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subjective and lack objective standards by which to measure that
need, the period of time between when such a determination may be
made and the necessary marine pilots may be so licensed to take
care of the r.eed will 1likely exceed the time in which the need

exists.

Unless there 1is an existing pool of pilots that have the
capability to pilot in more than one region, there isnoability to

respond in the event the board determines the need. Being licensed
in an area requires lced knowledge, experience, and recency of
piloting in the area, all of which take time to acquire. How then
may pilots respond to a need for pilots 1in another area. On a
short-term basis, it appears that under proposed 12 AAC 56.021(c)
they can not do so. In the long-term, adding pilots 1in the area
for which there is a need will cure the need. Thus, proposed 12

AAC 56.021(c) appears to be a prohibition that indeed may frustrate
the legislative intent to, at least on a limited basis, allow for
licensure in more than one region. +/

In short, 1 think the regulation should be disapproved.

Proposed 12 AAC 56.310(c) (9

Proposed 12 AAC 56.310(c)(9) requires that a pilot
organization seeking recognition by the board under AS 08.62.175
must have provisions in its articles of incorporation, bylaws, or
operating rules that, among other things, require the organization
to "at all times, maintain an efficient, fair, and
nondiscriminatory dispatch system that enables the organization to
provide prompt dispatch of pilots to the entire region given the
size of the membership, and retain the records of those

dispatches™. The version of the regulation that we.nt out to public
comment did not <contain the words "given the size of the
membership". In response to my expressed concern that the earlier

version might conflict with AS 08.62.175, the board added that
language to the regulation before adoption.

Legislative discussion about pilot organizations was
dominated by a <concern to allow for more than one pilot

organization in any particular region. There was also a fair
amount of discussion about allowing very small pilot organizations
to operate 1in the regions. Indeed, the idea of a one person pilot
organization was considered. A large part of that Ilegislative

discussion and concern was expressed in AS 08.62.175(d)(3)(B),
which in substantial part is very similar to what is now proposed

4/ For the most part, discussions by both the legislature and the
board about licensure in more than one region had to do with cruise
ships that go from the Southeast Region 1into the Southcentral

Region.
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clear

12 AAC 56.310(c)(9), It expressed what 1 think 1is pretty
long as

intent - small pilot organizations were to be permitted so
they faithfully served state pilotage to the best of there ability

given the size of its membership.

Although an attorney representing one pilot organization
disagrees, | think that proposed 12 AAC 56.310(c)(9), as amended,
is within the authority of the board to adopt.

1 urge speedy action of this project. I will talk with

you further about that as this project progresses.

GIAZjp
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CHAPTER 56.
BOARD OF MARINE PILOTS

The article listing for Chapter 56 isamended to read:

Article
. Licensing Requirements (12 AAC 56.011 — 12 AAC 56.080)

1
2. Compulsory Pilotage Waters (12 AAC 56.090 — 12 AAC 56.120)
3. TariffsfRATESI (12 AAC 56.200 - 12 AAC 56.240) [(12 AAC 56.130 - 12

AAC 56.158)]
4. Recognition of Pilot Organizations
(12 AAC 56.300 — 12 AAC 56.320
5. Training and Continuing Education Programs (Reserved)
L Very Large Crude Carriers (12 AAC 56.500 — 12 AAC 56.510)
Z. General Provisions (12 AAC 56.930 - 12 AAC 56.990)

Publisher: Please note redesignation of articles

12 AAC 56.021 1s repealed and readopted to read:
12 AAC 56.021. PILOTAGE REGIONS, (@ Pilotage regions for which a
marine pilot license may be issued are as follows:

(D Southeastern Alaska — covering the compulsory pilotage waters
of Alaska commencing at the southemn border with Canada, then west to and north
on 141 degrees west longitude;

(@ Southcentral Alaska — covering the compulsory pilotage waters of
Alaska commencing at the western boundary of the Southeastern Alaska pilotage
region, then generally west to 156 degrees west longitude;

(3 Western Alaska — covering the compulsory pilotage waters of
Alaska commencing at the western boundary of the Southcentral pilotage region,
then west, north, and east to the northemn border with Canada.

()] An exemption to a license for a pilotage region will be identified on the
license for the parts of the region that the licensee is determined by the board as not

qualified t pilot or the pilot does not seek licensure. An endorsement fGr an

1
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extended route will he identified on the license if the board issues an endorsement
under this chapter.
© A pilot may not be licensed in more than one region at a time unless the

board determines that the members of the marine pilot organization or organizations
of that region recognized by the board under AS 08.62.175 do not have a sufficient
number of qualified members to provide the kind of pilotage in the region that will
assure the protection of shipping, the safety of human life and property, and the
protection of the marine environment. (Eff. 3/30/88, Register 97; am / [/ ,
Register )
Authority: AS 08.62.040

AS 08.62.080

12 AAC 56 isamended by adding a new section to read:

12 AAC 56.022. TRANSITION, @) In order to ensure that the creation of
pilotage regions does not Inadvertently prevent the provision of safe and efficient
pilotage in any region as a result of changes to 12 AAC 56.021, the board will
allow an otherwise qualified Southcentral Alaska region pilot to retain a license to
pilot large container vessels in the Western Alaska region uttil the earlier of the
following:

(D) The board determines that a Western Alaska pilotage organization has a
sufficient number of qualified members to assure the protection of shipping, the
safety of human Iife and property, and the protection of the marine environment in
the Western Alaska region; or

(@ June 30, 1994.
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) If, by June 30, 1994, the board has not determined that the
situation described in (@)(1) of this section exists, a licensee described In (@) of this
section may apply to the board to retain a license authorized under this section until
a time specified by the board (Eff. / / ,Register )
Authority:  AS 08.62.040

ARTICLE 3. Tariffs [RATES]

Section
130. Re[>ealed [GENERAL RULE FOR DETERMINING RATES]
140. Repealed [CONSENT TO RATE DEVIATION]
150. Repealed [RATE ADJUSTMENT]
152. Repealed [NOTICE OF AUDIT]
154. Repealed [STANDARDS FOR RATE ADJUSTMENT]
156. Repealed [MODIFICATIONS]
158. Repealed [EFFECTIVE DATE]
200, Maximum Tariff
210. Tariffs for Southeastern Alaska region
220. Tariffs for Southcentral Alaska region
230. Tariffs for Western Alaska region
12 AAC 56.130 - 12 AAC 56.158 are repealed:
12 AAC 56.130- 12 AAC 56.158. Repealed //.
12 AAC 56 isamended by adding new sections to read:

12 AAC 56.200. MAXTMUM TARIFF. The setting of a maximum tariffis
based on the following considerations:

(1) the cost of mobilization and demobilization of the pilot;

(@) the cost of transportation expenses of the pilot;

(3 actual time spent by the pilot on board a vessel;

(@ an assessment of the risk of the pilot involved in accomplishing a
particular vessel movement, whether the risk is because of the environment, the

weather, the season, the port, or other vessel traffic;
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() compensation for overtime for time worked by the pilot over eight
consecutive hours;

(6) reasonable administrative and office expenses of the pilot or pilot
organization;

(7) personal or organizational costs incurred by the pilot or pilot
organization because of training, continuing education, insurance and license
requirements, and the one-time assessment established under sec. 34, ch. 89, SLA
1991;

(8) the cost of living or inflationary iIncreases in the cost of providing
pilotage services by the pilot or pilot organization; and

(9) nonreimbursable expenses of the pilot that the board finds are reasonable
and necessary to provide pilotage services. (Eff. / / ,Register )
Authority:  AS 08.62.040

AS 08.62.045

12 AAC 56.210. TARIFF FOR THE SOUTHEASTERN ALASKA
REGION, (@ The tariffpublished and charged by a pilot, or a pilot organization
on behalf of its members, for the provision of pilotage services in the Southeastemn
Alaska region may not exceed the charges established in this section.

(b) For all vessels, except passenger vessels,

(1) port charges (one way) may not exceed the following:

Ketchikan $821
Metlakatla 821
Klawock 1,001
Ward Cove 821
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Wrangell ... .. .. . . ....... 894
Shoemaker Bay ............... 894
Petersburg. ... ..ocooeoaaaao.. 894
Duncan Canal ....... ... ..... 1,109
Sitka. . .o 821
N VT T <T- L [ 821
Juneau Oil Docks ... ... ... .... 959
Haines, Chilkoot............... 959
Haines, Lutak ... ... ......... 959
Skagway - .. oeeoi i 959
Skagway Ore Dock ........... 1,109
Yakutat Bay ...... ... ... .o... 900
Hydaburg.. ... . ... . .o ... 1,001
Kake oot 1,001
Hoonah ... oo, 1,001
HobartBay ..... . ...o....... 1,001
Long Island. ... .. ... ...... 1,001
DoraBay -.ocooiii . 1,001
Hawk Inlet. ... .. ..o o .... 1,001
Green COVe mmnm e i e e i e eieeeaaea 1,001
Unlisted Ports . 900
() entry, trasit, and departure for each of the following areas

constitutes a single event that may not exceed a charge of $234:

(A) Wrangell Narrows;
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(B) Sergius and Whitestone Narrows, including tramsit through
both on the same day in the same direction;

(©) Tlevak Narrows;

(D) Boca de Finas and San Christoval Channels, including
transit through both locations on the same day In the same direction;

(3 overtime may not exceed a charge of $75 per hour or portion of
an hour when one pilot exceeds eight continuous hours on duty; on trasits
anticipated to be over eight continuous hours, two pilots are required, and the charge
for a second pilot may not exceed 50 percent of the applicable charge for the Arst
pilot;

(@ charges for anchoring or waiting for a berth may not exceed
$266; anchoring or laying to for loading cargo or discharging cargo is considered as
a regular port charge, and all other applicable charges may be assessed as if the
vessel was moored.

(© For all passenger vessels,

(D) port charges (one way) may not exceed the following:

(A Ketchikan................. $821
® Wrangell .. ... ... ....... 894
(©) Petersburg ... ....o....... 894
@) Sitka......ooooiiiio. 821
® Juneau..... ..., 821
(P Haines, Chilkoot........... 959
(G) Haines, Lutak ............ 959

(H) Skagway ...ocoiiiai.o... 959
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(@) entry, trasit, and departure for each of the following areas

constitutes a single event that may not exceed the charge indicated below:

(A) GlacierBay ............ $2,345
B Tracy Arm ............ 1,170
(© EndicottArm............ 1,170
(D) Misty Fjords............ 1,170

(E) Sergius and Whitestone, including
transit through both locations on the same
day in the same direction ...... 234
(P \Wrangell Narrows......... 234
(G) Tlevak Narrows and Tlevak
Strait, including transit through both on
the same day iIn the same direction . 234
(H) Boca de Finas and San
Christoval , transit through both on the
same day in the same direction ... 234
(3 additional charges based on the number of passengers may not
exceed a mileage rate of 8.51 mills times the actual number of passenger berths on
board for sale times the number of miles transited in the inside waters of the
Southeastern Alaska region, excluding miles transited in the areas identified in
(2)(A)-(D) of this subsection; the actual number of berths for sale used in setting
the charge may be not less than 200, but may not exceed 1,000 berths;
(@) the charge for anchoring or waiting for a berth may not exceed

$266; anchoring or laying to for loading passengers or discharging passengers is
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consideied as a regular port charge, and all charges may be assessed as if the vessel
was moored.

(@ Al vessels with a draft in excess of 32 feet may be charged at the rate
not to exceed $21.72 per foot or portion of a foot. This charge may be computed
separately for each entry into or departure from a port or area identified in
© @) (A)-(D) of this section;

(®) The charge based on tonnage and draft may be calculated using a
tonnage unit system that has a rate not to exceed $2.49 per unit for all units in
excess of 163 wits. This charge may be computed separately for each entry into or
departure from a port or area identified in (c)(2)(A)--(D) of this section. Tonnage
units are calculated as follows:

overall length x extreme breadth x depth

10,000
For the purpose of determining a tonnage unit

(D overall length is the distance between the forward and after

extremities of the vessel;

(2 extreme breadth is the maximum breadth to the outside of the
gell plating of the vessel;

(3 depth is the \ertical distance of amidships from the top of the
keel plate to the uppermost continuous deck fore and aft and which extends to the
sides of the vessel; the continuity of a deck shall not be considered to be affected by
the existence of tonnage opening, engine space or a st:p in the deck; and

(@ all measurements shall be in feet and Inches.
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() The charge for a dock to dock commercial movement of a vessel within a
harbor may not exceed one-half the regular port charges. A charge for moving a
vessel from dock to dock, dock to anchorage, anchorage to anchorage, or anchorage
1o dock for bunkering or other non-commercial reasons, within a harbor, may not
exceed $320 per movement. A dock to dock shift of a vessel constitutes two
separate movements for charging purposes.

() The charge for docking and undocking a vessel in the absence of the use
of the vessel 3 own propulsion system and a stem-to docking of that vessel may not
exceed a 50 percent increase over the regular charge for the movement.

(h) In the event of an emergency involving the safety of the vessel, crev or
passengers, a charge may not be assessed by the pilot, except for transportation ad
per diem incurred for the pilot to respond to the emergency.

@ A pilot may charge for the actual cost of travel expenses, including
airplane and ferry fares, cab fares, telegrams, telephone calls, and other expenses
pertaining to vessel 3 business, plus the per diem rate allowed for tax purposes by
the United States Intemal Revenue Service for meals and lodging for 1992 tax year.
The per diem rate shall be distributed 60 percent to hotel, 20 percent to dinner, 10
percent to lunch, and 10 percent to breakfast, rounded to the nearest dollar, but in
no iInstance may the rate exceed the total per diem rate. Ifadequate meals and
rooms are not fumnished to the pilot when on ship, an additional charge may be
assessed by the pilot in accordance with the distribution of per diem rate as
described in this subsection.

(@) Additional charges may be assessed for the services of a pilot, as

follows:
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(D) when, due to weather and transportation difficulties, a pilot is
required to leave in advance t ensure meeting a vessel upon its arrival or departure,
or the pilot 1sdelayed retuming from a piloting assignment, that additional time may
be charged at a rate not to exceed $75 per hour up to a maximum of $600 per day
for each day a pilot is in transit or on standby; this charge need not include hours
spent in an actual work day in which piloting duties were performed;

(@ the charge for detention time on board ship when no other
charges accrue during the day may be at the rate not to exceed $75 per hour per
pilot up to a maximum of $600 per pilot per day; a pilot carried to sea may ue paid
the same rate for each day the pilot is detained, plus the pilot may charge for first
class transportation back to Ketchikan and per diem;

(3) the charge for trip cancellation may not exceed $266, plus
transportation and per diem charges in accordance with (1) of this section;

(@ an out-of-area charge, in lieu of charges for detention and trael
time, may not exceed one and one-half times the maximum detention rate set in
paragraph (2) of this subsection; this paragraph is not applicable within 100 miles of
the Southeast Alaska region;

(%) when an agent, owner, or master of a vessel do not correct an
estimated time of arrival and notify the pilot within four hours of the last time of
arrival given, compensation not to exceed $75 per hour or $600 per day may be
charged until actual arrival of the vessel at a pilot station;

®) when sailing time of a vessel Is set by an agent, owner, or master
of a vessel, any delay over one hour from the set time may be charged at the rate
not t exceed $75 per hour or portion of an hour and may not exceed $600 per day;

ifa pilot is detained for one hour or less, no detention charge may be assessed; ifa

10
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pilot is detained for more than one hour, detention may be charged for the first hour
and succeeding hours in accordance with paragraph (2) of this subsection.

@) when an agent, owner or master of a vessel requests a pilot to
stay on board a vessel on a continuous basis while the vessel is docked or anchored
at a port or anchorage, the charge may not exceed $533 per day.

(K) For purposes of this section, trawel, standby, and work days begin and
end at midnight. Each charge accruing at any point within a midnight to midnight
time period may be assessed.

@ The maximum tariff for the Southeastern Alaska region established in this
section is repealed January 1, 1993. (Eff. / / .Register )

Authority:  AS 08.62.040

AS 08.62.045

12 AAC 56.220. TARIFF FOR SOUTHCENTRAL ALASKA REGION, @
The tariffpublished and charged by a pilot, or a pilot organization on behalf of Its
members, for the provision of pilotage services in the Southcentral Alaska region

may not exceed the charges established in this section.

®) For all vessels in Cook Inlet, port charges (one way) may not exceed the
following:
Homer Pilot Station to Port Anchorage $1,063
Homer Pilot Station to Nikiski... ... ... ... .... 796
Homer Pilot Station to Drift River............ 796

Homer Pilot Station to North Foreland, Point
Possession, or Tyonek ....oooeoeneoeanana.. 937
Anchorage to Drift River (North of

n
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Kalgin Island) . ... . . . ... 796
Anchorage to Drift River

(South of Kalgin Island)................... 1,063
Anchorage o Nikhko... .. . . . .. ... . ... 700
Nikiski to Drift Rive: (North of Kalgin

Island) .. .o 631

Nikiski to Drift River (South of Kalgin

Island .. e 796
Homer Pilot Station to K isitseBay ........... 642
Homer Pilot Station to Homer ... ... ... ..... 625
Homer Pilot Station to Port Chatham .......... 1,125
© For all Southcentral Alaska ports, except Cook Inlet, port charges (one

way) may not exceed the following:

Valdez. .. e 1,716
000 o 1o V- 1 703
Whittier. e e e e e e e e 703

Ocean Entrances of Prince William Sound to

Designated State Pilot Stations for Valdez,

Whittier and Cordova.....oeeeeeieeeennnnn. 1,012
Ocean Entrances of Prince William Sound to

Knowles Head Anchorage.... .. .. ... ... .... 675

Knowles Head Anchorage to Valdez or Whittier

Pilot Station ... . . 675
SewWard. e 703
Kodiak — City Harbor . ... .. .. ... ... . ....... 703
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(d Charges for unlisted ports may be negotiated between the pilot and the
agent, owner, or master of the vessel according to risk of the movement and time
required.

