ss  in  1987 he w as o rd e red  lo  tu rn  o v e r  
in s  no tes an d  cop ies o f  th e  docum en ts to 
R oberts .

" I  saw  n o  rea son  f o r  them  lo  c on tin u e  to 
-.-atst," R o b e r ts  to ld  C ong ress w hen asked  
tbou t It "T h e y  w e re  to m  up an d  th row n  
in  the w as teb a ske t

L a te r , h ow ev e r , cop ies o f  the docum ents 
w ere  fou nd  in  th e  fi le s  o f  the  com pany  that 
ow ned  the p la n t . A n  accom pany ing  no te 
from  a c om pan y  v ic e  p re s id en t u rg ed  tha t 
the docum en ts be kep t c o n fid e n t ia l 
p ro tect the  sou rce  w ith in  the N R C  "

• In I97U. th e  R a lp h  N ade r o rg an iza t io n  
•tud ied  th e  In te rs ta te  C om m erce  C om m ts 
■ion. w hich at the l im e  se t in te rs ta te  
ire ight and  pa sseng e r ra te s fo r  t ru c k e rs  
.u d  ra i lro a d s . N ad e r s g ro u p  found  th a t o f  
it c om m is s ion e rs  w ho le f t  the IC C  be 
tween 1958 an d  1987, s ix  w ound  up  w o rk  
mg fu r  the  ra t i o r  h ig hw ay  in d u s trie s .

• In A la s k a , a t  le a s t th re e  p eop le  w ho  
te tved on th e  A la s k a  P u b lic  U t i li t ie s  
C om m ission  — D ia n a  Snuw den , M a rv in  
W eathe rly  an d  G o rd o n  Z e rb e tr  — la te r  
a u rk ed  fo r  th e  c o n g lom e ra te  tha t ow ns 
.-'lasiunt Inc . th e  la rg e s t u t i l i t y  u n d e r Ih e
- -n ,m is s io n 's  o v e r s ig h t  S n ow d en  a ls o  
* o im d  fo r  th e  c om pany  tha t w ou ld  Ui-
- me Alaseoni before she was appointed to 
I *v ..nilitlssion
Alule oulllghl venality - - billies oi 

i ti buying may go on at lime, lie

G o rd o n  Za rtsatz M arvin W aa th a rty
e xp e rts  s a y  the  e x p la n a t io n  f o r  th e  p rocess 
o f  " in d u s t ry  c a p tu re "  Is u s u a lly  much 
s im p le r .

In  a n u tsh e ll, the in d u s t ry  p a ys  a t te n ­
t io n . and  th e  rest o f  us don 't

A n in d u s try  th in k s  and w o rr ie s  ab ou t 
its  re g u la to r  c o n s ta n t ly , w h ile  th e  p u b lic  
a t la rg e  doesn 't th in k  ab ou t It a t a l l .  
u n le s s  t h e r e ’ s a c a t a s t ro p h e  l i k e  th is  
s p r in g ’s E x x o n  o i l s p i ll.

T h e  rea son  fo r  *h is Is th a t b o th  p a n ic s  
-  th e  p u b lic  and Ih e  t r .d u s lry  -  are 
b eh av in g  r a t io n a l ly  In  fac t, A ra n son  c a lls  
I I  Ih e  p ro b lem  o f  " r a t i o n a l ig n o ra n c e ."

Su ppose , f o r  e x am p le , the C oas t G u a rd  
p ro p o se s  to  re q u ire  d oub le  b o ttom s  on  o i l 
ta n k e rs .

I f  th e  re g u la t io n  passes. I I  w i l l ra is e  gas 
p rices a h a lf-c e n l a g a llo n , and  reduce the 
am oun t o f  o i l  tha t gets in to  th e  oceans 
each y e a r by  a sm a ll pe rcen tage

Y ou  — Jo h n  o r  Jan e  G  P u b lic  — m ay 
th in k  the  in c rease  in e n v iro n m en ta l q u a li ­
ty  to o  m odest to  ju s t t ly  th e  cost and 
th e re fo re  op po se  the idea

O r  y o u  m a y  th in k  ju s t the o p p o s ite  — 
th a t the Im p rovem en t in e n v iro n m en ta l 
q u a li t y  is w o r lh  the  cost — anti s u p p o rt  it.

B u t . e ith e r  w ay . it 's  ra t io n a l ( o r  y o u  lo  
s la y  ig n o ra n t . It 's  n o t w o rtn  y o u r  w h ile  lo  
spend  t im e  on  th e  issue Y ou t chances o f  
m a k in g  a d if fe re n c e  a re  s lig h t and  the 
ou tcom e p ro b a b ly  w on I a ffe c t v o t ir  li fe  
m uch , a n yw a y  Yuu w on ' b u t l.e i tv  study 
the issue , w r ite  t i le  C cast G u a id  ui te s t i fy  
a t a h ea rin g .

Y o u  c e r ta in ly  w on t h ire  an  iv im om is t 
to  a n a ly z e  th e  costs and b en e fits  o f  the 
re g u la t io n , o r  a n a v a l i ic h iu -  l  lo  study 
w h e th e r d o u b le  bu ttom s cou ld  be u tis a lc . 
o r  a  law  f i rm  to  t ie  up th e  m u tte r  in  cou rt 

N o r  w i l l y ou  fo rm  a p o li t ic a l actum  
com m itte e  and  h ire  a lu b b y ls l to  la k e  you t 
case -  and y o u r  c o n tr ib u t io n s  to  key  
m em be rs  o f  C ong ress N e ith e r w i l l  you 
o f f e r  C oas t G u a rd  o f f ic ia ls  n ice o ff ic e s  and 
lu c ra t iv e  jo b s  a f t e r  ih e v  re t ire

B u t suppose  y ou 're  the tank i-t in d u s try  
I f  y o u 're  ra t io n a l, y o u ' l l do a l l  th a t and 
m o re

D ou b le  b o ttom s  w i ll C llsl y ou  S8 m i l l io n  
. .tu p , m u re  i l  llu -y  have  to  tie p o t on 
i c is tit ig  vesse ls I f  yuu i-s |.e c l tu  bu y  Hill 
new .h ip s o v e r  th e  nest Id  s e a l . Hu- C oast 
t n .u ld  is ab ou t lo  la i . e  ".out t i l l  OS 5htH)

m i llio n . Y ou  m ay  be a b le  (o  k i l l  o r  s t a l l 
the p ro p o s a l fo r  a  few  h u n d re d  thou sand  
d o lla rs .