(® A tonnage surcharge may becharged for a wmth  a tonnage In

excess of 14,000 gross tons. The tonnagesurcharge per gross ton may notexceed

the following:
Vessel tonnage Cook Inlet Remainder of Southcentral
Alaska Region
first 50,000 gross tons  $.03 $.027

gross tonnage

in excess of 50,000 $.015 $.0135

(D The applicable charge in this section apply whether piloting is to or from
sea or to or from the location a pilot boards or disembarks.

(@ The charge for standing by to pilot, or traveling to or from distant pilot
stations or pick-up points and not actually piloting, may not exceed $67.50 per hour
up t a maximum of $810, except that the charge for Cook Inlet may not exceed $75
per hour up t a maximum of $900.

(h) The charge for a pilot 3 trael expenses, including airplane and ferry
fares, cab fares, telegrams, telephone calls, and all other expenses pertaining to
vessel 3 business may not exceed actual costs, plus the per diem rate allowed for tax
purposes by the United States Intermal Revenue Service for meals and lodging for
1992 tax year. The per diem rate shall be distributed 60 percent to hotel, 20 percent

to dinrer, 10 percent t lunch, and 10 percent to breskfast, rounded to the nearest

13
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dollar, but in no instance may the rate exceed the total per diem rate. Ifadequate
meals and rooms are not fumished to the pilot when on ship, an additional charge
may be assessed by the pilot in accordance with the distribution of per diem rate as
described in this subsection.

@ For the purposes of this section, trael, standby, and work days begin
and end at midnight. Each charge accruing at any point within a midnight to
midnight time period may be assessed.

(@ When a pilot exceeds eight continuous hours on duty without a six hour
rest period or presence of a relief pilot while transiting compulsory pilotage waters,
overtime may be charged at a rate not to exceed $101 per hour or portion of hour
worked, except that the charge for services in Cook Inlet may not exceed $112 per
hour or portion of an hour worked.

(K) The charge for moving a vessel from dock to harbor or harbor
anchorage, from harbor or harbor anchorage dock, or from one anchorage within
a harbor to another anchorage within the same harbor, may not exceed $337 per
movement, except that the charge for services in Cook Inlet may not exceed $375
per movement. A dock to dock movement of a vessel constitutes two separate
movements for charging purchases.

(D Anchoring or laying to for loading cargo or discharging cargo may be
assessed a regular port charge and all other applicable charges may be assessed as If
the vessel was moored.

(m) The charge for moving a vessel alongside a dock or mooring to position
tanks, holds, manifolds, loading arms, towers, or hoses may not exceed $337 per
movement, except that charges for these services for vessels in Cook Inlet may not
exceed $375 per movement.

14
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(n) The charge for the movement of a vessel in the absence of the vessel 3
own propulsion system, even though assisted by tugboats, may not exceed twice the
charge under this section for each movement.

©) The charge for docking or undocking vessels over 2,000 gross tons
without the use of an available tugboat at Seward, Whittier, Valdez, Cordova,
Kodiak, or Women 3 Bay may not exceed $405 per movement, except that the
charge at Anchorage may not exceed $450 per movement.

(p) The charge for a pilot being carried to sea and detained on board, or for
off duty detention on board, u for being off duty standby on board at the request of
the master, may not exceed $540 per day, or portion of a day, except that the
charges for these services in Cook Inlet may not exceed $600 per day or a portion
of aday. Ifthe pilot disembarks at a location other than th j pilot station from
which the pilot was dispatched, first class retum transportation and per diem may be
additionally charged.

(@ The charge for watch time on the bridge rendered by the pilot, at the
master 3 request, while a vessel is anchored, moored, or underway may not exceed
$67 per hour or portion of an hour, except that the charges for this service in Cook
Inlet may not exceed $75 per hour or portion of an hour. Overtime charges may
apply in accordance with () of this section.

(N The charge for the use of a pilot 3VHF transceiver on vessels that do
not have a VHF transceiver in proper working order according to the provisions of
33 U.S.C. 1201 — 1208 (Vessel Bridge-to-Bridge Radiotelephone Act), may not
exceed $13 per day or portion of a day, except that the charge for this service in

Cook Inlet may not exceed $15 per day or portion of a day.
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(® The charge for a second pilot, when used, may not exceed 50 percent of
the applicable charge for the first pilot. All other applicable charges under this
section may apply. The expenses of the second pilot may be charged t the same
extent as the expenses of the farst pilot.

® The charge for the services of a mooringmaster may be negotiated
between the pilot and the agent, owner, or master of the vessel.

() An agent, owner, or master of a vessel shall advise a pilot of a vessel
movement at least 36 hours before the movement in order to provide sufficient time
for the pilot t arrive at the vessel by the available means of transportation. An
agent, owner, or master of a vessel shall again advise the pilot of a vessel movement
at lesst 24 hours before the movement. A pilot will be considered unavailable for
service only if the timely notice under this subsecdon is given and a pilot does not
show up at the vessel to render service. If shorter notice is given than required
under this subsecdon and a pilot is not able to reach the vessel to render pilot
services, the vessel or the vessel 3 owner may be charged for the transportadon costs
incurred by the pilot in attempting to reach the vessel and the pilotage charge and all
other charges that would have been incurred had the pilot reached the vessel and
provided pilotage services.

(V) When the time of movement is set by the agent, owner, or master of a
vessel, the charge for any delay over two hours from the dme sst may not exceed
$67 per hour or a portion of an hour, except that the charge for delay in Cook Inlet
may not exceed $75 per hour or a portion of an hour. The total charge may not
exceed $810 per day, except that total charge delay in Cook Inlet may not exceed
$900 per day. Ifthe pilot is detained for two hours or less, no charge may be

assessed. If the pilot is detained for more than two hours, the pilot may charge for

16
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the first two hours detained, as well as other hours detained according to this
subsection.
(W) The maximum tariff for the Southcentral Alaska region established In
this section is repealed January 1, 1993. (Eff. / / .Register )
Authority: ~ AS 08.62.040
AS 08.62.045

12 AAC 56.230. TARIFF FOR WESTERN ALASKA REGION, @ The
tariff published and charged by a pilot or a pilot organization on behalf of i1ts
members for the provision of pilotage services in the Western Alaska region may
not exceed the charges established In this section.

() The maximum port charges (one way) may not exceed the following:

ColdBay .cvoviiiieii i $914
King Cove .o 810

Dutch Harbor, Unalaska Bay,

Hiuliuk Harbor, Captain3Bay ........... 844
Adak oo 914
Kivalina... ... .. .. . . ioiioaao.. 1,270

(© Unlisted port charges may be negotiated between the pilot and the agent,
owner or master of the vessel according to risk of the movement and time required.

(d) A tonnage surcharge may be charged for a vessel with a tonnage in
excess of 14,000 gross tons. The tonnage surcharge per gross ton may not exceed

the following:

17
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Vessel Tonnage Western Alaska Region
first 50,000 gross tons $.027
gross tonnage in excess of $50,000 .0135

® All applicable charges in this section may be assessed whether piloting is
t or from sea, or t or from a pilot boarding or disembarking point.

® The charge for standing by to pilot, or traveling to or from distant pilot
stations and not actually piloting, may not exceed $67 per hour. Travel time shall
commence when the pilot leaves for dispatch, or after piloting, when the pilot begins
trael to retum to the dispatch station. Standby and travel time may accumulate up
ta maximum of 12 hours per day.

@ A pilot may charge the actual cost for that pilot 3 travel expenses
including plane and ferry fares, cab fares, telegrams, telephone calls, and all other
expenses pertaining to vessel 3 business, plus per diem allowed for tax purposes by
the United States intermal Revenue Service for meals and lodging for 1992 tax year.
The per diem rate shall be distributed 60 percent to hotel, 20 percent to dinner, 10
percent t lunch, and 10 percent to breskfast, rounded to the nearest dollar, but in
no event may Itexceed the total per diem rate. Ifadequate meals and lodging are
not fumished to the pilot when on ship, an additional charge may be assessed by the
pilot in accordance with the distribution of the per diem rate as described in tlis
Subsection.

(h) For the purposes of this section, trael, standby, and work days begin
and end at midnight. Each charge accruing at any point within a midnight to
midnight time period may be assessed.

@ When a pilot exceeds eight continuous hours on duty without a six-hour

rest period or presence of a relief pilot while transiting compulsory pilotage waters,

18
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overtime may charged at a rate not to exceed $101 per hour or portion of an hour
worked.

(@) The charge for moving a vessel from dock to harbor or harbor
anchorage, from harbor or harbor anchorage to dock, from anchorage within a
harbor to another anchorage within the same harbor, may not exceed $337 per
movement.

(K) The charge for anchoring or laying to for loading cargo or discharging
cargo, or anchoring for any other purpose may be assessed a regular port charge and
all other applicable charges may be assessed as if the vessel was moored.

O The charge for moving a vessel alongside a dock or mooring to position
tanks, cargo holds, manifolds, loading arms, towers, or hoses may not exceed $337
per movement.

(m) The charge for the movement of a vessel in the absence the vessel 3
own propulsion system, even ifassisted by tugboats, may not exceed twice the
charge under this section for each movement.

(n) The charge for docking or undocking a vessel over 2,000 gross tons
without the use of an available tugboat at the ports of Dutch Harbor or Captains Bay
may not exceed $405 per movement.

() The charge for a pilot being carried to sea on board and detained, or for
off-duty detention on board, or for being off-duty standing by on board at the
request of the master, may not exceed $540 per day or portion of a day. If the pilot
disembarks at a location other than the pilot station from which the pilot was
dispatched, the pilot may charge for first class retum transportation and per diem.

(p) The charge for watch time on the bridge rendered by the pilot, at the

master 3 request, while vessel is anchored, moored, or underway may not exceed
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$67 per hour or portion of an hour. Overtime charges apply, in accordance with (i)
of this section.

(@ The charge for a second pilot, when used, may not exceed 50 percent of
the applicable charge for the first piict. All other applicable charges under this
section may be assessed. The expenses of the second pilot may be charged to the
same extent as the expenses of the first pilot.

() The charge for the services of a mooringmaster may be negotiated
between the pilot and the agent, owner, or master of the vessel.

(© An agent, owner, or master of a vessel sall inform a pilot of . vessel
movement at least 24 hours before the movement in order t provide suffic’ent time
for the pilot t arrive at the vessel by the available means of transportatk> A pilot
will be considered unavailable for service only if the 24-hour notice required by this
subsection is given and a pilot does not show up at the vessel to render service. If
shorter notice Is given than required under this subsection and the pilot is unable t
reach the vessel to render pilot services, the vessel or the vessel 3 owner may be
charged for the transportation costs incurred by the pilot in attempting to reach the
vessel and for the pilotage charge and all other charges that would have been
incurred had the pilot reached the vessel and provided pilotage services.

® When the time of movement is set by the agent, owner, or master of a
vessel, the charge for any delay over two hours from the time set may not exceed
$6 7 per hour or portion of an hour. The total charge may not exceed $810 per day.
IT the pilot is detained for two hours or less, no charge may be assessed. If the pilot
Is detained for more than two hours, the pilot may charge for the first two hours

detained as well as other hours detained according to this subsection.
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() In addition to any other charges for vessel movement established in this
section, a surcharge based on vessel length may be charged. The surcharge isa

percentage of total pilotage charges assessed under this section not to exceed the

following:
Vessel Length Oveiall Surcharge
Less than 450 feet... ........ 0 percent
450-500 feet ............... 5 percent
501-550 feet ............ 15 percent
551-600 feet .............. 25 percent
Over 600 feet... ... ... ..... 40 percent

(V) The maximum tariff for the Western Alaska region established in the
section is repealed January 1, 1993. (Eff. / / ,Register )
Authority: AS 08.62.040
AS 08.62.045

12 AAC 56 i1samended by adding a new sections to read:

ARTICLE 4 RECOGNITION OF PILOT ORGANIZATIONS
Sectio.1
300. Standard for recognition
310. Qualification for recognition
320. Suspension or revocation of recognition
12 AAC 56.300. STANDARD FOR RECOGNITION. In order ior a pilot
organization to be recognized by the board in a pilotage region or regions, the

organization must demonstrate to the board 3 satisfaction the organization 3 ability
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promote a safe, relicble, and efficient pilotage system in that region or regions
considering the size of the organization. Eff. / / ,Register )
Authority:  AS 08.62.040

AS 08.62.175

12 AAC 56.310. QUALIFICATIONS FOR RECOGNITION, @ A pilot
organization seeking recognition by the board must comply with the minimum
qualifications in AS 08.62.175 and of this section.

(b) A pilot organization seeking recognition must provide the board with a
list of its members, including pilots, deputy pilots, and trainees.

(© The articles, bylaws, or rules of a pilot organization seeking recognition
by the board must include provisions that require the organization to

(D comply with all applicable federal, state, and local laws;
(@ treatbr fi ismembers and applicants for membership in a
uniform, nondiscriminatory, and otherwise lawful manner;
(3@ conduct its business activities in a nondiscriminatory and
otherwise lawful manner;
(@ cooperate and assist the board by
(A) maintaining a system that enables the organization to
obtain necessary information from members on a timely basis and to respond
to directives issued by government agencies having jurisdiction over pilotage;
(B) maintaining a process for responding to inquiries and
requests of the board or its marine pilot coordinator;
(C) cooperating, and requiring Its members to cooperate with
investigations and audits by or on behalf of the board;
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(D) acknowledging the authority of the board for cause and
after notice and hearing to suspend or revoke the recognition of the
organization;

(E) bringing to the attention of the department any credible
information regarding a member of the organization that may require the
board to act under AS 08.62.150 — 08.62.155;

(P maintain a relationship with other pilot organizations that
furthers the purposes of AS 08.62 (the Alaska Marine Pilotage Act); arid

(G) 1dentifying an agent of the organization for the service of
process in the state;

(5) maintain in-house procedures for the handling of disciplinary
actions and grievances within the organization; the procedures must, ata minimum,
provide a member with the right t due process and a fair hearing;

(6) adopt and revise a tariff in accordance with
AS 08.62.045 and this chapter;

(7)) ensure fair and equal access to the experience necessary to obtain
or upgrade a pilot 3 license under AS 08.62 and this chapter;

(8) maintain fair procedures for the conduct of its intemal
organizational business;

(@ maintain an efficient, equitable, and nondiscriminatory dispatch
system at all times that enables the organization t provide prompt dispatch of pilots
1o the entire region given the size of the membership of the organization and retain
the records of those dispatches for audit by the board; and

(10) comply with a written reguest from the master or owner of a

vessel, or that person 3 representative, showing cause to not dispatch a particular
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member to pilot to a particular vessel and maintain in-house procedures to provide a
member with the right to due process and a fair hearing t co .test that action;

(@ A pilot organization seeking recognition must demonstrate to the board

(1) the organization and 1ts members will conduct or participate in a
board approved continuing education program;

(2 the organization and its members will participate in a board
approved random drug or alcohol testing program;

(3 the organization and s members will conduct or participate in a

board approved training program;

(4 the organization has a bookkeeping and accounting system that
enables the organization to prepare and retain accurate and detailed financial records
of the activities of the organization; and

(5) the organization has a equitable system for the allocation of its
members “income earned from piloting services covered by this chapter. Eff. /

/ ,Register )

Authority: AS 08.62.040
AS 08.62.045

12 AAC 56.320. SUSPENSION OR REVOCATION OF RECOGNITION.
In addition t 1mposing a civil fine under AS 08.62.155(b), the board may suspend
or revoke the recognition of a pilot organization that fails to comply with that
organization 3 articles, bylaws, or rules in such a manner that it fails to comply with
the statutory or regulatory standards for recognition. (Eff. / / ,Register )
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Authority: AS 08.62.040
AS 08.62.175

12 AAC 56.990 isamended by adding new paragraphs to read:

(10) "board" means the Board of Marine Pilots;

(11) "department” means the Department of Commerce and
Economic Development;

(12) "laying t0" means the temporary interruption of a vessel 3 trasit
for some special purpose that stops, but does not anchor or moor, the vessel;

(13) "movement" means the act or process of changing the place,
position, or posture of a vessel;

(14) "on duty" means on the navigating bridge of the vessel, having
control of the vessel, or assisting the master or navigating officer;

(15) ''standing by" means the time during which a pilot is dispatched
to a vessel and iswaiting to go on duty to perform pilotage sendee; standby time
may beaccumulated on board the vessel or on shore if the vessel 3 owner ,master,
or agent has scheduled a pilot to be available for pilotage duty. (Eff. 6/11/71,
Register 38; am 6/19/74, Register 50; am 5/12/78, Register 66; am 7/24/83,
Register 87; am 12/26/86, Register 100; am 8/29/87, Register 103; am 7/26/90,
Register 115; am / / ,Register )

Authority: AS 08.62.040

AS 08.62.160
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Attorneys representing the various pilot associations in the state, ships' agents, ship
insurers, and the Department of Law m”~t with Division of Policy staff and the
President of the American Pilots' Association, Captain Pat Neely, in Juneau in late
September to draft a new State Pilotage Act.

Copies of the draft report and legislation were released to the Board of Marine Pilots,
staff from relevant state agencies, pilot groups, and other interested parties in October
for review. Comments received as a result of the review process are appended to this
report3. The study authors presented the report and comments from reviewers to the
Board of Marine Pilots at its November meeting ir Anchorage.

Legislation ,u am”-.d the existing State Pilotage Act isexpected to be introduced du ring
the First Session of the Seventeenth Legislature, which begins January 20, 1991.

C. STUDY OUTLINE

Section 2 of the study presents a historical review of state pilotage to provide a
background for the issues raised in the report. The existing Alaska legal framework is
then discussed and compared with marine pilotage law in other states in Section 5.
Section 4 outlines the status of Alaska marine pilotage in general and in the various
regions of the state. The following two sections detail information and opinions on
the issues raised in Captain Murphy's letter which were solicited from pilots and ships’
agents. Section 7 concains the study’s conclusions and recommendations for state

action.

2. HISTORICAL BACKGROUND

Alaska’s marine pilotage system must be considered within a larger framework of
maritime law and tradition. Maritime communities throughout the world have long
recognized the dangers of unregulated traffic in local waterways. Provisions for
mandatory piloting—that is, the requirement that ships have or take on board persons
familiar with local conditions when transversing local waters—date from Roman law.
The Florida statute on piloting clearly states the rationale for such provisions:

The Legislature recognizes that the waters, harbors and ports of the state are
important resources, and it sdeemed necessary in the interests of public health,
safety and welfare to provide laws regulating the piloting of vessels utilizing the
navigable waters of the state 4

Concern about unregulated pilotage for local waters first surfaced in this country m
colonial times. According to an authoritative history of American marine pilotage
published by the American Pilot's Association:

the early pilotage records of the the colonies cover only sketchy accounts of the
beginnings of the profession inAmenca, and much has been lostordestroyed. Ser.
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scant recordsasexistseem to indicate a pattemof pilotage deve lopment progressing
through stages of pure individual infGative, to periods of severe competitive
practices resulting in a struggle for predominance and eventually government
requlation.®

Colonies gradually gained control over pilotage to the extent that, as an early U.S.
Supreme Court decision commented:

When the government of the union was brought into existence itfound a system
for the regulation of its pilots in full force inevery state.6

This state system was left virtually intact by a 1789 provision in federal statues:

Until further provision smade by Congress, dl pilots in the bays, inlets, mas,
harbors, and portsof the United States Sall continue to be regulated inconformity
wi'th the existing laws of states, respectively, wherein such pilotsmay ke, or with
such laws as the states may respectively enact for the purpose.7

States continued to exercise sole authority over piloting until 1871 when Congress
enacted provisions that significantly reduced the scope of state control by requiring

that:

...eery coastwise sea-going stean-vessel subject to the navigation laws of the
United States, and to the rulesand regulations aforesaid, not sailingunder ragister,
dell, when underway, except on the high sses, be under the control of pilots
licensed by the inspectors of stearboats.®

This act effectively established a dual piloting system in the United states: the
historical state system and a new federal system. Generally speaking, vessels engaged
in foreign trade (vessels sailing under register9and foreign-flagged vessels) are under
the authority of the stateswhile American vesselsengaged indomestic trade are under
federal authority. One exception to this general division of responsibility is Great
Lakes traffic, which isunder the exclusive regulatory control of the federal government
through the Coast Guard. The exemption from state law of Great Lakes vessels was
made pursuant toan international treaty with Canada which provides for piloting by-
persons having erther U.S. Coast Guard or Canadian licensure.

The dual system of piloting has resulted ina dual system of pilots: federal pilots, often
employees of the ship; and state pilots, who generally act as independent agents or as
officials of the state which licenses them. InAlaska, shipping companies may meet
compulsory pilotage regulations either by obtaining the services of an independent
pilot or by employing a state-licensed pilot to service company ships exclusively.
According to the American Pilots® Association (APA). Alaska isone of the few maritime
states inwhich a state pilot need not be independent of a vessel or itsowner." =



Summary: The public service nature of local pilotage has been long recognized. By
tradition and statute, government has the authority to protect life, property and the
environment by insisting that ships operating in coastal waters carry pilots faniliar
with local cc™ Ations. The current system in the United States splits responsibilities
for pilotage between the federal government and the maritime states. While the
federal government exercises control over vessels engaged in domestic trade, the
individual states appear to have unlimited authority to impose pilotage standards and
to require compulsory pilotage for foreign ships and ships sailing under register within
the waters of the state.

3. COMPARISON OF ALASKA STATUTES WITH THOSE OF
OTHER STATES

During the course of U.S. history, avery large body of state law has developed around
the marine pilotage profession.”” In several of the older states, marine pilotage
practices, laws, regulations, and traditions have more than 200 years of development
and refinement behind them. Currently, all 24 maritime states have established
mechanisms for controlling the licensing of pilots, setting rates, and providing general
oversight of the state pilotage system.

Many states have recently amended their pilotage laws, partly because of statutory
sunset provisions, but also in response to increasing litigation and a heightened
awareness of the importance of state pilotage brought about by the Exxon Wil.icz
disaster.

The Alaska State Pilotage Act (AS 08.62) was first enacted in 1970 and has been
amended only slightly over the past 20 years. The original bill exempted all “vessels
and tow boats of United States registry...engaged exclusively on the rivers of Alaska
or in the coastwise trade on the west coast of the United States™ 1 from compulsory
state pilotage. This sectionwas amended in 1972 to exclude only those vessels of less
than 300 gross tons. The 1973 legislature amended the act to give the Marine Pilot
Board the authority to reexamine persons whose license had lapsed for less than two
years if “the Board has reason to believe that the person applying for reinstatement of
a license Is incapable or incompetent to carry out the duties of a licensed marine
pilot.”13 Section 08.62.185 of the Act was added in 1977, requiring that:

any ail tanker, whetherenrol led or registered, 0f50,000 dead weight tonsor greater,,
when navigating in statewaters beyond Alaska pilot stations erther () employ a
pilot licensed by the state under this chapter; or (2) utilizea federally Licensed pilot
whose duty station has been on that tanker throughout that seecific voyage. *

Several ocher amendments dealt with the Marine Pilot Board. A public member was
added in 1976 legislationwhile board members were limited to cwo consecutive terms
in 1980. The Board was added to Alaska Ssunset statuce in 19S5 and was extended to
June 30, 1991 under this statute during the 19S7 legislative session.
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Compared with other states, Alaska™s Marine Pilotagest,  eappears quite sparse. It
contains only three articles- addressing the Board of M-a. ne Pilots, licensing and
General Provisions- and delegates broad rule-making responsibility to the Board.
Such apractice iscommon inAlaska, where statutory language isoften limited in favor
of regulatory authority, which ispresumed to provide more flexibility as conditions
change. Thus, 1temswhich other states place in statute are left to the discretion of the
Board. Alaska"s statutory and regulatory scheme differs from many states inone other
significant respect. Pilotage inmany maritime states centers around particular ports
and, as described below, some states have elected to regulate pilotage through local
port commissions. Even where pilotage isunder the supervision of statewide boards,
licenses are generally given for specific ports. Pilot services are generally organized
through separate associations serving particular ports. In Alaska, geolography and
shipping patterns dictate regional rather than port licensing. This, in tum, has led to
regional associations, which seek to provide pilotage services over a large geogrpahic
area. This feature of Alaskan pilotage, which Isunique among the maritime states,
suggest thatwholesale adoption of regulatory practices of other statesmay not always
be appropriate. However, common features of state pilotage need to be addressed iIn
statute either directly or by explicitly delegating regulatory authority to the Board.
These common features of the states” pilotage systems are discussed below.

A. SYSTEM OFREGULATION

Twenty-one states, including Alaska, have established pilot boards charged with
promulgating anc enforcing pilotage regulations. Only three states- Connecticut.
New Hampshire and Hawaii— regulate directly without going through a board.

Boards are of two general types: a statewide board, having authority over all
compulsory pilotage waters in the state and local port boards or commissions whose
authority islimited to a specific area. Alaska®s Board of Marine Pilots is statewide in
scope. Ingeneral, boards having statewide authority are relatively recent, local boards
having been the common practice historically. Unique among the states. Califomia®s
state board (which isactually the oldest pilot board in the country) oversees only the
San Francisco Bay area, leaving other state ports to local control.

Pilot boards ~ be * sed iIn a state agency or created independent of agency
oversight. Ni ncluding Alaska, place their boards in an executive depart—
ment, most cot..\u*., m the agency having responsibility for professional licensing
Alaska®s Marine Pilot Board is housed in the Division of Occupational Licensing,
Department of Commerce and Economic Development. All such boards exercise
statewide authority. Twelve states have established boards outside of any state
agency. Of the stateswith independent boards, seven have boards established for each
local port.

Most statewide boards are comprised of representatives of the pilot profession, the
marine industry, and the general public. Alaska®s board:



consists of two pilots licensed under [Chapter 62, Alaska Statutes] who have been
actively engaged in piloting on vessels subject to this chapter, two agents or
managers of vesxels subject to this chapter, two public members...and the
commissioner [of the Department of Commerce and Economic Development] or
the conmissioner”s designee.b

In those states where local port commissions are used in lieu of a state-wide board,
membership patterns are less standard, but the majority of members are specified to
be “Seafaring men ”or persons skilled and experienced in maritime affairs.

B. UCENSING

Because the essence of state piloting isknowledge of local waters and conditions, all
states require training for person 3wishing tobecome licensed. States have, ingeneral,
established two routes for qual ifying for a state pilot license: apprenticeshipordeputy
pilot programs. In states opting for apprenticeship, local pilot associations usually
select and train the apprentices according to association criteria. After the applicant
has completed the apprenticeship to the satisfaction of association members, they
present him/her to the state for examination. Entry into an apprenticeship program
often requires littleor no previous experience and the duration of the training s fairly
long. In states with deputy pilot programs, the deputy pilot meets entry-level
requirements established by the state and performs limited duties under an entry-level
license. The deputy pilot progresses to higher levelsof licensing by meeting experience
standards which aresetand examined by the board or state licensing official. Training
periods for deputy pilots are generally considerably shorter than for apprenticeship
pilots, based on the more extensive priorexperience required of deputy pilots. Alaska®s
system follows the deputy pilot form, although that term isnot used iIn the statute.

State pilot licenses can be considered both a certificate of competency and a franchise
to perform a public service, requiring the licensee to:

assume public abligations in maintaining pilot stations and operating a pilotage
system. . .[the state pilot] sees hisduty and dbligationas beingowed to local political
authority and the public, rather than to the shipowner.6

Some states have recognized this public purpose function by “@ppointing” as well as
licensing the pilot. Virginia statute requires that:

If the Board finds the applicant qualified to act & a branch pilot itshad issue him
a license, and he dall thereupon become astateofficer, tobe known asabranch pilot
and dell hoid the office for one year next ensuing. "

Alaska B unique In 1ts treatment of licensing as an individual right rather than a
franchise. Alaska®s statute states that “& person sentitled (emphasis added®1to a
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license” Uifs/he meets the criteria outlined. Invirtually all other states, the license I
granted at the discretion of the Board or other licensing authority. Commonly-used
language inother states al lows the Board (orother licensing authority) “tochoose and
appoint™ pilots or to “grant commissions" 9to act as pilots. As will be discussed at
greater length elsewhere, the Alaskan emphasis on right rather than franchise i, inthe
opinion of the study staff, a primary cause of current tensions in the state Sregulatory
scheme.

Pilot licenses must be renewed at periodic intervals, ranging from one to five years.
Alaska requires biennial renewal. No state at present requires continuing education
or training as a condition for renewal, although the State of Washington has recently
amended 1ts pilot statute by requiring that:

The Board dall establishadditional training requirerents, includinga program of
continuing education, developed after consultation with pilot organizations.* @

Some states do require a physical examination prior to renewal or reissuance of a
license. Ifa pilot has al lowed a license to 1gpse, most states, including Alaska, require
either re-examination or certification that the pilot has completed a certain number
of familiarization trips in the waters for which a license is requested.

Thirteen state stalUtes either specify the number of pilots to be licensed or clearly
delegate to the pilot board(s) the responsibility for setting the number of state licensed
pilots. Two other states have statutory language which implies that the board(s) may
limit the number of licenses issued. In effect, however, iIn those states without
statutory provision for limiting the number of pilotsbut with mandated apprenticeship
programs, the number of licenses s limited dc facto since pilot associations must
recommend an apprentice for licensing. Alaska appears to be the only state without
either a statutory limitation or a limitation through apprenticeship provisions. Thus,
a recent Florida pilot study concludes that “Only Alaska issues licenses toanyone who
qualifies and passes the examination.”Z~

C. PILOTDISCIPLINE

MI maritime states have instituted procedures fordisciplining pilots. Where statewide
boards or local commissions are used, this power generally has been delegated to such
bodies. All states allow for suspension or revocation of a pilot's license for cause,
generally incompetence, repeated negligence, or habitual substance abuse. A long—
standing problem in pilot discipline has resulted from the dual pilotage system
referenced above. Almost all states, including Alaska, require that a pilot hold an
appropriate federal pilot license as a condition of state licensing. Thus, most state
pilots hold both a state and federal license and may operate under either license,
depending on the type of vessel being piloted. Since each license s issued under a
different authority, this situation results in several anomalies. First, where a federal
license sa precondition of state licensing, “fhen a state sees fit to discipline a pilot.



perhaps even revoking his/her license, the federal license is untouched and remains
valid."2

Thus, a person found negligent or incompetent may still be al lowed to operate in local
waters on vessels subject to Coast Guard rather than state regulation even after the
state has taken action against the individual.

Second, In those few states where a federal license isnot required for state licensure,
apilotmay stall hold both. Hdisciplinary action s taken against an individual when
operating under his/her federal license, the state cannot revoke its license even though
the pilot has been proved incompetent. The Pilotage Study Croup commissioned by
the U.S. Coast Guard has recommended federal legislation to address the first problem.
Individual states are moving to correct the second by giving state licensing authorities
the power to act against a person who has been found incompetent by a federal
authority.

In addition to the ultimate penalty of revocation, some state statutes institute a
graduated system of penalties, beginning with reprimand or a fire. Washington State
has recently amended irts marine pilot act to giant the Board the ability to prescribe
“disciplinary or corrective action, including training and treatment, that will be
taken."2 Alaska 3 statute in this respect would appear to be amodel. The Board has
an impressive array of discipline options, including peer review and imposing "'pro—
fessional education requirements until a satisfactory degree of skill has been attained
inthose aspects of professional practicedetermined by “heboard toneed improvement.'- =~

Pilots™ due process rights are recognized in all state statutes by requiring a formal
hearing before a license isrevoked. Several states, however, includingAlaska, al low the
board or other licensingauthority tosummarily suspend a license for a specified period
or before a formal hearing incases of clear danger to publichealth or safety. A few state
statutes spell out specific timelines for holding hearings and rendering decisions
concerning the discipline of a pilot.

D. PILOTAGE RATES

Of the stateswith pilot boards, fourteen charge the board with setting pilotage rates.
Four states set rates by statute. Rates In the six remaining states are set bv various
persons or bodies. Alaska 3statute israther cumbersome in this regard. ktgives the
board the authority to “ddopt regulations under the Administrative Procedures
Act. . _establishing standards by which pilotage fees may be established.

£. PILOT LIABILITr

Until recently, itwas rare for pilots to be sued and have damages assessed against them
for two reasons. First, given the comparatively large amount of damages claimed in
most marine accidents, assessingdamages against the limited resources of a state pilot
was not considered worth the expense cf litigation. Second, under traditional
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maritime law, avessel (vessel owner) is lidble for the negligence of a pilot. Therefore,
it isnot in the interests of vessel owners to obtain a finding of negligence on the part
of a pilot. This traditional lisbility situation, however, ischanging. Pilots are being
sued with increasing frequency.

If pilots are held to be personally licble, the effect on the industrywould be crippling.
No pilot can obtain insurance against losses which could potentially amount to
millions of dollars. Also, since ships are already insured against damages, requiringa
pilot to carry similar insurance would merely increase transportation costs,

To address these problems, several states have moved to limit pilot ligbility in statute.
California statute clearly states that “fhen a pilot goes aboard a vessel, the pilot
becomes a servant of the vessel and s owner and operator."2 South Carolina and
Washington limit liability to $5,000 instatute. Oregon has addressed the problem in
amore complicated manner: itallows for pilots to purchase insurance on a Triplbesis:

inan amount egual to the value of the vessel and itscarg, or such other amount
asmay be agreed upon between pilotsand the vesel, itsmaster, owners, agents or
operators, insuring the pilotsand the organization of pilots towhich they belong
against all claims or demands, arising from or based upon, directly or irdirectly,
pilotage of the vesel. The premium forsuch insurance sall be assessed inaddition
1o the rates and charges specified [in statute].Z7

Alaska statute does not speak to pilot ligbility.

F. PILOTASSOCIATIONS

Pilot associations are the traditional way inwhich pilots organize themselves to futfill
their duties. Pilotsmust be on call at all times to handle traffic into and out of pilotage
waters. They must meet ships at pilot stations to offer services. They must be
prepared to handle all types of ships inall conditions. Individually, pilots cannot offer
the range and scope of services required. Therefore, associations of pilots have formed
since the early years of compulsory pilotage in this country. Pilot associations offer
centralized dispatch and clearance services. They either own or make arrangements
for pilot boats to carry pilots toand from ships. Through theirmembers, they can offer
24 hour per day, year-round services. Together, the members provide the skills
necessary to deal with all types of situations.

Associations also have traditionally taken the responsibility for training new pilots
and for evaluating existing pilots. Both activities serve important funccions iIn
maintaining and upgrading pilot sills.

States have long recognized that pilotage lends itelf to association among pilots,
which isthe reason behind state control over pilotage rates. However, few states have
recognized associations formally. Without some form of state recognition, the



traditional association has been challenged on antitrust grounds. Some states have
sought to protect associations from such challenges. Florida, Hawaii, Louisiana, and
North Carolina all explicitly recognize pilot associations.