S o  y o u  w rite  le t te rs  and  go to  h ea rin g s ; 
y ou  h ire  econom ists , lo b b y is t s , n a v s l a r ­
ch itects and  e v e ry  o th e r  k in d  o f  e x p e rt In 
sigh t; y o u  inc ite f r ie n d ly  con g ressm en  to 
denounce the p ro p o sa l an d  th re a te n  Ih e  
agency 's budget; y ou  fom en t p an ic  am ong 
un ions w hose  m em be rs w i l l  lo s e  Jobs i f  o i l  
sh ip p e rs  sw itch  to  low e r-c o s t fo rm s  o f  
tra n sp o rta t io n .

In  sh o r t , a re g u la to ry  ag ency hea rs  
lo u d ly  and  c on s ta n t ly  f r o m  th e  in d u s t ry  It 
d ea ls  w ith , bu t w e a k ly  and  r a r e ly  — I f  a t 
a l l  — f ro m  Ihe  p u b lic  w hose  In te re s t I t  Is 
th e o re t ic a lly  ou t lo  p ro te c t.

"G iv e n  lh a l kn ow le dge  Is  p ow e r, one 
can un d e rs ta n d  how  an In d u s t ry  w i l l  com e 
to  d om in a te  those w ho  re g u la te  I t ,  m e re ly  
on  th e  b a s is  o f  th e  d if fe re n c e  tn  a t te n t io n  
le v e ls ."  A ran son  sa id  "G o v e rn m e n t  ends 
up  d o ing  e x a c t ly  w ha t It 's  n o t supposed  to  
do  and n o t do ing  w h a t It 's  supposed  to  
d o  "

In d u s try  c ap tu re  Is so w e ll-u n d e rs to o d  
th a t b o o k s  have  been w r it t e n  o n  it . In ­
c lu d in g  a l  le a s t on e  th a t t e l l s  com pan ies 
how  to  d o  It.

C a lle d  "T h e  R e g u la to ry  G am e  — S t ra te ­
gic U se o f  the A d m in is t ra t iv e  P ro c e s s ."  It 
w as p u b lish ed  I I  y e a rs  ago b y  tw o  econo­
m is ts . B ru ce  O w en  and R a n a ld  B ra e u t l-  
gam

"N o  In d u s try  o f fe re d  th e  o p ja o r tu n lly  to  
be reg u la te d  sh ou ld  d e c lin e  i t . "  th e y  coun ­
se l in th e  b o o k 's  in t ro d u c t io n .

T h ey  then  e x p la in  how  th e  re g u la to ry  
p rocess can be used to  m a k e  s u re  th a t such 
s in is te r  fo rc es  as c om p e t it io n , in n o v a t io n  
and  g o ve rnm en t o v e rs ig h t d o n 't  in te r fe re  
to o  much w ith  p ro fits .

S om e sam p le s  o f  Ih e i r  ad v ic e :
• On In fo rm a t io n  m anag em en t: "A g en ­

cies can be gu ided In  the d e s ire d  d ire c tion  
b y  m a k in g  a v a i la b le  c a r e fu l ly  se lected 
fa c ts ."

O r . I f  lh a t  fa l ls ,  "d e la y  c an  . be
ach ieved by  ove r-re sp on se  f lo o d in g  the 
agency w ith  m o re  In fm m o li- in  th an  I I  can 
ab so rb  "

* D n  li t ig a t io n  "T h e  d e la y  w h ich  can be 
pu rchused b y  li t ig a t io n  o f fe r s  an  o p p o r ­
tu n ity  lo  u n d e rta k e  o th e r  m easu re s  to 
reduce o r  e lim in a te  the cos ts o f  an  e v e n tu ­
a l ad ve rse  dec is ion  I f  th e  a d m in is t ra ­
t iv e  p rocess goes on  lon g  en ough . I I  Is even 
p o ss ib le  to  a sk  f o r  a new  h e a r in g  o n  the 
g round s th a t new  and m o re  accu ra te  In ­
fo rm a t io n  m uy be a v a i la b le ."

• O n  d e la y  th ro u g h  in n o v a t io n :  "A  
w e ll- t im ed  announcem ent o f  an  In n o v a t io n  
o r  techno log ic a l b re a k th ro u g h  can  munt a 
d i f f i c u l t  is su e  w h ich  th re a te n s  tu  go 
ag a in st th e  f i rm  A t a m in im u m , th e  te rm s 
o f  the d eba te  m ay  change s u f f ic ie n t ly  to 
req u ire  to  Ih e  dec is ion  p rocess to  begin 
a n ew ."

* On lo b b y in g ’ "A n  o f f i c ia l c o n tem p la t­
ing a dec is ion  m ust be led  lo  th in k  o f  its 
im pact lit hum an  te rm s , and  nu t in  in s t itu ­
t io n a l o r  o rg a n iz a t io n a l te rm s O ff ic ia ls  
w i ll b r  ii a r i l less w illin g  to  h u rt  lung lim e

acquain tances than  c o rp o ra t io n *  "
•  O n  exp e rts  w ho h e lp  shape p o lic y  “ Be 

p re p a re d  w h en tv e r p o s s ib le  to  co -op t th ts a  
e xp e rt* . T h li  Is m ost e f fe c t iv e ly  don e  b y  
Id e n t ify in g  tha lo a d in g  e xp e rt*  In  each 
re le v an t f ie ld  end  h ir in g  them  e* c o n su l­
tan ts  o r  s d v ls o rs . o r  g iv in g  them  re s e trc h  
g ra n ts  and  tha I lk a . . . .  It  m u a l n o t be  to o  
b le ta n t , f o r  the e x p e r t !  th em se lv e s  m ust 
no t recognise lh a t  th a y  h a v e  lo s t  t h r i r  
o b je c t iv ity  end  fre e d om  o f  a e t lo n ."

• O n  p la y in g  o n e  ag ency  ag a in s t s n o t r -  
e r  "T h a  m oat com m on  In s tan ce  o f  th is 
occurs w ith  respect to  g eog rap h ic  Ju risd ic ­
t io n : s ta te  ve rsu s  fe d e ra l, o r  on e  s te le  
t g i ln s t  an o th e r . T h e  in te re s ts  o f  these 
agencies o fte n  d iv e rg e , an d  on e  can c ou rt 
the a ss istance o f  on e  In  d e a lin g  w ith  
a n o th e r ."

In  t im e , acco rd ing  to  th e  ex jse rts , the 
re g u la to rs  t s k e  o n  th e  m ind se t o f  the 
In d u s try  th a t th e y  d e a l w ith .