Although pilot associations are recognized as improving the efficiency of the compul —
sory pilotage system, they have been accused of abusing their power by limitingentry
into the profession in an arbitrary and capricious manner. Hawail went through a
particularly troubling experience with pilot associations and recently amended Its
pilotage law to state:

Pilots licensed under this dapter, each of whom shall be deemed an individual
contractor, may form a nonprofit association which shall not be deemed a
partrershiporcorporationforliabiiity purposes, Inorder toprovidesucharrangements
and faalitiesssmay be necessaryand desirable for theefficientdispatchingofvessels
and rendering of pilotage services required under thischapter. The association Sall
have no control over the selection of persons to be licensed as pilots or treir
discharge. The association shall have no direction over the manner inwhich an
individual pilot performs the pilot’s duties.”

Alaska statute does not recognize pilot associations, although associations do operate
in two of the three regions of the state, as described in Section 4.

Table 1 (pages 10a-10f) outlines the provisions of each state™s pilotage statute in some
detail.

Summary. Although Alaska Sstatute on marine pilotage isconsiderably shorter than
most other maritime states, it does address many common concerns. It has. for
example, placed state pilotage under the direction of a statewide board, composed of
both industry and public membership- a practice common to most states. Alaska's
statute speaks to licensing and discipline of pilots, two major issues in professional
certification and control. With respect to discipline, Alaskas statute isamong the
most comprehensive in the country, giving the Board awide range of options not only
todiscipline but to improve the performance of pilotswh o have experienced difficulties.

There are, however, weaknesses and gaps In current statute. As mentioned above,
Alaska law iswritten from the perspective of individual rights rather than public
franchise. This emphasis sunique among the maritime states. Another potential
weakness is that the Alaska Marine Pilotage Statute sets out only basic duties and
responsibilities but delegates broad regulatory powers to the Board of Marine Pilots.
In recent years, the Actorney General and others have questioned the existing Act.
maintaining that current language does not give the Board authority to set rates and
establish specific licensing requirements. As a result, the Board has not reviewed the
pilotage rate schedule for several years. More important, weak authority to set specific
licensing standards has resuited in the charge that Alaska Smarine pilot standards are
the lowest among the maritime states.
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In addition to questionable Board authority to regulate marine pilotage, the Act fails
to mention several areas of growing concern. In particular, 1tdoes not address pilot
licbility or pilot associations. As outlined in the following section, these are areas of
increasing contention in Alaska.

4. CURRENT STATUS OF MARINE PILOTAGE INALASKA

Compared to the long history of maritime law and regulation in the United States,
Alaska"s oversite of marine pilotage isquite recent, dating only from 197u. However,
in the /0-year period since the passage of the first Marine Pilotage Act, state pilotage
has undergone tremendous changes.

In 1970, piloting in the state was provided by a handful of local pilots operating in
Southeast. Alaska and organized in a tightly-knit pilot association. The association
assumed the responsibility for maintaining standards among existing pilots and for
training new pilots as needed. As Prudhoe Bay oil shipments began in Southcentral
Alaska, anew group of pilotsemerged and organized in response toan amendment to
the Alaska statute requiring pilotson all tankers. Again, the association for this region
assumed continuing education and training responsibilities.

This system of virtually self-regulated pilotage appears to have worked well until the
explosion of cruise ship traffic in Southeast and the emergence of the domestic
bottomfish industry in the Aleutian Chain. These two events occasioned a rapid
increase in the demand for pilot services and strained the capacity of existing pilot
groups to train and absorb new members. As relatively large numbers of pilots, on cn
from out-of-state, entered the system the profession turned to the State Maine P.lot
Board to establish entry standards and to exercise greats control over the industry.
However, Alaska®s statute, while original ly intended togive the State Board flexibility-
through broad regulatory powers— to deal with changing situations, was unequal to
the task. The Department ofLaw increasingly questioned Board authority under the
statute to develop standards, set pilotage rates, and to exercise overall control.

The erosion of the state board™s ability to promulgate and enforce regulations for the
industry took place at a time when newer pilots began to question the intemal
operations and politicsof rhe traditional pilot associations. Impatientwithwha tthey
perceived to be “dld boy networks”;preserving the income and prestige of long-term
pilots, newer and younger pilots turned to the courts. Successive legal challenges
raised the specter of group and individual ligbility for actions taken in the course of
training, disciplining, or dispatching of pilotsand pilot trainees. Self-regulation of the
profession through associations, which had served the state well in the early years,
could no longer be relied upon.

The growth in demand for pilot services brought about by the rapid increase m
shipping opened opportunities for disgruntled pilots to break with existing associa—
tions and to operate independently or to form new groups. For the firs: time m
Alaska®s marine pilotage history, competition between pilotsand pilot groups entered



29 * Sec. 9. AS 08.62.080 is amended by adding new subsections to read:

30 (b) A pilot may not be licensed in more than one pilotage region at one
time, unless the

31 board determines that it is in the best interests of the state to license
pilots for parts of more than
one pilotage region.






MEMORANDUM

T0: Alaska Board of Marine Pilots

FROM: Alaska Marine rilots

RE: Compulsory Pilotage in the Pribilof Islands Area
DATE: April 1, 1992

This memorandum presents the view of Alaska Marine Pilots
("AMP") respecting the need for compulsory pilotage in the Pribilof
Islands (St. Paul and St. George) and nearby St. Matthew Island.
(Even though St. Matthew Island 1is not considered one of the
Pribilof 1Island groups, for <convenience of discussionin this
presentation AMP includes it in the Pribilofs.)

With this memorandum, AMP provides to the Board all the
information it has been able to gather to date. If AMP 1s able to
gather additional relevant information, it will provide it to the
Board as soon as possible.

SUMMARY : The law requires the Alaska Board of Marine Pilots
("the Board"™) to designate compulsory pilotage 1in the State of
Alaska 1if necessary to protect shipping, human life and property,
and the marine environment. On the evidence outlined 1in this
presentation, AMP believes the statutory criteria require the Board
to create a compulsory pilotage zones to the full extent of the
three-mile territorial sea surrounding the Pribilofs and St.
Matthew Island. AMP asks the Board to do so by adding a new
subsection to 12 AAC 56.100.

l. LEGAL AUTHORITY AND DUTY OF THE BOARD
AS 08.62.040(a)(1) provides that the Board shall

provide for the maintenance of efficient and competent
pilotage services on the 1inland and coastal water of an
adjacent to the state to assure the protection of shipping,
the safety of human life and property, and the protection of
the marine environment.

AS 08.62.160 provides: "The board shall define the mandatory
pilotage water of the state." (Emphasis added.)
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Pursuant to this authority, the Board has adopted regulations
governing compulsory pilotage waters, 12 AAC 56.090 througn .120.

Section .090 establishes a general rule for determining the
boundaries of the compulsory pilotage waters of Alaska; this is a
"default™ provision which —covers all waters "not otherwise

described 1in this chapter.™

Section .100 establishes <certain specific boundaries of
compulsory pilotage waters. AMP is requesting the Board to add the
three-mile territorial sea surrounding the Pribilofs and St.
Matthew Island to this section.

Three aspects of AS 08.62.040(a)(1l) are germane to this

presentation. First, this provision together with AS 08.62.160
makes it clear that it 1is the duty of the Board to designate
compulsory pilotage waters in Alaska. Contrary to the suggestion

of Board Member Bill Lorch at the Board®s January 1992 meeting, the
Board cannot and should not defer to local governments to make this
determination. The Board certainly may consider the opinions of
local government officials to the extent these opinions bear on
appropriate criteria, but the ultimate decision can only be made by
the Board.

The second important aspect of Section .040(a)(l) 1is that it
expressly defines the waters that fall within the Board®"s
jurisdiction: "the inland and coastal waters of and adjacent to
the state."” (Emphasis added.) Thio 1is a change from the prior
statute, in which .040(a)(l) described "all waters covered by this
chapter.” Clearly, the waters around any Alaskan 1island are
"coastal*" waters "adjacent" to the state. There can be no doubt
that the Board has authority to designate compulsory pilotage
waters to the full extent of the three-mile territorial sea
surrounding any Alaskan island, if the statutory criteria are met.

The third important element of Section .040(a)(l) provides the
criteria to be applied by the Board 1in making this decision:
"protection of shipping, the safety of human life and property, and

the protection of the marine environment."” Protection of the
marine environment 1is a new criterion added to the statute by the
1991 legislation. This 1is critically important in the context of

the Pribilofs, because the marine environment 1in that region 1is
particularly rich and sensitive.

These are the only criteria the Board may consider in
evaluating whether to designate compulsory pilotage waters in the
Pribilofs. Contrary to suggestions by witnesses and some Board
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members at the Board®"s January 1992 meeting, the Board may not
properly consider the economic impact of <compulsory pilotage
either on local governments or on the shipping or fishing

industries. IT economic considerations were to play a part 1in
establishing compulsory pilotage, there would be no compulsory
pilotage anywhere in the State of Alaska. IT safety considerations

compel establishing compulsory pilotage in a particular area, then
the cost of such pilotage to industry 1is irrelevant.

Other witnesses at the Board ™ January meeting argued against
compulsory pilotage because of the logistical problems that might
arise in getting pilots to and from vessels. That 1is also an
improper consideration, unless it bears directly on the three
statutory criteria. IT the logistics objection is purely econonmic,
the Board cannot consider 1it. Everywhere 1in the world, logistical
problems of getting pilots to and from ships are solved in one way
or another, and everywhere in the world industry must bear the cost
of compulsory pilotage if such pilotage is deemed necessary. In
this respect, the Pribilofs are no different from anyplace else 1in
Alaska or rest of the world.

Still other witnesses suggested that pilots are unnecessary in
the Pribilofs because the masters of the foreign vessels operating
there were the most skilled in the world at "high seas™ dockings.
This assertion, even if true, 1is irrelevant. The statute does not
permit the Board to consider the expertise of foreign masters in
deciding whether to require compulsory pilotage.

The very reason for establishing a system of compulsory
pilotage 1is to ensure that vessels operating in state waters are
under the <control of someone with proper training and local
knowledge and experience. The state has no way of knowing the
training and experience of a foreign ship master, or whether he is
sober and drug-free, or whether he is proficient in English. None
of the state"s requirements for a licensed pilot apply to foreign
masters. In the absence of a licensed pilot, the state has no way
of knowing whether the vessel even has adequate charts (see
Statement of Capt. David Sanders, attached hereto as Exhibit A,
entry for January 31, 1992, at 1500 hours: vessel operating near
St. Paul without adequate charts).

The Boi"rd must designate compulsory pilotage waters 1in the
Pribilofs ii it determines that it 1is necessary to protect
shipping, the safety of human life and property, and protection of
the marine environment. This is a non-delegable duty. AMP
believes that the situation in the Pribilofs and St. Matthew Island
require imposition of a compulsory pilotage zone.
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In passing, AMP notes that if this Board does not 1impose
compulsory pilotage in that area, the federal government has the
authority to do so. The Secretary of Transportation may require a
federal pilot for any self-propelled vessel when pilots are not
required by state law and the vessel 1is both engaged 1in foreign
commerce and operating on navigable waters of the United States.
46 USC 8503(a)- This provision would cover a good deal of the
vessel traffic in the Pribilofs.

11, FACTUAL BASIS FOR IMPOSING COMPULSORY PILOTAGE IN THE
PRIBILOFS

A. Geography and weather.

The Pribilof Islands are located in the Bering Sea

approximately 200 miles northwest of Unimak Pass. Under good
weather and sea conditions, it is approximately one day"s steaming
time from Dutch Harbor. St. Matthew 1is approximately 200 miles

north-northwest of the Pribilofs, about 145 miles west of Nunivak
Island.

Because of 1its geography, the weather and sea conditions 1in

the region are among the worst in the world. These 1islands lie
exposed tohundreds of miles of open ocean, allowing seas and
weather to build up over a considerable distance without
obstruction. During winter, the islands are within the boundaries

of the 1ice pack, and the presence of ice in winter is frequently a
factor in vessel movements.

Attached hereto as Exhibit B 1s an excerpt from the United
States Coast Pilot, Vol. 9 (15th Ed. 1992), describing the area.
AMP points out some specific points mentioned in the Coast Pilot
about the Pribilofs:

Fogs are especially thick and prevalent in this vicinity 1in
the summer, and navigation 1is attended with difficulty and
danger. . . . 0One annoying characteristicof the area 1is very
thick fog accompanying strong winds. . . Winds do not
continue to blow from the same quarter for any length of time.

After September 1, gales are frequent and violent, and
blow from all directions. . . . The Pribilofs are near the S
limit of the ice in Bering Sea.
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Frequent windy periods are characteristic of the (St. Paul
Island) area throughout the year. Frequent storms occur from
October to April, and they are often accompanied by gale force
winds to produce blizzard conditions.

The Coast Pilot has little to say about St. Matthew Island,
but what it does say offers a suggestion of the perils of
navigation there:

St. Matthew Island and adjoining islands . . . are rocky,
uninhabited islands whose shores are poorly charted except for
a small area between Sugarloaf Mountain and Pinnacle Island.
. During the season of navigation, fog is prevalent 1in
this vicinity.

The shortage of soundings and other information is readily apparent
from an examination of NOAA®"s navigation chart No. 514, which 1is

the only navigation chart that shows St. Matthew Island. This 1is
a large-area, small-scale chart utterly 1inappropriate for coastal
nagivation. NOAA does not offer a high-detail navigation chart for
St. Matthew Island similar to Chart No. 16380, which depicts St.
Paul and St. George Islands in detail. This underscores the need

for a pilot with local knowledge at St. Matthew Island.

Also part of Exhibit B is the weather chart published 1in the
Coast Pilot at page T-9 for St. Paul Island. One of the key facts
is at the bottom of the chart: the mean number of days with fog
annually 1is 190. In other words, fog is a factor for navigation
more than half the year. This chart also provides an idea of the
way in which the wind comes from every direction.

For the Board®"s review, AMP is also providing weather
information from the National Weather Service, which maintains a
primary weather station on St. Paul Island. Attached as Exhibits
C and D are reports from St. Paul and, for comparison, Cold Bay.
These reports include historic weather data going back many years.

The Cold Bay reports are provided to demonstrate that the
weather 1in St. Paul 1is, 1in some 1important ways, worse that the
weather in Cold Bay, a long-time compulsory pilotage area.
Examination of the Weather Service data indicates that St. Paul has
almost three times as many days during which fog reduces visibility
to one-quarter mile or less (57.5 days for St. Paul versus 21.7
days for Cold Bay) and that St. Paul has more severe winds (mean
speed of 17.7 mph for St. Paul versus 16.9 mph for Cold Bay). This
information, coupled with the fact that vessel congestion 1is now
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higher 1in the Pribilofs area than in Cold Bay, strongly supports
AMP®*s contention that compulsory pilotage is needed in the
Pribilofs.

The Weather Service included these comments 1in 1its report
about St. Paul Island (Exhibit C-7):

Frequent windy periods are characteristic of the island area
throughout the year. Frequent storms occure from October to
April, and these often are accompanied by gale-force winds to
produce general blizzard conditions. Under the influence of
prolonged north and northeasterly winds between January and
April, the 1ice pack occasionally moves south to surround the
island.

As the Coast Pilot notes, the winds in the Pribilofs shift

constantly and often 1in a surprisingly short time. This has a
direct bearing on the Board"s decision. Because of these weather
patterns, vessels are constantly on the move trying to find a lee

in which to find protected waters in which to work. Typically, as

explained below, such a movement occurs in the middle of offloading
cargo and therefore involves both a freighter and a floating

processor. This combination of severe conditions, multiple
vessels, and frequent vessel movements 1is a key factor for the
Board to consider. In winter, 1ice 1is generally an additional

factor; the expertise of a pilot is particularly valuable 1in ice
conditions.

Another key factor 1is that the water around the 1islands is
shallow to the full extent of the three-mile territorial sea and
beyond. For the Board®"s convenience, AMP is providing the
following attachments:

Exhibits E and F Excerpts of NOAA Chart 16380
for St. Paul and St. George

Exhibits G, H, and 1 Excerpts of NOAA bathymetric
charts for St. Paul, St. George,
and St. Matthev;

(The original of each of these charts has been sent to Pilot
Coordinator Capt. Carl Luck for the use of the Board at the April
meeting. Photocopies of the relevant portions are attached to each
copy of this memorandum for the convenience of the Board members.)
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The shallowness of the water is important here for two
reasons. First, it is well-known that seas become more severe,
more confused, and more "lumpy”™ 1in shallow water. Sea conditions
throughout the Bering Sea are notoriously severe, in Jlarge part
because the water 1is so shallow. This has a direct bearing on the
safety of vessel operations and on the risks to human life,
property, and the marine environment.

The second relevant consequence of the shallow water
surrounding these 1islands is that vessels <can anchor almost
anywhere within the three-mile territorial sea. As AMP documents
below, vessels are already anchoring and operating just outside the
current compulsory pilotage boundary to avoid the expense of
engaging a pilot. The charts attached as Exhibits E-1 will help
the Board to understand why it is essential for the Board to create
a compulsory pilotage zone to the full extent of 1its three-mile
territorial jJurisdiction.

As a practical matter, floating processors can anchor and
operate safely 1in the Pribilofs in 20 to 25 fathoms of water.
While these vessels prefer to operate in shallower water to improve
their anchoring, it appears certain that they will move to deeper
water if that will enable them to avoid pilot fees.

For this discussion, AMP asks the Board to assume that vessels
can and will anchor in up to 20 fathoms of water. That 1is 180
feet, or approximately 54 meters. AMP asks the Board to examine
Exhibits E and F (NOAA Navigation Chart No. 16380) , which measure
depth in fathoms and feet, and Exhibits G, H, and 1 (NOAA
bathymetric charts), which measure depth in meters.

AlIl these charts show the three-mile territorial sea. AMP
asks the Board to compare the three-mile line to the 20-fathom
curve on Exhibits E and F, and to the 50-meter curve on Exhibits G,

H, and 1. These charts show that most of the water inside the
three-mile line surrounding all three islands is shallow enough for
vessels to anchor and operate. The major consideration for vessels

operating within the three-mile line 1is not whether the water 1is
shallow enough to anchor, but whether they can get in the lee of an
island to avoid the wind.

B. Increase in vessel activity in the Pribilofs Area.

Until recently, these remote 1islands got relatively little
vessel traffic. However, a major crab and pollock fishery has
developed in the region. In the past few years, the anchorages in
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the Pribilofs and St. Matthew have achieved priority importance 1in
the fishing industry. By operating there, floating fish processors
enable fishermen to avoid the delay and expense involved in running
to and from Dutch Harbor. The emergence of significant vessel
congestion in uhe Pribilofs coincided with the emergence of the
large opilio crab fishery.

Peak activity times for the fishing industry are from January
through May for the opilio crab fishery and July through September
for the "B"™ season of the pollock quota. Often, there 1is a summer
blue crab fishery near St. Matthew Island. All of these fisheries
typically 1involve floating processing vessels up to 400 feet in
length (plus the OCEAN PRIDE, a 700-foot former APL container ship
converted to process surimi), a fleet of approximately 100 fishing
boats, and a stream of foreign (and domestic) freighters averaging
between 230 and 420 feet in length. At any given time during the
season, the waters around St. Paul Island, for instance, might have
up to 11 floating processors. During a typical 24-hour day, there
could be wup to 20 fishing boats and 6-8 freighters working
simultaneously in the area.

In this connection, the Board 1is urged to review the attached
typescript of the personal notes of Capt. David Sanders (Exhibit
A), who kept a log of vessel activity at St. Paul early this year;
the statement of Capt. Will Anderson (Exhibit J), who is a former
master of factory trawlers and processors 1in the Pribilofs); and
the summary of the harbormaster of St. Paul (Exhibit K) , which
identifies the floating processors working in the area during the
periods January-June 1991 and January-March 1992. Capt. Anderson®s
statement 1is particularly valuable, 1inasmuch as it provides the
perspective of processor master with experience 1in the Pribilofs.

When a floating processor arrives 1in the Pribilofs area, 1its
goal 1is to operate 24 hours per day with as few shutdowns as

possible. This requires fishing vessels to come alongside the
processor to unload their catch, and freighters to come alongside
to receive the processed product. With its limited hold space, a
typical floating processor working at full capacity must offload
cargo every two to three days. Obviously, these activities demand
a high degree of skill in ship-handling and the ability to
communicate clearly and quickly about vessel maneuvers. The

foreign freighters operate under these demanding circumstances with
masters of varying degrees of skill, both in ship-handling and in

speaking English.
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In this context, it is important to note that pilots are not
under any economic pressure to keep a processor operating non-stop

to the fullest possible extent. Pilots are more likely to make
decisions about when, where, and how to mo/e a vessel on the basis
of safety considerations than economic considerations. A ship

master under pressure from his owners to keep operating is better
insulated from such pressure if a compulsory pilot makes decisions
about vessel movements (see comments of Capt. Sanders, Exhibit A,
for February 5, 1992, at 1020-1120 hours, relating to pressure on
master of BANYO MARU not to use pilot; see also Statement of Capt.
Anderson, Exhibit J).

Cargo operations (both offloading catch to the processor, and
offloading product to the freighters) are frequently interrupted by
weather, and freighters particularly may come alongside and depart
two or three times before finishing the transfer of cargo. As
weather and sea conditions change, and as the wind shifts, cargo
operations tend to go on to the last possible minute, then the

entire fleet moves "en masse” and simultaneously to a more
protected spot near the 1island. Movements of this kind, to find
more protected locations in the lee of the island, may happen more
than once in a day. At these times, the vessels have to deal with

conflicting schedules, deteriorating weather and sea conditions,
small weather windows, parting mooring lines, dragging anchors, and
language and communications barriers. Accidents are common.

In addition to the high degree of difficulty 1in bringing
vessels alongside and departing wunder such conditions, many
offshore hazards to navigation exist. Navigation 1in the waters
adjacent to the islands and in and out of congested anchorages 1in
high winds and seas, in low visibility conditions, create extreme

hazards.

The wreck of the first ALL ALASKAN 1is on the north shore of
St. Paul Island. This 4,000 gross ton floating processor
(approximately 350 feet) went aground on March 20, 1987; it was
blown ashore after dragging its anchor and being unable to recover
in the high winds. The wreck of the 8100 gross ton Greek-flagged
MYLOS REEFER 1is on the beach at St. Matthew Island, having gone
aground in November 1989. In January 1989, the YARDARM KNOT
grounded on a charted reef near St. Paul in bad weather, while
trying to shift from one side of the island to another, and was
damaged badly enough that it had to be towed to Dutch Harbor for
temporary repairs to enable the vessel to get to Seattle for
permanent repairs. The shores of these 1islands are littered with
the hulks of smaller fishing vessels.
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Not routinely reported, but well-known to all mariners who
operate in this area, is the frequency of vrelatively minor
collisions and near-catastrophes that result from the congestion
coupled with severe weather and sea conditions. Vessel casualties
and near-casualties have been and <continue to be frequent
occurrences 1in the area.

One of many reported casualties was 1in April 1990, when the
freighter HAKKO BOOMERANG collided with the processor YARDARM KNOT
while trying to come alongside the YARDARM KNOT. Weather was clear
and visibility was good, but the winds were blowing 20-25 knots,
according casualty report filed with the Coast Guard. The HAKKO
BOOMERANG did not have a pilot on board at the time.

As this memorandum 1is being prepared, AMP has learned of a
collision that occurred on March 29 or 30, 1992, between the
Japanese freighter ORION and the processor YARDARM KNOT at St.
George Island. AMP understands this incident is still being
investigated. AMP urges the Board to obtain all the relevant
information about this incident and include it in its deliberations

of this issue.

AMP believes there can be no question about whether the level
of vessel activity, coupled with the severity of weather and sea
conditions, justifies imposition of a compulsory pilotage zone 1in
the Pribilofs and around St. Matthew Island.

C. The marine environment is particularly rich and sensitive
in the area, and must be protected.

All of the vessels operating in the Pribilofs and St. Matthew
Island regions carry fuel and other potential contaminants. A
typical floating processor may carry up to hundreds of thousands of
gallons of diesel or bunker fuel when it arrives at the beginning

of the season. Processors typically carry fuel not only for their
own operations, but to serve as a floating fuel dump for the
fishing boats delivering catch to it. A typical freighter may

carry up to 100,000 to 200,000 gallons of fuel.

When considering whether pilotage ought to be compulsory in
the area, the Board must recognize the rich diversity of marine
life present and the possible consequences of a marine casualty.
Deep-water, nutrient-laden currents that upwell onto the shallow
continental shelf in the area teem with fish, squid, crustaceans,
mollusks, and lesser organisms. The islands and surrounding waters



Memo to Alaska Board of Marine Pilots

From: Alaska Marine Pilots

Re: Compulsory Pilotage - Pribilofs
April 1, 1992

Page 11

support 1immense colonies of nesting seabirds, huge rookeries of
Northern fur seals (the largest in the world), Stellar sea lions,
walrus, and gray and sperm whales.

The Pribilofs hold the largest seabird nesting colonies in
Alaska and one of the Jlargest single colonies in the Norther
Hemisphere. The total nesting population 1in the islands is
approximately 3.0 million, with 80 percent nesting on St. George.
Even when not nesting, many species spend a good part of the year
in the waters near the 1islands. An oil spill would cause major
problems for these populations.

Well over half of the world®s one million or so Northern fur
seals return each year to the rookeries 1in the Pribilofs. The
greatest concentrations on St. Paul are Zapadni-Tolstoi in English
Bay, Reef Point and Village Cove, Lukanin-Kitovi 1in Lukanin Bay,

and Northeast Point. These are also the most favored anchorages
for the floating processors and the most heavily traveled by moving
vessels. On St. George, the primary rookeries on the north side of
the island are located near St. George Village and on the west side
in Zapadni Bay; these are also areas that see the most vessel
traffic. (See Exhibit L, excerpts from NOAA study of sensitivity
of coastal environments and wildlife to spilled oil in the
Pribilofs). Fur seals, like sea otters, rely on a dense coat of
fur rather than blubber for insulation. Any amount of oil from a

spill or beach residue destroys the integrity of this coat,
resulting in loss of insulation and death from hypothermia.

Although the St. Matthew Island Group 1is surrounded by ice
longer than the Pribilofs, it also supports vast <colonies of
nesting sea birds and some marine mammals. From an environemental
point of view, St. Matthew 1is as important as the Pribilofs.

(The sources for this information include Island of the Seals,
published by Alaska Geographic 1982, the NOAA sensitivity study
attached as Exhibit L, and conversations with representatives of
NMFS, including the field biologist directly responsible for the

Pribilofs. The primary source documents are too voluminous to
submit to the Board, but the Board is encouraged to consult these
and other sources. Attached as Exhibits M and N are copies of two

charts from Island of the Seals that 1indicate the Jlocation of
Northern fur seal rookeries.)

Attached as Exhibit 0 is a letter to the Board dated March 27,
1992, from Steven T. Zimmerman, chief of the National Marine
Fisheries Service protected resource management division. This
letter reflects NMFS"s support for any action, including compulsory
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pilotage, that would reduce the possibility of vessel mishaps 1in

the Pribilofs. Attached as Exhibit P 1is a letter to the Board
dated April 1, 1992, from John Martin, refuge manager, Alaska
Maritime National Wildlife Refuge, U.sS. Department of the
Interior, in the same wvein, and highlighting the risk of an

invasion of rats from a vessel that grounds in the area.

The most detailed and current assessment of dangers from oil
pollution in the Pribilofs is contained in the final environmental
impact statement (FEIS) prepared by the Minerals Management Service
of the U.S. Department of the Interior for Lease Sale 89 in the St.
George Basin. This proposed lease sale ultimately did not take
place due to lack of interest from the oil industry, but the FEIS
contains a wealth of environmental 1information too extensive to
include in this memo.

However, it 1is important to note that the federal Fish and
Wildlife Service and the Natural Resources Defense Council
requested that there be a fifty-mile deferral of leasing around the
Pribilofs. NMFS and the State of Alaska joined in expressing their
concerns for the welfare of the Pribilofs, and supported the
deferral. While the FEIS 1istoo bulky to submit to the Board
(though AMP will have it available at the April meeting), AMP does
attach as Exhibit Q excerpts of the "Proposed Notice of Sale,"”
which does reflect the sensitivity of the Pribilofs.

It is beyond dispute that the marine environment in this area
is very rich and very sensitive. The severity of a marine disaster
involving a spill of pollutants 1is obvious. The potential damage
to both commercial and non-commercial marine populations cannot be
overstated. Ilronically, a significant oil spill in the region
could deal a serious blow to the very industry that is now fighting
against compulsory pilotage on economic grounds.

The vast seabird colonies and the populations of Northern fur
seals and other marine mammals are commonly held public resources.
No group, whether it be the residents of the 1islands or the
processing industry, has the right to endanger this resource. All
precautions must be taken to protect this marine environment for
future generations, even if operating costs are slightly increased.
Comments such as "It"s their island, their seals, their oil spill"”
(made at the Board"s January meeting by member Bill Lorch) are
entirely inappropriate in AMP"s opinion. This Board has an
affirmative duty to consider environmental <concerns 1in deciding
whether to impose compulsory pilotage.
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The importance of this criterion in the Board®"s deliberations
on this 1issue 1is underscored by the fact that "protection of the
marine environment”™ is a new criterion added by the legislature 1in
the wake of the EXXON VALDEZ disaster in Prince William Sound. AMP
urges the Board to give this element of the statute particular
attention.

D. The Board must extend compulsory pilotage to the full
extent of the three-mile territorial sea.

At its January 1992 meeting, the Board declined to take action
to declare compulsory pilotage waters in the area beyond what 1is
already required by the "default"™ provisions of 12 AAC 56.090.
This provision provides that, if compulsory pilotage waters are not
otherwise defined, then compulsory pilotage waters

are those waters inshore of a line drawn approximately
parallel with the general trend of the shore through the
outermost aid to navigation, or i1f no aid to navigation
exists, then a line drawn from headland to headland across the
mouth of the entrance.

After a long discussion of "headlands"” and "juridical bays,"” the
Board determined that, wunder Section .090 of the regulation,
compulsory pilotage waters currently exist only shoreward of a line
between Reef Point and Zapodni Point on the south side of St. Paul
Island.

The "default” provisions of Section .090 were adequate to meet
the state®"s needs for compulsory pilotage waters at the time it was
adopted. Historically, vessels congregated in "bays, sounds,
rivers, or other estuaries”™ because they had to call at land-based
ports for cargo operations, provisioning, vrepairs, and so forth.
Historically, land-based ports were located only adjacent to
protected waters.

Technology has overtaken Section .090. Its default provisions
did not anticipate fleets of floating processors, with their
attendant fishing boats and tramp freighters, that can now operate
in the unprotected waters offshore of Alaska“s islands and
mainland. Floating processors and their fishing boats and
freighters don"t need "bays, sounds, rivers or other estuaries.”
All they need is shelter from winds and seas, and the lee of an
island is usually sufficient for that purpose.
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In short, Section .090 1is not adequate to cope with the
problems created by a fleet of floating processors operating 1in
waters adjacent to an 1island. This Board cannot solve those
problems simply by drawing a line from headland to headland. It
must instead create a compulsory pilotage zone around the island in
order to meet its statutory obligations.

As mentioned above, the shallowness of the waters surrounding
these islands creates a problem for the Board in defining where to
draw the 1line for a compulsory pilotage zone. The waters are
shallow enough that the vessels can anchor and operate anywhere
within the territorial sea around all three 1islands.

At the January 1992 meeting, an industry witness testified
that 1if the Board draws a 1line for compulsory pilotage, the
processors will simply move outside the line to avoid paying for
pilots. That, in fact, 1is exactly what has happened since the
January meeting. See the typescript of the notes of Capt. David
Sanders, attached as Exhibit A. Time and again, Capt. Sanders
makes note of floating processors moving to locations just outside
the pilotage line to avoid pilotage fees.

The 3ine between Reef Point and Zapodni Point includes Village
Cove and English Bay. These anchorages have traditionally been
most favored because of the 1lee they provide and their close
proximity to harbor and transportation facilities at St. Paul.
Since the January meeting, this area has become essentially "off
limits™ for vessels wishing to avoid pilotage costs. Processors
now work either just across the line, in non-pilotage waters, or 1in
Lukanin Bay and the large bights on the northeast and north sides
of the 1island. (See notes of Capt. Sanders, attached as Exhibit

A.)

The resulting shipping pattern serves neither the best
interests of the State of Alaska nor those of industry. The
processors are anchored farther offshore in waters much less
favorable to working conditions and the transport of personnel. |In
an effort to save piloting costs, vessels now operate in areas that
are less safe than anchorages within pilotage waters, creating
unnecessarily increased risks for vessels and workers.

Under these circumstances, industry will continue to move 1its
operations outside any compulsory pilotage line drawn by the Board,
so long as it 1is perceived as practicable and economically
advantageous to do so. It may be that the majority of vessel
operations now occur within a mile from the islands, but if the
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Board draws the compulsory pilotage line at one mile, it seems
inevitable that the fleet will simply move outside the one-mile
line. The same appears sure to occur regardless of where the Board
draws the line. The shallowness of the water surrounding the
islands permits them to do so (see Exhibits E-1 and discussion 1in
Section I1-A above).

For that reason, AMP urges the Board toestablish compulsory
pilotage zones to the full extent of the three-mile territorial sea
surrounding the islands of St. Paul, St. George, and St. Matthew.
This would establish a clear-cut delineation of the compulsory
pilotage zones around these islands, <1inasmuch as the three-mile
territorial sea is clearly marked on all navigation charts of the

region. To the full extent of the Board®s authority, it would
preclude vessels from avoiding pilotage by moving outside a line
closer to the 1islands. It would also ensure that the Board has

done all it legally can do to protect shipping, life, property, and
the marine environment in the area.

AMP points out that the current pilot station 1is now four
miles from St. Paul Isla..d. 12 AAC 56.120(30). With this in mind,
imposing a three-mile pilotage zone appears to be consistent with
the prior decisions of this Board.

E. Comparison of the Pribilofs and St. Matthew to other
ports and areas 1in the Western Region.

The justification for compulsory pilotage in the Pribilofs
becomes readily apparent when one compares the level of vessel
activity in the Pribilofs and St. Matthew Island with that in areas
of the Western Region where pilotage 1is already required.

This is the salient fact: During the height of the opilio
crab and pollock fisheries, the level of vessel congestion 1is
exceeded only by Dutch Harbor (and sometimes Akutan) 1in the entire
Western Region. The severity of weather and sea conditions in the
Pribilofs 1is second to none in the entire Western Region, which
includes the notoriously hostile Aleutian Island chain.

AMP has submitted with this memorandum information reflecting
the vessel congestion in the Pribilofs. See Exhibit A (Notes of
Capt. Sanders), Exhibit K (Summary of St. Paul harbormaster), and
Exhibit J (statement of Capt. Anderson). These exhibits speak for
themselves. If compulsory pilotage is justified in areas such as
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Chignik, Sand Point, King Cove, Lost Harbor, and Atka, all of which
have significantly less vessel traffic and significantly less
hostile conditions, then compulsory pilotage is more than justified
in the Pribilofs.

. RECOMMENDATION
A. Amend 12 AAC 56.100

AMP urges the Board to adopt an amendment to 12 AAC 56.100,
adding the following subsection:

(15) all waters within three nautical miles of St. Paul
Island, St. George Island, and St. Matthew |Island in the
Bering Sea.