" I t ' s  v e r y  com m on  to  f in d  th e  agency 
w o r ry in g  ab ou t th a  econom ic  h e a lth  o f  the 
p e op le  th e y 're  r e g u la t i n g s a i d  B ruce  O w ­
en , on e  o f  th e  a u th o rs  o f  "T h e  R e g u la t io n  
G am e ."

" W h i t  It cornea d ow n  to  Is , th e y  ve 
s im p ly  Id e n t if ie d  w ith  th e  In d u s t ry ."  he 
sa id .

O w en  now  run s  h is ow n  econom ic  c on ­
s u lt in g  f i rm  in  W ash in g ton . D  C ., bu t does 
no t, be sa id , h ave  a n y  c lie n ts  In the o i l  o r  
sh ipp ing  In d u s trie s .

A n o th e r w e ll-d o cum en te d  face t o f  th e  
re g u la t io n  game Is th e  ease  and  freq uen cy  
w ith  w h ich  em p lo y ee s  in  re g u la to ry  ig en - 
cles end up  w o rk in g  f o r  th e  In d u s tr ie s  they 
ove rsee .

In  th e  case o f  the C oa s t G u a rd , the 
t r a f f i c  In c lud es fo rm e r  C oa s t G u a rd  C om ­
m andan t J a c k  H ayea . B e fo re  ru n n in g  Ih e  
C oast G u s rd  f ro m  W ash in g ton , b e  ra n  its  
A la sk a  d is tr ic t f r o m  Ju n e a u  and  w ax in 
cha rge  w hen  tha  ( a n k e r  s y s tem  w as se t up  
In P rin c e  W illiam  S o u n d  12 y e a rs  ago 
A fte r  th e  s p i l l ,  he d id  p o s t -s p i l l c om m u n i­
ty  re la t io n s  w o rk  f o r  A ly e s k a  P ip e lin e  
S e rv ic e  Co.

The c ro s so v e r from  agency to  In d u s t ry  i* 
a ls o  e l l  b u t In e v ita b le , acco rd in g  to  the 
exp e rts .

"W hen  you  go to  w o rk  f o r  g o v e rnm en t 
and y o u  Lecome e xp e rt a t re g u la t in g  an 
In d u s try , w hat y ou  do is c re a te  a c e r ta in  
v e lu e  f o r  y o u rs e lf  w h ich  is v e r y  sp e c if ic ."  
Owen sa id . " Y o u r  s k i l l s  a re  o n ly  w o rth  
som e th in g , o u ts id e  (h e  g o ve rnm en t , to  th a t 
p a r t ic u la r  In d u s t ry ."

In  O w en 's  v iew , the  re a li t ie s  o f  re g u la ­
to ry  p o lit ic s  m ake  it  u n lik e ly  th e  C oas t 
G u a rd  w i l l  v e r . on  its  ow n . go ag a in s t Ih e  
In d u s try  o n  a m a jo r  Issu e  l i k e  d o u b le  
bo ttom s.

O n ly  C ong ress can d o  I I , he sa id
"B ig  d ram a tic  even ts  li k e  the E x x o n  

V a ldez a re  the foc a l p o in ts  ( o r  e x a c t ly  th a t 
k in d  o f  m o vem en t ."  O w en  s a id  " I I  th e re  
Is e v e r an y  hope o f  r e fo rm in g  the C oast 
G u a rd  tn th e  'a p p ro p r ia te ' d ire c t io n , it 's  
on  these invasion*. "

‘1
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B e r th  o p e r a to r  S te v e  
E w ard  was tro u b led  by the 
oil slicks and  sheens and 
dead fish  and b irds he kep t 
seeing around th e  ta n k e r  te r ­
m inal in  Valdez, so he re ­
ported  them  to his bosses a t 
A lyeska P ipe line  Service Co.

The y ea r w as 1977 and  the 
te rm in a l, like the p ipeline it 
serves, had  only  been in 
o p e ra tio n  a few  m o n th s . 
A lyeska d id n ’t  seem  to  w an t 
to do m uch abou t th e  p rob ­
lems.

‘‘W hat I w ould  see w ould 
be la te  response o r no re ­
sponse o r m aybe one su p er­
v is o r  w o u ld  com e d ow n , 
look i t  over, and  say , 'Well, 
gee w hiz, if we w ait long 
enough the cu rren t w ill tak e  
it aw a y ,’ "  E w ard  sa id  in  an  
in te rv iew  th is  sum m er.

H e fig u re d  th e  C o ast 
G uard  w ould know  w hat to 
do abou t the  po llu tion , so he 
b u ilt  a file.

“ I s ta rted  tak in g  copies of 
th e  logbooks w hen we w ould 
have a sp ill o r a sheen on 
th e  w a te r ,”  E w a rd  sa id . 
“T hey  w ould show  th e  r e  
sponse tim e and w hat the 
response was . .

When E w ard  though t he 
had  enough inform ation , he 
w en t to  H om er P urdy , com­
m an d er of the Coast G uard  
s ta t io n  in  V aldez, tu rn e d  
ov er 40 pages of copies and 
sa t th rough  an hour-and-a- 
h a l f  ta p e - re c o rd e d  in t e r ­
view .

W hen E w a rd  w e n t to  
w o rk  the  nex t m orning, his 
boss, A lyeska M arine S uper­
in ten d en t B ill F isken , called  
h im  in. The evidence th a t 
E w ard  had given to  P u rd y

Please see A-11, E W A R D

w as sp read  ou t on F isk en 's  
desk.

“ Y our days w ith  A lyeska 
are  n u m b ered ,"  E w ard  qu o t­
ed F isk en  as saying.

T h a t day, Ew ard  says, he 
was reassigned to  w h a t he 
d e sc r ib e s  as a “ m e n ia l” 
pum p-m aintenance job.

" T h e y  w e re  h o p in g  i t  
w ould discourage m e and I 
m ight ju s t  w an t to  resign ,” 
E w ard  said .

H e d id n 't  resign, b u t was 
fired in  N ovem ber 1978, af­
te r  an  a lte rca tio n  w ith  an  
A lyeska secu rity  guard  th a t 
bo th  E w ard  and  the  com pa­
ny  say  w asn ’t  serious.

F isk en  has since died, bu t 
P a u l  C o n n o rs , w h o  w as 
w o rk in g  in  th e  C o a s t 
G u ard ’s Valdez s ta tio n  on 
the d ay  E w ard  b ro u g h t in  
his evidence and  w ho sent 
him  u p s ta irs  to  see P urdy , 
confirm s p a rts  of E w a rd ’s 
account.