AMP believes that the Board has sufficient information to form a
rational basis for this amendment. IfT the Board believes it needs
additional 1information prior to adopting this amendment, then AMP
recommends that the Board assign the marine pilot coordinator to
visit the area, observe the situation, and report back to the
Board. This will provide the Board with information from a
disinterested party.

Respectfully submitted this first day of April, 1992.
ALASKA MARINE PILOTS

By Capt. Tom Dundas, President
Capt. Will Anderson

pribmemo.amp
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TYPESCRIPT FROM DAILY NOTES OF CAPT. DAVID GANDERS

At St. Paul January 15 to February 5, 1992

Pilot Capt. David Sanders (AA-149) arrives on station in

St. Paul. Three Japanese freighters 1in area: ETSUYOH
MARU, REEFER SACIII, SHIN MEI MARU. Also three floating
processors: YARDARM KNOT, ALL ALASKAN, ALASKAN 1) .

Pilot boat arrives on station.

1530 - REEFER SACIIl shifts to alongside floating
processor YARDARM KNOT 1in Lukanin Bay. No pilot.

BANYO MARU arrives St. Paul. ETSUYOH MARU departs.

Approx. 1300 - REEFER SACIIl departs from alongside YARD

ARM KNOT. YARDARM KNOT shifts from Lukanin Bay to
anchor in Village Cove inside compulsory pilotage waters.
REEFER SACIIl goes back alongside, then departs. No
pilot.

1500 - SHIN MEI MARU switches with REEFER SACHI to

alongside YARDARM KNOT in compulsory pilotage waters. No
pilot. (I believe SHIN MEI damaged YARD ARM KNOT during

this landing.)

In morning hours BANYO MARU (which switched out with the
ETSUYOH MARU 1-18) goes alongside ALL ALASKAN inside
compulsory pilotage waters. No pilot.

In early hours BANYO MARU away from ALL ALASKAN and
alongside ALASKAN I. No pilot.

Informed by Capt. Tom Dundas of State"s definition of
compulsory pilotage line between Reef Point and Zapadni
Point. I then advised all three floating processors of
the change (ALL ALASKAN, YARDARM KNOT, ALASKAN 1).

Typescript of notes of
David Sanders at

Capt.
St.

Paul

Page 1 of 4
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1-24

1-30

1-31

Pilot began working compulsory pilotage waters of St.
Paul Island.

0545 - Shift BANYO MARU to outside pilotage boundary
line. Pilot on board.

1620 - Shift SIIIN MEI MARU from alongside YARDARM KNOT to
pilot station. Then bring freighter HAKKO BOOMERANG from
anchor to alongside YARDARM KNOT. All three floating
processors anchored inside compulsory pilotage boundary.

1100 - Shift HAKKO BOOMERANG from alongside YARDARM KNOT
to anchor inside compulsory line. Pilot on board.

1500 - ALL ALASKAN shifts outside sompulsory pilotage
line approx. 0.2 miles ouside boundary line.

0955 - Shift HAKKO BOOMERANG from anchor inside
compulsory 1line to alongside YARDARM KNOT. Pilot on

board.

1030 - Observed ALASKAN I shifting from anchor inside
compulsory line to alongside BANYO MARU outside

compulsory line. No pilot.

Japanese freighter TAISETSU arrives St. Paul and anchors
oucside compulsory boundary line. BANYO MARU goes
alongside and departs ALL ALASKAN. No pilot either move.
Located 0.2 miles outside compulsory line.

TEISETSU shifts alongside ALL ALASKAN anchored 0.2 miles
outside compulsory line. No pilot.

1940 - While alongside ALASKAN I, BANYO MARU heaves
anchor while ALASKAN 1 drops anchor. After both vessels
riding on ALASKAN 1 anchor, BANYO MARU shifts to anchor
outside compulsory line. No pilot.

TEISETSU shifts alongside ALL ALASKAN outside line. No
pilot.

0400 - Freighter ORION arrives St. Paul and anchors
outside compulsory line.

1015 - TEISETSU departs ALL ALASKAN and anchors outside
compulsory line. No pilot.

Typescript of notes of
David Sanders at

Capt
St.

Paul

Page 2 of 4



2-2

2-3

2-5

1500 - Shift HAKKO BOOMERANG from alongside YARDARM KNOT
then shift ORION from anchor to alongside YARDARM KNOT.
Pilot on board. While on board ORION observed that only
chart available was small-scale chart. Vessel working
area without appropriate detail of area.

1620 - TEISETSU shifts to alongside ALL ALASKAN outside
compulsory line. No pilot.

1735 - Freighter ZUIFU arrives. Anchors outside
compulsory boundary.

1145 - ALASKAN 1 shifts to north side of St. Paul.

1400 - BANYO MARU moves to north side of St. Paul. No
pilot.

1640 - TEISETSU shifts away from ALL ALASKAN and anchors
outside line. No pilot.

1720 - Shift ORION from alongside YARDARM KNOT to anchor
outside bondary line. Pilot on board.

1800 - ALL ALASKAN shifts inside boundary Iline.

Weather today SE 25-30 knots with low westerly rollers,
tricky in Village Cove.

ALL ALASKAN, YARDARM KNOT anchored inside boundary line

until approx. 0900 then shift to north side of St. iul
Island. Approx. 1800 YARDARM KNOT, ALL ALASKAN, and
ALASKAN 1 come back to Village Cove. YARDARM KNOT and
ALASKAN 1 anchored inside.line, not sure about ALL

ALASKAN . Freighters ORION, ZUIFU, TEISETSU all anchored
outside line and anchors holding fine.

1555 to 1730 - Shift ZUIFUto alongsideYARDARMKNOT
inside boundary lineand pilot on board.ALL ALASKAN
anchored outside 1line (just barely); Y7RDARM KNOT,

ALASKAN 1 anchored inside.

0155 to 0220 - Shift ZUIFU from alongside YARDARM KNOT to

anchor inside boundary line. Pilot on board.
0220 to 0330 - Shift ORI0Nto alongsideYARDARMKNOT
inside boundary line. Piloton board.

Typescript of notes of
David Sanders at

Capt.
St.

Paul

Page 3 of 4 AMP Ex.
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Pilot

is

1020 to 1120 - shifting DANYO MARU from anchor outside
boundary 1line to alongside ALASKAN 1 inside the line;
pilot on board. Captain of DANYO MARU told me that he
was questioned by Taiyo (his company) as to why he used
a pilot on 1/24/92. Also when the ALASKAN 1 requested
this shift, the captain of the DANYO MARU had to get
permission from Taiyo office and ship®"s local agent
(North Star) before he would come inside the line to take
cargo from the ALASKAN 1. lie had received explicit
instructions against doing that from both his company and

ship®s agent.

2340 to 2400 - Shifting DANYO MARU from alongside ALASKAN
I to pilot station. Pilot on board.

relieved and departs St. Paul.

Typescript of notes of
David Sanders at AMP Ex. 0

Capt.
Bt.

Paul
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.iNnling-nunkf., nml ill smnc-tif-lhe-eroiiings-iMs-neMMnry'tfi
ni.rJifm high iviilpi. A pilot iS necessary. j
(l S\ Vessel coming iliiwmlvcr Aland mil to sen fmi i

cause n\llir |Mis'.ilnlily af miming up a blind cliaiincL/

fil'ii l'iHrs,-1 lir diurnal mugc uf tide is 12.2 feel /t Ku -«
knkwnk Creek cnlnmcc and *L1)led at lirllicl. /

(hiii  Cnriruils. 1lie cuucnls nf Kuskokwini/liny m il
Itivrr me siimu', niiniuiug velocities nf 5 knots Xt times. V
slump lidul etirreitl sweeps pusl C.'niie Ncwriimim, scllin t
nppinximulely NVnotl S. Alone (lie N side of me cnpc, liii |
turm ils of iibmil Kkiuil have been obsciveil/elline NI; m 1
SW, In gcunnl, IlieViriclils set in diicclini/i pnrnlicl to Il ¢
uses nl liic channels Instween (lie simals. In/hr elinnncl Irm -
inp lo Gmulncws Ilay, about | mile ftum tin: N end of Soul
spit, lInnd mill ebb cnclithas n vcloeiiy/if about 2.5 knot ,
cllinp Nfi nml SW, respectively. In me deep channels o f
ncksmilli Hay llie linnd cifurnl has/i velocity usually <f
ibonl 2 to 2.5 knnls at slicugHi, am/1lie ebb ftnin 2.5 lo |
(nuts. In lhe vicinity Of Apok\k Cfeck, the sliongcst cm
cut observed was 3.5 knols. 'l Ife/iood current is fell onl =
ibnul as far as llelliel. X

(Mil lly aiming at tlie enhanceVj lick Climmcl on lie
asl nf tlie ebb, a lavorablc cm/m 1 t\n be caiticd neatly I"
Icllicl, pinviding llieic aic iii/ilclays.X

t.Htf  (See ’lidul Cmiciit Tables for \i edictions in Kns
(okwi'n llay and Rivci 2/Vnrinlions iVnm lhe prcdictci
imcs and vclocilies, bcymisc of ficslicls mul winds, may b
expcclctl, ) \

inji. Wealhcr.-1 bylicsl weather usually oVuis in Mnrcl
nul Apiil. Dining M | summer, SE to SW gnles me frcrpicu
nil lasi fiom 2 5 days. 'l licse storms gimlunlly blov
licmsclves nul ~rnl me gcucinlly followed by n rcw days o
nod wcnlliei. in llie cm ly fall, N winds arc frcqtichj and an
isually nmnnpnnicd by clear skies. Aflcr mid-September
Irung gaky/becomc ficipicnl mid prolonged. \

(ini  (Sue page | -21 Tor dales of ice breakup and frccwup.
iini ~oiier can benblaincd fiom small streams in Sccutil)
'ovcXjoodneus Hay, and C.'mlcr Hay. In (lie vicinity of I\k
shjitl, the liver water is fiesli at all singes of the tide; it\

wwy-itwddyHwHIte-mIHtcmc' readily:

AN

(irr.)  t’luirl 163HU.-I he I'ribilof Isimnls, in the Ucring Sea
about 2(X) miles NW of Unimak |’ass, consist of St. Haul, St.
George, Ollci, and Wall us Islands; Hie Inlict two arc small
and uninhabited. St. Haul and Si. George have the largest
and most mimniuis fur seal tookcrics in tlie world. The
group is under lhe jurisdiction or the National Marine Fish-
erics Service and is patrolled during the scaling season by
vessels of llie U.S. Coast Guaid, under provisions of the in-
ternational Irealy governing scaling. From June | to Octo-
ber 15, the fur seal bleeding mid bitthing season, landing is
forbidden al the mokelies in the vicinity or English Hay,
Itccf 'uinl, Lukanin I’'oiiit, I'olovina I'oinl, and Northeast
I’oint mi Si. Haul Island. Walrus and Oiler Islands are bird
reservations, landing is piohibitcd at all times, unless a per-
mit is obtained from the National Marine Fisheries Service.
()4ij Radiotelephone anil radiotelegraph services arc
maintained on St. Haul Island and St. George Island. In ad-
dition, iulcrishmtl radio and satellite communications arc
maintained.

tidd A supply vessel makes several trips a year between
Seattle mul the 1'iibilnf Islands (St. Gcoigc and St. Haul).
(Hi) 1 here me no landlocked luubors about the islands,
but safe anclioiuge is always available on the lee sides. Re-
sidents orSt. Haul Island say that the prevailing wind during
the summer is Inmi the NE, which makes Village Cove on
St. Haul island a good anchorage in all but severe SW winds.

The bottom in Village Cove is black sand, and the holding
gtouud Is good. Dming SW winds good anchorage Is availa-
ble In Lukanin Hay on the SE side of St. Haul Island.

(ini)  1lie following regulations are from 50 CFR, Wildlife
and Fisheries:

3J)) Hail 215-I'rIblhif Islands

ZJ3IS Snbpnil C-A<luilutslrntimi

(333 8215.21 Visits In fur seal rookeries.

(354) From June | to October 15 of each year, no person,
except those authorized by @ representative or the National
Marine Fisheries Service, or accompanied by an authorized
employee of llie National Mniiuc Fisheries Service, shall np-
pronrli any fur seal rookery or hauling p.rounds nor pass be-
yond any posted sign forbidding passage.

(333) 8215.22 Dags prohibited.

(336) In order to picvent molestation of fur scnl herds, the
lauding of any dogs al I'ribilof Islands is prohibited.

6.5@ §215.23 linpnrtntlim of birds or ninuuunls.

) No mammals or birds, except household cats,
cnnnrics, and parakeets, shall be impoitcd to Hie Hiibilof Is-
lands without the permission of nil authorized representative
of the National Maiinc Fisheries Service.

(J39) 82152<1 (Reserved)

(Omi) 8§215.25 Walrus nml Otter Isinnds.

(361) Uy Executive Older IUM, tinted Fcbiuary 27, 1909,
Walrus and Otter Islands were set aside as birilrescrvnlions.
All persons are prohibited to land on these islands cxcent
those authorized by the appropriate representative of the
National Marine Fisheries Service.

(362) 8215.26 J.ocnl regulations,

(363) Local regulations will be published from time to time
nml will be brought to the olteiilion of local residents and
persons assigned to duly oil the Islands by posting in public
places and brought to the attention of tourists by peisonal
notice.

064) 8215.27 Wi ildlife research.

(363) (a) Wildlife research, oilier than research on North
Hacific fur seals, including specimen collection, may be per-
mitted on the I'ribilof Islands subject to the following condi-
tions: (1) Any person or agency, seeking to conduct such re-
search shall first obtain any Federal or Slate of Alaska
p it required for the type of research involved.

(%I (2) Any person seeking to conduct such research
shall obtain prior npprovnl of the Director, HribiloT Islands
Program, National Marine Fisheries Service, Nntionnl
Oceanic mid Atmospheric Administration, 1700 Westlake
Avenue North, Seattle, Wash. 98109, by filing with Hie D i-
rector an application which shall include:

(367) (i) Copies of the required Federal and State of
Alaska permits; and

368) (li) A resume of the intended research program.
(369) (3) Al approved research shall be subject to nil regu-
lations nnd administrative procedures in effect on the
I'ribilof Islands, nnd sucli research shall not commence until
approval from Hie Director is received.

(370) (4) Any approved research program shall be subject
to sucli terms and conditions as the Director, I'ribilof Is-
lands Program deems appropriate.

371) (5) Permission to utilize the Pribilof Islands lo con-
duct mi approved research program may be revoked by the
Director, Pribilof Isihnnds Program at any time for noncom-
piimicc with any terms mid conditions, or for violations of
any regulation or administrative procedure in effect on the
Pribilof islands.

(3720 Wecntlier.-Fogs arc especially thick mid prcvnlenl in
this vicinity in the summer, mid navigation is nticnded with
difficulty nnd danger. A navigator should plan lo make
landfalls in the Pribilof Islands during Hie summer based on

AMP EX. A
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no limit b,eing? visible. Unc annoying chnrncletislic of (lie
men is vciy Thick fop nccomiindylnp slump, winds. Logs
fitrin Miivry vessels indicate llinl ‘n typical sniliincr dny ill
die L'iiliilol Isliimls is ns follows: DenSe fop, nt dnyliglit, ves-
sels mielmietl 2(K) ynuls distant not visible, cnlm' sen, light
nils; by noon iniciiiiillcn! sun, n wel tliiffinp, fop, penile
bicc/c;” by evening n dense fog, winds licrcnsed to force 6,
Dense fqg willi visibility less limn 0.5 mile is more common
mound Si. i’'nul Isinnd”llinn nroimd St. George Isintid. An
mmsuiil cliniiielciisllc_ oil North Anchoinge, St. George Is*
hmd, wns denr visibility ninng the shoré” nccom|mnicd by
dense ciirlninlikc fo? lo ‘senwnid. .

(WI, Winds do not continue lo blow fiom the snme quar-
Ici lor any loop,lll of lime. From December through April
winds blow fiom the NE uioie limn from the other direc-
tions. Aflei September 1, gales nrc licrpicnt and violent, nnd
blow fiom all directions. o o
(irti lee,-llie Pribilofs me near the S limit of the ice in
t|er|ng1 Sea. On tmc occasions the icefields extend ns far ns
15 miles S nf Si. Gemge Isinnd. In 7 years of National
Weather Service ice rccoids al St. I'nul Island, no sea ice nt
all was reported in 1yenrs. In the other *Lyems, naylganon
remained easy thimip-hout | year and became restricted to
fnll-powetcd u'sscls for short periods in March and April of
3 yems; al no lime did navigation become suspended or re-
dire the use of an icebreaker, .

Z.ml In 1971 a pinnacle was_reported (18 miles WNW of
t. fan | Island in 57°39.2’N., 173°24.0'W. (see chart 10006).
Depth of water over the pinnacle is not known.

(om__Churl 163RI.-SI. George Island, the southernmost of
the Piibilof Islands, consists ‘mainly of high volcanic hills
mid ridges, and its entire coast is a piccipitous clifT except
for a few miles on the N side and short intervals nt Garden
Cove and /.apmlui Day. llie E nml W extremities of the is-
land, InlsInl Ioiiit nml Dnhiol Point, me bold promonto-
ries. High Ifluffs, on the N side of the island, 1,012 feet
hl?h, is"a piomincnl lamltnmk and is visible from St. 1"aul
Island, a distance of ncmly <O miles, on a clear dny.

run | here me no harbors, but vessels anchor at North
Auchnmq_c, Ginden Cove, and Zaﬁadnl Day, according to
the diicclion of the wind; the anchorages arc poor except
with the wind directly off the land. Al a distance ﬁ]enerally
not gicnlci than 2 miles from the island the depth of the
water is bol little less than the suirounding sea, and in thick
weather it is not safe lo depend upon soundm%s for p|ck|ngi
up the laud unless sure of the position. Vessels should no
approach the island in less than' 12 fathoms of water. There
arc no outlying dangers except the rock awash 0.6 mile NE
of East Landing, and the small reefs al Zapadni Day and
Noilli Anchoiiigc. A rocky shoal, covered 1k fathoms, is
9.3 miles 078* fiom Tolstoi" Point, .