" I  do recall th a t  w ith in  a 
d ay  o r tw o of th a t  m eeting 
in  th e  office, I w as asked  to 
ta k e  a ra th e r large  envelope 
o v e r  to  C ap t. F isk e n  (a t 
A lyeska) and  to  m ake su re 
th a t  I gave iv to  him  d irec t­
ly ,"  Connors sa id  recen tly .

Connors d id n 't  look in  the 
en v e lo p e , b u t he  sa id  it  
co u ld  h av e  c o n ta in e d  th e  
docum ents and tap e  record­
ing of E w ard ’s in terv iew .

" I  realize the  guy feels 
lik e  som ebody squealed on 
him , and  th ey  p ro b ab ly  did  
In all re a lity ,” Connors said. 
“ B u t yo u  c a n ’t ,  b ecau se  
y o u ’re  the regu la to ry  agen­
cy, d iv o rce  y o u rse lf  from  
sen d in g  in fo rm a tio n  b ack  
and  fo rth  w ith  th e  people 
y o u ’re  reg u la tin g .”

H om er P urdy , the  Coast 
G uard  official E w ard  says 
to o k  h is  evidence, is re tired  
and liv ing  in the  W ashing­
ton, D.C., area. He w orks fo r 
a com pany th a t m ain ta in s 
electronic gear u n d er con­
tra c t to  the Coast G uard.

P urdy  sa id  in  a recent 
in te rv iew  he doesn’t rem em ­
b e r  E w ard  com ing to  h is 
office th a t  day  in  1977, o r 
fo rw a rd in g  a n y  ev id e n c e  
from  E w ard  to  A lyeska.

B ut he sa id  th a t, i f  i t  d id  
happen, i t  w a sn 't because he 
w as try in g  to  get a  w h is tle ­
b low er fired .

" I  w ould  n o t h an g  som e­
body  ou t to  d ry  on p u rp o se ,” 
P u rd y  said . “ I p e rso n a lly  
re se n t th e  in s in u a tio n , i f  
th e re  is one, th a t  I  w as in  
an y  w ay in  collusion w ith  
A lyeska to  go a f te r  th is  m an  
o r h is job  o r  th a t  I w a sn 't 
doing m y  job  u p  th e re  in  
A la sk a .”

P u rd y  sa id  th e  s ta n d a rd  
a t  th e  tim e w as th a t an  
a lle g e d  p o llu tio n  in c id e n t 
d id n 't  am o u n t to  a case u n ­
less an  in v es tig a to r — e ith e r  
federa l o r s ta te  — ac tu a lly  
saw  o il on th e  w a te r.

H e sa id  he m igh t h av e  
fo rw arded  rep o rts  o f p o llu ­
tio n  to  F isken , along w ith  a 
dem and th a t  F isk e n  check 
o u t the  a llega tions and  ex ­
p la in  w h a t w as going on a t 
th e  term inal.

" I t  m ay  h av e  been  naive  
on m y p a rt, b u t m y  goal w as 
to  stop  it, o r  w ould  have 
been  to  stop  i t , ” P u rd y  said .

A ly e s k a  s p o k e s m a n  
George Ju rk o w ich  sa id  com ­
p an y  records an d  recollec­
tions seem  to confirm  th a t  
th e  Coast G u ard  sen t o v er 
in fo rm ation  on E w ard .

"T here is som e m em ory  of 
h im  h a v in g  go n e  to  th e  
C oast G u ard  and  th e  C oast 
G u a rd  c o m in g  b a c k  to  
A ly esk a ,"  Ju rk o w ich  said .

E w ard ’s in fo rm atio n  ap ­
p a ren tly  d id  n o t lead  to  an y  
enforcem ent action, accord­
ing  to A lyeska.

E w ard  now  fishes com ­
m erc ia lly  in  A la sk a  in  th e  
sum m er, and  dea ls in  fish ing  
p erm its  and  boats  in  the  
w in ter. H e said  he tr ie s  no t 
to  t h in k  of h is experience 
w ith  P u rd y , A lyeska and  th e  
Coast G uard , b u t th e  m em o­
ries a re  s t i ll  sharp .

“ T he one in c id e n t t h a t  
s ta n d s  o u t s tro n g  in  m y  
m ind  is tak in g  a ll th a t  in fo r­
m ation  to  th e  C oast G u ard  
and  th en  h av in g  i t  tu rn ed  
over to  m y b oss,"  E w ard  
said.
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G o o d  a f t e r n o o n . M y  n a m e  i s  T o m  G i l l e t t e . I a m  p r e s e n t l y  E x t e r n a l  A f f a i r s  

A d v i s o r  f o r  E x x o n  S h i p p i n g  C o m p a n y . B y  e d u c a t i o n  I a m  a  N a v a l  A r c h i t e c t  

a n d  M a r i n e  E n g i n e e r , s o  I w e l c o m e  t h e  o p p o r t u n i t y  t o  s p e a k  t o d a y  b e f o r e  

t h i s  C o m m i t t e e  o n  t h e  s u b j e c t  o f  t a n k e r  t r a n s p o r t a t i o n  t e c h n o l o g y .

A s  I S  t r u e  w i t h  m a n y  a c t i v i t i e s , c h a n g e s  i n  v e s s e l  d e s i g n  t h r o u g h o u t  t h e  

c e n t u r i e s  h a v e  b e e n  m o r e  e v o l u t i o n a r y  t h a n  r e v o l u t i o n a r y . E a c h  d e s i g n

B U I L D S  U P O N  E X P E R I E N C E  W I T H  P R I O R  D E S I G N S ,  I N C O R P O R A T E S  N E W  D E V E L O P M E N T S  

I N  A  F E W  A R E A S ,  A N D  C O M P L I E S  W I T H  T H E  T H E N - C U R R E N T  C O A S T  G U A R D  A N D  

C L A S S I F I C A T I O N  S O C I E T Y  R U L E S  W H I C H  T H E M S E L V E S  A R E  T H E  R E S U L T  O F  A N  

E V O L U T I O N A R Y  P R O C E S S .  T H E  G E N E R A L  T R E N D  I S  F O R  E A C H  N E W  S H I P  T O  B E  B E T T E R  

A N D  S A F E R  T H A N  I T S  P R E D E C E S S O R .

T h i s  d o e s  n o t  m e a n  t h a t  t h e  o l d e r  v e s s e l s  a r e  u n s a f e . W i t h  p r o p e r

I N S P E C T I O N  A N D  M A I N T E N A N C E  A N D  R E T R O F I T T I N G  O F  I M P R O V E D  A U X I L I A R Y  A N D  

N A V I G A T I O N  E Q U I P M E N T ,  O L D E R  V E S S E L S  C A N  A N D  D O  A C H I E V E  O P E R A T I N G  A N D  

S A F E T Y  R E C O R D S  C O M P A R A B L E  T O  T H O S E  O F  N E W E R  V E S S E L S .

W i t h  t h i s  a s  b a c k g r o u n d , l e t  m e  a d d r e s s  w h a t  I u n d e r s t a n d  t o  b e  o n e  o f  

t h i s  C o m m i t t e e 's  m a j o r  c o n c e r n s , w h e t h e r  d o u b l e  b o t t o m s  s h o u l d  b e  r e q u i r e d  

i n  o i l  t a n k e r s  t o  r e d u c e  t h e  r i s k  o f  o i l  s p i l l s . M e a s u r e s  t o  r e d u c e

M A R I N E  P O L L U T I O N  W E R E  T H E  S U B J E C T  O F  M U C H  S * U D Y  D U R I N G  T H E  1 9 7 0 ' S ,  B O T H  I N

t h e  U n i t e d  S t a t e s  a n d  t h e  I n t e r n a t i o n a l  M a r i t i m e  O r g a n i z a t i o n  ( I M O ) .  I n  

1 9 7 8 ,  t h e  d e l e g a t e s  t o  t h e  X M O  a g r e e d  o n  n u m e r o u s  m e a s u r e s  t o  r e d u c e  o i l  

p o l l u t i o n . T a n k e r s  w e r e  r e q u i r e d  t o  h a v e  i n e r t  g a s  s y s t e m s  t o  r e d u c e  t h e

R I S K  O F  T A N K  E X P L O S I O N S .  S E G R E G A T E D  B A L L A S T  S Y S T E M S  W E R E  R E Q U I R E D  A N D  T H E  

D I S C H A R G E  O F  O I L Y  B A L L A S T  P R O H I B I T E D ;  T H I S  I S  A  M A J O R  F A C T O R  C O N T R I B U T I N G



T O  T H E  R E D U C T I O N  O F  D I S C H A R G E S  F R O M  T A N K E R  O P E R A T I O N S  I N T O  T H E  O C E A N S  B Y  

A L M O S T  5 0  P E R C E N T .

A n o t h e r  r e q u i r e m e n t  a d o p t e d  b y  I M O  t o  r e d u c e  p o t e n t i a l  o i l  s p i l l a g e  w a s

P L A C E M E N T  O F  T H E  S E G R E G A T E D  B A L L A S T  T A N K A G E  A D J A C E N T  T O  T H E  S H E L L  O F  T H E  

V E S S E L .  T h e  S E G R E G A T E D  B A L L A S T  C O U L D  B E  L O C A T E D  E I T H E R  I N  D O U B L E  B O T T O M S ,  

A F F O R D I N G  S O M E  P R O T E C T I O N  I N  C A S E  O F  G R O U N D I N G S ,  O R  P R O T E C T I V E L Y  L O C A T E D  

W I N G  T A N K S ,  W H I C H  A F F O R D E D  S O M E  P R O T E C T I O N  F R O M  C O L L I S I O N S .  E X X O N  

S U P P O R T E D  T H E S E  I M O  P R O P O S A L S .

S t a t i s t i c s  a v a i l a b l e  i n  1 9 7 8  a n d  n o w  o n  l a r g e  s p i l l s  d o  n o t  m a k e  a

C O N V I N C I N G  C A S E  F O R  O R  A G A I N S T  P U T T I N G  S E G R E G A T E D  B A L L A S T  I N  D O U B L E  

B O T T O M S  A S  O P P O S E D  T O  W I N G  T A N K S .  D A T A  D E V E L O P E D  F O R  T H E  A L A S K A  O l L  S P I L L

C o m m i s s i o n  c o n f i r m  d o u b l e  b o t t o m s  a l o n e  w o u l d  n o t  r e d u c e  t h e  a m o u n t  o f  o i l

R E L E A S E D  A S  A  R E S U L T  O F  M A J O R  T A N K E R  I N C I D E N T S  S I N C E  M O R E  O I L  H A S  B E E N  

S P I L L E D  A S  A  R E S U L T  O F  C O L L I S I O N S  A N D  R A M M I N G S  T H A N  G R O U N D I N G S .

T h e r e f o r e , t h e  I M O  h a d  g o o d  r e a s o n  t o  l e a v e  t o  t h e  v e s s e l  o w n e r  a n d

D E S I G N E R  T H E  D E C I S I O N  A S  T O  W H E T H E R  T H E  P R O T E C T I V E L Y  L O C A T E  T A N K A G E  S H O U L D  

B E  O N  T H E  B O T T O M  O R  S I D E  O F  T H E  V E S S E L .  T H E  I M O  T R E A T Y  P R O V I S I O N S  W E R E  

R A T I F I E D  B Y  T H E  S E N A T E  A N D  I N C O R P O R A T E D  B Y  C O N G R E S S  I N T O  T H E  1 9 7 8  P O R T  A N D

T a n k e r  S a f e t y  A c t . S u b s e q u e n t l y , t h e  C o a s t  G u a r d  i s s u e d  r e g u l a t i o n s

I M P L E M E N T I N G  T H E S E  R E Q U I R E M E N T S ,  W H I C H  W I T H  A  F E W  M I N O R  E X C E P T I O N S  B E C A M E  

F U L L Y  E F F E C T I V E  I N  1 9 8 6 .  T H E  A C T I O N S  T A K E N  I N  T H E  L A T E  1 9 7 0 ' S  R E P R E S E N T E D  

A  G I A N T  S T E P  F O R W A R D  I N  R E D U C I N G  M A R I T I M E  O I L  P O L L U T I O N .

D u r i n g  t h e  1 9 7 0 's  d e l i b e r a t i o n s , i t  d o e s  n o t  a p p e a r  t h a t  s e r i o u s

C O N S I D E R A T I O N  W A S  G I V E N  T O  A  D O U B L E  H U L L  R E Q U I R E M E N T .  A  D O U B L E  H U L L

- 2 -



C O N S I S T S  O F  A  D O U B L E  B O T T O M  U N D E R  T H E  C A R G O  T A N K A G E  A N D  A  V O I D  S P A C E  

B E T W E E N  T H E  S H E L L  P L A T I N G  A N D  T H E  O U T B O A R D  B U L K H E A D  ( W A L L )  O F  T H E  C A R G O  

T A N K ,  L E A V I N G  N O  C A R G O  I M M E D I A T E L Y  A D J A C E N T  T O  T H E  S E A .