,qrx) | lie anchorage in Znpntlul Day, on the SW side or the
island, in 1(L fathoms, affords shelter with winds from ENE
lo NNW. 1lie lauding is protected by a breakwater at the E
end of the bay. A rcCr extends about 0.2 mile ofishorc S of
the anchoinge. _ .

.0l Willi'N winds, a landing may sometimes be made at

nrilcn Cuvo S of Tolstoi Point, on the sand beach. The
anchorage alibids shelter fiom NW winds, but with the ex-
ception of a small men the bottom is locky. _

Nin - Currents.-lu the o?en water (he tidal current is ro-
aiy, tinning clockwise. Along the N and S shores of the is-
land the cnrient in general sefs E on the flood and W on the
ebb. | lie laiges| velocity observed over a period of nbout 6
days in July and Auq,ust was nbout 15 knots. With opgosmg
wind mid ‘ament, tide rips occur off Tolstoi nnd Dalnol

Points. These rips nrc not henvy enough lo be of any conse-
uence, except that to alrmngers they appear to be breakers,
he water is deep off both points, which can be passed close-

to with_safely. . o
(Ml) The approach to North Anchurn%: is innrked by a

pilvitc mmker about 0.5 mile N of S|. George. The most

prominent landmarks in the village of St. George are the
white roofs of the quadrangle of sheds, low down at the
water's edge. The roofs loom up first through the fog. Also
conspicuous Is a light grouleI o buildings on the slope nnd
ridge back from the beach. Most easily identified is the Rus-
sian Orthodox cmrcli whose bell tower has a green onion-
slinpcd roof topﬁed by n white St. Andrew's cross.

f _ Vessels should keep Hie street which extends through

(e village bearing 164* Good uncliorngc will be found

about 700 yards from. the landing. There s swinging room

for a 400-foot vessel riding to 45 Tathoms of chain.

08)2 The lauding is a square_block of reinforced concrete

next to n cutting in the rocks. The area around the landing,

and for about 75 feet to senwnrd, practically bares nt ex-
treme low water. The lauding can be used by small similow-

di aft boats 3 hours on either Side of high water. A launching

ramp is nt North Anchorage. _ _

(MI)IO Enst Landing, just NE or the village, is belter pro-

tected from a W swell. A ledge awnsh is n'short distnuce ofT

the Iandln(_1. If desired, n boat will come out to anchored ves-

sels when lauding is practicable. .

081) ~ Lucnl magnetic dislyrbnncc.-Diircrences or ns much
ns 11* from the normal variation have been observed on St.

George Island. , , o ,

A&B{ The U.S. Public Health Service maintains a Native
ealth Services clinic in the village of St. George. .
(387 Communications.-St. George Airport provides air

services four times a week. Peninsula Airways Aircraft

Charter will provide air transportation in mi emergency.

(mb) Clinrl 16382-0tter Isinnd, off the S side of St. Paul
ISland, has an abrupt bluff 288 feel high at its SW end,
slopes ?ra_dually to the N, and rises again in a crater, about
141 feel high, nt its extreme E end. Foul ground, marked b
kelp, extends about 0.8 mile from He island on its S, SW,
nnd N sides. The N side, from Crnter Point to Northwest
Reef, is clear of dangers. Probably the best anchorage near
(he island is in 9/r fathoms, black sand nnd broken shells,
with the NE extremity of Crater Point bearing 185 distant
0.5 mile. This island must be approached with”great caution
in thick weather, and nt all limes n vessel should keep out of
kelp. A 38-fool shoal is 2.1 miles ENE of Otter Island.
Fsse{, JJclween Otter Island and Reel Point, St. Paul Island,
(lie tidal currents are strong?, nnd with heavy winds the tide
rips are dangerous_especially on the ebb current. In 1976,
the NOAA “Ship SURVEYOR observed currents settin
NW at nbout 2.5 knots nbout 2.1 miles SW of the SW end o
Otter Island. . . _
(30 Walrus Island, oil (he E side of SI. Paul Island, is
low, nbout 39 feet high, level on top, nnd composed of irreg-
ular masses of volcanic rock. It is vciy hard to pick up in
thick weather. It is about 0.4 mile long nnd 0.1 mile wide.
Anchorage can be bad on either side of it, 0.3 to 0.5 mile
onshore,"in 10 to 15 fathoms. Landing can be ma.le with
smooth water, the best place be|n(_1 in aSmall cove at the SW
corner. The island is a bad place lo make in n fog. .
(3912), Parts of Otter and Walrus Islands are covered with
sea birds in the breeding season. Walrus Island is n major
sea lion rookery. Landing on the islands is prohibited unless
gpermlt is obtained from the National Marine Fisheries
ervice.
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8 OEttING SEA

(\/i?)_ .({'utfill iiliscivtilion.s Mimic in July nnd August W or
\Vnliii<i IsInnd slunv ilmi [lie curicnl inrolmy turning clock-
wise, with velocities exceeding 2 knots nt limes,
put SI, I'mil Islnnd, die iioillicnniiosl of Ilie I'ribilof Is-
liuids, is iibniil 235 miles NW fiom Uniniuk I'nss. The W
nml SW pmts nl Si. I'mil Isinnd me liigli mid niounlniiious,
with |neei|iilniis dills ill (lie const. Ilieicst of Ilie islnud is n
cniiifi;iinli\elv low, lolling pliilcnu, with n niimlicr of extinct
vulcanic peaks seiilleicd over ils suifncc. Iluguslof (111, 590
feel high, n conienl cinlcr nenr (lie center of Ilie isinml, nnd
I'lilnvinn Hill, dnuhlc-pciikcd nnd 470 feel high, nenr the E
end, nrc conspicuous nnd (lie hesl Inudmniks in elenr
weather when coming fiom S. From this killer hill the is-
land sliclches away, in n low, nmiow neck lo Hutchinson
[, about 1((Lfeel high, on Northeast I'otnl. W of laihnnln
liny the const ol the S'side of the islnml is rocky, willi bluffs
nl the Fomts. 'I'he shore of the rest of the island is generally
n snntl bench, with rocks in the vicinities of the seal
rookeries. A ladiuhencon is about 2.7 miles NG of the vil-
lage of Si. I'aul. nml a lull loinn tower is about 0.8 mile SW
of the beacon. An neiolighl is nbout 0.5 mile GSG of the bea-
con.
(VH A lucky ledge covcicd less lluin 3 fathoms with no
visible kelp is 5 miles NG nr Northeast I'oint. Kelp-marked
reefs extend ninml 0.4 mile SG fiom the lwo low Eomts S of
Noilhcast I'ninl. A dnngeious Ied(f;e with two rucks covered
less tlinir 2 falhuuis is I'mile N ot Hutchinson Ilill. With a
moderate swell the sen breaks over these rocks.
rwe - On the N side of St. I'nul Island, depths or 5 fathoms
or more me | mile oll'sImic.
Ii\llis)d A shoal eoveicd 2 fathoms is 7.5 miles W of St. I'aul
sland.
I(>s_i)I [lienkos extend 0.3 mile of more olf Southwest
ninl.
(\AQ A tlnnpenms ledge, usually marked by breakers, ex-
teln %0.6 mile SW and S fiom Reef I'oint, the S point of the
island.

(jssi Sen Linn Knelt, about 0.3 mile S of Reef Point, is
protr_ninent when nppmnching the point from nil G or W di-
rection.

(in A led'extends about 0.3 mile oil Stony Point, Hie NE
point of L.iikmiin liny.

truti - Pilotage, except for certain exempted vessels, is com-
pulsory for all vessels navigating (lie inside wnlcis of the
Stale of Alaska (See Pilotage, chapter 3, Tor details.)

(@im I lie IIciingi Sea is served by the Alaska Marine Pilots
nml Southwest Alaska I'ilols Association.

(in)  Vessels usin(]; Southwest Alaska I’ilols Association
pilots and cu mule o St. Paul can mccl _the pilot boat about
4 miles Wol Red Point (57°06.5'N., 170"17.7'W.).

(inn IIiegiIot bunt ciiii be contacted by calling "ST.
PAUL I'ILOI HUAI" on VIIF-FM channel 16 or on a
prearranged licipicnuy between pilot nnd agent/vessel,

(im Anchorage.- I lie usual anchorage at St. Paul Island is
W of Village F nve between Zapadni Point and Reef Point in
Hie vicinitg of the KMntlioiu curve. The bottom, in general,
is sandy, but mcky hollom will lie found in the vicinity of
Zapadni Point and lolsloi Point. Anchorage can be found
NG fiom Reel Point, oil Dinck Illulfs and East Landing,
nnd in Lukanin Hay

(wij  Ltikiiiiin Hay has a sandy hollom and is used when W
swells make the Village Cove nuehuiagc undesirable, Fiom
(lie Village (me aucriorngc the village or Si. Paul is ol>-
sniicd hy a hlull allhoughil is in full view fiom the Dlack
IlInils aiichniage

(imiIn the spiing (Apiil-May) as the ice edge moves N,
the winds can imlically change ils conliguialion. Vessels

38

nnclioring in Village Cove or oilier areas around the Pribilof
Islands should maintain n careful lee watch so ns not lo be-
come cnirnppcd. ,

Vessel.! should not attempt lo ride out a ﬂalel nt
nuchor_nenr the islands, unless lo leeward mid well slicl-
Icicd. The surfis apt to make quickly and is dangerous on
the weather side of 1lie island.
rg4t») Prominent in the approach to the anchorage ofT VII-
Inge Cove are the three large steel tanks on a bin H]ust W or
the, village. Also on the blutf, just Io the N, are eight smnlicr
white Innks. Vessels slioold Steer 082° for the center of the
three large steel Innks and anchor in about 8 fathoms with
Reef Point nnd the center of Sea Lion Rock in range.

(410 Znpndnl Point, Tolstoi Point, nnd Reef Point, 25
miles WNW, 0.6 mile'NW, mid | mile SW of Village Cove,
resg)ecnvely are the best radar targets in the area nf a mnge
0f 5 to 7 miles. . .
(41)  There is no protected harbor nor satisfactory landing
facilities. Vessels are often delayed nt St. Paul in landing
cargo and personnel because of strong winds_ that build up
heavy sens and mnkc lauding dangerous or impossible. In
Village Cove, on the W side or Reef Point, Hie landing is nt a
reinforced concrete pier just N of Hie_biulT point. The ap-
proach to (his landing, is shoal, and incoming swells fre-
quently break across %le entire entrance. Extreme caution
should’ be used when any swell is running because the swells
build up as they approach the shoal water, or round the
blutT point, and break unexpectedly. The pier lias a face of
nboyt 100 feet with depths alongside of 3 lo 4 feet. Supplies
are lightered ashore hy power barge or bidnrkns gnatlve skin
boats()]. A sclf-piopclicd crane is used on the pier to load and
unload lighters. , , ,
(412 SIT Paul, about midway along a peninsula extendm?
from (he S side of St, I'nul Island, has small wooden dwell-
ings painicd white with dark-colcted roofs, a church, hotel,
asmall hospital, several large buildings, and n machine shop
with limited facilities. The™hospital patients requiring sur-
gery arc transferred to Anchorage by jet incdcvac. A 10-ton
marine skidwny is nvnilablc for emergency repairs.

(413), A commercial airline provides weekly mail and pas-
senger service to nnd from Anchorage via Cold Day. or
Dutch Harbor when weather permits. A weather station
and a lornu station nrc on St. Paul Island. 1lie wenlher sta-
tion monitors CD channel 9, nnd the lornn station monitors
VIIE-FM channel 16 (156.80 MHz). ,

Fg41 Landing is forbidden nl the fur seal rookeries on St.
aul Island during the breeding season, June 1to October

1. .
(in) Wenther.-The climate is typically maritime, resultmg
in considerable cloudiness, heavy fog, high humidity, nn

rather well restricted daily Icmpernturc ranges. Humidities
remain uniformly high horn May lo late September, and
during the summer period there 1s almost continuous low
cloudiness and occasional heavy fog. The differences be-
tween average maximum nnd minimum_temperatures for
the entire year are only slightly above 7*F, and q&g reatest
monthly vnrinlion in March is'slightly less llian . Tem-
peraturés remain on the cool side even during the summer,
nnd the highest temperature on record is 64' F in August or
both 1936 and 1941, Extreme highs in summertime usuall}/
range around the middle fifties. Although record low read-
ings fall well below tire zero mark, such extremely cold days
ate rnllicr rare. On the average only 5 days each winter sea-
son have temperatures falling below tire zero mark.

(416 DesE)lte an environment of high humidities, precipita-
tion'on St, Paul Island is surprisingly light, i he annual aver-
age is slightly above 24 inches, which'is slightly below the
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overripe Tor Alaska as a whole, The greatest 24-hnur precipi-
tnliun on iccoitl (ell shgh,tlﬁ/ slioil o2 indies. April is gener-
ally the ,1I||esl month, with n gradual increase of preCipita-
tion until a mean monthly total of over 3 inches is reached
during August, September, mid October. This is followed by
n gradual decicnsc dining the succeeding months unlit the
refurn nl Apiil. Thuudeistoims me cxtiuuiely ime on St.
J’n}]JI Islalré(?].9 I he only isolated occurrence ever reported was
in June 19J9.

§4]§ Eminent windy periods_arc characteristic of the is-
land’ men

throughout (lie'year. Frequent storms occur from
October lo Apnl, nod theSe often me accompanied by gale
Torcc winds to piuducc general blizzmd. conditions. Unider
the influence of prolonged N and NF winds between Janu-
ary nnd Apiil, the ice pack occasmnally_ maves S to sur-
round the island During recent years, tire S limit of this
movement has been between St T'aul and St George Is-
lands, some *10 miles to the SF or St. I'aul.
brlns (See page T-9 for SI. I'mil Island C'linintologlenl Tn-

C

4iil  lidcs ami currents.-The diurnal range of the tide at

illage Cove is 3.2 feet. Around the island the current sets

W on die Mood and Son (lie ebb, following the trend of
the slime. The gienfcst velocity occms at Northeast Point
and between Reel Point and Oiler Island. Average velocity
nt strength of current is_| to 2 knots, but with continued
sfrong winds limn one diiccliun it may increase lo 3 knots.
(@)~ _Ihcic me heavy lips around Northeast and South-
west Points, also between Reef Point nnd Otter Island,
where they me worse on the ebb. The lidcs nnd tidal cur-
rents arc gicnlly fiillucnced by the winds.

lliesAlnskn mainland, is nbtiul 330 miles N of Unimak [Vss.
wniqvbjous shoals and uneven bottom have been reported
mid nVo.slimvn on the chart; the island should jre ap-
|IroaeheH.willi exticme caution. .
yip  Fiom W, Ntmivnk Island shows gcullc slo|/s lermi-
n ling seawmd in reddish clilTs 150 lo 462 fccl/iigh. The
It glics| éunn,l, (iKolie W pail of the island liscs ItVW) Ted 10
mles FSF liimiV'apc Mohican. Near the center of the is-
laid is Rnhcils lwmmlaiii, 1075 fed high, Life I||?I|cst ora
g_l_mP; this inomiiaiii is built up of a series of volcanic
i iiclics, die lop bciiih the steep side of a bleached crater.
pail, except for

I ic F cud of the isl
breached crater 627

lie low hills and Tniif Mountain,
fr t high. .
% Inelem weather diei .~ ally can be made out
30 miles limn any diiccli\ii flic island is inhabited by
|ullds of leiudcei. o
) In IRon (he US.S. CTTkKWIN ciuiscd completely
(| Nunirik Island, follawingdhc sluuc and outlying is-
.ids nl a distance of about 2 nMcs, and. found general
dijilhs of 7lo Il fathoms. Ahe consl\s gencinlly nbropl and
ky. with muiieious bintils in wliiclrs™4icliorage was found
3o 7Indums. . - _
M Cape IWnhicnn/dic W point of NiHjivak Island, is a
rrow piommiloiy/ihnul 2 miles long. H)c point of the
pcis adill 200 loci high from which die IcVnim descends
lo 150 led hu/5 miles bcfoic ascending gradually to the
(her ground imam!,
M Cnpe Mohirmi Liglit (60'13.0N, 16777.U'\V.), 285
| above life weiicr, is Shown seasonally from a skeleton
\(/jvcrfv\tll|/llyt| led and while diamond-shapéd dnymmk olylhc
of tl/cape.
ior) A sh(?al aboiii | mile wide extends 5miles 05/ fro
n|'p/Mohie;m and has depths or 2 to 4 fathoms over it, Tiw'
mul area should be avoided until it has been completely

. 2M 8 UthtINP*bliA

iirveycrh-'lI'tnrlfFlaiiiom curve extends y5'llllicS 05ft* from
crpe.
(@ pleh 1979, die U.S, Const Guard Cutler IRONWOt
ephrtcd possible shoreline chnrliug iuaccuincics on (he f
ude\>f Nunivnk Island between Cnpe Mohican, and
Harbor. Until surveys are made of 1bis rircn, ninrinc” are
adV[S|Att to use caution when using shoreline features r"'
navigation.