A S  A  R E S U L T  O F  M O R E  R E C E N T  I N C I D E N T S  T H E  Q U E S T I O N  A S  T O  W H E T H E R  D O U B L E  

H U L L S  S H O U L D  B E  R E Q U I R E D  H A S  G A I N E D  G R E A T E R  P R O M I N E N C E .  T H E  C O A S T  G U A R D  

H A S  P O I N T E D  O U T  T H A T  D O U B L E  H U L L S  W O U L D  B E  S A F E R  T H A N  D O U B L E  B O T T O M S  O R  

W I N G  T A N K S  A L O N E .  T H I S  O F  C O U R S E  C O U L D  R E Q U I R E  M O R E  T A N K E R S ;  A  S T U D Y  B Y  

T H E  N A S S C O  S H I P Y A R D  I N D I C A T E D  A S  M U C H  A S  6 0 %  M O R E  T A N K E R S  W O U L D  B E  

R E Q U I R E D  I F  P R E S E N T  S I Z E S  W E R E  M A I N T A I N E D  A N D  A L L  W E R E  B U I L T  W I T H  D O U B L E  

H U L L S  M E E T I N G  C U R R E N T  R U L E S .  O B V I O U S L Y ,  A  B A L A N C E  M U S T  B E  S E T .  T H E  C O A S T

Guard also has sponsored  a study by  the National Academy of Sc ien c es  ( N A S )

O N  T H E S E  A N D  O T H E R  V E S S E L  D E S I G N  M O D I F I C A T I O N S  W H I C H  M I G H T  I M P R O V E  

E N V I R O N M E N T A L  S A F E T Y .  E X X O N  S U P P O R T S  T H I S  S T U D Y  E F F O R T ,  W H I C H  M U S T  

A D D R E S S  M A N Y  C O M P L E X  V E S S E L  D E S I G N  I S S U E S  I N  A R R I V I N G  A T  I T S  C O N C L U S I O N S .

Wh il e  improving  v e s s e l  design  to m in im iz e  o il  l o s se s  from c o l l isio n s  or

G R O U N D I N G S  I S  O N E  A P P R O A C H  T O  P R O T E C T I N G  T H E  E N V I R O N M E N T ,  P R E V E N T I O N  O F  

G R O U N D I N G S  A N D  C O L L I S I O N S  I S  C L E A R L Y  T H E  B E S T  A N S W E R .  I n  T H I S  R E G A R D ,  

V E S S E L  T R A C K I N G  S Y S T E M S  O F F E R  P R O M I S E .  R A D A R - B A S E D  T R A C K I N G  S Y S T E M S  A R E  

W E L L  U N D E R S T O O D  A N D  I N  P L A C E  I N  S E V E R A L  L O C A T I O N S .  T H E Y  R E Q U I R E  A  F A I R  

D E G R E E  O F  H U M A N  M O N I T O R I N G  A N D  C O M M U N I C A T I O N  S O ,  W H I L E  A  S T E P  F O R W A R D ,  

T H E Y  C E R T A I N L Y  A R E N ' T  F O O L P R O O F .  P L A C I N G  A  T R A N S P O N D E R  O N  A  V E S S E L  W I T H  A  

S A T E L L I T E  L I N K  T O  A  S H O R E  S T A T I O N ,  A S  R E C E N T L Y  A N N O U N C E D  B Y  T H E  C O A S T

Guard on a t r ia l  b a s i s  for Prince Wil l ia m  Sound, w ill  allow a v e s s e l ' s

L O C A T I O N  T O  b e  P I N P O I N T E D .  H O W E V E R ,  C O M M U N I C A T I O N  T O  T H E  V E S S E L  I S  S T I L L  

N E E D E D  I N  A N  E M E R G E N C Y  S I T U A T I O N .

-  3  -



Another system  under development would have the v e s s e l ' s  exact location

DETERMINED FROM NAVIGATION SATELLITES AND SUPERIMPOSED ON ELECTRONIC 
NAVIGATION CHARTS IN THE BRIDGE OF THE VESSEL. I f THE VESSEL IS  OUTSIDE 
ITS PRESET COURSE, ALARMS WOULD SOUND AND CORRECTIVE ACTION WOULD BE 
DISPLAYED. Th is  REAL-TIME APPROACH TO NAVIGATION COULD SIGNIFICANTLY 
REDUCE RESPONSE TIME IN AN EMERGENCY, SlNCE 1 9 8 5  EXXON SHIPPING HAS BEEN 
WORKING WITH PRIVATE CONTRACTORS ON SUCH A SYSTEM. WE HAVE ALSO BEEN 
CONSULTING WITH THE COAST GUARD AND THE MARITIME ADMINISTRATION AND, WHILE 
NOT YET READY, HOPE THAT SUCH A SYSTEM CAN BE IMPLEMENTED ON A TRIAL BASIS 
IN THE NEAR FUTURE.

Not all the proposa ls  bein g  made to improve maritime sa fe t y  and o il  s p i l l

RESPONSE ARE GOING TO BE PRACTICAL OR REASONABLE. IMPARTIAL BODIES SUCH
a s  the National Academy of S cien c es  are b e s t  po sit io n ed  to make d e c is io n s

AS TO WHAT IMPROVEMENTS CAN AND SHOULD BE MADE TO IMPROVE TANKER SAFETY.
Such d e c is io n s  w ill  of n e c e s s it y  be  based  on current technology and

PERCEPTIONS OF COSTS, BENEFITS AND RISKS, ALL OF WHICH CONSIDERATIONS ARE 
LIKELY TO BE DIFFERENT FROM THOSE PREVALENT IN THE PAST.

Wh il e  effo rts  to improve sa fet y  continues , pa st  effo rts  have not made any

TRANSPORTATION SYSTEM, WHETHER HIGHWAY, AIR, RAIL OR MARINE, ACCIDENT-FREE. 
TO REDUCE FUTURE RISK, KNOWLEDGEABLE PEOPLE MUST MAKE RATIONAL JUDGMENTS 
BASED ON CURRENT KNOWLEDGE AS IS  BEING DONE IN THE N A S  STUDY. THESE 
JUDGMENTS CAN THEN SERVE AS THE BASIS FOR FEDERAL LEGISLATION AND 
SUBSEQUENT COAST GUARD REGULATIONS CONCERNING VESSEL DESIGN REQUIREMENTS.
Exxon Sh ip p in g  b e l ie v e s  t h is  approach , which i s  the same a s  that which

CULMINATED IN THE PORT AND TANKER SAFETY ACT, OFFERS THE BEST PROCEDURAL 
MEANS OF ACHIEVING FURTHER REDUCTIONS IN MARITIME POLLUTION.
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I M P R O V E D  T A N K E R  D E S I G N

• DOUBLE HULLS
• CENTRALIZED BUNKER TANKS
• AUTOMATED CARGO CONTROL

SYSTEM
• AUXILIARY THRUSTERS
• PRECISE NAVIGATION SYSTEMS
• IMPROVED LIFEBOATS

- . ASSESSMENT OF TANKER TRANSPORTATION



NOMINAL 250,000 DWT 
SINGLE HULL TANKER 
WITH STAGGERED 

WING BALLAST TANKS

 45'-0‘----- *>+* -----------------90--0'---------------------  45’-0‘----- ►

DOUBLE BOTTOM = NONE 
DOUBLE SIDES = NONE

ASSESSMENT OF TANKER TRANSPORTATION = ^ .



NOMINAL 250,000 DWT 
DOUBLE HULL TANKER 

(TYPE II)

2.5-

-45'-0- -45'0-

i  

T u

ino

\ _ ‘ - * • . '• ** - ‘

o
i/>

m

DOUBLE BOTTOM (minimum) = B/15 = 180’/15 = 12’ 
DOUBLE SIDES (minimum) = 76 cm (approx. 2.5')

ASSESSMENT OF TANKER TRANSPORTATION



NOMINAL 175,000 DWT 
DOUBLE HULL TANKER 

(TYPE J)

DOUBLE BOTTOM (minimum) = B/15 = 180'/15 = 12' 
DOUBLE SIDES (minimum) = B/5 = 180*/5 = 36'

ASSESSMENT OF TANKER TRANSPORTATION



NOMINAL 250,000 DWT 
DOUBLE HULL TANKER 
(TYPE II - modified )

DOUBLE BOTTOM (minimum) = B/15 = 180'/15 = 12' 
DOUBLE SIDES (minimum) = B/15 = 180’/15 = 12'

ASSESSMENT OF TANKER TRANSPORTATION
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C E N T R A L I Z E D  B U N K E R  T A N K S

TO ENGINE R O O M

FILLING LINE

B A L L A S T  W A T E R

ASSESSMENT OF TANKER TRANSPORTATION



A U T O M A T E D  C A R G O  C O N T R O L  S Y S T E M

PRINTER PRINTER ONBOARD COMPUTER

ASSESSMENT OF TANKER TRANSPORTATION
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A U X I L I A R Y  T H R U S T E R S

m
□

fci
S&

1 2  
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SHIP’S SPEED (KNOTS)

ASSESSM ENT OF TANKER TRANSPORTATION



ECO

V E S S E L  M O N I T O R I N G  S Y S T E M

S H I P B O A R D  M O D U L E S H O R E S I D E  M A N A G E M E N T  
C E N T E R

ASSESSMENT OF TANKER TRANSPORTATION = 4



H CT t C T T T i

70,000 D W T  C R U D E  C A R R I E R

RETRANSM ISS ION  
OF SH IP 1*  PO S IT IO NF R E E -F A L L

LIFEBOAT
VACUUM-RETAINING VALVE(S) 
FOR ALL CARGO TANKS --------ELECTRON IC  CHART 

D lS P L  AT WITH SH IP 'S  
PO S IT IO N  ON BR IOGE

LW.LNO I
C.O.T.
I P f S I

NO. 7A
C.O.T.
(P * 3 I»

NO 6 
C O .T . 
(P«S>IH G IN E  ROOM

PR INC IPAL C H A RA C T ER IST IC S-REA C T IO N  F IN S
O N TRO LLA BLe P ITCH  PRO PELLER BOW TNRUOTER 

INTAKE-  7 7 3 FT
- 120 FT.
- 66 FT. 
7 0 ,3 5 *  LT. 
-  -  4 0  FT

LENGTH, O .A .- -
BEAM-----
OEPTH ---------------
CARGO O W T jFL  
D R A F T ------------

HYDRAULIC 
BOW THRUSTER

IQ- IP SWHT

NQ.7FP

NO. 7AS NO 7FS  
C .O .T . A
'  _  \ /  \  
- nQ.SS. SwjH'

'4 l-H Y D R A U L IC  PUM P U N IT  ROOM 
'— TW IN  D IE S E L  EN G IN E S  

EN G IN E  CASING

ASSESSMENT OF TANKER TRANSPORTATION



2 5 0 , 0 0 0  D W T  C R U D E  C A R R I E R

RETRANSMISSION 
OF ship's POSITION

free-fall
.LIFEBOAT vacuum-retaining VALVEISI 

FOR ALL CARGO TANKS ---̂ELECTRONIC CHART 
DISPLAY WITH SHIP'S 
POSITION ON BRIDGE

NO. I P /C /3  
C.O.T.

NO. 3  P /C /S  
C .O .T

NO. 2 P /C /S  
C O T .

NO. A P /C /1  
C.O.T. .

HO .ft P /C / S  
C.O.T -

I NO. J P /C /S  
' ✓ C.O.T.

BOW THRUSTER 
INTAKEPRINCIPAL CHARACTERISTICS-R E A C T IO N  F IN S

C O N T R O L L A B L E  P ITCH  PRO PE LLER LENGTH,O.A. -
BEAM----
D E P T H ------------
CARGO OW TFL 
D RA FT  ----------

- -l,OSS FT.
- - 1(4 FT.
- - ST FT. 
299/335 IX  
- <4.9 FT.

KTORAULIC 
BOW THRUSTER

HYDRAULIC PUMPUNITROOM

N0L4P
C .O .T .--

NOAS
C.O.T.