, Nash Harbor, on the N coast of Nunivnk l.dnnd, 16
miles E\f, Cn;\)/(\e/ Mohican, is a %)od anchorage except with
winds rroiit NW through N Jo NE. The coast to/lie W of
the hnrboais fairly_high and is backed by cliffs, while lo the
NE it is low. The’S sitle of the harbor hes a saiid/md-gravcl
bench nl tlicVool or a 30-foot bitilT. The bottom Slopes grad-
’tjha"¥] fr(()jm I(\ratlioms outside Nash lInrbor to/lie" beach at

e hea

§4)OP, The bailor is 15 miles wide and nbtmt | mile in
eplli. The bottom is sand except near die rocky parts of the
bore, and there n\c no indications of dangc/s over a large 4-
_6-fnlhom area m midharhor. Uonis 0s/nlly land oT (Ire
ilinge of Nngli Lni\ior, on the W side ofacreek that cmp-
cs into the SW pamoT the harbor; howgyer, there are boul-
crs close lo shore ntXlhis landing ns well ns in lire_cove on
re W shore. Tire crecK drains a lake, |Ait the water is brnck-
h because the lake IcVcl is nfTccted/oy the lidcs. Tire lake
cezcs every winter any makes nn/cxcclicnl Iand|n(rq place
[fr airplanes fitted with VKis; it is yIso large enough for sca-
nnes lo use in summer,!
10) In 1951, the suviW sliip/IATIIFINDER made the
ipronch to Nash lInrboi\(scc/'lintl 16006? on course 090
I.21 miles from a position ~ miles N of Cnpe Mohican
uilil abeam of die harbor, \I/len steered 180" Tor midhnrbor
_anchorage in 6 fathoms. S
0|)2?1 Cnpe lilulin, 40 mik/VENE or Cane Mohicntt, is He
northernmost point orNuwvnk Island. The cnpe is a narrow
strip of land with aridgeM low hills midway along ils outer
pari; it appears as two or more Islands front a distance W. A
small island is about 2 miles off me end of the cape; between
nre !ed?es. A dangerous rocky iqcn extends W from Cnpe
Elulin for about 15 miles, _
4))?, Mcliurytilt, nyout 2 miles V\ of the inner end or Cape
ofin, nnd Nash I/nrbor nrc the only villages on Nuniyak
Island that nrc inlmbilcd the year round. A" weather stntioi
is maintained nt Mckoryuk, nnd the Village has weekly nini
service hy air; radmtelegéa#oh communication is maintained.
A4 ' Anchorage can be found NW oY Mckoryuk in 25 lo
32 feet of water/ \ ,
(14)(5,) In 1951/lie PATHFINDER nucln.cd on the W side
of Cnpe Etolin, 45 miles NW of Mck* .)\ik, in 5 fathoms,
snud bottom, Jon beannﬁs 080’ lo N_tangent of Cnpe Elolin,
089'30" lo h|g[hest knoll on Cnpe_ Elolin, Iv2' lo center of
schoolhousa the Inrgest building in Mckoruik, and 246' to
N tangent/ of point 55 miles to the S'V. From this
niichorogylhc N tangent of Cnpe Etolin walgpcn 001'30'
from thc/S tangent of Cape Vancouver. The nlicliorngc was
approached from W on a heading of 092' foiVthe highest
knoll on Cnpe Etolin. The approach should bcynade will
caution ns the area shoals rapidly nnd die referénce point'
nre nilt to be obscured by fog except during N wiuds. Fron
the ryichoingc, a launch’ran on a general course of 120’ lo
Wfa¥ P/Ictkoryuk for 3 miles nnd obtained a inininu\n deptl
of Tp feet.
} ,F,Shoals covered 3 fathoms have been rcportcu\nbou
J'miles N and 155 miles NW from Cape Elolin,
sioal covered 4% fathoms lias been rcporicd 125 v
NE from die cape; all with deep water sin rounding lliyu
keeping Cnpe \ Incouvcr bearing N of 086*, Cnpe Eli "
‘can be rounded when coming from W in 10 fathoms.
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AitHAimimivt-i-lienringdllUAor-H-of-thi.vbenringreonjider-
dtlc slittal iviilci and iticgiilnr depths me found,
imvi Qilit* Kliilln Anchorai;r, (lie bight on llie E side of Il
enp\ lias lair holding giotind in 2 lo 5 Indiums, but is op,
In 11\ NE. Ndiii the S side, nml nbout 0.3 mile from
licnd rtf the bight, is michningc in 3 falhotns; the liohim
euuimKis giinel mid only inodendely good. ljulhci out/it i
Iccper not moie e.sposeil lo the sliong lidul current/ nil
lips of I'Milin Strait, the wide passage between Nuni/nk |
land nnd me iiiviulniid.
mil Sc'Tinl .shoals have been reported in Elolin Slruil. 1
IMCR die UaJ Const Uliiild Cutter NOR'I [ IWINIy in trim
siting the strait, lepotled that depths in some c/scs wcei
found In bc\\ienter or lesser than now chnrrcd. Unli
surveys me nimle of this men, milliners nrc ndv/scd to us
cxlicme cmilion )
@D In 1971jV Const Guard Culler STOIJIS observe
the following conditions on the E side of Elolin Slrnil
Depths of 2'/i fathoms were found in/59*59.0'N.
164°56.0°W. TioccAdiiig essentially W Tiorn/that position
depths iueinised toy Inilioms, then cjuickly shoaled lo I>
fathoms in (iDOLtI'N., 1(i5"()5.0W, Ilie bottom was snui
and mud. Ihe 3-lamoiu shoal ccnlcir/i in 59°49.0‘N
164"55.0)‘W. was louiiu in charted position. The STORIS
fuither lepoiled dial lift depths were hiifnd to tie gcucrnll)
is noted r:i eliiui IOtKRiyi die men Sis </fthe charted slionls
md changes in depth wcY vciy gradual.
Xini In May 1977, Ihe\N()AA Sl/p MILLER TREE
MAN lepmled shoaling li\4'/< I'atlicins centercd in aboo
59'49.9°N., Ki.VJ.LO'W. Canyon is /iviscd in this area,
ini) Cape (Manning is 15 miles SSi of Cape Etolin. Trim
wk Isliiml is 5 miles NW o CiW Manning and 2 miles Tra
ported lielween.
(uj) Cape Cornin, 2d miles A of Cnpe Manning, is lll
caslcninmsl point of Nunivnly'lsimid. | lie cape is low an
lias a rocky slime on its N /.idc.yl hc two peaks of Twi
Mountain me 7 miles NN\y of lire point of Cnpe Corwi
ini)  Cnpe Mendenhall, m miles WSW of Cnpe Corwin, il
lie southernmost point oy Nunivnk Inland. The cape is 25j
feel high and Inis a low i/ek hlufl' 10 ti\2() feet high on ils 1
sitic. A 2'/<Z&lliolll shoal'is 4 miles SW rtf Cnpe Mendenhall
(ini Dining a N blow in August 19.\l, die survey ship
(EXPLORER loiind s/lislneloiy unehoiiW in 8 fnllioms
dmtil 1) miles NW M Cnpe Mendenhall.YI lie anchorage i<
bout 1.5 miles oil 1|/c hcaeli of (lie sceond yiglit NW of the
ape ami is piulcch  from NW through N lo E As the sli|
pproached on a course, the water slioycd uniform!
uni 14 lo 8/- fa I lie line gray sand hollom is gooi
olding giomnl  jtriciils along (lie const had velocities csti
inlcd lo lie as as | knot.
itd (join wipe Mendenhall die coast cxtcn S NW fo
cout 40 mil/s to what may be called the Y cnpe o
uni'iik Island. 1lie few soundings obtained sIVow dcc|
atcr failly /lose lo shore, and il is apparently safe h>folio"
ic shore a/:i distuncc or 2 miles. Depths of 4/*to 6 folhomf
live been/found on an extensive shoal about 10mijcs of)
is stieiyli of coast,
mi 1PC SW enpc lias clills 100 to 150 feel high; tlicXmn
it is goully sloping Imnirn. In the smnll cove E of the c\pc
lifting/ can be made on die sandy beach in front of the fr"
ii.ioyms of liichlkugn, an abandoned native village. Wnf|
m \y oblnined liom the stream just E of the abandoned
ge/al low "atcr the stream is ficsli to ils mouth.
1 anchorage is possible in 7 to 9 fathoms nbout
the cnlianec to die cove.

AT —Prunrthe'SW cape, ilfiTTOTSt-nf Nmiivnk Lslnild.ey
eints N for about 8 miles lo Cape Mohican. Along/ilii
tretckjne impnssnblc clilfs 150 lo 450 feel high, nniKlher
ire no khnling places. Jlie 6-futhulil curve is nhout 0 mlh
fTshore, \ .

us) l'idesXflie dimuni range of lidc nl TnchiJ/ign, on th
W side of Nuniyak Island, is 4,3 feel. Al Naefi Harbor, o
l'ic N side, the dumml range is 5.3 feet, nujf the tide occtn
>out | hour later than nl Tncliiklign.

us) Ctirrcnls.-On lire N and SW sidet of Nunivnk Islam

I ic current bus n large animal inequality. NE of Cnpe Mi
li enn n 4-hour series of elurent observations in July 195
snowed a NE current which\t sjrength had n velocity of 1.
kjiots. Observations made in/-une and August 1951 W o

ape Etolin showed tidal cofrcms setting along die shore li

I ilh directions with velocities of nbmit | knot nl strength r

irrcnt. On the E side of die islnncKm Elolin Strait, it i
alctl that tidal currents me so strong rital the middle por

on docs not frcp/c over in winter. (S
( nblcs for picdfctions olf (lie W const of Nunivnk Island.)

(40 Ice™(Scc page T-21 Tor dnlcs of ice mVMcup am

rcc/.cyif<f Navigation is difficult from mid-Decclivber If

iiitWH!i\umd-4isually-i&-6uspended-fren»--enrly-JniiunlyHo*
"Jeh.

@) €. Mntlhcr Islnml nnd adjoining islands nrc 145
miles W from Nunivnk Island. "Lhey are rocky, uninhabited
isinnds whose shores nrc poorly charted except lor n small
area between Sugnrlonf Mountain and I'iminclc Island. St.
Matthew Island is a succession of hills nnd low volleys. Dur-
ing the season or navigation, Tog is prevalent in this vicinity.
Anchorage can be made with an onshore wind on the N or S
sides of the island.
rail}—Cnpfr-yprlghtp-the-E-yioint-of St. Matthew-Islandr/
ijijvhnnd verlical, and the land in its immediate vicinity
ijiomitninous. A mountain 1,505 feel high is 0.7 mile bap

ic cape, and nnothcr mountain 1,280 feel high is 0Ymil
LW or the cape. Off the cape is a detached rock 25 fc/l high
V of llicMiigliland of the cape is a low neck, nppafciilly
and, and the cape might be easily mistaken for/detached
sland. \

@) Clory 6f Russin Cnpe, the N point bf S| ‘Matthew Is
and,-is also lush and mountainous. A 1,4/ -foot peak i
ibout 13 miles S\i)f the cape.

(@) Numerous\jctachcd rocks along/the shores of Si
Vlatlhew Island slu\ild not be approached loo closely. Oi
lie island is an abundance of ficsh/atcr in streams am

ikes.

&3 Sugnrlonf Mounlfdn, 1,380 hfet liigh, is 11.5 miles V

om Cape Upright. From Suganoaf Mountain llie cons

cuds about 0.8 mile SE livtlic jvcslcrnniost point of a wid

ight that extends to Capc\yprighl. A rock is about 35
ards S of this point.

4%) Good anchorage rm$ £)c had in about 14 fathom’
sheltered fiom winds bctycen SE.and SW, in a bight on 11:
If. side of Si. Matthew Island, about 10 miles NW or Cn|:

Ipright, with Sugarlofif Mountain xjcaring 220", and W <T
omc rocks which show well out of linewater mid should n<t
c approached clos/ly. Landing is difficult with any swell, a;
lie bench is slony nnd steep. In 1951, t)\e PATHFINDEI.
nchorcd ficmtently in 9 to 10 rnllioms\aboul 3.5 mile
VNW of Siigailonf Mountain, with broken gottoin nnd snl
i'factory Jfolding ground. The PATHFINDER nls*
ncliorcj/in nbout 14 fntlioms, with protection from
)ales, jKniles E by S of SugarlonT Mountain. )
45))/SnrlchefSIrnlt I 2.5-mile-wide passage bchyeen S
I'laUlicw Island and hall Island. Tidal currcnls and rip
me not found to be strong in 1951. The PATIJFINNER
obtained THcast-depth-of-10Tothoms-in“wo-passftges-oWiit
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ST. PALL ISLAND,
ALASKA

fit I'ml Island. oiic of II* I'ribilof group. in
located In the cculi nl-southeast Hrlug Son nreo.
7lie cliiimlo Is tyincnlfy maritime, resulting. In
consldei nblc cloudiness, heavy (or, lildi liurnidily,
nnd rather well restricted dnlly temperature
miiRes.  Hlinnirli des rrinnin unifonnly liirli from My
to Into September. nnd dmlug the summer period
there is nlmost eonlinnous low cloudiness nnd
occoslonnl lienvy (or The differences between flic
lilrli nnd low tcmpernlures lor He entire year or.
only slightly nbove 7 degree  and the greatest
monthly variation in March is slightly less limn
12 degrees Temperatures remnin on the cool aide
even during the summer with extreme highs usunlly
mound the middle 50s  Although record low
readings foil well below the zero mark, such
extremely cold days are rnlher rnrc. There ore
only five days each winter with temperatures
falling below the zero mark  The climatic
environment makes the Pribilofs ideal for their
ggalmerous summer inhabitants, the Alnsknn Fur
S.

In spile of m environment of high humidities,
yrecipitation on St foul Isinnd is ~surprisingly
ight The nnnunl overage of nenr 24 inches is
slightly below the averogc for Alaska ns o whole.
Apil is_goucinlly the driest month, with n
grnduol increase ol precipitation until a monthly
tolnl of over J inches is reached during August,
September, nnd October. This is folloned by a
gradual decrease during the succeeding months
until the return of April.

Frequent windy periods ore characteristic of the
Island nreo throughout the year. Frequent storms
occur from October to April, nnd these often are
accompanied by gnle-force winds lo produce general
blizzard conditions. ~ Under the Influence of
prolonged north nnd northeasterly winds between
January nnd April, the Ice pock occasionally moves
south to surround the Island, During recent
%gam, the southward limit of this movement has
en between . I'nul nnd St. George Islands, some

40 miles to the southeast of S, Paul,

Thunderstorms ore extremely rare on St. Paul
Island.
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STATION LOCATION SAH AL IIIAD, AAKA

ELEVAMOI AEKM 1iE*
GROUND 6 ! ﬁ@ﬁ
LEVEL HE "]
8 & Aﬁ/ W = AWOS
. ‘M
OCCUYRED e vest 0 bi\l REMARKS
ICCAII occupied
ceancy I BUI lﬁ E
omicuws
LUCAIIUI R
U
R
E
Naval Rodio Station o/oa/l5 7/17/20 57 07 lro016*
Hotlve Residence 7/17/20 12/15/23 1/0 ml. SW57* 07 170*16'
fuS Corpnrry llor.c 12/15/23 6/05/20 n 57* 07 170*16'
' locotlcn of buildin
Weather OurcniJ Bulldirg 6/05/20 0/29/30 400 It. SwW 57* 07 170*16 indefinite. )
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COLD BAY,
ALASKA

Tin? siulion nl Cold Dny is Jlocated approximately
DO miles liom llie cud of Htc Alnaknn Peninsula on
Ilie not thwest side of Cold Hoy. Ten miles
south-southwest of Ilie station, f'rosly Penk rises
lIo on devotion of C.700 feel Across llie hoy lo
the eosl severnl inounlnins rise lo elevnllons In
excess of 5.000 feel The mountains lo [llie eosl
nnd southwest provide o sheltering effect from
winds nnd precipitation approaching from these
directions Winds rcoching the station from
southwcslci ly or easterly directions rorely exceed
.5 mph The open boy nreo to the
south-southeastword tends lo provide o fuimcling
effect upon oil winds approaching the Cold Boy

oreo from Ilie southwest to the soiilhcnsl. From
west to the northeast the loud is relolivcly (lot
with numerous lokes ond swamps. Winds from

northerly directions ore influenced very little by
this fInt terrain

The high frequency of cyclonic storms crossing the
Northern Pocific nnd the Hcilng Sen ore the
doininnnl factors in the weather al Cold Boy.

These storms account for Ilie high winds nnd llie
frequent occurrences of low ceilings ond low
visibilities encountered nl this station. The

winds generolly result from [llie strong pressure
gradient developing between the Pocific iligli nnd
the cyclonic storms ill the Northern Pacific and

Bering Sen
The climate nl Cold Bay is basically maritime, due

lo the nearness lo extensive open ocean areas, and
temperature extremes, both seasonal ond diurnal,

are generally confined lo (uirly narrow [limits.
Differences between maximum nnd minimum
temperatures for nil Individual months average
less than 10 degrees. Although Il Is practically
Impossible for cold, continental air masses to
reach the Cold Dny area by moving ovorlnnd along
Ilie somewhat narrow Alaskan Peninsula, air
overlying the frozen ocean surface ol the Bering
Sea moy lake on continental choroclcristlcs ond
bring rather cold temperatures to the area.
Although below-zero readings have been recorded
from December to March, Inclujlve, below-zero

readings arc infrequent.

Due lo the moderating effects of nearby ocean
areas, Il 13 difficultto define the seasonal
periods at Cold Boy. The beginning of spring Is
late. The vegetation docs not begin to grow until
late May or early June. August Is regarded ns llie
midsummer period nnd autumn arrives In early
October. The greatest frequency of Tfog usually
comes In the summer season, with the foggy period
extending from mid-July to mfd-Scplember. During
the winter months visibilities ore frequently
restricted due lo blowing snow. Precipitation Is
frequent but not abundonl. The shortest dny of
the year al Cold Day has 7 hours ond 7 minutes of
possible sunshine, the longest doy has 17 hours
nnd 27 minutes of possible sunshine.
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STATION LOCATION I0 BAY, AIAKA
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