'-HO 31 SW.B.T. 
-TWIN DIESEL ENCIMES 
ENGINE CASING

ASSESSMENT OF TANKER TRANSPORTATION
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OF 
DO
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C O N S T R U C T I O N  C O S T  C O M P A R I S O N  

D O U B L E  H U L L  V E R S U S  C O N V E N T I O N A L  B U I L T  T A N K E R

COST OF A B / 1!f 
LLTANKER

CONSTRUCTION 
DOUBLE .HU

CONSTRUCTION COST OF A 
CONVENTIONAL SINGLE HULL

L O N G  T O N SDEADWEIGHT
1000

ASSESSMENT OF TANKER TRANSPORTATION

NOTES
_1. Single ship bid from U.S. shipyard 

(Nov. 1989 )w itha1992 delivery 
_2. Service speed is 14 Knots 
- 3. Designed lor Ice operations in 

Cook Inlet / Prince William Sound 
~4. Main propulsion - diesel englne(s)
5. Hydraulic unit (or thruster / cargo pumps



ECO

OIL SPILLS 
BY TYPE OF ACCIDENT

STRUCTURAL
FA ILURES

BREAKDOW NS

FIRES/
EXPLOSIONS

HAMMINGS

COLLIS IONS

GROUNDINGS

ASSESSMENT OF TANKER TRANSPORTATION



S P I L L  R E S P O N S E  C A P A B I L I T Y  

P R I N C E  W I L L I A M  S O U N D

11,000,000 G a l l o n  Spill

PRINCE WILLIAM SOUND 
11,000,003 GALLON SPILL

100

80

Percent 60 
of Oil 

Spill Area 40

20 

0
0 24 48 72 96 120 144 168

Hours After Spill

ASSESSMENT OF TANKER TRANSPORTATION a H



MARINE TRANSPORTATION SYSTEM 
MODIFICATIONS

G R O U P  I

MANDATORY DRUG AND ALCOHOL JESTING 
EMERGENCY AND HIGH R ISK  NAVIGATION TRAINING 

PORT CLOSURE/RESTRICTION SYSTEM 
TWO PERSON WATCHSTANDING REQUIREMENT 

IMPROVED LOADING AND UNLOADING PROCEDURES 
LOCAL SPILL PREVENTION INVOLVEMENT 

SPILL RESPONSE EQUIPMENT COORDINATION

G R O U P  I!

VESSEL MONITORING SYSTEM 
TRAFFIC SEPARATION LANES AND ONE-WAY TRAFFIC 

DESIGNATED ANCHORAGE AREAS 
EMERGENCY RESPONSEyPOLLUTION CONTROL VESSELS 

IMPROVED LOADING/UNLOADING DESIGN

G R O U P  ill

IMPROVED TANKER DESIGN

ASSESSMENT OF TANKER TRANSPORTATION



-

M O D I F I C A T I O N S

N o n e  - Existing 

G r o u p  I 

G r o u p  I a n d  IB 

G r o u p  1,11, a n d  II

P R O J E C T E D  S P I L L  P R O B A B I L I T I E S  

A N D  R E C U R R E N C E  I N T E R V A L S  

C O O K  I N L E T  

S U M M A R Y - A L L  S P I L L S

S P I L L  P R O B A B I L I T Y  

P E R  1 0 0 0  P O R T  C A L L S

2.93

2.52

1.49

0.67

R E C U R R E N C E

I N T E R V A L

2.0

2.3

3.9

8.7

ASSESSM ENT O F  TANKER TRANSPORTATION



M O D I F I C A T I O N S

N o n e  - Existing 

G r o u p  I 

G r o u p  I a n d  II 

G r o u p  Ml, a n d  III

P R O J E C T E D  S P I L L  P R O B A B I L I T I E S  

A N D  R E C U R R E N C E  I N T E R V A L S  

P R I N C E  W I L L I A M  S O U N D  

S U M M A R Y  - A L L  S P I L L S

S P I L L  P R O B A B I L I T Y  

P E R  1 0 0 0  P O R T  C A L L S

0.98

0.84

0.49

0.224

R E C U R R E N C E

I N T E R V A L

1.1

1.3

2.2

5.0

“9 E E ASSESSMENT OF TANKER TRANSPORTATION
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R E D U C T I O N  IN O I L  S P I L L S  

B Y  A C C I D E N T  T Y P E  

D U E  T O  G R O U P  I M O D I F I C A T I O N S

FIRES/
EXPLOSIONS

HAMMINGS

COLLISIONS

ASSESSMENT O F  TANKER TRANSPORTATION

STRUCTURAL
FAILURES

BREAKDOWNS

GROUNDINGS

LU



N
O

ECO

R E D U C T I O N  IN O I L  S P I L L S  

B Y  A C C I D E N T  T Y P E  

D U E  T O  G R O U P  I A N D  II M O D I F I C A T I O N S

STRUCTURAL
FAILURES

COLLISIONS

BREAKDOWNS

FIRES/
EXPLOSIONS

RAMMINGS GROUNDINGS

ASSESSMENT OF TANKER TRANSPORTATION



R E D U C T I O N  IN O I L  S P I L L S  

B Y  A C C I D E N T  T Y P E  

D U E  T O  G R O U P  I, II A N D  III M O D I F I C A T I O N S

■

FIRES/
EXPLOSIONS

GROUNDINGS

RAMMINGS

STRUCTURAL
FAILURES

BREAKDOWNS

COLLISIONS

ASSESSMENT O F  TANKER TRANSPORTATION



ro
N

E F F E C T  O F  S Y S T E M  M O D I F I C A T I O N S  

O N  T H E  D E D U C T I O N  O F  

O I L  S P I L L  A C C I D E N T S

R E M A I N I N G

OIL

SPILL

A C C I D E N T S

R E D U C T I O N

IN

N U M B E R  

O F  OIL 

SPILL 

A C C I D E N T S

TIME 1 TIME 2

ASSESSMENT OF TANKER TRANSPORTATION



C O S T  O F  S Y S T E M  M O D I F I C A T I O N S  P E R  B A R R E L  

C O O K  I N L E T

N
CO

0.25

0.2

DOLLARS 015 
PER 

BARREL o.1

0.05

0 J

0.167

0.020

0.210

m  m
%; . AX"v: :; jr&Vs

GROUP I GROUP I and II GROUP I, II and

SYSTEM MODIFICATIONS

ASSESSMENT OF TANKER TRANSPORTATION
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4

.

ECO

C O S T  O F  S Y S T E M  M O D I F I C A T I O N S  P E R  B A R R E L  

P R I N C E  W I L L I A M  S O U N D

0 .07  t  

0.06 

0 .05 +

D O L L A R S  0 04 T  
P E R

B A R R E L  o .0 3  ■ •

0.02 • * 

0.01 +  

0

0.001

0.064

0.008

+
G R O U P  I G R O U P  I a n d  II

S Y S T E M  M O D I F I C A T I O N S

G R O U P  I, II a n d

ASSESSM ENT OF TANKER TRANSPORTATION


